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MODEL AIRCRAFT
still leading w ith 

T H E  F IN E S T  Q U A L IT Y  
A T  T H E  L O W E S T  P R IC E S

4 E S K Y L E A D A
H O R N E T

20 in. span C on tro liner 
Class “  A  ”  Team  Racer

S p e c ia l ly  d e s ig n e d  fo r  C la s s  A  T e a m  R a c in g  b u t  
a lso  a n  « M sy -to -b u ild  b e g in n e r 's  m o d e l .  K i t  in ­
c lu d e s  d e ta ile d  In s t r u c t io n  Lea f le t  w i t h  s te p -b y -  
s te p  b u i ld in g  d ia g r a m s .  S u i t a b le  f o r  th e  fo l lo w in g  
e n g in e s :  E D .  2 '4 6  E D  C o m p S p c c ia l ,  E D  B ee . E lf in  
2 49 In s t a l la t io n  d e ta il s  fo r  e ach  e n g in e  s h o w n

o n p 'a n .  KIT 10 5 inc. P.T.

(HA j  A e / d e A

K A T A P U L T  G L I D E R

A  brand new  catapult glider, 
span.12 in.

P r ic e  I - inc.
Ready 

P.T.
to fly.

T H R E E  F O O T E R

The 36 in. span all-balsa g lide r w ith  an 
amazing performance. V e ry  sim ple  to 
build. C o m p le t e  k i t  6 - inc. P.T.

i ne

J E E P

20 in. span model w ith  bu ilt-up  
w ing, pod and bo-om fuselage. 
Easily adapted to take Jetex 50 
unit. C o m p le t e  k i t  4 - inc. 
P.T.

ASK Y O U R  
RETAILER T O  

S H O W  Y O U  T H E  
C O M P LE TE  SK YLEA DA  

RANG E

Manfd. by BRITISH MODEL AIRCRAFT MFC· CO· LTD·
180» L O N D O N  ROAD. M ITCHAM . SURREY



starts the year with a winner!

PR ICEISf-
Plus 3f4 

Tax

D esigned  b y  B ill Dean

CLASS B TEAM RACER

* * * * * * * * * * *
w p-icer *We$ *
Sirawingi for
^MCO BB 3 S

£ « 2 9  

£ 0  3*46
D.C. 350 
fROG 500 

★  t.D. *2*46 
; ★  ELflH T49
i  ★  For C , s s  A version

★
★
★
★
★
★
★
★
★  

★  
★  
★  
★  
★ 
★  
*

*  For Class A v e r s i o n *  

* * * * * * * * * * *

M odel b u ild e rs  e v e ry w h e re  h av e  lon g s in ce  a c c la im e d  the 
K e ilk ra ft R a n g e r  a s  the top c o m m e rc ia l d esign  for C la s s  A 
T ea m  R a c in g . Its s im p le  construction , e a s y  h an d lin g  
c h a ra c te ris tic s , and “  re a l a irc ra ft ”  a p p earan ce  b e c a m e  a 
b yw o rd  in T R  c irc le s , and rep eated  req u ests  h a v e  been  
re ac h in g  us for a  C la ss  B ra c e r  o f the 
sa m e  c a lib re . The resu lt is  the 
P A C E R , a ru g g e d , easy -to -b u ild  
d e s ig n  that is  destined  to w in fresh  
honours for K e ilk ra ft on the fly in g  
fie ld .

C onstruction  is  even  m ore s im p le  
than that of the R a n g e r, and the 
in e xp erien ce d  m o d e lle r  can  tack le  
this m od el w ith com p lete  con fid en ce . 
M ain  recogn ition  fea tu res of th is 
d istin ctive  ra c e r  are  the stra ight 
tap ered  f ly in g  su r fa c e s , ra d ia l type 
cow l, and b u bb le  can o p y .

S P E C I F I C A T I O N
W IN G SPA N - - - 30 in. 

W IN G  AREA  - I 2 6 s q .  in. 
L E N G T H -  - - -  20 in.

W EIG H T - 16 oz.

M a n u fa c t u r e d  b y  E. K E I L  &  C O .  L T D . ,  L O N D O N .  E.2 

(W h o le s a le  o n ly ) KITS Di»tr«6u«V * for E.D.. E l f  IN . YV lO N . AM C O , and NORDEC 
« rg in c i ; IE TEX motors end kit% ; ELMJC & BAT A e c tts o rn  

SOLARBO : L.C.C. Radio Control Equipment.
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V I C K E R S  V A L I A N T

In p roduction  now  for service w ith  Bom  ber 

C o m m an d . Pow ered  by 4 Ro lls  Royce  

A v o n  tu rbo je t engines. A ll a rm am ent  

and perform ance details are still secret.

World’s most advanced bomber

m

Soon you may be seeing one of these sleek 
bombers fly over your home. Soon, too, 
you’ll have to settle the question of your 
career. Have you ever thought of piloting 
an aircraft like the Valiant or becoming 
one of the highly skilled technicians who

service it ? Because if you have — the 
answer to your problem lies in the R.A.F’s 
Apprenticeship Scheme. This is the way 
into the Royal Air Force specially devised 
for boys who want to be a jump ahead. 
Post the coupon now for further details.

There’s a place for Y O U  in the R.A.F.
1

•

I

I

I

I

I

I

I

I

L

I f  you are over 14  this coufton brings you a free illustrated booklet about Careers in the R .A .F . 

If  you are 1  a to 14  1/  brings you f u l l  details about the A ir Training Corps. 

t o : R O Y A L  A I R  F O R G E  ( m a c . 1 4 2 ) ,  V I C T O R Y  H O U S E ,  L O N D O N ,  W . C .2

NAME.................................................

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

AGE................ DATE OF BIRTH
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M E R C U R Y  —  the kits that experts praise

H ere  is the first of the new  M e rcu ry  “  C  ” 
Series of com petition  designs. C on stru ctio n  
is rugged yet sim ple, and perform ance ou t­
standing even in the hands of m odellers of 
m oderate experience. T h e  M araude r is to 
N o rd ic  A  2 specification, but can be flown 
as a ligh tw e ight in un restr ic ted  contests. 
Full details of the tip -up  tailplane detherm a- 
liser are included on  the plan.

Span  : 65 in.

O  A  L en g th  : 49 in. 

T o ta l A re a  : 524 sq. in. 

Weight (without weight 
b o x )  : I I  ox.

K i t  C o n t a in s
P re-cu t and p rin ted  Solar-bo 
Balsa, tissue, fu ll-size plan 
and detailed bu ild ing and 
fly ing in structions. 
In c lud ing  ■ « v i a
Purchase  \ < )

Longer fly ing life

Designs that do  not 
date

Suprem e perform ance

Expertly  selected 
m aterials

C lear plans, lucid 
instructions

Dependable quality

p i t y

Release D ate  
January 31st.

It\* the quality and iu -  
rurutr fiittxh of S T A N T  
Prop·* that m ake them  
the liur-t ta lue  you ran  
buy. A ll pitchr.’· from  
6 in. to 10 in. diameter 
eont, eaeh.r,.:v:.2Oid

s t w t  i » i t o i » s
p u t  / ta i r e r  i r h e r e  i t ' s  n e e d e d

GNOME
Sim ple, s tu rd y  b e g in n e r 's  
m o M l  w ith  pod -and-boom  

type fuselage. T h is m ode l it 
tunab le  for hand, catapult 
o r  tow -line  launch ing, and 

was specialty d esigned  fo r 
keen yo un g  m odelle rs. K it  
conta ins all necessary pre- 
cut and p rin ted  So la rb o  
balsa, tissue, w ire , lu ll s u e  
plan and easy to  fo llow  
bu ild ing  and fly in g  in st ru c ­
tions.

Span  : 65 in.

W e ig h t  : 31b.

Fo r I 5 -2  S c.c. m o to rs

AERONCA SEDAN

T R U E  T O  S C A L E  IN  
A L L  D I M E N S I O N S

Ideal for Radio Control

H e re  is the finest k it  yet to  
com e from  R o n  Y o u n g 's  
d ra w in g  board. M e r c u r y 's  ace 
de s igne r b rin g s  y o u  a m odel 
w ith  appearance and style 
great even by M e rc u ry ’s 
classic standards o f design  and 
quality. T he  p h o to  sh o w n  here 
is o f the actual m od e l, not the 
o r ig ina l from  w h ich  it is to 
faithfully scaled d o w n . The 
M e rc u ry  A e ronea  Sed an  is a 
65J in. lob fo r 1.5 t o  2,5 c.c 
diese ls and is perfect w ith  radio 
c o n tro l W e  have g iven  this 

m odel te r r ife  p un ishm en t be lo re  ap p ro v in g  fo r 
k itt ing, and it has com e o u t  m agnificently. H e re  in ­
deed is the co n n o isse u r '»  k it  that has 
about it the hall-m ark o f  the m aster L ·  Q  f X L  
m odel builder. P rice  (me. P. T ax ) w 7

BEG INNER’S 32 in. GLIDER
hlan ilS* »·!<« _

For hand, catapult 
o r  tow -line  launch

MERCURY’S ESTABLISHED
SUCCESSES INCLUDE

M o nocou p e  64  in. scale 
M o nocou p e  40 in.
Stin son  Voyage r, Scale 42 in. 
C h r is lc a  Sltyjeep, scale 45 in. 
N o rse m an  A .2  G lid e r  
M a rt in  Sa ilp lane 40 in.
Mallard  F F C o n te st  48 in. 
M u sk e te e r  48 in, C ; l  S tu n t  (5 c.c.) 
M k . I T .Racer 
M k. II T .Racer 

And many other k its  and 
accessories now by-words 
with modellers

66 ■
16 7 
19 B 
19 7 
24 9 
9 3 

72 4 
24 9 
IT, 6
T i  4



JETEX 200 O U T F IT
SPECIFICATION— Thrust 2ox. M otor run  20-30 
W eight 18 draw s. Length 2 f " .  D iam eter 
W eight o f fue l charge 5 droms. Price inc. tax

secs.
I 5  32*.·

38 9
JETEX 350 O U T F IT
SPECIFICATION— Thrust 3J-4 ox. Motor run 
W eigh t 2J οχ. Length 3 {*.  Diameter I j * .
W eight o f  fue l charge 6 $ drams. Price me. tax 
•  A  special jet can n ow  be supplied w h ich  increases the 

th ru st  o f the 350 m oto r to 5 }-6  ozs.

12-36 see.

52 9

W o r l d 's  m o s t  p o p u l a r  
•lot M o t o r !

•  I N S T A N T  S T A R T I N G
•  T O R Q U E - F R E E  P O W E R
•  I N E X P E N S I V E  R U N N I N G

T h e  id e a l p o w e r  u n it s  
fo r  th e  y o u n g  m o d e l 
b u i ld e r .  N o t h in g  to 
b re a k  o r  w e a r  o u t  !

J E T E X  M O T O R  O U T F I T S

C onta in : M otor. Fuel, W icks. Mount­
ing C lip , Spare Parts. Accessories, 

and fu l l  instructions.

JE T E X  50 O U T F IT
SPECIFICATION— Thrust }  ox. Motor run approx. 15 sec. 
W e igh t 3 *  droms. Length I t ' .  D iam eter f t *  W eight I  7  IA  
o f fu e l charge 3 1 dram s. Price inc. tax  1 J / “

JE T E X  100 O U T F IT
SPECIFICATION— Thrust I ox. Motor run  20 sec. W eight 
10 drams. Length 2 J*. D iam eter I*. W eight o f  fuel
charge 4| drams. Price inc. tax 27 5

Cheese these kits h r all thatJi BIST in iet mcdels

H o t - D o g .  Contest M ije t -  Beginners model. 
M odel fo r Jetex 50  4,-3 Parts cu t to shape 7 9.

J e t ic o p t  e r  |i 
10 7

J c t ic o p t e r  SO 
7.'-

V a m p ir e
le t ex 100 
f a m p ir e  

Jetex 50

Comp/et*
kit. 10 '-

R O T A -K IT E
A novel kite th a t
can be assembled
in  5 minutes fro m  
the parts supplied. 
K  it includes se lf- 

■mc releasing parachute,
ta x  arid flying /me.

A v r o  707 B. Dt/to W ing 
For Jetex 50 7/-

M e te o r .  Powered b 
2 Jetex 50 ’s

Z y r a .  Space Ship for 
I t  t e * 5 0 ............. 1 1-

W I L H O T ,  M A N S O U R  A CO.  LTD .
S A I I S I U H Y  H O A D .  T O T T O N .  H A N T S

200 C O N T E S T  M O D E L
This new Jetex K it has been designed 
to give com petition w inning perfo r­
mance w ith  the Jetex 200. The 
model is quite straightforward to 
b u ild , and the k i t  contains everything 
you need, except dope. 107

Inc. tax

Ah •"‘— i * · - "
10/7 W m gspon 30*.

R a c e c a r .  For Jetex 103 or 200. 
No soldering required ... 14/f

Ready-to- Run

PLASTIC M O D ELS
complete w ith  Jetex SO motor 

fue l. w ick. etc.

Je tc ra ft.  H ydroplane k i t  for 
Jetex 50  .............  7/-

w

>
Sol· U.S.A. D is tribu to rs  : - 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 .  SS. W E S T  4 2 nd  S T R E E T .  N E W  Y O R K  18. N E W  Y O R K .  
Canadian D istribu to r :— 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 ,  66. 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 .  

Af/other export enquiries to B U T L E R  R O B E R T S  &  C O . .  4. D R A P E R S  G A R D E N S .  L O N D O N ,  E.C.2.
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F R E E  BOOKLET from 
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.
T R A V E L

B y
T R A IN

M O  D E I. A IR C R A F T  M E E T IN G S  at B U T T E S ’S

Budin ’s will hold several big flying meetings for model aircraft, with very valuable 
Also competitions will take place at every Rutlin Camp every week throughout the season.

vii



. . . not just because the Mills saves you 

money from the moment you buy it ; 

though today the economic advantage of 

this trouble-free engine is reason enough 

for the steadily growing demand.

The Mills, being built to last, also offers 

longer service at peak performance . . . 

with quick and easier starting to give 

you more flights per hour.

A U S T R A L IA — M o d e l A -rcrafts, I, Bend  S tre e t.  Sydney.
A R G E N T I N A — G. S. K in g -P r im e . R e c o n q u s ta  682. Bueno s A ire s.
C H I N A — Easte rn  M o de ! A irp lan e  C o.. N a th a n  Road. K o w io o n ,  H o n g  K o n g  
IN D IA — T rad e rs  & D is t r ib u to r s  C o rp ., I2 B  Park  Stree t. Calcutta.
K E N Y A — M o d e l En g in e e rin g  (East A fr ica ) Y o r k  Stree t. N a iro b i.
M A L A Y A — R o txn to n  & C o.. Raffles Place. S ingapore.
N E W  Z E A L A N D — C oM in son  & S o n  Ltd., T h e  Square, Pa lm erston  N o rth .  
S O U T H  A F R IC A — A. W  Y a rd ic y  Ltd.. P .O . B oa  814. Johannesburg.

Jack le m k t is  Ltd.. 49A . S t. G e o rge s  Stree t. C apetow n. 
S W E D E N — Eskader, G u rm h o rn sga ta n  8 . S lo tk h o lm .
U .S .A .— P o lk ’s M o d e ! C ra ft  H o b b  es. 314, P ,fih  Avenue , N e w  Y o rk .

THE

M ILLS

THROTTLE
813
inc. Tax

MILLS BRO S.(™ .s) LTD. 143 G O LD S W O R TH  ROAD * W O K IN G  SURREY
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E D I T O R I A L
It w ould  seem from  the correspondence we have received 

on the subject, that the decision made at the Annual G enera l 
Meeting of the S.M.A.E. to impose a levy of one guinea on  all 
affiliated clubs has aroused a considerable am ount of strong  
feeling.

The criticism  is apparently mainly directed against (a) 
insufficient information being given to the clubs concerning 
the necessity for the levy, and (b) what was referred to  by 
one correspondent as "  the perem ptory demand for payment 
of the levy forthwith.’'

It was indeed unfortunate that the affiliated clubs w ore  not 
given the full facts concerning the present state of the 
Society’s finances before being asked to pay the levy. This 
information was given to those present at the A .G .M . and 
they learned that the excess of expenditure over incom e had 
been nearly £450. due in the main to  a big decrease in  the 
Society’s income from  affiliation fees. etc. It was obvious 
to everyone present that if the Society was to be made 
financially solvent, steps had to be taken to  increase its 
incom e either by increasing the affiliation fees o r  by some 
other means. The clubs represented at the A .G .M . decided 
by 68 ballot votes to I to  adopt the "  stop-gap ” levy 
proposal and to review  the situation again at the next 
A .G .M . The levy is therefore essentially an em ergency 
measure, and there is no  doubt at all in ou r m inds that an 
increase in the club affiliation fees w ill eventually be found 
to be inevitable.

O n  the question of the manner in which the request for 
payment of the levy was made, we must say that w c agree w ith 
those w ho point out that the levy can on ly  constitutionally be 
claimed when the affiliation fees become due, and wc were 
under the im pression that that was the intention o f the 
m overs of the proposition  at the A.G .M .

W c  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 w ill have to contribute  
m ore to  the S.M.A.E. funds in the future if the Soc ie ty ’s 
w o rk  is to continue unimpaired. W e  feel sure that the 
majority of the responsible affiliated clubs appreciate this, 
and w ill give the Council their full support in the ir efforts to 
deal w ith  the Soc iety 's  present unsatisfactory financial 
position.

C o t*e &  S t & z y

G racing ou r cover this 
m onth we have a photo­
graph of Joy O ’N e il (M rs. 
M ax Cootc). She is seen 
with the McCoy 49- 
powered Sir John 
Shelley C u p  entry of 
N o rth e rn  Heights 
C lub  mem ber Ron 
Mead, at the 1951 
British  Nationals 
at Fairwood C o m ­
m on Aerodrom e.
Swansea.

THE JO U R N AL OF TH E SOCIETY OF MODEL AER O N AU TIC AL ENGINEERS

Published on  the 20th of each m onth  p rio r to  the date of issue by P E R C IV A L  M A R S H A L L  & C O M P A N Y  LT D . 

23, G R E A T  Q U E E N  STR EET, L O N D O N .  W .C .2. Tel : Chancery 6681-4 Annual Subscription  20s. Od. post paid.



EDITOR CO M M ENTS O N  CURRENT

It seems that this is not the only 
country where the banning o f 
model living in parks and o]>cii 

local authorities has created a 
serious problem  for model aircraft enthusiasts. The 
following leader which appeared in a recent issue o f 
the Am erican Hobby-.Model Merchandising A'fws, in 
our opinion, contains so m uch sound sense that we 
are publishing it in full.

M o d e l A v ia t io n  is  in  D a n g e r !
“  That isn’ t a ware head—it is a fact ! In spite of 

the acknowledged advantage o f having our youth 
trained in the aeronautical sciences, in spite ol the fact 
that a high percentage o f our aviation leaders, engineers, 
designers and livers began their careers as model 
airplane hodden, there arc those whose personal desires 
tome before everything else.

"T o d a y  in Charlotte, N m o d e l  airplanes have 
hoc» banned from being llown in city parks, because a 
few nearby residents say they make ■ too much noise.’ 
flic  Charlotte Park (.'ommLvsion has turned a deaf 
ear to all appeal*. 1 wo local nets «papers, the Charlotte 
.Yews and the Charlotte Ohsrner, the local Junior 
Chamber of Commerce, a im  citizens, all have pro­
tested to no avail.

4i If this were an isolated situation, it would be 
serious enough, hut the fart is that Charlotte is not 
the only city in which this has happened. Others have 
done the same thing or arc threatening to do it. In 
every ease n involves just a  few people who say that 
they do not like the noise of model airplanes, f hey are 
not in ilie least interested in why the boys are living 
models or what it means to future aviation develop­
ments. 1 ln*v are not concerned that every Iwiy who is 
busy building and Hying model planes is loo busy to 
become a delinquent. They don't rare that such l*>ys 
are assets to their coininutLity. No, they 'm ake too 
much nowe.’ Hut these objectors scream just as 
loudly about the youth of our nation * going to the 
dogs.’ Model airplane builders are not dope addicts ; 
they arc not picked up for stealing cars, but this 
doesn't seem to count.

“  Aside from the obvious points, there is the matter 
of national defense. In Russia model airplane building 
is ‘ required ’ o f boys and girls . . . and not to improve 
their minds from a cultural standpoint. Russians know· 
that a trained youth is a reserve lighting force. In the 
last war model airplane builders were actually em­
ployed by our Government to help in secret aviation 
experiments. Their knowledge and natural inclination 
to experiment has evolved some <>1 the most advanced, 
practical applications o f the aeronautical sciences.

"T h ese  are facts and important ones. Important 
to the point that they far outweigh ‘ noise ’ that 
auuallv isn't disturbing. Every group of model air­
plane dyers has agreed to confine its activities to 
certain hours that do not conflict witli anyone’s sleep. 
Jets, in some instances, have been banned by the model

A N  IN T E R ­
N A T IO N A L  
PRO BLEM
spaces by some

pilots themselves. They are eager to make every 
jxosiblr concession. Hut still (he park Ixuuds say No !

"  Such is the ease in Charlotte. V C . Your assistance 
is needed. I f  you have suggestions on how the matter 
lias been handled in your community, write the 
Chailotte AVa> or Charlotte Obsener and give details. Or 
write to John Vogler, Charlotte Hobby Centre, 131 .  
W . .ph St.. Charlotte, N.C. He is leading the light and 
nee» Is your support. Write today and at Id your protest 
to those ol alert Charlotte citizens. It is a  national 
issue it has a direct bearing on national defense it 
will go far toward curbing one o f the most terrible 
problems of our soc iety, juvenile delinquenc y. Jo in  in 
the light today L Write those letters ! ’ ’

Substitute, say, Birmingham for Charloicc, X.C., 
and the foregoing would apply with equal force to 
the situation existing here.

In a letter we received recently 
from Aauic Ellila. winner of 
the 1949 and 1950 Wakefield 

Trophy Contests, he informs us that he will not be 
competing in this year's event.

Aarne Jives in Helsinki, which, as our readers will 
know, is to Ik: the- venue of the 1952 Olympic Games, 
and work in connection with them will prevent him 
from making the trip ro Sweden this summer.

W A K E F IE L D
W IT H O U T
ELLILA

FACTS A N D  A total of 5.39b entries in 1931
FIG U R ES S.M.A.K. competitions repres­

ents an improvement of over 
fifty per cent, on 1930 figures a clear answer, we 
imagine, to the question of whether or not competi­
tion flying is losing it> popularity. Last year’s 
entry figure's arc.· all the more remarkable since the 
weather, ori the whole, was |x>or and the summer 
one of the; dullest and wettest for many years.

Gliders were far and away the* most popular 
competition type*, with a total of nearlv two thousand 
entries, or nearly thirty seven per cent, of alL entries. 
Lull figures were :—
Glider c.ornp. entries

Bovver „  .,

Rubber „  ,,

C L Speed comp, entries...
( I. Team Racing ,, ...
C l, Stunt ,. ., ...
Radio Control ,,
* This includes entries in all speed classes.

1,072 ,average 330 per 
comp.)

1.232 average 230 per 
comp.)

1.252 (average 172 per 
comp.)

average 40 per comp.* 
average* 2b per romp, 
average 23 per comp, 
average tB per romp.
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It is interesting to draw a comparison between 

British figures and typical American entries in 
similar classes. The American annual competition 
programme is so much more scattered than our 
own that the only American figures which are likely 
to give a fair basis for comparison arc those o f the 
Nationals. These possibly flatter the power duration 
class unduly since there are a multiplicity of classes 
in this category and one flier may, and generally 
does, enter several different classes (often with the 
same model, simply interchanging the engine!).

The respective popularity of the free flight classes 
can then be summed up as follows :—

Glider—first in Britain (43.5 per cent, rating) ; 
second in U .S.A. (19.3 per cent, rating).

Rubber— third in Britain (22.3 per cent, rating) ; 
fourth in U .S.A. (12.2 per cent, rating).

Power— second in Britain (29.8 per cent, rating) ; 
first in U .S.A. (53 per cent, rating).

Paa-Load— fourth in Britain (3.1 per cent, rating) ; 
third in U.S.A. (13.9 per cent, rating).

Radio control-fifth in Britain (2.3 per cent, rating) ; 
fifth in U .S.A. (1.7  per cent, rating).

I f  figures mean anything, gliders are twice as 
popular as rubber models in this country. In the 
United Stales, power models arc nearly three times 
as popular as any other type, with gliders a surprising 
second. Paa-Load, it will be noticed, also rates 
high in America.

As a further point of interest, on a basis of the 
number o f entries per competition, and grouping 
all C/L categories and classes, C/L accounts for an 
average of 2 1.3  per cent, of all entries in America. 
In this country the corresponding figure is just less 
than one half of this— 10.3 per cent, o f the total.

THOSE WERE Fifteen years ago the competition 
THE DAYS ! movement really got on its feet, 

with a record entry for the 1936 
Wakefield trials and a team of six journeying to 
America for the first time. It is common knowledge 
that A. A. Judge won the trophy that year, but it 
is also regrettable that so many of the leading names 
of that era no longer appear in the news. We often 
wonder what has happened to some of those stalwarts, 
especially since aeromodelling admits of no retiring
age.

1936 was Bob Copland’s first contest season, and 
he, o f course, is still flying Wakefields. But C. B. 
Allman, C. Gibson, W. and J .  Worden, R . T . House, 
R. N. Bullock, S. R. Crow, W. L. Henerey and many 
other fine fliers are relatively unheard of these days, 
more’s the pity.

Three years before the war, rubber duration 
held the field. Glider competitions were few and 
infrequent and power contests even rarer. The pre­
sent day modeller Ls perhaps spoilt by having so many 
diverse types and classes of models from which to 
choose. That, as we see it, is one of the basic faults 
o f model flying as a eport today. It is not a single 
integrated sport like football or cricket, but one 
composed of divergent classes and interests. Strictly

speaking, C/L and free-flight are poles apart. As 
a result, with so many different classes to cater for it 
is virtually impossible to give adequate attention to 
each and unfortunately there does not appear to be 
any simple solution.

PEOPLE IN In our Club News pages in this
GLASS issue we have published a report
H O USES . . .  of the S.M .A.E. South Eastern 
Area Committee’s A .G .M . Whilst reading this we 
noted with some surprise that the secretary, Mr. 
H. Rewell, is quoted as saying that “ He thought that 
the Council’s lack of foresight was largely responsible 
for the present financial position of the Society, and 
that the Area would benefit from economies made at 
top level.”
* I f  Mr. Rewell has been reported correctly by the 

Area P.R.O ., we can only assume that he must have 
an amazingly short memory. Perhaps we shall be 
excused for mentioning that last year the Society 
were compelled to meet debts amounting to no less
than £ 16 0  which had been incurred by the S.E. 
Area in connection with their S.E. C ;L  Champion­
ships. This sum we would add represents almost 
half of the Society’s total excess expenditure in 1951.

Bearing in mind the fact that the S .E : Area 
Committee were responsible in no small measure 
for the Society’s present poor financial position, Mr. 
Rowell’s remarks are, in our opinion, to say the very 
least, in extremely bad taste.

TH A N KS Whilst there have been one or
pAL ! two experimental radio control

units produced in this country 
operating on the high frequency band, no com­
mercial sets of this type have yet appeared. In 
America the position is different, with the M acNabb 
unit or “  Citizen ”  set rapidly gaining in popularity. 
Operating details are reduced to a minimum and the 
user is, in fact, prohibited from further "  adjusting ”  
cither receiver or transmitter. Each is tuned to a 
fixed frequency and stays tuned, unless a component 
fails.

This means, o f course, that any “  Citizen ”  trans­
mitter will operate any “  Citizen ”  receiver, without 
re-adjustment. H. A . Thomas, well-known Ameri­
can modeller-draughtsman has come to bless this 
fact. He lost control o f his radio model after 
putting it into a spin from a considerable height. 
A friend quickly switched on his “  Citizen ”  trans­
mitter and regained control, bringing the model down 
safely. A  faulty switch was the cause of the original 
trouble.

There will be an American entry in most of the 
S.M .A.E. glider contests for 1952, only this time the 
modeller will not be represented personally. Dick 
Everett, prominent Californian flier (and runner-up 
at the 1951 American Nationals), has sent over his 
Nordic to be proxy flown in various events in this 
country.
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C O M P L E T E  M O D IF ICA T IO N  
A LLO W S F U EL  CUT-O UT 

TO  E E  M O U N T ED  
"Γ γ ν  C L O S E  TO EN G IN E

O L D  T Y P E  E L F IN  2 49

F U E L  
CU T O U T

T IM E R

T IM E R  C O N N E C T IO N  M A Y  
B E  C U P P E D  IN  A N D  O U TT H R E A D  SP R A Y  B A R  E N D  6 B .A  

A N D  SC R E W  IN T O  F U E L  C U T O U T  
A F T E R  R E M O V IN G  E X IS T IN G N IP P L E

CONTEST SUCCESSES
1st S i r  J o h n  S h e l le y  C u p .  1950.

I * t  In t e r n a t io n a l  P o w e r  C o n t e s t .  1950.

4th
1st A l l - H e r t s  R a l l y .  1950.

2 n d  E a s t  A n g l i a n  R a l ly .  1950 

1st Ip s w ic h  P o w e r  C u p .  1949 a n d  1950.

2 n d  K e i l  T r o p h y ,  1950.

4 th  A s t r a l  T r o p h y ,  1950.

2n d  H a l f a x  T r o p h y ,  1951.

3rd

T h e  a b o v e  l i s t  d o c s  n o t  in c lu d e  th e  m a n y  t o p  p la c in g *  o b ta in e d  
b y  m e m b e r s  o f  th e  Ip s w ic h  C l u b  w ith  "  C o n t e n d e r s  ’’  a t  v a r io u s  
g a la  d a y s  a n d  r a l l ie s .

CO N T E N D E R  was first flown in the 1949 season 
with very moderate success, but it was decided 

to continue with the layout for 1950 as it obviously 
had possibilities. Unlike some of the writer’s other 
designs, Contender did not begin on the drawing board 
—it just “  growed,”  and was influenced to some 
degree by contemporary designs at the time— notably 
Marcus’s Firecracker. Altogether the writer has built 
ten or twelve Contenders and the number built by 
the Ipswich club amounts to well over twenty. 
Up to the time of writing, however, the design has 
not been allowed to go further. Although conceived 
nearly two years ago, it is still quite capable of 
winning a national contest and in fact did so last 
year. From the international standpoint it does not 
lly well loaded up to 17^ oz. ; its best living weight 
is about 14^ oz. (still F.A .I. loading) and it is for this 
figure that intending builders should aim.

With an average-power 2.49 engine Contender is 
fairly docile and the ability to fly stably in high

«
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winds is its outstanding feature. In fact as a rough 
weather contest machine it is hard to beat. However, 
with a high-powered 2.49 motor it does become a 
little tricky, and some of the ten machines mentioned 
have been accounted for by spinning in. Details 
of an experimental auto-rudder which has been 
tried out with this design are given. Although 
producing a slightly higher performance the device 
was removed as it appeared likely to afTect reliability, 
which is regarded by the writer to be all-important 
for successful contest flying. C.g position will vary 
with power, for if power is increased, then to main­
tain a straight trim the c.g. will have to be moved 
aft. It is suggested that the model be tried with 
straight trim and short engine runs over long grass, 
moving the c.g. aft (with consequent positive 
adjustments to tailplanc to maintain glide trim) 
until the model just does not loop. It is important 
not to have the c.g. further back than this point, 
and also to note carefully whether indications of 
insufficient fin area show up if extreme power is 
used. I f  this occurs (weaving climb) add a few sq. 
in. of fin area.

Building is fairly straightforward, the fuselage 
being of the usual X  construction with the added 
refinement of capping strips—these were added after 
noticing that X-type fuselages only broke through 
the backbone buckling. These capping strips con­
siderably strengthen the backbone where strength so 
needed—on the edges. If  a bearer-type engine is 
used, make sure the bearers arc at the correct spacing, 
as those on the plan arc designed purely to add 
strength to the ply former on which the engine is 
bolted. A  K K  10 X 8 plastic prop, is used by the
writer, with the tips chopped off ro hring it. to about 

in. diameter. The best place for the cutout is as 
near the throttle as possible, preferably mounted 
directly onto it. The best tank position is below 
carburettor level and as far forward as possible.

Wing and tail construction is normal and should 
present no difficulty to the average builder. Cover 
wings and tail with lightweight Modclspan ; give 
two coats of full-strength dope and one of fuel proofer.

AUTO RUDDER
T H R EA D  LO NG  ENO UG H  T O  H O L D  RU D D ER  
AG A IN ST  ST O P  WHEN T IM E R  A R M  H A S

C O M P L E T E D  '/2-^3  O F  ITS TRAVEL ^ ---- γ.
FORW ARD A R M  V  IS  IN T EN S IO N  \ X

WHEN T IM ER  IS  SET  A N D  R U D D ER  \  \  TAPE

At this point the writer would stress again that 
Contender is intended to climb straight or only slightly 
right or left. In a high wind this results in the model 
continuing to plough its way up while others arc 
looping and spinning. Readers might also note 
that with the undercarriage box idea the possibility 
of using various types of undercarriage is opened up.

Interest in power duration contest flying ha3 
grown considerably during the past season, and no 
doubt there will be very keen competition amongst 
power fans for the top platings in the 1952 events. 
However, successful power contest designs very 
seldom fly “  straight off the drawing board,”  but 
only win alter many months of development and 
contest flying experience. Contender is a result of 
this kind of development work, and has been 
thoroughly tested under all conditions. Power 
contest enthusiasts who want to avoid having to start 
a design from scratch will find that if well constructed 
and carefully trimmed, Contender will prove to be a 
potential winner in any contest.
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kalian Nationals were held at Brcsso Field, 
I  near Milan, on October arph-abili, 193 i. The 

weather on the first day for the beginners* glider and 
Λ/i contests Wat very unfavourable, and due to the high 
wind the jury decided to limit the tow-line length tu 
50 metres in order to avoid o.o.s. (lights if possible, 
In spite of this several flights of over 3 minutes’ duration 
were made. The winner 0Γ the Α/-ϊ  event was C. Pisaai, 
of Pisa, with an aggregate for two flights of 391 sees,, 
arid  in the beginners’ event G. I', Vincenzi, of Bologna, 
with an aggregate of 14Ο sees

On the second day for the “  Wakehdd " event the 
weather conditions were ideal and many flight· of over 
5 mins, were made. 1 lie winner was A. Leardi, of Milan, 
with a thrrr-flight aggregate 0Γ84.3 secs.

The weather held good for the third day for the 
event Which Wits won by C, Bragaglia, of Genoa, 
gate of three flights (Sri 3 sers.

The C/Γ, stunt event was held on the final day and 
Won by P, Gnesi (Pisa) with 305 points, lug. Petonj, 
0! Pisa; also made sonic demons 11atint 1 flights with his 
rubber driven helicopter. The average duration 0Γthese 
was over a Itiins,

British modellers may be interested to know that the 
Giornate AeromodeUittiche Ambrosiane (Int ematicHUd 
CijL speed and stunt contest) will be held in Milan in 
.]W , 1552, and the F.N.A. Gup will be held in Rome 
on September 14th.

Top riikc.—An unusual d̂ iijjn power duration model it tent on
it» way.

Centre,·— P, G u m p  o f F u j i, w h o  w on  the s tu n t  C/L  tvent, teen W ith hit 
rad io -con tro lled  m odel

Ri^ht— The lie I per breaks into 1  tro t  i t  h e  launches C u t u r t m e ' iA;2 glider.
Bdow --- G. Cellini and the mod·; with whi-th fit placed third in the

C L stunt contest.

TiifL
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IN the glider field we have a much more open 
picture. In 1950 we would have had no hesitation 

in naming the top six glider men— they selected 
themselves. But not one of these have had any 
outstanding success during 1931. even although the 
majority were flying very similar models. The luck 
element does appear to play a  very important role 
in glider contests: The flight time is often a reflection 
on whether the air is rising, sinking or substantially 
staying level when the model is launched. Hence, 
over a season's results we find individual perform­
ances usually consist of a mixture of good and bad 
flights rather than consistent flight times. Λ model 
which docs five minutes on one flight turns in less 
than two minutes on the next, with identical trim— 

j  and there is very little you can do about it. 
^ ' ‘Main glider interest, of course, has been around 
the A la  .specification. Many modellers now claim 
that the A/2 is as good a contest proposition as any 
other type. We still feel, however, that size gives 
the edge to the really large models, provided they 
are properly trimmed, in open or F.A .I. contests. 
The main trouble is that these huge models take so 
long to build, consume a lot o f materials and are so 
difficult to cart around. Just having a large glider, 
too, does not automatically guarantee contest 
success. To have any “  edge ”  over its smaller 
counterpart it will have to* be trimmed at least 
equally as well.

Since the A/2 glider w ill cover all types of contests 
and is basically a good duration model, many fliers 
are content to concentrate on this specification. 
This is, probably, the best plan for the contest 
modeller. I f  he takes competitions seriously he will 
want to fly in the A/a contests and by specialising on 
the A/a model he will be concentrating his efforts 
and should improve his overall performance.

At first sight, however, there does not appear to 
be much scope for further development of the A/2 
layout. Many and varied are the Nordics flying, 
apparently with equal success. Trends might be 
summarised as short nose - short tail moment■ ; 
short nose - long tail moment ; moderate to long

nose, moderate tail moment. These combinations 
with medium to high aspect ratios ; polyhedral 
wings in preference to straight dihedral, with the 
modern tendency to use tip dihedral only ; and a 
whole variety of aerofoil sections.

Overall streamlining does not seem to be all tiiat 
important in that the “  box ”  type of fuselage 
appears to have no more drag than a fully stream­
lined shape of circular or elliptic section. Quite a 
number of good “  streamlined ”  models have 
nullified any possible drag-saving by coming out 
overweight.

Even the Swedish Cup contest itself in Yugoslavia 
did not emphasise any outstanding trends— except 
for the winner. Had it not been for the fact that a 
“  stick ”  model of most unorthodox layout won this 
would have been very much like any other glider 
event— the model which found the most favourable 
air winning. Czepa’s model was so much different, 
however, that every glider designer will study it with 
interest.

The universal reaction amongst the experts to 
Czcpa's design is that it is quite impracticable for 
British weather. This, perhaps, is very true, but 
there are undoubtedly a number of very interesting 
features incorporated in the “  Toothpick ”  which 
have undoubtedly contributed towards its very fine 
performance. The two most important features, we 
would say, are the tiny tatlpiane area permitting 
more area to be concentrated in the wing, and the 
very thin aerofoil section.

We took up this with Ron Warring who had the 
opportunity of observing this model first-hand and 
he produced what was, in effect, a “  freak ** model 
incorporating what he considered the “  desirable ”  
features of Gzepa’s design amended to suit British 
conditions. The same wing section is retained and 
an almost similar (but not quite so large) wing area. 
To make this very thin wing strong enough to stand 
up to British winds it is strut-braced to the fuselage, 
using V-struts so that the torsional strength of the 
assembly is also increased. The tiny tailplane 
necessitated a moment arm of nearly thirty inches,
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and so a stick fuselage was used to cut down weight 
and wetted area (similar to Gzepa’s principle 
again). This stick was made of balsa* however, and 
quite light. The projecting, stick nose was almost 
entirely eliminated, balance being obtained with 
some seven ounces of lead in the extreme nose just 
in front o f the “  pod.”  This pod gives the required 
cross-sectional areas, a parasol mounting to the 
wing and sufficient depth for the strut attachment. 
Altogether a most interesting example of how 
O/cpa’s principles might be adapted.

Ron himself confessed that he lias no great 
interest in glider contests but was definitely intrigued 
by Czepa’s model. It was built to answer some of 
the ** Whys ”  introduced by the 1951 Swedish Cup.

Unfortunately, we did not have an opportunity to 
get around to a representative selection of top line 
glider fliers for their various opinions on the possible 
influence of Czepa’s design. Roy Yeabsicy expressed 
interest, but not to the point of introducing any 
startling changes in his design. His 1952 model will 
still be based or» the Revenge, although changes to 
be noticed are the longer fuselage and a somewhat 
higher aspect ratio wing. This formula, including 
the completely underslung fin, hits given good 
results for Roy over the past two years and can, he 
thinks, bo still further developed.

Most glider successes during the 1951 season have 
been registered by Midland and Northern modellers 
and whether there is any lesson to I k ; learnt here or 
not, we do not know. The majority of these models 
employ simple box fuselages, usually sheet covered, 
with parallel chord wings. The general tendency is 
towards using thinner wing sections where again the 
possible advantages of strut-braced wings might well 
be investigated. Ray Monks used a strut-braced 
wing on his ‘51 Nordic, which was so nearly successful 
in Yugoslavia and this model would appear to be 
as good an example as any of a “  typical ”  British 
design. Ipswich glider flier P. S . Jacobs is one of the 
few of the top men to depart more from the orthodox, 
using an aerofoil section fuselage and a moderately 
dihcdralled, high-set tailplane.

One of the big disappointments of the ’51 season 
was the lack of success of Pete Gilbert o f the Pharos 
club. Seen earlier in the season Ins model impressed 
as one of considerable possibilities. Using a very 
high aspect ratio wing and a “  banana ”  shaped 
fuselage, it placed high in (he first of the A/2 Trials

but failed to live up to its early promise. Neverthe­
less, it is a type of model other designers might well 
study with the 1952 season in view.

The semi-scale glider as such is definitely in the 
minority. One of the few designers to persist with 
this type of model is R. F. L. Gosling who, with 
more experience than any of his contemporaries, 
usually manages some very good performances 
during the year, but levelled Out by a tendency to be 
inconsistent. Most designers rate, appearance as a 
secondary consideration, judging by a picture of the 
*51 season, with a marked tendency towards 
simplicity. Simplicity of construction and simplicity 
of outline has produced almost a uniformity of 
pattern. In spite o f the fact that there are so many 
different design layouts, all have seemed “  much of 
a muchness,”  unmistakable Nordic.

Wc said earlier on that nothing could be done 
about “  sinking air ”  spoiling flight limes. This is 
not quite true. The model with the lowest sinking 
speed will, or should, still have the best flight time 
under adverse conditions With the “  standard ” 
Λ/2 model based around a wing area of about 
390-406 sq. in. and the remainder tailplane area, 
the same remarks as for Wakefields apply. Improve­
ments in aerodynamic outline will probably have 
little effect. An immediate increase in wing area 
to 450 sq. in., however, for the same total weight, 
should show a difference. Czepa’s figure of a 465 sq. 
in. wing would appear to be the upper limit if the 
model is still to remain stable longitudinally. New 
wing sections may then decrease drag without 
affecting lift for still further benefits.

P o w er D uration
To comment on power duration trends puts us 

into something of a quandary. With every good 
intention we asked Norman Marcus what type of 
power models he would be building for 1952 and he 
told us, ** Balsa and tissue ones.”  Nor could many 
of the other power fliers give us a definite lead on 
possible trends. Possibly, power model design has 
stagnated. The pylon model has virtually ruled the 
contest field since the war and every new pylon 
model now looks very much like the last. Original 
design or not, it is impossible greatly to alter such a 
u  standard ”  layout.

The streamlined pylon type of model, where the 
top o f the pylon was faired off into the lines of the
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fuselage', has virtually disappeared from the contest 
field. The modern version is often a cross between 
this and the pure pylon type, but with a moderate 
pylon height only. These, and the pure pylon types, 
still form the majority of the serious competition 
entries.

The bulkier streamlined pylon model lias mainly 
disappeared on account of the total weight question. 
Minimum loading called for under F.A .I. rules is 
quite low and it is obviously an advantage to use as 
low a wing loading as possible. This is particularly 
true of the models employing the smaller .sizes of 
motor. In spite of their potential aerodynamic 
superiority, large power models have never become 
popular for contest work. R ay Monks, again, i> 
one who definitely prefers the larger sizes. Nonrtan 
Marcus is another expert who has tried boosting 
wing area, although with smaller motors. At a time 
when larger motors were beginning to appear in 
any quantity, however, an F.A .I. ruling limiting 
motor size to a maximum of 2.3 c.c. for International 
power contests came into being. The serious 
competition modeller could not really afford to 
dabble in both classes, and so naturally plumped for 
the smaller size.

It seemed logical, until the end of the 1951 
season, that potentially the best power duration 
contest model was one designed to match the best 
2.5 c.c. motor available. Overall sizes were so 
readily determined that the process of design more 
or less resolved itself into a number o f simple 
arithmetical calculations. F.A .I. rules give a 
minimum total weight for the motor size. Working 
to this weight, the required total area foi minimum 
F.A .I. loading is readily calculated. Proportioning 
this to give a 40 per cent, tail gives the main data 
o f the model.

In the power contest field we would say that the 
Croydon and Ipswich clubs led in 19 51, with 
supreme honours going to Ipswich on account of 
their greater number of individual wins. The class 
o f model die Ipswich club fly is essentially the 
Gorham type, developed from his successful 1950 
models, and taking this up with the designer we were 
rather surprised to find that he backed the 1.5 c.c. 
F.A.I. design to beat the 2,5 c.c. model. OF the two 
lie considered the smaller model to have the superior 
all-round performance. The majority of the other 
top men in power, we would say, have concentrated 
more on the 2.5 c.c. model. 'Fake your choice. The 
question seems very open.

What of modern power model performance ? 
Like gliders it is less consistent—good Mights and 
poor ones. Top still air performance would appear 
to be a  flight, ratio in the neighbourhood o f 15 : 1, 
which should mean a five-minute flight every time 
off a 20-second motor run, without thermals. 
Under unfavourable conditions, however, these 
five-minute flights get pulled down to around the 
two minute mark.

The “  still air standard ”  to be established with 
any new design would therefore appear to be a 
15  : 1 flight ratio. Anything less than that and you 
are not likely to place consistently in the top of the
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competition results. The optimum size of model 
will resolve itself naturally from the F.A .I. specifica­
tion. consistent with sensible structural strength : 
weight ratios.

If this gives the impression that power model 
design has completely stagnated, then that is not so. 
Design as affecting performance probably has, to a 
great extent, tapered off at a common level. Most 
of these models are still very “  touchy ”  to handle, 
however. Erroneously, many people claim that 
power models are more difficult to trim than other 
types on account of this. What they really mean is 
that it is trickier to trim a model writh a tendency 
towards violent instability rather than a stable type. 
The high-powered duration model has a tendency 
towards instability and it is in this field that con­
siderable developments could be made. The jxnver 
model would seem asking for improvements as 
regards stability in making it less sensitive, without 
detracting from the high performance it has now 
achieved. It would then also be more consistent and 
less dependent on whether or not the motor is 
running absolutely at peak.

To conclude, we conducted a poll amongst our 
“  experts ”  as to the top men in the respective 
competition fields. In other words, we asked the 
men who fly in competitions who they thought 
provided the strongest and most consistent opposition. 
The various lists we collected were surprising, in 
several ways. Everyone had a ready answer for the 
top six in Wakefield and the same names were 
listed time and time again. Only eight names in all 
were ventured out of some twenty lists. In the 
power and glider fields, however, many of the fliers 
were hard put to suggest more than three or four 
names in each and only one or two of the names 
cropped up in each list. The placings obtained as a 
result of this poll are somewhat different to what 
would have been arrived at if the figures had been 
based on an analysis of the r<>51 contest results. 
Final results were, together with percentage voting :

Wakefield Glider Power

Warring 
Gorham 
Knight 
Evans 
( 'upland 
E. Smith

( 1 0 0 )

(87.5)
(7 2 -5 )

( 7 0 )

(7°)
(60)

R. Ycabslcy
Hanson
Monks
Geesing
Jacobs
Wheeler

(9 0 )
(9<>)
(9°)
(5°)
( f >)

(30)

Wyatt
Gorham
Marcus
Jacobs
Buskell
Ward

(100)
(90)
<*5)
(65)
(45)
(4 0 )

The figures in brackets represent the percentage of 
•possible votes polled for each individual. E.g., 100 
per cent, means that every voter included that name 
on his list.

Remember, this poll was co-nducted on a very 
restricted scale. It would be interesting to see if the 
bulk of our readership agrees or disagrees with it. 
Send in your own lists, marking your envelope 
M odel A irc ra ft  Contest P o ll , and we will 
summarise the results in a future issue. It will be 
interesting then, later on, to look back over the 1952 
contest season and sec how many of these names 
justified their inclusion !

GORHAM— less active in power this year, Gorham designs 
have done better in the hands of other fliers, but that did not 
stop him winning the "  under 1.5 c.c. ”  event. He favours 

this size of model for power contests.
MARCUS— has largely concentrated on power duration during 
the past two years, goining many successes. His pylon- 
type model has been well developed and is a consistent 

performer.
YEABSLEY— in spite of his lack of success in the 1951 season 
Roy (on left of photo, with twin brother Des.) is still un­
doubtedly at the top cf the glider list. Has adopted the 

underslung fin exclusively for his Nordic layout.

MONKS—rubber, glider and power flier. His ’51 Nordic 
was certainly one of the best British designs. Well experi­
enced in contest flying, he favours large models for power

duration.
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ON December 16th. 1951, Fairlop Aerodrome 
was the scene of a challenge match between 

teams representing the U.S. Air Force (Germany) 
and the S.M.A.E. London Area, which resulted in 
a win for the “  home ”  team by 103 pts. to 33 pts.

Although the challenge was accepted with enthu­
siasm by the London Area Clubs, the organising 
committee which they appointed were faced with 
the difficult problem of financing the meeting— 
the Area funds being at present in a  none300 healthy 
state. M odel Aircraft came to their rescue by 
offering to meet any expenses incurred.

The American party numbering over 40 flew 
from Germany to Bovington in two Dakota aircraft 
and were conveyed from there by coach to then- 
hotels in I-omion. On the Saturday evening prior 
to the contest a “  get together ”  dinner was held at 
the Horse Shoe Hotel, London, and the following 
morning the American team were taken by coach 
to Fairlop. The events were keenly contested in 
fine weather and it is hoped to organise a return 
match early in the New Year.

R e tu fts
F R E E  F L I G H T P O W E R Ratio Points
N .  M arcus ... C ro yd o n 41.0 10
M . G lyn n ... St. A lbans 29.4 7
J. Prahl ... U .S .A .F ....................... 24.6 5
C . Mayes ... W e st  Essex 22.8 2

S p e e d  C o n t r o l L in e — co n td . {Closs II) Speed Points
K. M u sc u t l ... ... W e st  Essex ............. 9 0 7
Clots III Speed Points
Capt. G lasgow ... U .S.A .F......................... 134.3 10
R. G ibb s ... East London  ............. 126.8 7
P. D avenp o rt 117.7 S

S T U N T  C O N T R O L L I N E Score Po/nts
C ap t H auser U .S  A  F.............. . 318} 10
K . M u scutt W e s t  Essex 296 * 7
C . T ay lo r ............. W e st  Essex 2921 5
C . R c i s i n g c r ............. U.S.A.F. 275 2

S P E E D  C O N T R O L
Class 1

P. W r ig h t  .............

L I N E

St. A lban s
Spec d  
89.56

Points
10

Class II
P. W r ig h t  ............. St. A lban s 120.0 10

R A D I O  C O N T R O L Score Pom:s
S. A llen  ............. W e st  Essex ............. ... 220 10
D. Baldw in  ............. U .S .A .F ......................... 185 6
S. Sutherland W e st  E ssex  ............. 185 6

T E A M  R A C E
K. M a rsh  .............
R. M o rle y  .............

W e st  E ssex  ............. ... — 10

T O T A L  P O I N T S
Lond on  A r e a ... 103
U n ited  Scales A ir Force— G erm any 33



I.  T h e  A m e r ic a n  an d  B r it is h  f la g s  fly  
o v e r  the scene  a t  F a ir lo p  as tw o  
A m e r ic a n  f l ie r s  p re p a re  th e ir  m od e l.

2 S  S g t.  W .  J. P ra h l o f N e u b ib u rg ,  w h o  
p laced  th ird  in  th e  P o w e r  D u ra t io n  

co n te st, tend s h is m o d e l.
3. C p I.  Jo n e s keeps a s te a d y in g  hand  on  

th e  fu se lage  a s  C a p t. Η .  E. W a lk e r  
s ta r t s  h is 1 A -p o w e re d  d u ra t io n  en try .

4. C a p t. M . G la s g o w .  H e n r y  J. N ic h o lls  
an d  C a p t. J. A .  H a u s e r  w a tch in g  the  
fly ing . N o t e  C a p t. G la s g o w ’s  fu r cap.

5. E d d ie  K e il en te red  hie “  F a lco n  "  in
th e  ra d io -c o n tro l event.

4. A ls o  c o m p e t in g  in the ra d io -co n tro l 
c o n te st  w a s  C a p t. L c la n d  w ith  th is  

neat se m i-sca le  cab in  job.
7. S  S g t .  S t a ll in g s  co ax es peak  revs o u t  

o f C a p t. Η .  E. W a lk e r ’s m o d e l before  
se n d in g  it  o ff in  the  C la s s  I I I  speed

contest.
8. C a p t. W a lk e r ,  o f F irs tc n  F c lb ru ck ,  

ge ts  d o w n  to  a  sp o t  o f  p r im in g .
9. Pete  W r ig h t  o f  S t. A lb a n s ,  w h o  w on  

b o th  C la s s  I an d  C la s s  I I  speed even ts, 
b ends o v e r  h is d im in u t iv e  m o d e l.

10. W i t h  ”  O ld  G lo r y  ”  f ly in g  o ve rh ead  
C a p t .  G la s g o w ,  w h o  w o n  the C la s s  I I I  
speed  co n te st, p o se s  w ith  s tu n t  m o d e l

and  c igar.
11. P F C  A l .  W e s t  w ith  th e  A m e r ic a n  

t e a m 's  jo k e  m o d e l— a M e r c u ry  T e a m  
R a c e r  k it  box  fitted  w ith  w in g s  fro m  
th e  *’ t ra sh  can .”  It  a c tu a lly  flew .

12. A  tense  e x p re ss io n  on  the  face o f Ist./ 
Lt. O .  W .  T r o m b e r g  o f R h e in  M a in ,

a s  he lau n ch es h is  p o w e r en try .

&
t  -;sf|i§. ■
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C O M P O N E N T  *B ' SH A F T  TV- BACK BEARING*

BACKPLATE ’C ‘ 
WITH STO PS X,Y,

-A R M A T U R E  ’D E '

M A G N ET  
ASSEM BLY ‘D '

^ ^XPERTENCE has; shown that a large proportion 
j  of the troubles encountered in control of models 

by radio is due to actuator trouble. It is not 
necessarily due to faults in the actuator itself, but is 
more often caused by the use of unsuitable motive 
power for the drive, or by a faulty batter)' failing to 
move the armature against the pressure of the 
rotor arm.

Λ 4$ voil battery is usually used in lliis most 
important position, although quite a number of 
.people use 3 volts, and the writer lias heard of 
] £ volts being used. With the lower voltages the 
actuator must be accurately made and adjusted if 
trouble free operation is to result. Miniature 
electric motors are used by some, and have a low 
current consumption, but motors have their faults. 
For simplicity, light weight, and ease of adjustment, 
the 2-arm self-neutralising actuator lias much to 
recommend it.

It has two minor drawbacks however, which can 
give trouble if not attended to. The first is the 
possibility’ of the pressure of the rubber motor 
preventing the release of the rotor on receipt of the 
signal. The second is the possible failure of the 
rubber motor, or the failure of the operator to wind 
it when necessary. However, there is a type of 
control, not very much used in this country, which

Ily  T. H. Ivors
drive, and of course is subject to some of the faults 
which develop in a normal actuator.

The writer has devised a variation of this form of 
control, which dispenses with a positive drive, and 
thus reduces the number of faults likely to occur. 
A prototype has been made which functions with 
absolute certainty with quite low current consump­
tion on 3 volts, and will still operate on an even 
lower voltage.

The mechanism is operated by the rotation of the 
control surface, which is caused to rotate by air 
pressure due to the forward speed of the aircraft. 
There is no presssure on the magnet armature when 
in the off position, and it is free to move on receipt 
of a signal. The return spring which restores the 
arm to the off position need not be strong as the 
catch which holds the vane in position is subject to 
very little pressure transmitted from the vane itself.

It will be noticed that the mechanism is very 
simple, having few parts, thus reducing the number 
of points at which faults can develop.

Λ is the Rudevator shaft and vane. It will be 
seen that the inner end of the shaft is bent at right- 
angles and has a further bend at the extreme tip.

B is the sliding member in the shaft A. It has 
two arms which engage with V or Y" and X  or X '. 
To function at all this member must be a smooth 
fit on the shaft and must be allowed to rotate on the 
shaft without too much friction. It must also be 
balanced exactly. The writer has balanced this 
component by means of a temporary shaft placed 
through the hole and supported on twO knife edges. 
Razor blades are ideal for tins purpose.

C is the main bearing plate and incorporates 
the necessary stops.

1) is the magnet assembly and DE the armature 
with the forked end.

,=-.Λ.Ί>.. .i- .
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The following details, although not complete, 

should enable the constructor to make a satisfactory 
unit. For the shaft A use 18-G or 20-G spring steel 
wire. The length will be determined by the re­
quirements of the model. Bend one end at right- 
angles αικί make a further bend at the extreme tip 
of the part already bent. The dimensions arc not 
critical but a suggested size for the bent part is 
I  in. ·;:

Prepare a collar for soldering to the other end 
of the shaft. This is a thrust member and prevents 
movement of the shaft in the bearings..

The vane is of the normal Rudevator type, and 
should be constructed to suit the size and require­
ments of the model. As the vane is offset to one 
side to turn the model, it is essential to have sufficient 
blade area at the tips, set at the right-angle, to ensure 
certain rotation. This may be done in one of two 
ways, either tabs of balsa are added to the vane 
(as shown in the diagrams), or a further extension of 
the blade is made in the normal propeller fashion. 
The vane should not be fixed until the unit is made 
and assembled.

The sliding member (B) may be constructed from 
20-G wire wound round a short length of brass tul)e.
It is most important that the tube is a correct fit . 
on the shaft. It must be free to slide easily without 
impeding the action of the magnet armature, and 
at the same time mast have sufficient friction to be 
carried round with the shaft to the next position when 
the signal ceases. If no lathe is available two 
washers may be fixed in position to form the part 
where the forked end of the armature bears, and the 
whole part soldered up to make a complete unit.

The bearing plate (G), incorporating the stops may 
be constructed from stiff brass of 22-C aluminium 
(or dural). If either of the latter are used a brass 
bearing is advisable as the shaft should be a good 
fit for efficient operation.

The bearing plate at the other end of the shaft 
is not so important and may 3>c constructed to suit 
requirements. : ··· · ■ ■ ...............

The magnet assembly (D) is constructed on normal 
lines, but it is not considered essential for the arma­
ture to be mounted on a pivot. The writer used some 
very fine gauge spring steel and riveted it to the 
armature and magnet. If a pivot is used it will be 
necessary to fix a coil spring to pull off the armature 
when the signal ceases. The fork should be com­
pletely free in the collar, so that rotation of component 
δ  is not restricted.

If the magnet is constructed to the size shown, 
a  suitable winding for a 1.5 volt operation would be 
500 turns of 36-g. enamelled wire, or for 3-volt 
operation 1,000 turns of 38- or 40-g. wire. This 
may be varied to suit conditions of operation, and 
for the assembly which is accurately made, a larger 
number o f turns and/or finer gauge wire rnay be 
used with a corresponding saving of battery current.

The assembly described will give two positions 
(c.g. R. or L. turns) and a neutral position, but if 
required, a bearing plate giving four positions may 
be constructed. No other alterations would be 
required» :

I. Vane spinning freely. Component (3) in rest position, 
with arm held by shaft foction ogo/nst stop (Y').

2. Current on. Armature (DE) pulled forward. Component 
(B) clears stop (Y') and carried round by friction rests on 
stop (X') where it halls shaft (A) with the vane in the right 

...... .. turn position. .....

3. Current off. Armature (OB) moves component (3) back 
in to rest position, where it is carried round by shaft friction 

to rest egainst stop (Y). Vane spinning freely.

4. Current on. Armature (D£) pulls component (3) 
forward, arm then cleors stop (Y) and carries on to stop (X) 

where it halts the vane in the left turn position.

63



•  a l t h o u g h  1951 has drawn to a close, the next 
Hying season still seems a long way olF to most of us— 
but look around and you’ll find that the old hands 
arc already well into their 1952 building programme. 
Whether you build for contest work or just for fun, 
this is the time to take stock of your models, materials 
and tools, so that the first fine Sunday finds you all 
ready to go flying. Don’t be like old Joe (every 
club has one !), who hibernates during the winter 
months and then spends most of the summer shut 
up in liis workshop trying to make up for lost building 
time.

Start by looking over your surviving models— 
if any ! One or two may lx? worth repairing or even 
recovering, but others will be just so much junk 
littering up the workshop. So unless you can honestly 
say “  I ’ ll lx· able to get that one into the air again,”  
rip out anything worth salvaging (bellcrank, wheels, 
bushes, dowels, etc.) and deposit the remains in the 
dustbin. Next, check over your balsa strip and 
sheet, throwing awfay any useless pieces and sorting 
the remainder into bundles. Even the smallest 
pieces will come in useful for spacers, ribs and 
gussets, so don’t despise those odd lengths of £ in. 
sq. and ^  in. sheet. Make a list of the standard 
sizes you need and keep this handy in your wallet, 
as the smart way to buy balsa is to snap up good 
wood when you see it and not wait until you actually

Heading photo.—A/C Ian Dowsett (St. A then), member of 
the 1951 British Wakefield Team, launching his winning 

model at the R.A.F. Championships.

need some for a particular model. Replenish your 
stock of such items as dowrcl ( ^  in. and J in. dia.), 
nuts, bolts and washers (6 and 8 Β.Λ.), small wood 
screws, piano wire, ply ( ^ in., 3/32 in. and } in.), 
engine bearer wood, tissue, cement, clear dope, 
thinners, celluloid and rubber bands. Roll out any 
used cement tubes and save them for glider weights. 
Replace old sets of control lines, towlincs and rubber 
motors.

There’s no disputing the fact that :t’s possible to 
build models with just a few old razor blades and 
pins, but construction is speeded up and becomes 
more fun if you invest in a few carefully chosen tools. 
Here’s our idea of the absolute minimum required. 
First, get a box of those modelling pins with the 
plastic heads and a small hammer with which to 
knock them into the building board. Next on the 
list comes a sturdy modelling knife (with inter­
changeable blades) and both “  small ”  and “  round ”  
nose pliers. Λ small hand drill and a few drills 
( ,V in., 3/32 in. and J in. dia. to start with) are 
essential. Λ metal ruler is useful for measuring sheet 
and using as a guide when cutting out parts. Eye­
brow tweezers are just the thing for handling small 
pieces of balsa.

Cheap dope brashes are a false economy—so 
insist on the best quality as these will last for years 
if you always clean them with thinners immediately 
after use. Get in a few sheets of fine and medium 
sandpaper and make up sanding blocks of various 
shapes and sizes (round, square and Hat)—cementing 
the sandpaper to dowel and pieces of balsa. “  G ”  
clamps are handy things to have around the work­
shop, but wooden (spring loaded) clothes pegs arc a 
good substitute. Cellulose tape has many ases, such 
as holding sheeting in position while cement sets. 
A small mouth spray is a “  mast ”  for water doping. 
If you build power models, add a fretsaw, 6 and 8 B.A. 
box spanners and a small screwdriver to the list. 
Don’t forget all the usual odds and ends like drawing 
pins, greaseproof paper, single-edged and double- 
edged razor blades. That just about covers the 
essentials for the average modeller, but later on 
try to add a pair of w'irecutters, small vice, electric 
soldering iron, a few files and a chisel or two.

★  ★  ★
•  clive  bates sent in a postscript to the letter 
which appeared in last month’s “  Model Talk.”  
Clive is now' in Paris (with SHAPEj and tells us 
that as a power modeller, he is leading a rather lone 
wolf sort of existence. His main problem has been 
in getting supplies of fuel, the first bottle being 
tracked down—believe it or not—at a grocers ! 
It appears that in comparison with French modellers, 
our own enthusiasts are really pampered when it 
comes to the supply of balsa, kits and other acces­
sories.

Apparently there are two main clubs in Paris— 
one being devoted to free flight and the other to 
controline. Team racing has caught on fairly well 
and we hear that the start of a French heat is a lot 
more colourful than our own method—their pro­
cedure being to huddle all the teams in the centre
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of the circle and at the crack o f the starter’s pistol, 
it’s every man for himself! In free flight, the man 
of the moment is Jacques Morrisset—who won the 
power duration event at Lcscc Bled, Jugoslavia, in 
1951. Even after customs duty has been paid, Jetex 
units are still reasonably priced in comparison with 
other model supplies—and this form of propulsion 
is becoming popular with French modellers. While 
most of us in Britain were huddling over the fire 
and dreaming o f next year’s flying, the hardy French­
men held a December slope soaring contest in the 
Hills of Vincenne. Conditions for sailplane flying 
arc good, but the prospect o f landing in the nearby 
Seine is ever present !

★  ★  ★

•  as promised in a previous “  Model Talk,”  
here arc a few details of M r. L. \V. Harrison’s 
beautiful non-flying model of a naval attack aircraft 
—which was exhibited at the last Model Engineer 
Exhibition. We admired the same builder’s semi- 
scale seaplane which won a silver medal at the 
1950 “  M .E .”  show, but his latest efiort is one of 
the finest pieces of craftsmanship we have ever seen. 
It has recently been on show in the windows of 
the “  Μ .Λ.”  Editorial Office in Gt. Queen Street, 
London, and has attracted large crowds of onlookers. 
But we’ ll let Mr. Harrison tell you about this model 
in his own words. He writes :—

“  This is not a model of any particular type— 
just a mixture o f British and American aircraft 
which I have rolled into one, so to speak. It’s interest­
ing to note that if this particular design was actually 
produced, complete with full equipment, the weight 
would work out at around the 28,000 lb. mark— 
which puts it into the American heavyweight class. 
The folding wings are sharply swept back, the span 
is slightly over 5 ft. and the overall length is 6 ft., 
if  you include the harrier piercing point.

“  The model is built entirely o f balsa ( -fc in sheet 
covered—over a scale framework) with the exception 
of cannons, undercarriage, tail hooks and similar 
components. The rocket boost pipes (for take-οίΓ) 
arc located round the outside of the jet pipe— a 
scheme that is still experimental, but may be seen 
on full-size aircraft in the near future. Armament 
consists o f four large cannons in the wings, two 
smaller rearward firing cannons and a battery of 
six large calibre machine guns in the nose. Drop 
tanks are fitted to the wing tips and underside of 
the fuselage. A  complete dummy jet engine is 
installed— also full cockpit equipment, including 
an ejector seat. Twenty months’ work have gone 
into this model so far and a few small details have 
still to be added.”

★  ★  ★

•  some months ago, we criticised the design 
requirement rules for the first S.M .A.E. Scale 
Power Duration Contest on the grounds that the 
“  true to scale in all dimensions ”  clause would 
prevent this new event ever attaining widespread 
popularity. Peter Gray, of the Luton and District

M .A.S., is with us as far as allowing deviations from 
scale in the case o f wing sections, incidence settings 
and other minor details, but he draws the line when 
it comes to enlarging tail-surfaces and boosting up 
dihedral. I f  a concession is made on these last two 
(and similar) points, he recommends an “  out of 
proportion ”  rule, by which such a model could be 
docked of points.

Or better still, Pete would like to sec the existing 
contest divided into three sections—“  A  ”  for 
unorthodox. “  B ”  for biplanes and “  C ”  for mono­
planes—with badges and certificates being awarded 
to the first three in each section. This would en­
courage the modellers who go in for unusual types 
to enter contests, knowing that they will be com­
peting against similar types. In actual practice, the 
contest would be run as before, with the “  A ,”  
“  B ”  or “  G ”  category marked on each entry form, 
so that three sets of results could be worked out at 
the end. Pete goes on to say that such an arrange­
ment would please all scale fans, with some building 
such unconventional types as the Miles Libellula 
or Cieura C30— and others still sticking to the favourite 
Am U r  or Fokkcr D -8 layouts. Well, it’s not a bad 
idea—any other readers with any comments to 
make on the subject ?

I n  B r i e f . . .
•  f r a n k  z a i c  tells us that l^cfore the last war 
he was able to make an annual trip to Europe for 
Tear Book material on something like 350 dollars. 
On his last trip in ’49, it set him back over 1,500 
dollars . . . Looking for a likely scale design for a 
Jetex powered helicopter ? How about the Westland 
W-85, a proposed 104 ft. rotor dia. jet transport— 
or the smaller W.81. Drawings of both appeared 
in the October 5th, 1951, issue of the Aeroplane.

It looks like Wilmot Mansour really started 
something when they brought out their Zyret model 
some months back, as a certain Jetex kit (no prizes 
for guessing this o n e !) has now been renamed 
“  Gort Space Ship.”  For those who have taken 
root by the T V  screen, we’ll remind them that this 
is the name of yet another interplanetary roller­
coaster, which features in the new 20th Century Fox 
film— “  The Day the Earth Stood Still.”

L  W. Harrison’s model, referred to on this page on show at 
the "  ALA.”  Editorial Offices in London.
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HOW IT WORKS

If you have studied the first article which explained 
the two-stroke principle in detail, diesel operation 
will be quite simple to understand. The main differ­
ence between the diesel and the spark-ignition motor 
is that the former generally has an adjustment screw 
on top of the cylinder, where the plug comes on the 
spark motor. The purpose of this screw is to adjust 
the position of a small sub-piston or contra-piston 
inside the cylinder. This contra-piston is really like 
a false head to the cylinder which can be raised or 
lowered to vary the space between the piston at top 
dead centre position (T.D.C.) and the head. Screwing 
down the adjustment forces the contra-piston down 
and decreases this gap ; unscrewing it allows the 
contra-piston to be forced up to a new higher 
position under the compression generated in the top 
of the cylinder when the engine is turned over.

The interior volume of the cylinder can be divided 
into two parts—one between the piston and the 
bottom of the contra-piston when the piston itself 
is at T.D.C. (called volume v); and the additional 
volume or space when the piston is at the opposite 
end of its stroke of bottom dead centre (B.D.C.) 
which, of course, is mathematically equal to area of 
bore κ stroke. This larger volume (V) is known as 
the displacement and is the calculated figure usually 
meant when people speak of engine "capacity.” 
The true capacity or total internal volume is really 
V plus v.

Now one of the major factors affecting engine 
performance is the compression ratio of the engine. 
This, as the first drawings show, is the ratio of the 
total capacity to the smali volume v. Compression 
ratio is critical in the case of model diesels.

If we look at the next two diagrams we can see 
what goes on inside the cylinder during the working 
cycle. As the mixture is compressed in the top of the 
cylinder by the up stroke of the piston its volume 
naturally diminishes and at the same time its tem­
perature rises. If the right sort of fuel is used the 
temperature rise will be sufficient to ignite the fuel 
mixture at just chat part of the cycle where ignition 
is required. Wc have two forms of control or 
"  timing **■—the fuel itself and the variable compres­
sion ratio (governing the temperature rise) given by 
contra-piston adjustment varying volume v. After 
the mixture has been self ignited it expands, pushing 
the piston down, and so on following the normal 
two-stroke cycle. Gas volume increases again and 
the cylinder temperature drops.

All fuels have a certain self-ignition temperature 
at which the fuel-air mixture will ignite without 
the application of a flame or spark, provided the 
mixture is within the explosive limits of that fuel. 
By explosive limit is meant that for every fuel there 
is a range of proportions of fuel and air over which 
the resulting mixture is "  explosive "  or will ignite.

Some fuels are non critical—he. the explosive limits 
arc widely spaced—whilst others arc quite critical and 
fuel-air proportions must be closely adjusted.

As far as self-ignition temperatures are concerned, 
almost all the fuels which have satisfactory "  power "  
do not reach self-ignition point within the range of 
compression ratios possible with model engines. On 
the other hand, fuels with a low self-ignition tem­
perature generally have a poor power output. 
Paraffin and diesel oil are examples of the former and 
ether a typical example of the latter.

The solution adopted, of course, is to mix the two 
—a fuel oil for power and ether, or its equivalent, for 
a low overall self-ignition temperature. Besides 
igniting readily under the heat generated by moderate 
compression ratios, ether fuels also have the property 
of being relatively non-critical since ether itself has 
a very wide explosive limit. This explains partly why 
such a wide range of fuels can be used quite success­
fully for model diesel operation.

Ether on Its own is a bad diesel fuel. It sclf-ignitcs 
readily—almost too readily. In fact—but has low 
power. Diesel oil or paraffin has the power, but a 
higher self-ignition temperature. A mixture of the 
two provides a satisfactory fuel over a wide range of 
proportions—but for one thing. Ether has virtually 
no lubricating properties and the lubricating proper­
ties of the fuel oils is also relatively low. Thus the 
normal diesel fuel usually has a third constituent— 
lubricating oil. Much of this lubricating oil in the 
final mixture is thrown out unburnt, which is why 
diesels are notoriously "  dirty "  running.

Balanced fuel mixture usually contain about equal 
proportions of ether (or equivalent), fuel oil and 
lubricating oil, often with the addition of relatively 
small proportions of other substances like amyl 
nitr'.te or nitrate which tend to promote sharper 
self-ignition and thus smoother and more powerful 
running. The overall proportions of the main con­
stituents may vary considerably for different engines 
for, even with similar compression ratios, the internal 
proportions and porting will considerably modify 
running conditions. Fuels have been the subject of 
considerable research by experts and the various 
commercial fuels available have been developed to a 
stage where "  improvement "  by the amateur is 
likely to do more harm than good.

Some diesels run best on one kind of fuel, some on 
another. As with all miniature motors, the answer 
is to "  get to know your engine." Follow the makers' 
recommendations as regards fuel and thoroughly 
familiarise yourself with operating technique. With 
a given fuel there are only two controls to worry 
about—the compression setting and the mixture 
control or needle valve. The third control—the 
mixture—can be subject for more research when you 
have learnt all about the other two.
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No. 32. TH E  MILLS P. 75

I T  is highly probable that the first thing which the 
1  average model enthusiast looks for. in these 
reports, is the maximum output figure as indicated 
by the performance graph and the speed at which 
it is reached.

Furthermore, a sufficient number of these tests has 
now been published to enable students of model 
engine design to form some idea of the technical 
features associated with a particular type of per­
formance, and, vice-versa, the performance to be
expected of a unit, having regard to its general 
design.

This being the case, it is not unlikely that the 
results of the present test, that of the Mills P.75, may 
cause some surprise at the high level of performance 
shown. Here Is an engine which makes few con­
cessions to popular notions of high performance 
design, inasmuch as it retains the long-stroke layout, 
characteristic of early model compression-ignition 
engines, and still employs the simple piston con­
trolled induction port, as opposed to the now almost 
universal adopted short-stroke, rotary-valve design. 
How, then, can this performance be accounted for ?

Firstly, it may be recalled that the original Mk. I 
Mills 75, tested in this series in 1949, delivered an 
output of .048 
b.h.p. This was 
considered good at 
the time, although 
it was found later 
that slightly better 
than .05 b.h.p. 
could be obtained 
from perfectly 
standard examples.
The present P.75 
and S.75 models 
have certain im­
provements de­
signed to raise the

peak r.p.m. and output, these consisting mainly of a 
longer induction period and the use of supple­
mentary air induction via the exhaust ports. Wc 
would estimate that these modifications arc respon­
sible for an improvement of around 25 per cent, in 
b.h.p. at the critical r.p.m.

This suggests an output approaching .065 b.h.p. 
for standard off-the-shelf engines following a nominal 
period of running-in. In actual fact, the test engine 
substantially exceeded this estimate. Adhering to 
the more conservative figure, wc may assume that 
this further increase is due to usual variations in the 
performance of production engines (particularly 
apparent in small displacement diesels) and that the 
test engine can be regarded as a ** good one.” 
Added to this, some extra running-in time had been 
given prior to the test. However, all this in no way 
detracts from the excellent performance recorded 
which is interesting in that it gives ample proof of 
the very high standard of performance which it is
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possible to extract from this simple design.
Needless to say, the P.75, and its cut-out equipped 

companion, the S.75, are to the usual Mills standard 
of high-quality production, particularly in respect of 
the all-important working surfaces. The engine is 
lighter and simpler in construction than the Mk. I 
75, but loses none of the earlier engine’s easy 
handling qualities which made it such an admirable 
choice for the beginner.

One of the modifications made to the design 
concern the bore and stroke, which, now converted 
to round figures o f .33 in. and .52 in. respectively, 
give a very slightly high stroke/bore ratio than the 
1.54/1 of the Mk. 1 engine, and also reduce the 
swept volume somewhat below the .75 c.c. from 
which the P.75 takes its designation.

Sp ecificatio n
Type : Single-cylinder, air­

cooled, three-port, two-cycle, 
compression ignition. Two ex­
haust ports, one induction port 
and single channel twin-port 
transfer. Flat-top piston with 
step type deflector. Supplemen­
tary sub-piston air induction.

Swept volume : 0.731 c.c.
(0.0446 cu. in.).

Bore : 0.33 in. Stroke : 0.52 in.
Compression ratio : variable.
Stroke/bore ratio : 1.576 : 1.
Weight : 11 oz. including tank.
General structural data : 

Gravity die-cast magnesium alloy 
crankcase, cliromate treated with 
honed phosphor-bronze main 
bearing. Nitra-stccl cylinder, 
hardened, ground and lapped. 
Piston of tool steel, hardened, 
ground and lapped. Connecting- 
rod of high-duty duralumin with 
plain bearings. 3 per cent, nickel- 
steel crankshaft, hardened, ground 
and lapped. Fully machined

venturi intake with open type jet and transparent 
free-flight fuel tank. Assembly may be rotated and 
locked in any position for inverted or sidemounted 
running. Beam type mounting lugs. Self-resetting 
cut-out fitted to S.75 model only.

%

T e st  E n gine D ata
• Total time logged : 2 hours (approx.).
«* * Fuel used : “  Record ”  Competition Diesel
Blend.

P e r fo r m a n c e
'Flic easy starting qualities of all the Mills engines 

arc so well known that it is not necessary to dwell upon 
the fact : suffice it to say that the P.75 continues the 
tradition and that not the slightest trouble was 
experienced in this direction during the tests.

A  remarkable feature of the P.75 is its very wide 
speed range. The minimum speed at which the 
engine was run under full load was 4,000 r.p.m. and, 
although it is probable that this figure could have 
been almost halved without loss of even running, 
the maximum speed tested, and at which the unit 
ran perfectly smoothly and without outward sign of 
stress, was some 17,500 r.p.m. The speed range 
possible, therefore, may be regarded as exceeding
15.000 r.p.m., although the actual range usable in 
various types of model is not likely to exceed
10.000 r.p.m. at the most.

Starting at 4,000 r.p.m. and progressively reducing 
load, the maximum torque recorded was 6.3 in. oz. 
which, equal to approximately 55 Ib./sq. in. b.m.e.p. 
is, of course, a  very good figure. The decline in 
torque was well delayed, as load was reduced, with 
the result that the peak b.h.p. was reached at very 

(1Continued on page  88)

M IL L S
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Here we arr again, Photo Mi ws fans, and loading 
off this month we have a little man with a big model, 
This l&rgc-ftize creation was built by Chuck Bofnr- 
mait, chairman of the Peru Flying Tigers M.F.C., 
of [mhriTia, U-S,.V, and ho describes it as *' the best 
stunt job I've cvrr down." It is a Fox 35-powcrcd Chief, and hiding behind it is t^ycar-old Johnny 
Woldi The photo was sent us by reader K . R. 
Waddihgton

Pictures of aerorinndcllmg behind the iron Curtain 
are all loo rare, but the busy scene in Photo 3 came 
to US from Hungary, The modellers arc members 
of the Pioneers, a kind of Hoy Scout movement,, and 
certainly seem to go in for ambitious designs.

Picture 3 is a fine action shot by Ed, Stoffel and 
shows Don He!lings, o f Ilford, band-launching hit 
Noidic. based on Ed. Cat ten’s fephyt it has a 64$ in, 
span wing with a Davis section,

Oi’ Bfock M agk in No. 4 is a very neat Grumman 
Punt her teJtitrolmnr. photographed by Gordon Rae 
at the Midland Area Rally at Pershore. The model 
uas turned out by Donald Decly, of Birmingham, 
and circulates under the influence of two E,D . Comp. 
Sjsccials. We hear it will still keep going with only 
the outboard motor running. There joust he some 
rudder offset somewhere i

1'iic rather weird flying machine in Photo 5 is, 
believe it or not, a free-flight job ! It was built 
by W. E. Trevitwick, of Ruislip, Middlesex, and 
L. Disney, Who sen! us the photo, assures us that it 
has flow n very well in its two or three years of life.



Power is a 9 c.c. Brown Junior, and wingspan is 
around 10ft.

This month's Star Model is the work of R . G. 
Grimes, of Ealing. It is a 40 in. span Btteker Jung- 
me is ter, powered by an Elfin 1.8, and we are informed 
that for some unexplained reason the pilot’s name is 
Wilbur. Perhaps he is in the American Forces of 
Occupation ? A pendulum rudder control is incor- 
porated, and lhe model is very well finished in silver 
and olive green.

Our next hop is to Kuala Lumpur, where the Third 
All-Malayan Nationals were held in the summer— 
a two-day meeting with temperatures around 95 ! 
Oh, for some weather like that here and now. 
S/Ldr. R. B. Lord sent us this picture of 17-ycar-old 
Kitson Leong, of Perak, who won the power duration 
contest, with his E.D. 3.46 Korda Powerhouse.

$/Ldr. Lord may be remembered as one-time 
secretary of the R.A.F. M.A.A. He recently gave 
a series o f short talks on aeromodelling over Radio 
Malaya.

'Phe tense moment just before a flight has been 
caught by J .  B. Stewart, of Salisbury, at a recent 
rally, as a helper moved smartly out of the way of a 
stunt job being prepared by P. Glover, of Portsmouth. 
We should imagine that the photographer had to 
step pretty lively too, after taking the photo !

George Cunni, with the R.A .F. in Malta, often 
sends us pictures from that sunny island, and No. 9 
is of his sister Rita with one of his models. It is a 
modified Frog Radius powered by a Frog 180, and 
finished all-silver.

To wind up this month’s bunch wc have a shot 
from Ken Brookes, taken at Fairlop during the 
shooting o f the Shell film “  Model Flight." The star 
of the scene is John Appi, R/C enthusiast and 
proprietor of the Horse-shoe Hotel, l^ondon, where 
the S.M .A.E. dinner was held in November.

The Horse-shoe has become a regular meeting 
place for those concerned in model aviation. A 
radio-control circle meets there, as well as the 
S.M .A.E. Council, the London Area Committee 
and the Federation of Model Aeronautical Manu­
facturers and Wholesalers (F.M.A.M.W.).

With all the intensive building that wc are sure 
has been in steady progress during the past weeks, 
the next Photonews ought to be full of all the 
coming season’s contest winners, and with the photo 
fiends busy in the darkrooms the pictures should be 
brighter and more beautiful than ever. It’s up to 
you ! Send them in !



By pop u la r request we p resent ye t anothe r 
batch o f engine  side -v iew s— w ith  one  of 
the Jetex '* 50  “  ( }  oz.) th ro w n  in fo r good  
m easure. T race  o r  cut ou t the  requ ired  
s idev iew  and paste in po sition  o n  y o u r  plan 

to  sim p lify  pow er-p lan t installation.

J “Tlrri
............1nf1

Eng ine A B c
W e ig h t

E.D. C om p.
.

in. in. in. oz.
Special 1 7/32 9 16 1 9/16- 6

A m c o  B B  3.5 ... 1 1/16 j 3,4 1 7/16 5 3/10

Frog  "  150 ” ... 7/8 1 7/16 1 3/16 3 1/10

Elfin 1.49 7/8 | 17/32 1 3/32 2 3/5

( J E T E X  so)
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I I  ν  Κ ι ι  Λ Ι  l i s t ' l l  11
' ■ p i I E S E  words arc written in the hope that they 

JL may provide assistance to those who contemplate 
taking up team-racing seriously, and encouragement 
to those who have been discouraged by their earlier 
efforts, I wish to set out briefly the story of the 
attempts of Ken Marsh, of W est Essex Aeromodellers, 
and myself to produce team racers better than the 
rest and to operate them to the fullest advantage. 
We had numerous troubles but perhaps this article 
will enable others to avoid the snags that beset us.

We set as our objective “  40 laps at 90,”  which we 
considered would be fast enough to beat any o f the 
models then flying. Our first models were powered 
by a Frog 500 and an old Redhead M cCoy 29. 
Both would do 75 m.p.h. on straight methanol/castor 
oil fuel but this speed could not be maintained for a 
whole tankful, and the number o f laps was about 
thirty-five. One thing soon came to light, and that 
was that the racing engine would restart very easily 
every time on the same needle-valve setting, but the 
lapped piston motor could not be relied upon to do 
this. This model was therefore put aside and 
we concentrated on persuading the other one to 
give 40 laps by altering the fuel. By adding 2 per 
cent, nitro-benzmc it was possible to close the 
needle valve appreciably, and although peak power 
was not available forty to fifty laps could be covered 
at about 70 m.p.h.

An Eta “  29 ”  in the same model gave a slightly 
better performance, but on this fuel restarting was 
not particularly good and half a dozen flicks were 
usually necessary. As we were looking for more 
speed and good pit stops, the nitro-benzine was 
omitted and on straight fuel two flicks were enough 
to restart the Eta. The peak speed was 85 m.p.h. 
and although the number of laps per tankful fell to 
just below forty, the certainty o f restarting made this 
arrangement a better proposition. This combination 
o f model, fuel and motor was kept for some time and 
taught us a number of things :—

1. To gain any advantage with a fastish model, 
quick pit stops are essential. A  noil-polarised 
booster plug fitted just in front of the tailplane and 
wired to the glow plug avoided a confusion of hands 
around the engine during a stop. The use o f a 
“  blow-botdc ”  rather than a VVesco for refuelling 
prevented the fuel from frothing, and made quick 
restarts a certainty rather than a  chance. By getting 
an idea o f how' far the model glides the pit men

Ken Muscutt (right) with Ken Morsh and "  The Saint."

could start running as soon as the engine cut, and 
be reasonably near when the model stopped rolling.

2. A  glow-plug motor can easily be over-cooled. 
Our early model had a large cooling aperture and on 
cold days a good two minutes run-up was needed 
before the needle valve could be closed to the flying 
position, much to the annoyance of the other 
competitors! By reducing the aperture this warming 
up period was reduced to about fifteen seconds. 
With the engine at its correct temperature a leaner 
setting gives more laps at a higher speed.

3. When deciding C/L thickness, do not forget 
that other models may run into them. A sharp bend 
in a very thin line may put you out o f a race and 
ruin a good motor. But do not, o f course, use 
extremely thick wire as the extra drag will reduce 
both speed and distance tremendously. We have 
found that 30 s.w\g. (.0125 *n·) wire is safe for the 
heaviest o f team-racers and will withstand a  fair 
amount o f maltreatment.

4. Foreign bodies in the fuel almost invariably 
end up by blocking the jet and causing erratic motor 
runs. Al ter losing one race because of a  microscopic 
sliver of balsa in the fuel line, I made a fuel filter for 
future use. Petrol filter gauze, obtainable from a 
motor accessory shop, is very suitable.

The next model, The Saint, was considerably 
lighter and was for the Eta again. Owing to lack of 
space in the fuselage it was necessary to extend the 
top o f the lank above the carburettor in order to 
accommodate the full 30 c.c. o f fuel. As was to be 
expected, this lay-out accentuated the difficulty in 
obtaining a constant engine run throughout the 
tankful, and on “  straight ”  fuel the difference in the 
head of fuel made it impossible. In order to ensure 
that the whole tankful was used, it wfas necessary to 
fly the first few laps with the engine running rich, 
and this wastage of fuel brought down the number 
of laps. After several experiments with the fuel it 
was found that by including 5 per cent, nitro- 
mcthanc sufficient flexibility was gained to enable 
the motor to two-stroke throughout the tankful, and 
this put up the number o f laps and the speed, which 
on this model was a constant 85 m.p.h. So if you 
have a tricky tank a drop of nitro-methane will 
definitely help. This model has been flying for 
nearly twelve months now’, and although rather 
dilapidated it is still capable of 43-45 laps at over 
80 m.p.h., and will start every time in two flicks.
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An 8 in. X  9 in. prop, whilst not permitting the 
engine to reach its peak revs., gives a good perform­
ance and enables the necessary number o f laps to 
be covered.

It should be realised, of course, that an increase 
in pitch beyond a certain point will cause a racing 
engine to run at an inefficient speed, and it merely 
uses up a lot of fuel and produces very little power. 
The best way of selecting your prop is to commence 
with one that will enable the motor to give maximum 
power—an 8 X 7 or 8 X 8 for the average .29 
motor. I f  it is not possible to get in the forty laps 
by trying different fuels, a slightly higher pitch may 
do the trick. But if this results in a worse perform­
ance it means that your engine cannot turn over the 
higher pitch prop at sufficiently high revs, to enable 
it to operate efficiently. A  reduction in diameter 
will, of course, put up the revs., but unless your 
model is extremely clean and small the reduced 
thrust from the smaller blades will not be enough to 
carry the model round at a speed at which the 
higher pitch prop becomes efficient. Moreover, if 
the model is on the large side, even an 8 X 8 may 
not produce sufficient thrust to accelerate the model 
to a speed where both engine and prop work 
efficiently, and a larger diameter, lower pitch 
prop—say a 9 X  6— may show a startling improve­
ment, both in speed and range. Such a prop will 
definitely improve acceleration and shorten the 
take-off run, although this is of little importance 
under present rules.

The main point to remember is that it does not 
matter how long the motor will run on 30 c.c. of 
fuel on a  certain prop, so much as how far the 
model will fly on that amount o f fuel, and how fast.

Our next effort featured the old McCoy “  29 ”  
inverted. The tank in this model was so placed that 
the top of it was level with the jet, and I personally 
think that this is the ideal position. The motor run 
is very consistent and as this engine too, can be 
relied upon to start in a couple of flicks when warm, 
without altering the needle valve setting, it is very 
pleasant to operate. The biggest snag is that the

In the Davies Trophy at Fairlop, J. Fox of the Hastings club 
used a blow-bottle. He is seen, woiting for the starting 

signal while keeping the tank full.

engine is on its hist legs and the model is rather 
heavy. Consequently, the speed is less than 80 m.p.h. 
and the model is used as a standby only, although 
it has done good work as a flying test-bed.

Four different motors have been fitted at various 
times—the McCoy, two Eta’s and a Dooling and 
no trouble at all has been experienced in restarting. 
With a warm engine the small amount of fuel 
ejected past the needle valve by the action of refilling 
the tank has been found to l>e ample priming and 
no sucking in or exhaust priming is necessary. 
When starting an inverted motor from cold on a 
warm day we have found that a couple of chokes and 
a prime against the side of the piston is sufficient. 
If  the usual exhaust priming is resorted to, be very 
careful as a good solid “  hydraulic ”  easily results.

On a cold clay, when the engine is rather stiff, our 
procedure is to leave the tank empty, invert the 
model so that the engine is upright and give a good 
prime right across the piston so that the majority 
of the fuel goes down the by-pass. A fair burst can 
be obtained in this way which will warm the motor 
slightly and free the disc valve. Then fill the tank 
(with the model right way up, of course), give a 
prime on to the side of the piston and warm up the 
motor thoroughly. This should be done shortly 
l>eforc your race and the engine covered with a 
piece o f rag to keep it warm, so that it will start 
when called upon merely by topping up the tank 
and flicking.

We now had two models capable of the 40 laps 
but we could not get our 90 m.p.h. Then the 
wealthy member of our partnership bought a 
Dooling “  29 ”  and built a new model, similar to 
The Saint to take it. After being run-in, the motor 
was put to work, but insisted on running rich whilst 
in the air. Eventually, we had to close the needle 
valve so much that the engine was missing terribly 
on the ground and the model took half a lap or more 
to get off. Once in the air centrifugal force supplied 
more fuel and bursts of ten to twelve laps were 
timed at 90 m.p.h. But this speed was not main­
tained, and the model would land with fuel in the 
tank. No amount of fiddling with fuel or needle 
valve could overcome this, so the motor was put 
into the inverted installation on the previous model.

Immediately a smoother run was obtained, due 
to the jet being moved towards the inside of the 
circle by inverting the engine, and thus reducing the 
effects of centrifugal force, and we settled down to 
find a combination to give us our 40 laps. The 
Dooling was found to be rather particular with 
regard to needle valve setting and many tanksful of 
good fuel were burnt up before we got the right one, 
which proved to be as lean as possible without the 
engine “  missing.”  But the extra power over the 
other motors we then had was worth the trouble 
and on an 8 X G prop it towed our old heavy model 
round for 40 laps in exactly 1 minute 40 seconds 
9 0  m .p .h .}.

Despite our satisfaction with this result the model 
has been used in very few races, as our first experience 
was with a group of three considerably slower models 
and the pilot found difficulty in getting down to
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land safely. With the engine running he was 
overtaking two models every lap and when it cut, 
which it did without warning, lie had to dive down 
in the first vacant space, most likely overtaking 
another model as he did so. All this was very 
disconcerting and as we did not wish to damage the 
motor in a crash the Dooling has not been used in 
team racing since. However, now that speeds are 
creeping up and pilots becoming more experienced, 
no doubt it will be called into service again.

Nothing has been said so far about the layout 
of this class of model but a few notes on our findings 
may be of assistance,

Fuselage
As with all C L models this is the most important 

part. Good solid bearers are essential to withstand 
the rough-and-tumble of team-racing, and on a 
model with an upright engine it may he possible to 
bolt the undercarriage, and perhaps the wing, to 
these. As much room as possible should be left for 
the tank and provision made lor access ■ to this so 
that it may be changed for a better one if trouble is 
experienced. It is such a pity to have to carve up 
a beautiful model to get out the tank. But try to 
keep down the size of the fuselage. A big fuselage 
means more weight, and weight is air important 
factor, although strength should not be completely 
sacrificed for lightness.

Tank
Less trouble with fuel feed will be experienced if 

as much as possible of the tank is kept outboard of 
the jet and just below it. And be sure that it is 
firmly fixed—a loose tank may cause the fuel to 
“  boil ”  under the vibration from the engine, and so 
cause the engine to run lean by supplying it with 
fuel and air mixed.

Undercarriage
The position of the undercarriage seems to be a 

matter o f compromise. It should, of course, be of 
sufficient length to enable the prop to clear any odd 
stones when the tail is up, but its location fore and 
aft is difficult to decide. The further back it is, so 
will the line tension at takc-ofF be increased, with 
better control in upwind or crosswind take-offs, and 
if the model is inadvertently pointed in somewhat 
when being released it will correct itself. But with 
the wheels well back the model tends to nose over 
an landing with the risk of a broken prop. This 
nosing-over tendency will also become apparent at 
take-off. and in fact The Saint has lost two races 
through the tail coming up too high when the pilot's 
attention has been distracted, and causing the prop 
to hit the ground.

With the wheels well forward, however, this 
tendency is eliminated and the model shown can be 
landed and taken oif without much concentration, 
and even the miniature mountain ranges on the 
runways at Fairlop have failed so far to turn it over.

The tailskid takes a much larger share of the 
landing shocks and needs to be well secured. Also 
care needs to be taken to point the model in the

Johnny Nunn's McCoy 20-powered T.R. seen at the Wembley 
C L meeting. Note the sturdy wide-track undercarriage.

right direction when launching as otherwise the 
model may run right across the circle !

Wing
The position of the wing and the size of the 

tailplanc will decide how well your model handles. 
What is essential, of course, is a model which will fly 
steadily with no movement of the controls whilst the 
pilot has a look round, and show no tendency to 
stall or dive when the engine cuts out. By locating 
the wing so that the c.g. comes (on a class “  B ” 
model) about one inch behind the leading edge, 
this stability can be obtained, and if the pivot point 
is half to one inch behind the c.g. there will be 
sufficient line tension on a fast moving model to 
overcome the efforts of any cross-wind short of a 
gale. With the pivot point too far back, unnecessary 
line tension and strain on the pilot results, and the 
yaw on the model will reduce its speed.

T ail plane
The situation of the tailplanc and elevator docs 

not appear to be particularly critical, but it should 
be remembered that the nearer it is to the c.g. the 
larger should be the area of the elevator. If  in 
doubt, it is safer to err on the large side. Arrange 
the sizes o f your bcllcrank and control horn so that 
the full range of movement on the bcllcrank will give 
about 20 deg. up and i o  deg. down on the elevator. 
Only a fraction of this movement will be needed in 
flight but the extra amount will be useful in case 
another team, refuelling close in front, demands a 
prop-hanging climb and recovery to clear them.

For smooth, easy flying, perfect freedom of the 
controls is a big asset, and they should be checked 
frequently during the assembly of the model to 
avoid any friction. And be sure to use a push rod 
of sufficient rigidity, as the strain caused by a flapping 
elevator due to the push rod bowing may bring about 
the disintegration of the model.

With that happy thought I will close, and study 
the shadowy writing on the wall above the building 
board, which looks very much like . . .  .

“  40 laps at 1 0 0 ................**!
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L e fo v e rG. *1.A  N IN E -F O O T  SPAN GLIDER

EA R LY  in 1950 the need was felt for a large 
F.A.I. glider that would turn in good flights 

in any weather, and Mantis was designed to this end. 
Test flights were carried out in April, 1950, and all 
through the summer the model averaged flights of 
4 : 45 in cool evening air. Since then it has con­
sistently made maximums in a wide variety of con­
ditions.

Building
The construction is perfectly orthodox on the 

whole, the only points requiring more than usual 
care arc the centre-section of the wing and the 
correct rigging of the tailplanc assembly.

The two fuselage sides are built in the normal 
manner one on top of the other. The ·& sq. 
longerons may have to be spliced to make up the 
required length but this will not matter in the 
least. The in. X £ in. diagonals are added to 
ensure that the rear of the fuselage does not straighten 
out when lifted from the plan. Join the two sides 
with spacers and hold the fuselage together with 
plenty of rubber bands until dry. Add the nose 
former and bind the 14 S.W.G. towhooks in place 
with silk. At this stage the entire fuselage is sheeted 
with -̂ r in. mcd. hard balsa : sides first, then the top 
bottom. This may sound expensive, but it is defi­
nitely worth while and a fuselage results which will 
stand up to almost anything. Pour q£ oz. of molten 
lead into the box formed by the nose sheeting and 
the no.se former. When the lead has cooled down 
squeeze cement into the front o f the box and then 
cement the laminated noseblock in place. A piece 
of silk is stretched out and cemented to the fuselage 
from the front towhook to the noscblock. This 
prevents the sheeting from being torn up when 
runway landings arc made. The fuselage is now 
completely sandpapered, the holes made for the 
wing dowels, the ply tailplane mount and underfin 
arc added. The fuselage is covered, wing dowels 
fitted and finally are added the address label and a 
piece of tinfoil on the underfin where the D.T. fuse 
burns through the small rubber band.

Wing
The two wing panels are laid down on a board in

the normal manner. Eight inches of dihedral are 
installed under each wingtip and the hard balsa 
dihedral braces are cemented in position. Join  the 
centre sections together and pin down as one unit 
for the purpose of sheeting the leading edge— with 
a piece of 4 ft. balsa if  possible. After the cement 
is dry the wing is again cut apart. By using this 
method a perfect join is obtained.

The fin outline and spar are pinned down and 
cemented, then the section is added after the outline 
has been removed from the plan. The in. sheet 
trim-tab is fitted to the port side of the fin and is 
cemented at the correct angle after the fin has been 
covered.

The tailplanc is conventional except for the under­
cambered section. The paper tube in the tailplane 
should be made a fairly tight fit with the dowel in 
the fin.

C overing
The writer recommends a red and black colour 

scheme for good visibility. In the original model 
the fuselage and wing tips were double covered in 
black Jap  tissue and the fin covered with a single 
layer. The centre section of the w ing and the tail- 
plane were covered with white Jap  tissue and then 
given a second layer of red. Heavy grade Model- 
span should provide quite a good substitute lor 
double covering. Tissue is “  doped on ”  to the 
sheeted fuselage and is then smoothed out w ith a 
soft rag. The dope seeps through the tissue and is 
soaked up by the rag leaving the covering perfectly 
smooth. Three or four coats of clear dope then give 
the required finish.

T rim m in g
The e.g. position will be fixed at 50-60 per cent, 

wing chord and the leading edge of the wing will 
probably have to be packed up -fc in. before a satis­
factory trim is reached.

Mantis glides in tight circles to the left. Once 
the builder has got used to the offset tow-hooks no 
trouble at all will be encountered and a straight tow 
is ensured practically every time. The model will 
not turn off to the left until the line is slackened and 
the model is at full line height.
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Gear blanks, suitable for return-gear systems in 
Wakefields, will shortly be available from East 
Anglian Model Supplies of Ipswich. The gears, 
in dural, and also dural tube for pillars, arc to the 
specification of J .  A. Gorham. Price will be about 
2s. per gear.

* * *
The American model aircraft trade have recently 

concluded a competition open to customers of
specified kits, dopes, motor and accessories (four 
separate manufacturers contributing towards a 
finished model). Prizes to the value of $3,600 
(approximately £  1,250) are being awarded.

*  *  *

Mercury Models have always been interested
in the F.A.I. A2 glider specification. Their Morse- 
num kit model, it will be remembered, gained a place 
on both the 1950 and 1951 British “  Nordic ”  teams. 
Further kits to this specification are promised in 
time for the 1952 competition season.

* * *
Model flying saucers, American style, are four- 

foot diameter kites built from reed and balsa strips 
and covered with aluminium foil or paper. Heights 
of up to fifteen hundred feet arc possible. Man 
behind the production is test pilot for a famous 
American aircraft manufacturer.

* * *
A new (American) Forster motor is promised with 

front rotary induction (i.c. hollow crankshaft 
instead of rotary disc), but production has been held 
up by Government contract work again.

*  *  *

Harold de Bolt’s latest contribution to C1L· design 
is “  asymmetric stability.”  Instead of weighting 
down the outboard wing tip the whole fuselage is 
located outboard of centre (the pivot point). This 
duplicates the effect of wing tip weight and increased 
area on the inner wing panel. This feature is 
included on the new de Bolt kit models

* * *
A report from America, as yet unconfirmed, states

that the Duromatic plant has been destroyed by 
fire, Duromatic, of course, arc manufacturers of 
the McCoy range of motors.

Simplification is to be the keynote of many of the 
1952 kits. Many of the new Keilkraft kits will aim 
at minimum construction time— models for flying 
rather than models for building.

*  *  *

British automobile manufacturers with a worldwide 
reputation have recently shown themselves interested 
in the model motor market. They have developed 
a new lightweight alloy which they think may have 
considerable possibilities for small scale work. Nor 
will diesels present any new problems to them for 
they have had considerable experience with fuel 
injection equipment.

* * *
Solid kits arc once again on the market and we 

prophesy that more will follow. Many of these, we 
imagine, will be somewhat larger than the wartime 
standard of i/72nd scale. The fact that interest in 
full size aviation is growing considerably is perhaps 
reflected by the fact that one national daily paper 
is running an aircraft recognition u strip ”  and 
another evening paper carries a similar weekly
feature.

* * *
The Keilkraft Skylon power model kit is to bo 

manufactured in America, under agreement. It
will l>c marketed by Polks Model Craft Hobbies, of 
New York. The British kit will be available shortly 
and will contain pre-cut wing ribs, etc.

E. L. S. M O D E L  SUPPLIES
272-4. H I G H  S T R E E T .  S U T T O N .  S U R R E Y

T h o  o r ig in a l b u s in e ss  o f  E. la w  & S o n  w as founded  m 1920 
and taken  o v e r  by th e  p re sen t m anag ing  d ire c to r,  M r.  Ian 
D av is, in  1945 afte r th e  death  o f  h is father. S ta rted  in 1937, 
th e  m ode l aircraft sect ion  d eve lop e d  rap id ly  u n t il th e  o u tb re a k  
o f  th e  w a r  w h e n  m o re  im p o rta n t  w o rk  w as u nd e rtake n , su ch  
as the  p ro d u c t io n  o f  life -sav ing rocke ts, a m m u n it io n  co n ta in e rs,  
and s im ila r  w a rt im e  essentials.

U n t il June, 1951. the  re ta il m ode l sh o p  had t o  sh a re  p re m ise s  
w ith  th e  t im b e r  s id e  o f  th e  business, the n  a n ew  sh o p  w a s  
o p e ne d  and th is  is n o w  well k n o w n  as E. 1. S. M o d e l Sup p lie s . 
Sp ec ia lis in g  in  the  req u ire m e n ts  o f  m od e l a ircraft, ra ilw ay  and 
boat onthusia sts, and o ffe rin g  a b y -re tu rn  p o sta l se rv ice , the  
s h o p  is m anaged by N o r m a n  B u tc h e r— seen  in  th e  h e a d in g  
p h o to g ra p h  w ith  C ro y d o n  C lu b  m e m b e rs  H a r r y  H il ls  and 
N o r m a n  M arcu s.
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O R TH O O O X  B O X  
F U S E L A G E

SLOE M O U N T E D  
M O T O R

FAtRiNG
F L A T  F O U R  
COW LING

CAN T ILEVER
U N D ERC A RR IA G E

FRGG
5 0

K IT  R EVIEW

THE FROG "  ZEPHYR ”
Manufacturers : International Model Aircraft. Ltd.

This model is the first of a series by C. T , Buflery 
designed around the new Frog “  50 half-c.c. diesel 
motor. By side-mounting, it is possible to enclose it 
completely in the cowling of the model, leaving just 
the compression lever protruding from the starboard 
side. The needle valve projects through the top of 
the cowling and the air intake can lx? reached (by 
a very small finger) through the cowling starboard 
intake hole,

Constructionally the Zepkj?r is very much simpler 
than the majority of frog power models. The 
fuselage is built up in the orthodox way from two 
side frames of square strip and then joined with 
cross spacers. Three formers arc used at this stage, 
however, which greatly simplify assembly and make 
for accuracy. I bis is a particularly good feature.

Wing and tail spar sizes are generous and, with 
the mainspar let info the tops of the ribs, no warping 
troubles should be experienced. The fin is made 
from three pieces of sheet cemented together.

Both the undercarriage and the wing fixing are 
neat. The former is the simple wire cantilever type 
with an added fairing, correctly locked against 
twisting round the wire. 'The wing is held in 
place with internal rubber bands from hooks in the 
centre section passing down and through a hole in 
the bottom of the fuselage, where they are locked by 
a pin. In contrast the tail unit is held by an external 
band in the conventional manner. In view of the 
trouble which has been taken to clean up the wing 
fixing we wonder why similar attention was not 
given to the tail band.

Summarising, this is a delightful little model, 
nicely stable in flight and very pleasing in appearance. 
For the modeller who likes sport flying and scale 
appearance, this is just the job for him. As with all 
Frog products, kit parte are extensively pre-fabricated 
so that all the awkward cutting and shaping is 
already done. The kit is very complete.

Supplies of this kit should be reaching the shops 
very shortly. Price has not yet been announced, 
but it will be quite low.
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BA SIS o f many o f the mathematically derived 
aerofoil sections is the principle that if we 

superimpose a purely circular airflow on a purely 
straight airflow we get a resulting flow pattern 
which is identical to that produced by a stream of 
air flowing past an aerofoil section—Fig. t. Now 
taking this the other way round, this means, simply, 
that if  we take a standard flow pattern around an

/. 5 TR A K j H T  F LO W  2 . C IR C U L A T O R Y  FLO W

C O M B IN A T IO N  O F  / 8 .2  G IV E S  F L O W  A S  P A S T  A E R O F O IL

aerofoil, we can resolve or analyse this mathematic­
ally by considering it as two separate motions, one 
a straight or translatory flow o f air, and the other a 
purely circulatory flow, so that aerofoil lift and drag 
forces can be calculated mathematically, or given 
these forces, aerofoil sections can be designed by 
mathematics to produce the required results. 
Agreement between theory and practice on these 
points is very close, although theoretical treatment 
of this nature does not give a full picture. Theory, 
for example, docs not give stall conditions.

The method by which this is done is called the 
Circulation theory, which was originated at the 
beginning of this century by Kutta and Joukowski. 
It states simply that we can get a lift force generated 
by superimposing a clockwise circulatory flow on a 
purely straight flow—Fig. 2—and experiments have 
proved that such a circulatory flow does, in fact, 
take place around any aerofoil that is generating a 
lifting force.

A very simple experiment will also demonstrate 
the principle o f the theory. I f  a light cylinder is 
taken and wrapped around w ith a length of string

as in Fig. 3, a sharp tug on the string will pull it free 
and at the same time give the cylinder a spinning 
motion. If only this spinning force were generated 
the cylinder would then simply skid along to the 
edge of the table and fall off, whereas in fact the 
cylinder will actually fly upwards and forwards. The 
forward motion imparted by the pull on the string 
gives the straight or translatory airflow past the 
cylinder, on which is imposed a circulatory flow 
as the spinning cylinder drags air round with it. 
The two together produce the lift force which makes 
the cylinder jump upwards off the table. An even 
simpler example is if  a match is flicked firewards with 
a spinning motion it will either fly upwards or 
downwards, depending on whether it is spun 
clockwise or and-clockwise, respectively, relative to 
its forward motion.

This demonstration of the principle of circulation 
is known as the Magnus effect, and has been 
appreciated for some considerable time, as far back 
as 1852, in fact. Attempts have been made to use it 
by employing rotating cylinders to generate lift 
instead o f dragging a conventional aerofoil through 
the air, but with very little practical success. 
Projected designs of this nature have taken the form 
of Fig. 4, where the wings are entirely replaced by 
motor-driven cylinders which, by rotating fast 
enough, should theoretically produce enough lift to 
support the whole aircraft. A  similar method has 
been tried as a propulsive unit for ships, where the 
cylinders or rotors arc mounted vertically. Tests of 
the Flettner rotor ship using such a method did 
show that a ship could be propelled in this manner, 
but it was not a commercial proposition and the idea 
was dropped.

FIC2 C IR C U L A T IO N  A R O U N D  A N  A E R O F O IL
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But to return to the circulation theory of aerofoils. 
Joukowski, as one of the originators of this theory, 
did proceed to design aerofoils on this basis. The 
principle of design was virtually that of turning a 
circle into an aerofoil with prc-dctermincd charac­
teristics and the Joukowski aerofoil section, now 
widely used on models, is part proof, at least, of the 
soundness of the scheme. Whilst very similar in 
appiearance to a number of other sections of a 
similar type it is, theoretically at least, superior to 
one derived by more cut-and-try methods. Un­
fortunately, the mathematical processes involved in 
this method of transformation are far too complex 
for the average model designer to wish to attempt. 
Suffice it to say that the shape o f the aerofoil section 
resulting depends upon the mathematical details of 
the transformation, and by varying the numerical 
details, an infinite number of different shapes can 
be obtained. The standard Joukowski section as 
published is about one of the best for model work, 
where, like other sections of this type, the centre line 
of the section is a circular arc.

There is, however, also another scries of aerofoils, 
again derived by similar mathematical means which 
have been regarded with favour by many modellers 
—the Davis series. Details o f a few typical Davis 
sections have been published from time to time, but 
again the basic process can give rise to an infinite 
number of different aerofoils, where the major 
factors affecting performance, namely camber and 
thickness, can be adjusted to suit a particular type 
of model or need.

Readers may possibly remember that the Davis 
sections—which are American in origin—first came 
into the public news with the B-24 Liberator. This 
huge aircraft with its high aspect ratio wing ex­
hibited an amazingly high aerodynamic efficiency, 
which paid off, o f course, in excellent performance. 
As soon as some details of this particular aerofoil

family were known, various sections of the type were 
tried out for modelwork, and have proved at least 
as good as, and possibly belter than, conventional 
sections in almost every category. Copland lias, and 
still is, using a Davis section on his Wakefields, for 
example, flair and Gilbert use a Davis section on 
their giant Thcrmalist glider. Other Davis sections 
have shown up well in power duration work.

Since, however, the Davis is again a mathematic­
ally derived aerofoil the process of calculating any 
aerofoil from the original formulae is a little com­
plicated and somewhat lengthy. The average need 
is more or less covered by the published sections— 
for indoor, ultra-lightweight, medium-weight and 
heavyweight models— but for those readers who may 
care to calculate further Davis sections for their own 
particular needs, the process is as follows.

The variables are expressed as two factors, 
governing the amount of camber and thickness. The 
camber factor is designated A  and the thickness 
factor B. These’ vary with their relationship to the 
chord length according to the following formulae : 
A  — 0.148 x  camber (per cent, chord)

These formulae may be expressed graphically for 
simple solution as in Fig. 5, and for convenience in 
working out the final section it is advisable to keep 
both A  and B  to simple numbers.

Starting from scratch, there arc two possible ways 
of going about designing the particular Davis 
aerofoil required. Based on the facts given in the 
previous articles on aerofoil design one can fix the 
camber and thickness figures, calculate the factors 
from there and proceed to calculate the final aero­
foil. Alternatively, one can design a Davis “  replace­
ment ”  of any existing section, by finding the 
camber and thickness characteristics of that section 
and using these data to calculate the Davis equiva­
lent. For example, a Davis “  replacement ”  of 
NACA 6412 lias a maximum camber of 6 per cent, 
of the chord and 12 per cent, thickness, so that 
the Davis figures are : A  =  1.025 B  ~  0.225. "

The basic Davis formulae as just given by Henry
(Continued on page 83)
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•  The Editor does not hold himself responsible for 
the views expressed by correspondents. The names 
and addresses of the writers, not necessarily for 
publication, must in all cases accompany letters

SPEED C/L TIMING
Dear Sir,—l note that in the Editorial columns of 

the current issue of Monet, A ircraft you give considerable 
prominence to the errors involved in stop-watch liming 
caused by the “  reaction interval ” on clicking off. 
What you seem to forget, however, is that there is also 
a ** reaction interval ”  when clicking on. In a normal 
individual this reaction time is remarkably constant, so 
that in practice this source of error is largely cancelled 
out. The inherent possible error is then little-greater 
than that of the stop-watch, usually ^  o.i sec. That this 
is so is shown by the fact that, although reaction times of 
different observers vary widely, the three stop-watches 
used to time speed record attempts usually show the 
same time or differ only slightly.

Whilst on the subject of speed records, I should like 
to make a personal protest against what has become almost 
a disease, one from which even the S.M.A.E. Handbook 
is not immune. 1 refer to the prevalent practice of 
recording speeds to as many as three decimal places. 
This is well illustrated by your December “  Cover 
Story',”  where you give Claydon’s Dynajet speed as 214.926 
k.p.h. The implication there is that timing was carried 
out with an accuracy better than 0.0001 sec. and that the 
position of the model at the end of the measured kilo­
metre was measured to within less than 5 mm. ! Even 
this assumes that the kilometre was itself accurate to 
1 mm. ! I !

Comment is surely unnecessary. Under present 
conditions speeds cannot be judged to better than 1 k.p.h. 
and it is ridiculous for tables and published records to 
pretend otherwise.

Yours faithfully,
P.R.O., S.M.A.E. K en Brookes.

DOES THE BEST MAN W IN?
Dear Sir,—A study of the history of the Wakefield 

event reveals a continual struggle between the rule makers 
and model designers, with the result that at present, the 
latter arc well on top. The present rules leave the way 
wide open for the development of the 5 min. model, and 
in the writer’s opinion, such performance is excessive for 
outdoor competition. In a 12 ni.p.h. wind, these long 
range machines will cover a mile on each of their three 
flights, and even in this country, we have few fields which 
can cater for this sort of flying, not to mention the time­
keepers’ eyestrain or the condition of the retriever after 
6 miles of cross country work.

While I do not wish the following remarks to be re­
garded as reflecting in any way on Stark’s magnificent 
fighting performance, it can and docs happen at times 
that the winner of a Wakefield type event is some medio­
crity who puts in his full three flights, while the owners 
of the good models are out scouring the fields, or back- 
streets in search of their entries. How often do we read 
such items as “ Smith was leading at the end of the second 
round, but his model was not retrieved in lime for its 
last flight ”  ?

To prevent this sort of thing, there is an urgent need 
for a stiffening up of the rules to bring performance down 
to a more reasonable limit. This does not mean entirely 
cutting out the good luck element, which will continue 
as long as thermals bubble upwards, but it will teduce the 
hard luck stories. The question now is : “  How to
stiffen the rules ”  ? Raising the weight to, say, 10 ozs. 
would simply result in more rubber being carried, and 
performance would be as high as ever. Restricting 
rubber/wciglu ratio lias been tried and found wanting, 
as it is difficult to process, and gives no incentive for light 
construction.

After long consideration, the writer has come to the 
conclusion that the best way out is to maintain existing 
areas and cross section, and to require that a payload of 
two, or possibly three ounces be carried, with no stipu­
lation on all-up weight. The weight would have to be 
readily removable for checking, which could !>e done 
before each flight if necessary. Perhaps some of your 
aerodynamic ists could calculate the precise effect of this 
impost on duration, my guess is that flights would come 
clown to about three minutes, and if they did not, then 
the weight could readily be increased next year.

Such a move would give designers more latitude, 
giving them the choice between the lightest possible model, 
or a heavier job with more rubber, and the quest for 
aerodynamic and structural efficiency would be en­
couraged. Also, model designers would be confronted 
with the major problem of 1'uM-sizcd aircraft design, the 
carrying of a payload. Under these conditions, we could 
say with reasonable certainty that the best man really 
did win.

With a revision of the rules due in 1952, let us hope that 
the powers-that-be will show some of mat boldness and 
forward vision which led to the introduction of the 
8 oz. loading in 1937, and give us rules that will be really 
worthy of the world’s No. One model flying event.

Yours faithfully,
Victoria, Australia. J .  M. Fullerton.

Φ  J im  Fullerton*· m odel w a s  p roxy f lo w n  by 
J. Royle  o f D erby  in the 1951 W ak e fie ld  C on test  
in F in land and placed 17th.-—The Editor.

A MILLION CH UCK GLIDERS
Dear Sir ,—Under this heading in the July issue of 

Model A ircraft, Mr. Dubery suggested the organisation 
by the S.M.A.E. of a Chuck Glider Contest for srhool- 
boys and this was followed by the letter from Mr. Rippon 
(“  Rip “ ) in the September issue, suggesting that 1952 
be made a recovery year, the object being to introduce 
carly-tccnagers to the joys {and trials !) of aero modelling. 
As mentioned by Mr. Rippon, the right sponsor must be 
found with as little delay as possible.

The suggestion of a National Contest for elementary 
models is no new thing and, in fact, the right sponsor 
appeared in early 1937—I refer to the Daily Dispatch 
(one of the “  northern ” daily newspapers) which organ­
ised the Daily Dispatch Model Aeroplane Club. The idea
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seems to owe its origin to Mr. Terence Horsley who. 
as a “  D.D. ”  reporter visiting a rally held by the then 
Lancs. Model Aircraft Society, “  saw the light ” and then 
helped the fire along. The club was formed and, for the 
sum of ts. and a number of tokens cut from the newspaper, 
members were supplied with the kit and full instructions 
to enable them to build a very simple stick model. (A 
most essential part of the equipment was a small gilt 
lapel badge !)

1 was ifi at the time and had been modelling in a small 
way for some five or six years, but this club really set me 
(and probably many others) on my modelling career. 
Rallies and small contests were organised by the “  paper ” 
and more advanced kits were given as prizes. The 
“  finals ”  were held at Heaton Park. Manchester, and 
the prizes included air trips to Paris and over Northern 
Europe -quite a good return on such a small capital 
outlay.

The model itself was a simple rubber driven stick model 
of all balsa construction, 13 m. span and toi in. long 
with a thin wire undercarriage and bakelite wheels ; 
the “  urger !i was a very efficient bentwood prop. 4$ in. 
diameter (I’ve still got one in my “  scrapbox ”  !). The 
kit was designed and produced, I believe, by International 
Model Aircraft Ltd. (for the Daily Dispatch) but I'm not 
quite sure about this.

Would it be possible to suggest to the S.M.A.E. that 
an approach to the Daily Dispatch might lead to the 
“  recovery ”  of the aeromodelling hobby or that Inter­
national Model Aircraft Ltd. might be approached for 
the production of this or a similar simple stick model in 
kit form * This latter suggestion may be impossible 
shotild copyrights or patents agreements be involved.

A s  a result of the “  airing ” this matter has now had, 
it may not Ik* too much to hope that a National Chuck 
Glider or Stick Model Contest could be organised and 
result in an influx of youngsters into the acromodclling 
world.

Yours faithfully,
Rochdale, Lancs. R. Fiei.dino.

WAKEFIELD AS A TEAM EVENT?
D e a r  Sik,- In your Editorial in the November issue 

of M o d e l  A i r c r a f t  you raise the interesting question 
whether the Wakefield should be put on a team basis.

Like many others 1 have considered this question and 
find that it is the right time to do something about i:— 
not only regarding the Wakefield contest, but also in 
connection with the three other world championships 
sponsored by the F.A.I.

Obviously the element of luck does play too big a role 
when a contest is decided on individuals. Even in team 
contests luck is not unimportant, hut there is better 
chance of arriving at a reliable result with teams.

On the other hand there is much, both pro and con, 
to be said. As you especially mention the Scandinavian 
countries (you might have mentioned many other 
countries, small, poor or far away from a certain contest) 
I shopld like to inform you, that the special Nordic 
contest, which has taken place annually between the four 
Nordic countries, have been flown with 4-man teams, the 
results of the best three counting.

I should like to suggest that the F.A.I. world champion­
ships and contests of the same kind arc put both on an 
individual anti a team basis. Whether you will give a 
certain cup to the individual or to the team is of minor 
importance—wc can get some more cuj>s perhaps with 
time. But in this way both a country able to send only 
one outstanding entrant and the countries with a wider 
basis (or a more fat purse) can have their chance.

Where this year's contests should be held could, as 
now, be decided by the F.A.I. model commission, who 
should sec that in this way the different championships 
should circulate and he spread as much as possible over 
the world. Last year all four championships were placed 
in Europe and the same may l>c the result for 1952, 
and if this continues they will not I k : world but European 
championships.

In your editorial you give the post-war Wakefield 
results if they had been on a team basis. Here is the 
same for the two A/a contest (Trollh&ttan, 1950, I.rsce- 
Bled, 1951) :

1950 : 1st Sweden, 2nd Finland, 3rd Denmark, 
4th Norway, 5th Yugoslavia.

1951 : 1st Denmark, 2nd Yugoslavia. 3rd Great 
Britain, 4th Holland, 5th Sweden.

Obviously other countries have now caught up the 
Nordic countries in the Nordic A/2 class !

Yours sincerely,
Denmark. Per Webhaupt.

Ilesit/nintf A e ro fo ils
(Continued from page 81)

Cole are related to the diagram shown in Fig. 6. 
They are :

(i) x  —  sin Ο  '277 (A  —  B) B  \ —  ton 0
[(1  —  27Γ 0 )  (1 —  A)]

(ii) Yu =  cos Ο Γ27Γ (A — B )  +  B) — A [1 —  277Ο 
iii Π  =  cos 0  [277 (A — B ) — B]  —  ( A  —  2ll

i — 27t o :
where 0  ranges from o to tt2 radius (o to 90 degrees), 
0  being expressed in radians for the purpose of 
substituting in the formulae. Unless calculus is 
used, however, it is impossible to calculate the y

ordinates at 0  =  90 degrees, i.c. the extreme nose 
station and the simplest way to avoid this is to 
calculate the ordinates down to, say, the O  —  85 
degrees station and add the extreme nose section by 
eye. Any error involved will be negligible, and well 
within the limits of ordinary practical construction. 
To plot the section to the right chord length, of 
course, just calculate x at 0  =  772 (90 degrees) 
(or 0  =  55 degrees, and approximate) and find the 
correct factor to apply to the ,v and y  values as 
calculated.
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T y p k o £  T i*rw t&
Vctanvindee

Upon hearing that the appointed venue for this year’s 
Wakefield is known as the Manchester of Sweden I at 
first feared that the sinister implications of such a com­
parison might well “  damp ”  the ardour of our rain- 
weary contest types. However, I am now reassured to 
learn that the similarity U of an industrial rather than 
a climatic nature. Thus, it seems, that while the chances 
are that our team will enjoy a dry sojourn in Sweden 
(externally at least), there remains, alas, the certain 
prospect of our Wakefield Funds receiving yet another 
good soaking,

•  ·  ·
Ju n io r Genius

Why is it that on club nights the meeting room resounds 
to the piping treble of a horde of chattering teenagers 
while on Sunday the dying field is deserted save for a 
few rather senile specimens striving to uphold the tradi­
tions of active model flying as best their dimming vision 
and tottering okl pins will allow ? Recent comment on 
this vexed question would seem to suggest that the answer 
lies in our out-dated methods of approaching the teenage 
problem.

Well, I freely admit that I have always been a staunch 
advocate of the more old fashioned method of approaching 
the difficult junior member, that is from the rear with a 
hefty boot, but in the light of this new suggestion I have 
lost no time in making a closer investigation of the 
modern club-room adolescent.

What I have found is most revealing. Hitherto Γ had 
regarded all junior members as both lazy and stupid. 
Now I know differently. Lazy ? Yes, but stupid ? 
Far from it. In fact the little beasts have been so dev ilishly 
ingenious as to devise a scheme whereby to establish a 
reputation as an expert aeromodcller without so much 
as squeezing a cement tube.

The idea is first to acquire a kit. Not just an ordinary 
kit, mark you, but one of those super, colossal American 
scale affairs. Which masterpiece of commercial in­
genuity is then paraded before one’s friends, relatives 
and acquaintances, and the magnificent plan and all

"  Of course, my dear, ye idea will never catch on ! ”

the twiddly bits of shaped balsa and wire held up to 
their admiring gaze. Truly, they think, only a veritable 
genius would contemplate the undertaking of a work of 
such incredible intricacy.

Ultimately, the kit is lx>me ceremoniously to the club- 
room, where its proud owner preens before the astonished 
eyes of the older members, who, wise as they might be 
in all the subtle ways of balsa butchery', quail at the thought 
of building such a diabolically involved monstrosity.

Cunning, eh ? An accepted modelling expert without 
any of the fag of building or the bore of flying. Only 
snag is ihc initial outlay, and even this could be brought 
down to a reasonable level were some enterprising model 
business to introduce a service whereby such kits could be 
hired for a modest fee.

•  ·  ·
Notice

With regard to the International Meeting held recently 
at Fairlop between representative teams from American 
Forces and the London Area, I am asked to state that the 
gentleman in the fur cap, who was seen to indulge it» such a 
fearful orgy of model pranging, was not, as was generally 
supposed, a Russian saboteur.

A Sorry Mesh
Those thankless Wakefield types who are currently 

giving vent to that soul-scaring cry : “  Where can we get 
gears ? ”  don’t really know how fortunate they are to be 
in their present gearlcss state.

Quito apart from the fatigue of winding two rubber 
motors, and the even greater fatigue of explaining to dim 
types why both motors have to be wound up the same 
way, there are those delightful occasions when the upper 
motor, overcome by a sudden fit of generosity, decides 
to slip its lower berth companion an extra strand. The 
resulting furious tangle is grand fun for one and all, the 
spectators absolutely rolling up at the sight of the stricken 
expression of the gear enthusiast when faced with the 
shocked realisation that he is left with no alternative but 
to rip the fuzz apart.

But all this is nothing compared with the initial fun 
of assembling the gear-box, a procedure involving the 
mutilation of several hundred feet of piano wire and 
about six fingers. And, no matter what cunning econo­
mies might be practised in its construction, the ultimate 
weight is ever the same : $ oz.

This, of course, means extra load, which in turn calls 
for extra strength, which leads again to extra weight, and 
so on in a vicious tip ward spiral—which is more than can 
be expected from the resulting elephantine model.

•  © 9

Spellbound
Prominence given to the Epsom M.F.C., on (he from 

cover of a model magazine, may seem to suggest that 
whereas this enterprising elub 14 can make i t M they 
certainly “ can’t spell it,”  Still, their particular spelling 
lapse (leaving the middle “  i ”  out of F.xhibition) does, at 
least, hint at the presence of a gracious modesty. I 
couldn’t, for example, imagine many of the li Exhibition ” 
types, to be seen on our local flying field, overlooking the 
“ 1 ** in the centre.
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A typical modern power-duration type is this 
cfean-fookroj mode/ by V. Theobalds,

ditions be yrt>rset with models going o,o,s. in well 
under 3 min, (not infrequent) almost everything 
depends on the timekeepers since practically any 
power;duration model worthy of the name should 
be able to do y min, oh a 20-sccond engine run.

It would be extremely interesting to compare 
recorded (0,0.5) limes with actual times (up to 
5 min. max.) as noted by following observers, 
under such conditions, for the top doxen in any one 
contest. Our guess is that not more titan one-half 
would !>e related to their true performances.

Viewed in the light of this, a fractional error in 
Ά  ratio cop test looks less formidable. True, models 
in ratio contests will alio go 0.0,s. in unfavourable 
conditions, but a model which gets sufficient height 
to go 0.0,5, on 10 seconds, as opposed to one which 
uses a 20-aecond run to do the same thing, surely 
deserves the better placing with which it is auto­
matically credited in a ratio event.

Under conditions of little or no wind with inter­
mittent area·, of lift, the tuck element may itill be 
the decisive factor in selecting the winner, of course, 
but in a raiio content, it may not play as great a part 
in this respect as is possible in a normal duration 
contest. Under such conditions, a good model 
might be expected to make a maximum on a ten­
ser ond run and thus gain the maximum possible 
ratio of 30, I f  it should fail to connect with any 
lift ami return a normal lligbt o f around uf min, 
( 15/1 i t  is quite likely to be beaten by some leaser, 
though more fortunate, rival, which hooks a thermal 
a net returns a maximum, but not by such a large margin, 
since the lesser model will probably have needed 
15  seconds or more to reach die same altitude.

Under such conditions, of course, the owner of 
the “ h o t”  model may elcrt to forgo ihe chance 
of a maximum ratio, play for safely, and use 12-t^ 
seconds in the expectation of contacting a t henna I 
during the extra glide time.

Alter natively, lie can tackle the problem at its 
source and set about building a model which will 
give him all the altitude he wants, irrespeeth e of 
conditions, nn a ro-second run.

Which brings us to our main argument in favour 
of rado contests. This is simply that the ratio event 
breeds the most efficient type of power duration 
model, if, by “  efficient,”  is meant a model which

A  /λ f .  Chinn

r I 'H E  S ,M A .E .'S  competition programme for 
A 1952 lists only om- ratio type power/duration 

contest i lie Kei! Trophy.
IFte F A. I, Model Commission have decided not 

to introduce ratio contests into the international 
competition calendar.

It is exident dial die ratio event does not find 
fas our with top level official opinion. Why is tliis ?

The reason usually advanced for official lack of 
enthusiasm, is that the margin of error possible in 
this type of contests is too great, dun to the serious 
edict on final results which small errors in timing 
short engines runs may have. This, of course, is 
perfectly true, especially at the present time when 
leading exponents of this type of' model arc using 
engine runs of around the ten seconds minimum 
allowed,

For example, two models returning flight times 
of 3 min, on το.a see. should have a ratio o f 17.(15 
each. A  mere i/yth second error in timing the engine 
run. dthcr skic of the 10.2 see,, however, could mean 
one contestant being credited with an id ι ratio 
while the other obtained only 17.3, It is also con­
ceivable that irue results could actually he reversed, 
given the twin handicaps of inaccurate watches 
and unreliable timekeepers.

This sounds serious enough. Hut what o f the 
hazards and inconsistencies in the timing of alf 
dura lion flights? Are they not often just as disas­
trous ?

I n a normal duration type power contest, one 
is usually allowed 20 seconds engine run, and in 
one con lest, 35 seconds, for a mere 25 seconds 
penally on the flight time—a irowcr flight which 
should encourage the entry of even the most sluggish 
types.

Under our usual weather conditions, i.e. wind 
and or poor visibility which take models out 0Γ 
sight in three to four minutes, the result will depend 
a good deal on I he timekeepers* ability to keep a 
machine in sight for a few extra .seconds—or on 
1 heir i nt erpreta lion of I he effort to be put into 
keeping u in sight as long as possible. Should con-
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goes up as quickly as possible and comes down as 
slowly as possible. We already have models which 
will do a maximum flight on the 20 seconds allowed 
in duration contests. Wc have yet to see a model 
which will give a maximum ratio (i.e. five minutes 
on a io-seconrl run) in a contest without the assistance 
o f thermal currents.

Presumably, the nearest approach to such a model 
k  the ultra-lightweight ewept-forward-wing layout 
as developed by the L .S.A .R .A . and described in 
recent issues of M o d e l  A i r c r a f t . Admittedly, 
performance claims for these models have men­
tioned ratios of 15/1 and upwards, which may not, 
at lirst glance, seem very phenomenal, but it should 
be remembered that these are for very small models, 
w here the glide is markedly inferior. The suggestion 
o f a larger (44 in. span) Dooling 29 powered version, 
weighing only 15 oz. and which would climb at 
something like 6,000 ft. per minute* obviously 
implies a machine able to exceed, comfortably, the 
maximum ratio of 30.

A model capable of being flown consistently with 
such a performance would, quite obviously, be a 
very worthy achievement. Y et such a machine has 
no place in present duration type contests. Its 
capabilities would lx* to no avail when in competition 
with sound existing designs using 20-second engine 
runs. In fact, under the usual conditions of limited 
visibility, the L .S.A .R .A . model would be at some 
disadvantage when compared with conventional 
class “  B ”  models, due to its smaller size.

I f  we accept as inevitable the exclusion o f ratio 
events from the majority of first-class competitions, 
what measures could be taken to ensure that the 
greatest possible encouragement is given for the 
development o f power duration model performance?

An obvious and simple answer would be to 
reduce the permitted engine run. This, it is felt, 
would find favour with the experts who are currently 
flying models capable of maximum flights on the 
allotted 20 seconds. Fifteen seconds would seem to 
be a suitable figure and is already in effect in one 
contest, the Sir John Shelley Cup. Twelve, or even 
10 seconds has been suggested. With the latter 
figures, obviously, duration contests would, in 
effect, be resolved into ratio events, since it is doubtful 
whether any contestant would wittingly use less 
than to seconds. With the engine run limit cut, 
the fast-climb model would again come into its own.A lte r n a tiv e ly , instead of a lte r in g  flig h t rules, 
model specifications could lx- modified, i.e. a power 
loading rule imposed, which would tend to limit 
climb and curb the performance of the so-called 
“  overpowered ”  power/duration model. Such a 
rule is, o f course, already in force for the F.A .I. 
“  International ”  class which limits engine capacity to
2.5 c.c. and specifies a minimum power loading of
7.06 oz./scj. ft., or 17.65 oz. for a 2.5 c.c. model. The 
U .S.A. also has the ioooz./cu. in. rule which means 
a 15 oz. all up weight for such a capacity—although 
this is, in fact, rather more in line with current 
British trends.

The whole question really depends on what is to 
be considered the desirable trend of competition

free-flight power work. Arc wc to reward the hardy 
type who goes all out to get the added performance 
of a high climb power flight, surmounting the 
difficulties encountered on the way, or are wc to 
make contests less selective, easier for the less experi­
enced (and, perhaps, less harassing for all concerned !) 
by applying rules to restrict, or nullify, performance 
above a certain level ?

Possibly the happiest solution would be to simply 
select a few contests to be run off oti reduced engine 
runs to satisfy those keen to match their skill with the 
experts, the remaining events allowing 20 seconds 
as at present.

In addition, it would be interesting to see at least 
one reduced engine run power event with rounds 
run ofT (as lias been done lately with the Wakefield) 
during late evening and early morning. Such an 
event should far more accurately reflect the capa­
bilities o f the models entered, and, under these 
conditions, an international contest, equal in status 
to the Wakefield, might eventually be developed.

Under present rules, by which models o f widely 
differing specification compete on more or less 
equal terms, some interesting contrasts in design 
have been seen.

On the one hand are lightweight designs, moder­
ately powered and generally of large area. Vic 
Smeed’s Hell's Belle immediately comes to mind as 
an outstanding example of this approach, a 60 in. 
model, using only an Elfin 1.8 for power. At the
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other end of the scale can be found more highly 
powered models, also generally of moderate wing 
loading, usually rather smaller, and, for want of 
a better-known design, I quote my brother’s Halfax 
winning Ascender 5*2 in. span, 18 oz. and Araco 
3.5 powered.

The specifications of the majority of present day 
power duration models, o f course, fall somewhere 
between these two and include many well-known 
designs, among which may be found Norman 
Marcus’s lightweight Jaded M a id  and, nearer to the 
smaller, fast-climb layout, John Gorham's Contender, 
both highly successful contest winning designs.

These four models are conveniently comparable 
because, essentially, they may lx* regarded as varia­
tions on a basic theme—the theme being the large 
class “  A  ”  (2.5 c.c.) model.

Taking the ultra-lightweight low-powered design 
first, the advantages of this layout arc to be found in 
relatively easy trimming, due to moderate dying 
speed under power. The rate o f climb is bound to 
sufFer, o f course, but performance will be compen­
sated, to a certain extent by lower sinking speeds. 
Provided that the structure is not too flimsy and 
prone to warping, such a model may lx* a more 
consistent performer than the ultra high climb type, 
due to the fact that minor deviations from the 
critical trim arc unlikely to have such a serious effect 
under power.

As an example o f the foregoing, Hell's Belle is 
notable for its large surfaces, totalling some 5 sq. ft., 
with an engine of only 1.8 c.c. Thr.e years ago, a 
model of these dimensions would not have been 
considered small for a 5 c.c. engine, although the 
total weight would have been at least double that 
o f Hell's Belle. The model is reported to fly quite 
slowly under power and. illustrative of this is the 
suggestion that to trim for turn, the tail unit may 
require offsetting as much as 1 in. Needless to say, 
an adjustment of such magnitude on a model of more 
orthodox proportions would invariably prove fatal.

An example of a successful “  ratio ” type model, the “  Ascen­
der.” Moderate dimensions and weight. Powerful engine.

Although moderately powered, H ell's Belle has 
most o f the features associated with the stability 
requirements of more powerful models. The tailplane 
area is large—41 per cent.—the pylon height is 
appreciable, and there is no reduction in the dihedral 
angles which might be considered permissible 
with such a small power unit. In general, the aero­
dynamic design suggests a “  safe ”  model which 
should give a good performance with a minimum of 
trouble.

With Norman Marcus’s Jaded M aid, winner o f 
many contests in 1950, the accent is again on light 
weight with a large wing area. The original, in 
fact, was stated to weigh only 12 oz. The engine 
in the case, however, is a 1949 type Elfin 2.49 which, 
of course, delivers substantially more power than the 
1.8 and, despite its large size, the model therefore 
has quite a low power loading in terms o f lb. per h.p. 
The designer admits, however, that, at its original 
weight, the airframe was decidedly weak and 
expresses the opinion that strengthening up to the 
required F.A .I. weight of 17$ oz. would make a more 
consistent, as well as more serviceable, performer. 
It should be noted that even with this proportionately 
large increase in weight, the wing loading is still 
quite low, while 17  j  oz. is still quite a moderate 
weight for an Ellin 2.49 engine.

\Vinner of both the Halfax and Astral trophies 
in 1950, Jaded M a id  had an average ratio o f  13.75 
over eight contests entered during that season. The 
design, for the most part, may be regarded as con­
ventional. Wing aspect ratio is slightly above 
average but dihedral angles are normal. The design 
was one of the first to use a side-mounted engine.

Our third model, John Goreham’s Contender has 
an equally impressive contest record. Winner of 
the 1950 Sir John Shelley Cup contest at the 
Nationals, flown by the designer, another model 
basically identical, won again this year in the hands 
of National champion, Peter Wyatt. Numerous 
other platings have also fallen to this design and 
the Ipswich power team during the past two years.

Here, as with the Marcus design, the Ellin 2.49 
motor is used, but there arc few other points of 
similarity between the two models. Spanning 46 in., 
with a wing area of 340 sq. in.-^-nearly 30 per cent, 
less—and a weight o f 14 oz., it is several steps 
nearer to the opposite extreme of the ultra fast- 
climb model, depending on altitude rather than a 
floating glide and thermal catching, to prolong 
its flight.

An obvious threat in any contest, the Contender 
is nevertheless at iis best in a iatio event and has 
been credited with “  still air ”  ratios in the region 
of 18/1. It goes up, not in a lazy vertical attitude, 
but in a fast, steep, straight climb into wind. Unlike 
the previous two models mentioned, the Contender 
conforms to the F .A .I. rules, except for the Inter­
national class, when it needs ballasting up to satisfy 
the power loading formula.

Typical of all Gorham designs, the model is neat, 
functional and serviceable and features the long tail 
moment desirable with high-powered designs. It is, 
Gorham says, sensitive to fin adjustment, although

87



★  social events in the North may be few and far 
between, but one always wdl worth attending is the 
Sheffield Club's Dinner and Prize Giving. Their organi­
sation and time table arc a model of efficiency and their 
hospitality first class. This year, in addition to their 
own members, guests from about ten or twelve other clubs 
in the Area were made more than comfortable and treated 
to a very succulent repast. Their Chairman, Mr. Slack, 
paid tribute to the enthusiasm of the members, ami com­
plimented the Area Officials upon the successful season 
enjoyed this year. The actual prize giving was in the 
most capable hands of “  Lord ”  Gosling of Clwyd, who 
during his address paid tribute to the amount of work 
achieved by the Council of the Society, the willingness of 
the Officials and the not always well appreciated labours 
of the Area Delegates.

'ic  t h e  a n n u a l  General Meeting of the Society was not 
exactly swamped by Northern members, in fact, as may 
well be expected in view of the high cost of attendance, 
the number of attenders from North of the Trent could be 
counted on one hand. Speaking entirely personally and 
without any official backing, I think it is time the Society 
made some different arrangements for voting at this very 
important meeting. As it stands, members in the North, 
unless they have club funds well above the average, have 
little chance of making their voice heard, and any propo­
sition of National importance is always controlled by 
Southern opinion. I would remind the Council that there 
are a lot of members in the North, who pay quite a lot 
in affiliation fees, and it is only fair that they should he 
given a comparable chance of putting their viewpoints 
forward. The most controversial matter, of course, 
was finance, and whilst 1 was not surprised at the attitude 
taken by the people present, f was disappointed to think 
tiiat wc have so many short-sighted members. Quite 
frankly, the Society has always been running on a shoe 
string, and this year the red light has shone in earnest. 
The opportunity was there to place the Society’s finances 
upon a really fum basis and the lead had been given at 
the Area Officer’s Conference, but once again, a comprom­
ise and not a cure was effected. It is wouh while noting 
that Areas who have in the past relied heavily upon the 
services of the Society were most reluctant to dip a little 
heavier into their own pockets. Another quick change 
round was the reversion from three scmi-ccntraliscd 
contests back to five, again the resuit of much hullabaloo 
on the part of those whose travelling expenses to this 
type of meeting are lightest. Ah well! He who least 
often pays the piper, generally is able to cail the tune.

■jc w h il st  on the question of meetings, I hear the 
Western Area arc getting more than a little fed up with 
the general apathy of the majority of the clubs in their 
Area, and have decided, in future, only to cater for those 
who maintain an intelligent interest in the doings of the 
Area anti its Committee. Mcthinks a point well made, 
and one. that could !>e copied to advantage by many other 
Areas in the country ; like a rude joke, a rude shock 
might arouse interest in the minds of many.

-ft THE recent Northern Area meeting enjoyed a fairly 
quiet session, but rumour has it that there may have been 
one or two point» raised, of interest to the bods. I 
understand that pre-entry, accompanied by the appro­
priate fee, will be the rule in ail Semi-Ccntralised events 
this year, but entries will be accepted on the day at a 
special late, fee rate. I think fair-minded modellers will 
agree this is quite a reasonable rule ; it will give the 
officials an advance notice of the entry to be expected, 
and yet at the same time Allows for the bloke who can’t 
make up his mind until the last minute to enter if the 
weather suits him. I understand also, that application 
has been made for the use of Rufforth for the whole of 
the five meetings, but dub officials should take heed of 
the fact that all is not well at that venue, and unless the 
fliers become a little less nomadic and a little better 
behaved it may be another case of “  gone for ever." 
The Area Sul>scription Is still with us, in spite of the 
income from the Evening News Rally, which may or 
may not produce an equal amount each year in the 
future, but it was pointed out that 1950 produced an 
excess expenditure over income of some /, 19. Hence the 
tug on the lug this year, and you are requested to see 
that it is paid (cheerfully ?) by March 31st—or else.

LATEST information from the North West produces 
the news that IVtci Foulkes of Cheadlc is the new Area 
Chairman, Ray Musgrovc of Oldham steps into the 
Secretary’s shoes and Lcs Massey of Timpcrley collects 
the thankless and never appreciated job of Comp. Sec. 
Otherwise it is the mixture as before, with Messrs, $aHo- 
way, Holmes, and Barnes as Area Delegates, T reasurer 
and P.R.O. respectively. Officials in the Area take a 
very dim view of the suggestion by a Southerner that the 
Area scheme be scrapped, in view of their remarkable 
organisation anti strong position. They now have two 
airfields available for the Area events, a solid record of 
achievement and more to the point a respectable bank 
balance, and it is worth while noting that prizes alone 
last year cost die Area over £80. A little different to the 
scrounged kits of some areas. The Northern Models 
Exhibition will again be held in March and as the Area 
officials art? most anxious to see a full and representative 
entry, the loan of historic models (as my correspondent 
puts it, liquorice driven canards built from umbrella 
stays) would be more than appreciated. The N.W, 
records system means that the 1951 records arc now 
scrapped and the chase begins anew. All 1951 record 
holders will receive handsomely engraved trophies as 
permanent awards, and the new records will l>c based 
upon a three-flight basis, with a five-minute maximum.

Apologising for the prod, may I ask what’s happened 
to the lads away in the far North Ease, after a promising 
start last year, they appear to have faded in the back 
stretch. Let’s be hearing from you up there!

things WE hear around and about.—Is it true that 
one laddie who lost his model during the summer found 
his engine a few weeks ago—in his best pal’s model ?

It is denied that the B.R.M. was recently seen in 
Sheffield, it was only George Wilkin taking a couple of 
pals to the station.

Nobody knows why, but the Huddersfield club have 
now emulated the famous Arab who folded his tent and 
stole silently away in the night.

The Lockwood club are proposing holding a rally on 
Davis Brown’s Airfield on June 29th.

And so, once again my little chickadees, we bid a fond 
farewell to these romantic islands, and their waving 
palms (put a sock in it—Ed.).
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we have seen no evidence o f this on the occasions 
of witnessing Contenders in competitions : the model 
has always impressed as being one o f the most 
reliable of the fast climb type yet seen.

The fourth model, the Ascender differs from the 
others in that it uses the high thrust-line layout. 
The design was first described in the March, 1951, 
issue of M odel A irc ra ft , a prototype model, a 
42 in. 1.49 c.c. version then having been built. 
This original model was taken to the area Astral 
Trophy event in April last, in which, despite a poor 
start, it succeeded in placing first. After witnessing 
the performance of the Ipswich Club Contenders, 
however, which, while having an “ o ff”  day, were, 
we thought, more than a match for our model under 
good conditions, it was decided that something 
slightly more potent was desirable for the next 
(Halfax) meeting due three weeks later.

Two larger versions had been drawn up and, in 
view of the limited time that was available in which 
to get the model built and tested, it was decided to 
build the medium size version of 52^ in. span. 
Intended for 2.5 c.c. engines with tlie possible 
alternative of 3.5 c.c., it was further resolved that 
performance would ixave to be all or nothing and 
the Amco 3.3 was therefore installed from the 
start. With little previous experience in trimming 
so much power. Ascender was got into some sort of 
trim the afternoon before the contest, and the 
following day managed to wit» with a record aggre­
gate of 66.4 : 1.

In four contests entered during the season (Halfax, 
Kcil, Ifamlcy and British Championships) the 
average flight time was 3 min. 41 sec. and the 
average ratio 18.7. This included four thermal 
assisted maximum* on engine runs not exceeding 
12 seconds, but also includes two flights of under 
two minutes due to “  pilot errors.”

Two criticisms can be levelled against the design. 
Firstly, the very large down thrust angle now used 
(with the Amco) means that the centre section o f the 
wing, which is in the slipstream, must, in effect, 
lie operating in a stalled condition. Secondly, and 
again related to the thrust-line, the tailplane is well 
out of the slipstream and is thus deprived of the 
extra lift, normally available in conventional pylon 
designs, for controlling looping under power.

However, these features are inseparable from the 
Grant theory on which the layout may be said to be 
based. In this connection, it is worth recalling that 
Grant’s C.L.A. theory, so often criticised, does not 
end with simply placing the thrustline high and 
adding forward side area by incans of a deep fore­
body. Briefly, Grant maintains that the <c displace­
ment axis ” — located by the relative positions of the 
c.g. and c.l.a., determines the attitude of the model 
when deflected from its normal flight path under 
power and that when the inclination of this axis 
is positive (downthrust being an added stability 
factor in this case) a righting coupling tends to 
pull the model in the opposite direction to the 
bank.

E n g in e  T V s is
[Continued from page 69)

high revolutions—about 13,700 r.p.m., where an 
output of .072 b.h.p. was registered.

Using certain standard fuels, thfe maximum speed 
possible on the compression adjustment allowed was
12.500 r.p.m. A  fuel which would fire at a some­
what lower compression was therefore chosen for the 
tests. This allowed speed to be increased to
14.500 r.p.m. Beyond this figure it was necessary 
to remove the compression stop pin to enable the 
ignition point to be sufficiently advanced to meet the 
reduced load. At these excessive speeds, however, 
normal vibration caused the compression lever to 
slacken off anti reduce compression and although 
a simple locking arrangement could be devised to 
prevent this, there is no object in habitually operating 
the engine at such revolutions, which are well above 
those at which maximum power is realised.

The Mills ran evenly at all speeds tested and was 
responsive, yet not unduly critical, to both com­
pression and needle-valve adjustment. Its willing­
ness to do exactly what was asked of it made testing 
a pleasure.

Power weight ratio : (as tested) : .658 b.h.p. lb.
Power/clisplacement ratio : (as tested) : 98.5

b.h.p./litre.
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N o .  18.— T H E  P R E S T W IC K  P IO N E E R

Π Π Η Ε  Scottish Aviation Prestwick Pioneer can be JL justly claimed its another natural for R/C  fans. 
It has everything to recommend it on this score, 
simplicity anti ruggedness being the two chief 
advantages. There are two generous doors on either 
side of the fuselage and a large hatch mid-way along 
its length, just in the right place for access to controls.

The close cowled Alvis Leonides engine of the 
prototype can be easily represented and made to 
accommodate an upright, inverted or side mounted 
diesel.

Designed for use in rough country, the full size 
machine is an all metal aircraft which can be fitted 
as a four passenger plane, ambulance, aerial photo­
grapher, crop-duster, or as a dual control trainer. 
It can be fitted with alternative engines like the 
Armstrong Siddelcy Cheetah 25, Pratt & Whitney 
Wasp Junior, or De Havilland Gipsy Queen 70 series. 
The airscrew is usually a Rotol, or De Havilland.

The seating arrangement for five up, places the 
pilot well forward centrally in the cabin and the 
passengers side by side in tandem. Full span con­
trolled slats lie neatly along the leading edge of the 
main planes and Fowler type flaps extend from the 
wing roots to the ailerons.

Slats and ilaps arc actuated by one control. 
The tailplane has variable incidence and is fitted 
with powerful balanced elevators. Elevators, (laps 
and slats arc interchangeable port to starboard and 
lice versa.

A  split axle undercarriage has a track of 9 ft. 6 in., 
the wheels have Goodyear disc brakes. A  fully 
castoring tail wheel is fitted to the fuselage by external 
bolts for ease of removal and maintenance.

The fuel tanks arc situated in the wing roots and 
can be refuelled either by pump from beneath or 
by Jerrican from the upper surface. In the ail metal 
airframe the only fabric covered components are 
the rudder, elevators and the ailerons. These are 
silver doped to blend with the metal covering.

Principal dimensions o f the Pioneer arc as follows: 
Span : 49 ft. 6£ in. Overall length : 34 ft. 7 in. 
Height tail up 13 ft. j in . ,  tail down, io ft. 1 in. 
Tailplane span 18 ft. 8 in., tailplane chord 4 ft. to] in. 
Constant cruising speed with the’ Alvis 520 b.h.p. 
9 cylinder “ Leonides”  model I.F4M engine is 120 
rn.p.h. at 5,000 ft.

One Alvis engined Pioneer is registered G -A K BF 
and has an orange nose to the cowling and orange 
speed streak down both sides of the fuselage.
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From  t UBS

REPORT OF THE S.M.A.E. COUNCIL MEETING HELD AT THE 
HORSE SHOE HOTEL, LONDON, W4, ON DECEMBER 2nd, 
1951. AT U a.in.

The following were prevent :—Messrs. A. F. Houlberg (Chairman), 
R. F. L. Gosling, D. Λ. Gordon. H. W. Barker, S. D. Taylor, K. J. A, 
Brookes, E. F. H. Cosh (London), R. W. Bennett (Midland), R. 
Landymore (K. Anglian). R. L. Yates (Southern), Ν'. F. Cooling 
(S. Eastern), B. Λ. Mcssom (Northern), H. G. Hundteby (S. Midland). 
I). Scoffham (Royal Aero Club).

Matters arising from the Minutes
The Treasurer drew attention to the reference in the Minutes of the 

meeting of October I4tb. 1951, which stated that his accounts a» 
presented were not “  generally comprehensible.”  It was agreed that 
the minute of this item was inaccurate and it was accordingly altered 
to read : “  that the financial statement was presented in an admirable 
and accurate form by the Treasurer, but it \v«s highly desirable that 
statements should in future be accompanied by a simple statement 
etc.”
1952 “  Model Engineer ”  Exhibition

The Secretary read a letter from Messrs. Percivat Marshall & Co. 
Ud„ stating they shat regretted that they would be unable to continue 
the present arrangement whereby the Society received a sum of 
approxiatcly £170 for their assistance in connection w ith the organisa­
tion of the Model Aircraft Section of the Exhibition. The organisers 
offered to provide a suitable stand for the Society and to pay the cost 
of erecting same, which would be approximately £70. They would also 
provide trophies, medals and diplomas and defray the expenses 
incurred by Stewards.

The Secretary was requested to convey to the organisers the 
Council's thanks for their past assistance and to advise them that the 
Society would again co-operate with them in connection with the 1952 
Exhibition.

Messrs. Λ. F, Houlberg, E. F, H. Cosh and R. F. L. Gosling were 
appointed Judges of the Model Aircraft Section.

1952 Nationals
In view of the South Eastern Area Committee’s participation in the 

organisation of the 1952 Nationals, Mr. D. A. Gordon enquired 
whether any decision had been made at the Area A.G.M. concerning 
the loan of £160 which was recently made to the Area by the Society. 
The Area Delegate replied that the matter bad not been fully dis­
cussed but that it seemed doubtful whether any repayment could be 
made at present.

The Secretary was instructed to write jto the Officers Commanding 
Go «port and Ford R.N. Air Stations* to enquire regarding their 
availability for the Nationals.
international R/C Meeting

Mr. A. F. Houlberg gave details of a contest which is to be organ­
ised by the International Radio Controlled Models Society at Wood­
ford Aerodrome, provisional date for which is August 17th. 1952, 
He informed the Council that the Society had agreed to sanction the 
holding of this Contest.
Area Resolutions

Midland Area Committee, (a) "  That I he Council consider granting 
10 per cent, rebate to Area funds from all sums collected for the 
purposes of Insurancc-eum-Rcgistration. Failing this that Area 
Committees be permitted to charge the Society with postal expenses 
incurred,”

The proposition was defeated and an amendment proposed by 
Mr. E. P. H. Cosh and seconded by Mr. k , J. A. Brookes.

" That Area Committees be permitted to charge the Society with 
postal expenses incurred with Insurance and Registration !> was 
carried.

Aho Midland Area, (b) "  That the Council apportion financial 
support to International Contests proportionate to the entries received 
for the various Eliminators."

This preposition was defeated.

Finance
The Council welcomcdiMr/H. W. Barker, to ih; meeting after his 

recent illness.
Tire Treasurer gave details of the financial position of the Society 

and explained that he was having some difficulty in meeting present 
commitments, lie also mentioned that he was still waiting to receive 
from the Western Area further details concerning the accounts 
relating to the 1951 Nationals. Mr. Barker staled that it appeared 
that despite the instructions recently issued to all Area Committees, 
the Western Area had incurred large items of expenditure without 
Council sanction.

Arising put of the discussion on this matter u proposal by Mr. B. A. 
Mcssom and seconded by Mr. Li. A. Gordon "  that the Society 
Should not be involved in any further contingent liabilities without the 
approval of the Society’s Treasurer ” was carried.

Mr. E. F. ff. Cosh raised the question of present method of pay­
ment of expense* incurred by the officers, and proposed that in future 
such expenses should not be paid from petty cash at Londonderry 
House but submitted to the Council by the Treasurer for approval 
before payment.

This proposition was carried, '
1952 Wakefield and international Contest Draw 

Mr. B. A. Messom agreed to organise the draw with Mr. Rush- 
brook e's assistance. It was decided that the tickets should be 6d. 
each and that the prizes should include three free trips to Inter­
national Contests, supplemented by fifty other prires.
Insurance

The Treasurer drew the Council's attention to a recent statement 
with regard to completion oflnsuranee Certificates by Area Insurance 
Officers. He stated that the date shown on the certificates must be 
12  months from the actual dare o f the receipt o f the premium.
Sub-Corn mit tees

The following sub-committees were appointed for 1952 :
Contest Rules. Captain S. I). Taylor and Messrs. H. O. Huffdlchy, 

E. F. H, Cosh and K. J. A. Brook**.
International Travel. Captain S. D. Taylor and Mr. H 

Hundleby.
Dinner anti Prizegiving Organisation. Messrs. M. A , L. Cootc, 

E. P. H. Cosh and 1). A. Gordon.
Radio Control. Messrs. G. Homiest-Rcdlich, S. Allen, S. Suther­

land and M. A. L. Coote.
Wakefield. Messrs. E. W. Evan», R- H. Warring, J. B. Knight and

R. Copland.
Control line. Messrs. K. Muscutt, N. Butcher, J. McNess and

C. West.

Contests at Ratlin's Holiday Camps 
Die Competition Secretary mentioned that an offer had been 

made by Messrs. Bullin'* Limited lor the Society to organise a series of 
competitions at certain of their camps during the coming contest 
season. (Full details of the proposed contests were given in last 
month's M o d el . AtbcrAFT.—Editor.) The Council decided to 
accept the offer and Captain Taylor was requested to confirm the 
arrangements with RuthVs, Before deciding to hold the Wakefield 
and A/2 Trials a! Skegness. Captain Taylor agreed to inspect the 
venue and report hack to the Council.

AVw Clubs
The Wrekin College M.C. (Midland). S.3, J.22. South London 

Scale M.F.C, (London). S.7. Strata nc M.A. (C.). S. 1 5, Haverhill A
D. M.A.C. (E. Anglian). S .ll, J .l . Harrow M.A.C, (London),
S. 10. J.3.

S.M.A.E. Special Prizewinners' Badges
It was agreed that these badges should be available to winners of 

S.M.A.E. contests prior to 1950 at the following price* : Silver GUt 
£1 Is. Silver 17*. 6d. Bronze 5s.

The Meeting closed with a vote o f thanks to the Chair at 6 pan.
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The club rubber comp,, planned for August, was finally flown off 
on Nov. 1 1th, in good weather-blame '* Pinnacle ”  and other R.A.F. 
activities for the delay. A new record of 3 min. 57 sec. was set up.

At the end of October the club put on a static and flying show «I 
the Cambridge and District Model Engineers’ Exhibition. Scale 
models were popular, a Grumman Panther putting up a very good 
show. One lad displayed the entire contents of a Hawker 1067 kit 
cut out and arranged on a board with a completed model. A sign 
“  Front this—to this ”  finished it off. and the display aroused con­
siderable interest.

LONDON AREA COMMITTEE
The last L.A. Committee Meeting of 1951 was held on December 

10th, at the Horseshoe Hotel. The atmosphere of humour and good­
will which is traditionally associated with this time of the year was not, 
alas, present at our meeting and it was impossible to suppress feelings 
of disappointment in this year's work.

F a in o p .  The agreement between the Ministry of Civil Aviation 
and the S.M.A.F.. for the use of the aerodrome has recently been 
concluded, but any additional clubs will be accepted for an initial 
rental o f 25s.. the- extra 5s. covering the cost of the clerical work 
Involved· New clubs or newly affiliated clubs will become a party 
to the agreement on payment of £ 1 , hot lists of extra dubs wishing to 
use Fairlop will only be submitted to the Ministry a: three-monthly 
intervals.

Clubs are reminded that they must also» possess third party insur­
ance cover up to £25,000.

Jets. The Ministry' of Civil Aviation Isas requested us to refrain 
from flying jet models on Faixlop. In the past complaints have 
usually been based on the noise emitted, which, it is generally agreed, 
is audible over several miles on a quiet day. Recently, however, 
local residents have alleged that cracks which have occurred in the 
walls of their houses can be attributed to the sound emanating from 
a model jet engine !

Finance. The Condon Area i* at present in debt to the tune of about 
£15. It was pointed out that certain areas in the North of England 
have made considerable profits by organising large scale rallies, 
sponsored by well-known newspapers. Since every S.M.A.E. central­
ised event wc have held at Fair lop has involved considerable loss 
it was agreed that sponsorship Is essential before a large scale rally 
can be contemplated. Λ sub committee, comprising clubs experienced 
in rally organisation, was formed to investigate the possibility o f  
bolding such a meeting near London. Chibs represented: Si. 
Albans. Northern Heights, West Essex, Croydon.

S.M .A.E, Arca Contests. The Croydon Oub'a offer to organise the 
area contests on April 6 th was gratefully accepted.

SOUTH EASTERN AREA COMMITTEE
Tire A.G.M. was held at St. Leonards on Sea, on Sunday, Nov­

ember 25th, 1951. Present: Brighton. Canterbury Pilgrims. East­
bourne, Godnlming, Hastings, Men of Kent, Scvenoaks, Southern 
Cross, Tunbridge Welts and Westfield Clubs. Apologies for absence 
were received from Mr. R. J. Bent ami the Ashford and Folkestone 
clubs.

The meeting commenced at 2.15 p.m. with Mr. Towner in the 
chair.

Minute4. The minutes of the Inst A.O. M . were read and confirmed.
Matters arising therefrom. Several delegates requested further 

information relating to the finances of the 1950 C/L meeting. It 
was explained that due to the unfortunate indisposition of the Society’s 
Treasurer it was not possible to supply this information.

Correspondence. The Secretary read a letter from the Scvenoaks A 
Dist. M A C. requesting repayment In part of their loan to the Area 
for the 1950 O L Championships. This was agreed to in principle.

Officers' Reports. The Chairman in welcoming delegates, said 
that he wax pleased to sec the good attendance. As the Treasurer, 
Mr. Towner, presented a statement of accounts which showed that

the Area had a balance of £3 8s. 6d., which will be largely required 
in defraying the expenses of Area Officer*.

The Secretary thanked the ofliccrs for their assistance. He thought 
that the Council’s lack of foresight was largely responsible for the 
present financial position of the Society, and that the Area would 
benefit from economies made at top level.

The Competition Secretary was pleased at the inc reate in the 
number of entries made, but said that venues continued to be his 
main difficulty, In the absence of full result» of S.M.A.E. contests 
it was not possible to announce area champion* for 1951. Arising 
from Mr. Couling’s report a resolution was passed that clubs should 
receive from the S.M.A.E. on pre-payment at cost a full Hs4 of com­
petition results.

The resolution from the Brighton Club to “  wind up *’ the Area 
was withdrawn after some discussion.

Election o f Officers. The following were elected:
Chairman: H. J. Towner. Vice Chairman: L. Dedderfleld. 

Secretary: H. Rewcll. Comp. Secretary: N. F. Coulir.g. P .U.O.’s: 
K. Donald. R. Delves. Records Officer: G. K. Gates. Council 
Delegate: N. F. Coufiltg. Insurance Officer; I*. Holway.

Mr. H. W. Barker will continue as Treasurer, and it was agreed 
that the post of assistant secretary be established, the appointment 
to be made at a later date.

Finance. The motion to impose a levy of 6d. per member per 
annum for the purpose of financing the Aren was carried.

S.M .A.E. Contest Programmes 1952 and 1955. The venues for the 
first three meetings in 1952 were agreed as follows: April 6th, 
Brighton. April 20th, somewhere in Kent. May llth* Thursley 
Common, Godatming. It was unanimously decided that the Area 
would not be able to organise the other two semi-centralised evenis 
and proposed that these he de-centralised in view of the fact tha* these 
contests were unrestricted.

1952 British Sat hauls. The meeting agreed to accept the responsi­
bility for organising tbc Nationals in conjunction with ih« Southern 
Area providing that a suitable venue can be found. Mr. Couling was 
instructed to obtain the co-operation of the S.M.A.E. Council in 
obtaining the use of Ford Aerodrome, nr. Littichampion. for this 
event.

The meeting closed with a vote of thanks to the Chair.

WEST OF SCOTLAND AREA
The A.G.M. of the above area was held on December 7th and 

there was a particularly good turn out of members. The meeting 
got promptly under way ami some very lively discussion followed.

A letter was read from the CO . at Abhotsineh to the effect that 
trespassing over the newly laid runways would result in the immediate 
withdrawal of the use of the aerodrome for model flying. (Clubs 
please note.)

The Treasurer reported that the Area funds would have been in the 
red if it had not been for the U.K. Challenge Match. This state of 
affairs could be remedied by ci larger number of contestants, so out 
of the club rooms and out to the flying fields if you want to keep 
the Area funds in the clear, you back room boys.

Quite a few clubs did not participate in the team racing league last 
year due to not having enough class B engines, so it was left to Mr. 
Taylor to consider the feasibility of running two leagues. (One for 
“ A ”  models and one for “  B model*,) Clubs who are Interested 
should get in touch with Mr. J. Tayior, at 1173, Govan Road, 
Glasgow. S.W.l.
League Results far 1951

Glasgow Barnstormers ..  . .  . .  . .  51 Pts,
Glasgow M.A.C. . .  . .  . .  ... 47 „
Prestwick M.A.C. . .  . .  . .  . .  . .  37 „
Stcwarton M.A.C. ........................  . .  34 „
S.A.S. M.A.C..................................................................  0
Come on, now, Ayrshire clubs, don’t lot Glasgow have, it all their 

own way next year.

CLU ELESS CLAUDE By H arry Stii
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m o ro n  STu-t. s?o-»*»mGWe s , she's  t 

I D one o v e r  \
Coo FLIGHTS 

AxD  NEVfcft j  
I BEEN LOST. &V)T \  
ffVE F-TTED ATiMfcS
no w , t & b e  o h  T h e ;V SArr. fnoE /

AND OFF SHE 
GOSS A G A ifU /,

iyoov* t-oxr it τ·*»«'TiMi .Ci.AuOt!.: I Τ·«ΟούΗ!) you VA» WO P'TTCod ϋ,.ΑΤ’Μίβ
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C R Y S T A L  P A L A C E  M .A .C .

The Annual Dinner of the Crystal Palace M.A.C. was held at 
Williamson*» Restaurant, Upper Norwood on November 17th. 
All members were present with their guests. The chair was taken by 
Jack VaiJe, who kindly deputised for the President. Mr. Cooley, who 
was unable to come.

The Advcrtizer Cup was won last year by George Lister for the 
second time. Ron Pledge and John Rogers tied for the team race 
and stunt C/L flying, and George Lister won the rubber duration and 
giider prizes. After presenting the prizes, Mr. Y'aile. in his speech 
said how surprised and pleased he was to find the enthusiasm of 
members so high and although he was no modeller himself, he could 
still appreciate the work of the club.

There were about two dozen models on show. Mr. Vailc ihcn 
thanked the Club for inviting him to preside at the dinner and offered 
to inaugurate a cup to be competed for annually.

Mr. Mender, then proposed a vote of thanks to Mr. Vaile and asked 
Mrs. Vailc to accept a bouquet of chrysanthemum from (he Chib.

Mrs. Sulers was presented with a tea service in appreciation of 
her efforts to make club members at home every Monday evening, 
which i*, of couisc, club night.

The evening’s proceedings finished with a film show put on by 
Mr. Hollingsworth. We saw ** Model Flight ”  and several interesting 
films, and finally “  The First of the Few,”  We finished the season 
with several new members, much better models, and much higher 
hopes of good Hying in the coming season. The thanks of the Club 
go to all who, in any way, helped to make the evening such a great 
MIC CCS 5- »

SURBITON D.M.F.C.
Our annual glider gala will be held on Epsom Downs on March 

30th. commencing at 1 1 a.m. The contest will be as in previous years, 
i.e. unrestricted gliders to S.M.A.E. contest rules.

in former years the event has just about paid for itself and entrance 
fees were purposely kept as low as possible. We have decided this 
year to increase the senior entrance feu to I». 6d. and the juniors’ 
to 9d. Any profit »c make will be forwarded to the S M.A.F.. 
towards the Wakefield and A2 fund. May we request all glider fans 
in the are* to come and give us their support ?

Looking back over the past year we can claim to have had quite a 
considerable amount of success, particularly in the glider sphere. 
Our glider successes include first places at the l.asham, Old Sarum, 
West Essex and N. Heights galas, and sixth in the A l trials. Power — 
2nd in Old Sarum Rally and Hatnley Trophy. 3rd British Champion­
ships, 4th Sir J. Shelley. Rubber—L. Area team and Individual 
events, 2nd Old Sarum and 3rd L&sham rallies.

If new models and plenty of them assure success, then wc should 
do pretty well this year. D. Butler hns designed five new gliders, 
and is now building the fourth. J, Hancock is following, one model 
behind. Lengths range from 3 ft. to infinity !

P. Huskell has two new power models nearly completed, a Wake­
field and a lightweight rubber model awaiting trimming- P. AUeber 
is the black sheep of the club, having not yet cut even a wing rib. 
He can usually be found at night with a copy of R eve ille  open on 
the building board and a far away look in his eye !

T H E  L E A M IN G T O N  A  D IS T R IC T  M .E .S .
The Society has emerged successfully from a period of the doldrums 

and the past season has been most promising, Wc started well by- 
getting a permanent home at last, increasing our membership and 
"  having a go ”  at the comp». Rubber, glider and scale have most 
devotees and Eddie Wiggins and Eric Barnacle led the way in rubber 
duration. Eddie raised the National lightweight record with a 
P in o c c h lo  to 17 min. 46 sec. o.o.s. overhead, but Eric** T ru m p  C ard  
turned up trumps and raised him by 10  sec., landing back in the field. 
Eric also managed 3rd place at the Faerey Cup at Langley.

Our juniors are noisy and active. Tim Riddihough was top junior 
in the under 15 power at Pershore and the team rubber at Walsall. 
He also went one better than the four bods who got their “  A ”  
certificates and managed a "  B " as well.

Brian Badger was top junior in A2 Trials at Pershore, and 2nd at 
Bramcote. Someone suggested that Use Badger constant “  hot air ”  
gave him an unfair supply of thermal*.

Snowy Neale ended up 6th in the Scale Power Contest with a 
dead scale (construction included) Elfin 1.49 S lim s o n  S e n tin e l and 
would have placed higher ir he had used a full 20 see. motor run.

Secretary Kenruugh managed to wangle a first, three seconds, 
a third and a special award at Midland Exhibitions, with his scule 
C/L circus— F .W .  190, F o k k e r  T rip lan*, S o p  with Sn ipe  and G ee R e f. 
The latest effort, a F o k k e r  F 3 F/F flew right off the board—wonders 
never cease.

A new threat to the Wakefield is just off the “  hush "  list. Mamba 
has taken the air and if it doesn’t lake enough E.B. and E.W. can try 
it r.t.p,

T H E  K IL M A R N O C K  M .E .E .  (A IR C R A F T  S E C T IO N )
Looking back over the 1951 competition season we think that we 

have every reason to be pleased with the club'» high placing in the 
majority of the competition*. Principal placing* include two 2nd* 
and a 3rd in the Scottish Nationals; 1st and 3rd in the S.A.S. Gala 
Day; l»t in rubber, power, glider, at the Ayrshire Club’s Gala Day, 
thus winning the MacIntyre Trophy for the second year in succession 
for the highest club. Wc also had two of our members, John Sirachan 
and Ian Gilroy in the Scottish Team for the U.K. Challenge Match.

Wc axe pleased to report that Mr. Jardine has accepted the Presi­
dent's position. Members of the Weal o f Scotland Area know how 
hard he worked for the Area last year.

Will dub sec*·, please note that all correspondence for the Aircraft 
section of the club should be addressed to W. M cGill, 37. Waterside 
Street. Kilmarnock.

S O U T H E R N  C R O S S  A E R O  C L U B  
The C lu b  A n nu a l D in n er and P r iz e g lr in g

This was held at “  Charlies’ Restaurant ”  Brighton. Twenty- 
eight member* and guest* vat down to a four course dinner which was 
thoroughly enjoyed by all. The chairmen. Mr. DeldcrfklU, welcomed 
our guests. Mr. A. Mrs. A. F. Houlberg, and Mr. Arthur MuUctt. 
Mr. Houlberg said how pleased he was to be present and compli­
mented the club on its achievement during the past year. Brighton 
always held a soft spot in his thoughts, he said, for it was there that 
he attended one of his first model aircraft contests. Turning to 
present day modcl-acronautics, he said that approaches had been made 
to the new Government with the object of removing purchase tax from 
modelling goods. Mr. Houlberg concluded with a plea for more 
co-operation with the light aeroplane dubs in accordance with the 
Whitney Straight report.

Mr/Dcldcrficld then recalled the club’s successes through the year 
and asked Mrs. Houlberg to prevent the prize* and cups. Amid 
applause these were distributed amongst three people, Doug Lane. 
Bill Graven and Grahamc Gates who were congratulated upon their 
success.

W IN C H E S T E R  M .A .S .
November appears to have been a complete loss so far as model 

flying was concerned. The only remotely reasonable day produced 
a pear-gale. In fact, the society did more flying indoors, on the 
Small Model Night, than in the rest of the month put together.

It was held ut The Hall on November 21st and was a riot. No fewer 
than 15 model* appeared, some compleicd with a fair amount of 
colour and detail. Movable control surfaces, airscrews and sprung 
wire undercarriages were featured. Some models, notably Jimmy 
Green’» could perform remarkable loops with full down elevator ! 
A complicated schedule of manoeuvre* was called for and resulted 
ip Johnny Ro*» being the winner with a T ipsy  Ju n io r. Bill Childs 
came second with an Arro A the tut and Henry Wells third uilh a 
K lem m  1..2S. Atl entrant* enjoyed themselves particularly the younger 
members w-ho were initialed, they, and probably their seniors vis well 
learnt a little trimming. We shall hold another contest in the new 
year. The type of mode! will be decided upon later.

Wc should like to commend this type of competition to other 
societies and clubs. The models this time were low-wing single- 
engine types with profile fuselage from 1 /I6th balsa sheet, wings of 
7 in. span from the same material and tail surfaces of I/J2nd sheet. 
Cockpit details, etc., arc added by ball-pen and the result is quite a 
realistic model.

H A L IF A X  M .A .C ,
Flying in weather ranging from high wind through rain and sleet 

to snow, wc met York M.A.S. in the Northern Area K.O. Cup final 
at Baildon Moor cm October 21st. The result was a dead heat, so 
we had to fly again on October 28lh, this time under foggy conditions. 
After each team had completed its nine flights wc tied again at 19 min. 
56 see. each, so we picked one member from each team to fly oft'. 
Ron Firth, the York captain, did 2 min. 24 sec., only to be heaters by 
our junior member, David Haley, with 3 min. 25 sec. o.o.s. Thus we 
won the K.O. Cup by l min. 01 sec. after a very keen contest. Our 
team consisted of John Macton, Eric North, and David Haley.

The club A.G M. was held on November 22nd, and the following 
officials elected: President. Lcn Stott; Chairman. H. Rowe: Vice- 
Chairman. J. Marsland; Secretary-Treasurer, H. Tattcrsall; Comp. 
Sec., E. North; Press Sec., D. Stollcry; Committee Members: J. 
Magson. A. Nobbs.

The 1951 flying season ha* been the best since the club was re­
formed in 1947. Pour members gained “  Λ ” Merit Cert*., three 
gained *’ B ”  Certs., and one gained the “  C "  cum International 
Certificate. Congratulations to Eric North, who has at long last 
gained his International ccrt. The model* used were his own design 
C ranw ellian  Λ/2, C alderian  Wakefield, and a new E-D. 2.46 pylon 
power job. The club trophy results arc as follows 
Chairman s Trophy

E. North, 37 points; M. Regan, 27 points; .1. Magson, 21 poirts. 
C ha m ber's  T rophy

£. Nc»rth, K. Grant, Miss J. Slater.

E P S O M  D .M .F .C .
The Epsom D.M.F.C. held a very interesting exhibition during the 

week November 5th to 10th at the Odcon Cinema, Epsom. Mr. 
Charles Gardner, the B.B.C- Air Correspondent, kindly performed 
the opening ceremony. In his opening speech Mr. Gardner recalled 
his early efforts as an aero modeller and “  Balsa Basher.”

During the week over 16,000 people saw the exhibit*. Among the 
58 models shown were, a 78 in. span scale model of the W estland  
W izard , built by a boy of fourteen, and a 4 in, span Jctcx s peed model 
which is capable of well over 100  m.p.h.

Other model» of interest were the B le rw t M on op la n e , A r r o  504A\ 
S .E .5 and a F o k k e r  T rip la n e . More modern aircraft included a 
varied selection of serm-»calc airliners and one Cunard airliner, 
several of these being in B.O.A.C, colours. Another interesting 
model was the fifth prototype of the F ly in g  S qu are  or G reen house, 
which caused a great deal of wonder and many rude remark*.

Also seen were many Cabin. Contest and Jctcx helicopter models 
with other interesting projects, including R/C equipment*. Some 
very fine poster work completed the exhibition.
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WHITEFTELD M .A.C.
The Winter Club Comp. Programme has now been decided, and 

should include a sufficient number and variety of contests to satisfy 
anyone. There arc 10 contests in all, including two open to the 
Bury and Bolton clubs; consisting of three rubber, three glider, two 
power, one chuck glider and a final rubberiglider comp, for those 
who fail to win any of the rest. In general, rules arc three-night 
aggregate with a 3 min. limit, with fly-offs if necessary.

I he first of this intensive programme was the unrestricted glider 
contest for the Normac Cup, held on December 2nd. Weather 
conditions were peculiar—chunging from fiat culm to strong wind, 
from sun to pouring rain (and vice versa) in a matter of minutes. 
Winner was J. O'Donnell with three 3-min. mass., flying the inevitable 
9 ft. Miolnir--a design which is almost the standard club model. 
Very close behind was his young brother Hugh, who did 2 maxs., 
and 2 min. 53 sec. (flying the Nordic with which he won the Frog 
Junior); followed by A. Wriglcy and Λ. D. Bennett with 6 min. 39 sec. 
and 6 min. 16 sec., flying a 9 fl. Mininl/· and an Odenman Nordic 
respectively.

THE UPTON VI.F.C.
The above club held their annual prizegiving and social on Nov­

ember 27th. 1951.
The prizes were presented by Dr. Λ. P. Thurston, M.B.E., D.Sc., 

M.l.Mech.E., F.R.Ac.S.
The champion of the club is J. Holt, who was presented with the 

club Champion Shield; runner up was P. Carpenter, presented with u 
silver medal.

Other results were:—

Evans Senior Cup
Open Glider. 1st J. Holt; 2nd. S. Reynolds, silver medal; 3rd 

D. Pope, bronze medal.
Eves Cup

Open Rubber. 1st W. Smith; 2nd. G . Gosby, silver medal; 3rd, 
J. Holt, bronze model.
Freeman Trophy

Open Power. 1st, A. Kennedy; 2nd, J. Holt, silver medal; 3rd, 
R. Roberts, bronze medal.
Upton Challenge Trophy

Open Sailplane. 1st. J. Kennedy; 2nd. P. Carpenter, silver medal; 
3rd, S. Reynolds, bronze medal.
Reynolds Trophy

Open Rubber. 1st, J. Holt; 2nd. W. Smith, silver medal; 3rd. 
A. Kennedy, bronze medal.
Mills Engine 2.4

Open Power. 1st. J. Holt; 2nd. C. Gosby. silver medal; 3rd. A. 
Kennedy, bronze medal.

Replicas of cups for 1950 winners were awarded to: S. Reynolds. 
J. Holt. Mrs. M. Eves, R. Roberts. Replica of club champion shield. 
1950. to J. Holt.

After the presentation. Miss B. Smale presented Dr. A. P. Thurston 
with a bouquet of roses and carnations for Mrs. Thurston, who was 
unable to attend through illness.

Dancing throughout the evening was provided by Ron Purser's 
“  Dixiclanders.”  formed by members of the club.

Two musical numbers were given by R. Purser, P. Carpenter and 
R. Hcrmatage.

Brian Clark, a junior, gave a fine display of Punch & Judy—well 
done Brian.

It was a very successful evening, ending with "  Auld Lang Syne." 
The club's outstanding achievements of the year were by J. Mace 
British Lightweight Sailplane Record, 28 min. 17.2 sec.; and Mrs. 
J. Holt, 2nd in the Ladies’ Challenge Cup; better luck next year, 
Joyce.

FORESTERS (NOTTS.) M.E.C.
The Foresters' annual winter C.'L competitions arc under way and 

Secretary Dick Noble leads the field in the first round of stunt. 
However, the result is based on the best flight in two rounds, so 
Dick may yet come unstuck. The speed is worked on a complex 
system of calculations to even up the classes and only our pet elec­
tronic " brain " can work out the result, so not unnaturally, he leads 
with his diminituve Elfin 1.49 flying machine. The team race has so 
far been blown out, but a spate of new class B "  jobs promises 
great sport to come.

The cups for these events arc to be presented at the Club annual 
dinner, which is to be held this year at the Trent Bridge Hotel, on 
January 26th.

Hopes of obtaining a building hut to supplement the other many 
and varied Tollcrton activities arc fading as all buildings have been 
“  frozen ”  temporarily until the powers that be decide who is to own 
the "drome. However, the existing Eagle clubhouse more than makes
up for this.

BRIGHTON M.F.C.
This has bee· the most successful post-war season so far. Club 

members have gained 1st in the Premier Shield, 2nd in the Inter­
national Power, 4th in the “  M.E.”  (Team Glider) Cup, 5lh in the 
Thurston Cup and 1st in the S.E. Area Club Championship. Al­
though Club membership has dwindled to 19 there remains a strong 
nucleus for next year’s comps. A.2s and Wakefields arc the most 
popular and F. Roxall has a new "  longer and lighter "  model already 
turning in a steady 3 min. 45 sec. in evening air.

P. Holloway won the Club Championship from S. Minxhull with 
N. Neve third. The two Roxall brothers stood down this year.

Will any young aeromodcllcrs in the Brighton District please 
contact A. Ml RSrtl, 38. Surrcnden Road. Brighton, as some of the 
senior members arc becoming a bit aged i

CHANGES OF SECRETARIES AND ADDRESSES
Bristol & West. K. Moos, 34, Florence Park, Westbury Park, 

Bristol. 6.
Colchester M.F.C. R. E. M il l s , 56, Dilbridge Road. Colchester, 

Essex.
Zombies. R. H. W a r r in g . 10a, Hayne Road, Beckenham, Kent.
Derby Μ.Λ. R. A damson, 29, St. Alban* Road, Derby.
Chichester Si Dis. M.A.C. R. A. PoLHILL, 58, Cambrai Avc., 

Chichester. Sussex.
Evesham & Dis. Miss G. Drinkwatcr, 28, Lime St., Evesham, 

Wore*.
Park M.A.C. R. A. M ount, 127. Merlon Mews, Ruynes Park, 

S.W.20.
Rushy Park M.A.C. J. E. S im m o n s . 63. Shaftesbury Ave., Mamor 

Estate. Feltham, Middx.
Headley & Dix. M.F.C. G. J. S m a i .l b o n f , The Crown, Headley, 

Bordon. Hants.
Clacton M.A.C. H. R u ttfr , 31. Lake Walk, Clacton-on-Sea, 

Essex.
licmsworth & Dis. M.A.C. R R ichardson , 37, York St., Heim- 

worth. Nr. Pontefract. York.
St. Albans M.A.C. S. F. Savage, 21, Church St., St. Album·, Herts.
Newark & Dis. G. P. W A l.K rR , The Grove, Winsthorpe. Newark, 

Notts.
Boston Si Dis. A.C. S. C. M arsh all , 65, Norfolk St., Boston, 

Lines.
Coventry & Dis. M.A.C. K. H a l l , 30, Beresford Ave., Folcxhill, 

Coventry.
Pontefract Si Caxtleford M.F.C. K. Wadsworth, 16. Birkhill, 

Airedale. Castleford, Yorks.
North Western Area. R. MusGROvr.. “  Mareka,”  North Gale, 

Garden Suburbs. Oldham. Lancs.
West of Scotlaud Area. W. D. J a rd in f , 56, Dundonald Road. 

Kilmarnock.
Blackpool and Fildc M.A.S. C. T. Davi.y, 42, Portland Road, 

Blackpool.
Chorlcywood Club. P. J. H«>LDtN, 102, Malvern Wuy, Croxley 

Green, Rickmansworth. Herts.
Hillingdon Si Dist. M.F.C. R. M. GtBOONS, 59, The Courlway, 

Carpenders Park. Watford, Herts.
Woodlands M.F’.C. D. I h r f f u l i, 136, Bentley Road, Doncaster, 

Yorks.
Walsall M.A.C. H. M ilC H F.L t . 63, Miner Street. Walsall, Stalls.
West Essex A..M. D. A, Gordon, 42, Pcrrhyn Ave.,. Waltham­

stow, E.17.

TRUCUT
A M S C i l E W S

PRECISION - MACHINE - CARVED AND FINISHED
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E.L.S.
MODEL SUPPLIES

Surrey’s

Hobby

Centre

Sto ck ists  to a ll 
L ea d in g  M a n u fa ctu rers

B Y

R E T U R N

P O S T A L

S E R V I C E

E.L.S. M O D EL S U P P L IE S
272 274 HIGH STREET, 
SUTTON - SURREY

T e l. : V IG ila n t 8291

FOR

Quality, Reliability and 
Maximum Power

Choose the best in its class

The D.C. 3SO 
Mk. ii. 6 6 '8

A E R O M O D E L L E R  Eng ine  Ana ly s is  sh ow s the  M a rk  II 
D .C .350  to  be the m ost pow erfu l 3 5 c.c. d iese l they 

have yet tested.

DAVIES-CHARLTON & CO
RAINHALL ROAD. BARNOLDSWICK 
Via COLNE ™">h ;  M M J 3L ° __ LANCS

Special hnouncement
To all Stadium Customers, 
past, present and fu ture .

So  successful has been our hire-purchase  
service that we are now  including  
H obbies Fret Machines and Lathes on 
w eekly term s as well as Model D iesels, 
K its and Radio C o n tro l Units.

N O  DEPOSIT
is required after com pletion o f first 
purchase in a satisfactory manner.

If you find it m ore convenient to  m ake your  
purchase on terms, then apply to

THE ONLY ESTABLISHED H.P. FIRM 

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

5, 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 l e s e x

i2 m ins. Rayners Lane Station) Tel. P IN n e r  6459
.A .E. fo r  e n q u ir ie s  please. En g in e s  ru n  fo r  P e r so n a l C a llo rs.
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W in g  span  37  in .. Length , 27  in . 
W in g  area  188 tq. ins. W e igh t, 
w ith o u t m o to r, 6/7 oz. A ero fo il 
section is  the h igh  l i f t  N ACA  4 4 (5 .

Ask your

and for an introduction to
POWERED FLIGHT

THE C A R D IN A L
V e r o n ’s  L a t e s t  . . .  ,
M o d e rn  in appearance and easy on  th e  eye. 
I t ’s just the  m odel fo r those  w h o  w ish  to  
b reak  in to  pow ered  flight. C o n st ru c t io n  is 
easy and] Phil S m ith ’s su pe r detailed plan 
he lps to  p reven t any e r ro r  In con struction . 
Su itab le  fo r small d iesel and g low -p lug  m o to rs  
up  to  and including. I c.c., such  as Elfin 0 .5  c.c., 
A llb o n  D a r t  0.5 c.c., F ro g  50. M ills  0 .75  c.c., 
A m c o  0.87 c.c.. E.P.C. M o th  0.87 c.c., E.D. 
Bee I c.c., and the  new  E.D . "  P o in t-fou r s ix . "  
K it  includes : cut o u t  parts, ready-cut ribs, 
sponge  ru b b e r wheels, all m aterials and 
“  stage by stage "  plan, at 1 7 I Q

inc lud ing tax. I  / i O

local dealer for our Catalogue

y~A NEW range of S O L I D S

1/72 M O D E L S  O F  F A M O U S  J E T S  . . .

T h is  new  se ries of su pe rb  k it s  contain ready 
cut parts, p ly fo r  fairings, w ire, plastic 

w heels, m ou lded  cockpits, etc. The  tw in - 

m oto red  types have ready tu rn e d  nacelles, 
and the  M iG  15 has a ready shaped  fuselage. 
T h e  su pe r detailed 1/72 scale plan, 

d raw n  by V e ro n ’s designe r, Phil Sm ith, is 
a m asterpiece o f au thentic ity.

T h e  R a n g e  :

C A N B E R R A ,  B r ita in 's  first jet b om ber, 
n ow  fly in g  w ith  101 Sq uad ron , Price 
6 9.

M E T E O R  8, latest v e rs io n  o f B r ita in ’s 
first  jet fighter, a lso  w ith  the  D u tch , 
D a n ish  and Be lg ian  A i r  Forces. P rice  
4 3.
P . I0 8 I .  
2 6.

H a w k e r ’s p ro to typ e . Price

Y IC K E R S  510, sturdy prototype, 
deve loped  in to  the  Sw ift, n o w  in  p ro ­
d u c t io n  fo r  the  R .A .F. P rice  2 /6 .

N o t illu s tra te d , the :

M i G  15. the  S o v ie t 's  n o to r io u s  ill- 
fam ed fighter. P rice  3/8.

S A B R E  F.86. K o re a n  fron t lin e r, in 
se rv ice  w ith  the  U .S.A .F. and R .C .A .F., 
P rice  2/6.

(A ll p rices inc lude Purchase Tan) 
(Photos by  courtesy o f  ‘ F lig h t ' )

A u stra lia n  D is t r ib u t o r s  : Sc ientific  H o b b y  D is t r ib u to r s .  350 Q u e e n  Stree t, B r isb an e

E x p o rt  A g e n ts :  C o u rtn e y  Reed (E x p o rt )  Ltd., 
40, K in g s  Road. Chelsea, London, S.W .3 .

N o ru io od  P la c e .

Phone : S O U T H B O U R N E  2783
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ROLAND SCOTT ★  T H E  M O D E L  S P E C I A L I S T  *

★  KITS ★  E N G IN E S  ★  R A D IO  C O N T R O L  ★  ACCESSORIES *

E N G I N E S
M il l*  P 75  c.c. D ie se l .........................  6 0  9
E .D .  · ' B ee  ”  I c.c. D ie se l .............. 57/4
Elfin  .5 c.c. D ie s e l  ......................... 67 6
A l lb o n  “  D a re  "  .5 c.c. D ie se l ... 65  2
E lfin  1.49 c.c. D ie se l ... ... ... 59/6
F ro g  150 1.5 .c.c. D ie s e l  .............. 49  6
M il ls  1.3 c.c. M k .  II D ie s e l  .............. 9 1 ,8
E .D . C o m p .  Sp ec ia l 2  c.c. D ie se l ... 6 5  *
Elf.n  2 .49  c.c. D ie s e l  .........................  7 0 -
E .D . M k .  Ill 2 .46  c.c. D ie s e l  ............. 8 2 ,6
E . D .  M k .  IV  3 .46  c.c. D ie s e l  . 8 2 ,6
D .C .  3 5 0  3.5 c.c. D i e s e l .......................  6 6 ,8
D . C .  3 5 0  3.5  c.c. G lo w p lu g  .............  6 5 .-
E T A  19 3.2 c.c. G lo w p lu g  ..............124 ,S
E T A  2 9  5  c.c. G lo w p lu g  ..............149 S

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

K IT S
E L F K I N G  S tu n t  f o r  1.5 c.c...................  12/6
K K  C e s sn a  fo r  0 .5 -0 .75  ..............  2 2 ,8
K K  L u sc o m b e  S ilk v a ir e  0 .5 -0 .75  ... 22. 8
K K  P ip e r  S u p e r  C r u is e r  0 .5 -0 .75  ... 2 2 .8
M e r c u r y  S k y je e p  0 .5 -0 .75  ..............  2 9 ,7
F r o g  C i r r u s  fo r  1.5 - 2 . 5 .........................  25  -
F ro g  V ix e n  fo r  0.5-1  c.c. .............. 15/'*
V e r o n  C a rd in a l f o r  0.5-1 c.c. ... 17,8
M k .  II T e a m  R a c e r  1-2.5 c.c...................'1 7 , 6
M in ib u s t e r  T e a m  R a c e r  1-2.5 c c .  ... 18 4
R a n g e r  T eam  R a c e r  1-2.5 c.c. ... 1 2 '1 0
M k .  I T o a m  R a ce r  2 .5 -5  c.c. ... ... 2 2  ’4
P h i l ib u s t e r  T eam  R a c e r  2 .5 -5  c.c. ... 2 8  8
V e r o n  P a n th e r  S tu n t  3.5-5  c.c. ... 30/6
F. W . I 9 0  S tu n t  Sca le  3.5-5  c.c. ... 2 3  10
S p it f ire  S tu n t  Sca le  1.5-3.5 c.c. ... 33 7

S E C O N D - H A N D  E N G IN E S
A ll  n ice ly  ru n -m  and  re ad y  fo r  use. Y o u  can 
save  £ 's  by b u y in g  o n e  o f  m y  gu a ra n te e d
barga in s.

F U L L  L IS T  O N  R E Q U E S T  
F r o ;  160 1.66 c.c. G lo w p lu g  .............. 2 2  6
A m c o  0.97  c.c. D ie se l 4 0  -
M il ls  1.3 c.c. M k .  II .............. 4 0  -
A l lb o n  A r r o w  1.5 c.c. G lo w p lu g ... 32  6
E lfm  1.49 c.c. D ie se l 4 0  -
D .C .  350  3.5 c.c. D - c s e l.............. 47  6
A m c o  3.S c.c. D ie se l 5 7  6
A m c o  3.5 c.c. G lo w p lu g 47  6
M il ls  2 .48  c.e. Diesel ............ 45 -
F ro g  500  5 c.c. G lo w p lu g 55/-
Y u lo n  30  5  c.c. G lo w p lu g 4 2  6
N o r d e e  10 c.c. P e t ro l o r  G lo w 9 5  -
V u lt u re  5 c.c. D ie se l .............. 35  -
R o c k e t  8 .2  c.c. P e t r o l ............ . 57  6
O h ls s o n  23  G l o w p l u g .............. 4 5  -
M c C o y  19 G lo w p lu g 6 S  -
O.K. C u b 's  all s iz e s  .............. 50  -

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

S T O C K  LISTS
M y  s to c k  ca ta lo gu e  co n ta in s  h u n d re d s  of 
ite m s  fo r  m o d e lle rs  and  w ill be se n t  t o  yo u  
o n  re ce ip t  o f  a la rge  s.a.e.

185, C AM BRIDG E R O AD
ST. H E L E N S

•Phone: 4 5 5 9  L A N C S

E N G I N E  E X C H A N G E
Y o u r  o ld  e n g in e , if in  g o o d  c o n d it io n ,  w ill be 
accep ted  in  p a rt  p a ym e n t  fo r  a n y  m o d e llin g  
g o o d s.

x x x x x x x x x x x x
E N G I N E  SPARES

M o s t  m ake s  ava ilab le  f ro m  s to c k  in c lu d in g  
E lfin s, E . D ’s, M il ls .  A m c o s ,  F ro g s .

x x x x x x x x x x x x
C A S H  O N  D E L IV E R Y

M a n y  m o d e lle r s  find  it e a s ie r  t o  p ay  th e  
p o s tm a n  o n  re c e ip t  o f  g o o d s — iusc l is t  y o u r  
re q u ire m e n t s  a n d  a sk  fo r  C . O . D .  se rv ice .

Χ Χ Χ Χ Χ Χ Χ Χ Χ  X X X

JAP SILK
I s t il l h a ve  a sm a ll a m o u n t  o f  t h i s  s u p e r io r  
c o v e r in g  m a te ria l a va ila b le  as fo llo w s  : 
S in g le  p ane ls  I J s q . y d .  ... ... 4 / -
Fu ll 'c h u te  o f  16 p ane ls  ... ... 60/·

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

N E C E S S A R Y  A C C E S S O R IE S
“  A n k a g r ip  ”  C / L  H a n d le s ..............  2 6
K K  C / L  W i r e  150 ft. ... ..............  2/6
V a lv c s p o u t  Fue l C a n s  ... ..............  3/-
K L G  M in ig lo w  P lu g s ..............  7/4
X F G - I  V a lv e s  .............. ..............  21/4
B r it f ix  C e m e n ts 6 d .,  I0 d . ,  1/6
* ' Ba ff lo  "  F re e  F lig h t  T a n k s ..............  1/9
E .D . 2 4 6  G lo w  H e a d s  ... ..............  8/.
A e r o m o d e l le r  A n n u a ls  1951 ..............  10/.

Your N E W  Competition Winner!

T H E  ELFIN

•5 C.C.
DIESEL

W i t h  f in is h ,  e n d u r a n c e ,  r e l i a b i l i t y  a n d  p e r f o r m a n c e  c o m ­
p a r a b l e  t o  p r e v i o u s  E l f in  d e s ig n s .  P r i c e  67/6 In c . P . T a x .

SOME 1951 COMPETITION WINNERS:
Gold T ro p h y — 1st: Alan Hewitt. Shelley Cup— 1st: 
Pete Wyatt. Bowden In te rn a t io n a l  T ro p h y— 1st: 
R. Ward. A e ro m o d e l le r  R C  T ro p h y — 1st: W. 
H. Taylor. K nokke S u rm e r  O p e n  S tun t— 1st: Alan 
Hewitt. “  Schipol "  A m s te r d a m — 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 e  d i s t r i b u t i o n  t h r o u g h

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

A N O T H E R  * M . S . 9 S M A S H  H I T

• M . S  * G N A T
A S T O U N D I N G  V A L U E

' C O M P L E T E  K I T  O F  P A R T S  

j S P E C IA L  F E A T U R E S  O F  T H E  K IT  :
I 0  P L A S T I C  P R O P .

0  M A N Y  P A R T S  P R E - C U T  T O  S H A P E
•  M O U L D E D  P L A S T I C  W H E E L S
0  P A C K E D  I N  B O X  W I T H  A T T R A C ­

T I V E  T H R E E  C O L O U R  L A B E L  

P R IC E  L IS T  2 d .  T R A D E  S U P P L IE D

A  S E M I - S C A L E  R U B B E R  
P O W E R E D  M O D E L

6 1 9  : r
S P A N  -  2 0 ' 
L E N G T H  151- 
W E IG H T  2  oz.

A  M o d e l e x p e r t  &  b e g in ­
n e r  w ill  be p r o u d  t o  o w n

THE MODEL S H O P
3, R id l e y  P la c e ,  N o r t h u m b e r l a n d  S t r e e t ,  

N E W C A S T L E - O N - T Y N E .  T e l e p h o n e  : 2 2 0 1 6

X It is to your advantage to mention MODEL AIRCRAFT when replying
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“ B R ITFIX ” CEMENT
FOR S O U N D  CONSTRUCTION

•  THE Ideal ADHESIVE FOR A L L  
M O DELS

•  C O M B IN E S  R A P ID  D R Y IN G  W IT H  

T H E  U T M O S T  T E N A C IT Y

•  P A R T IC U L A R L Y  R E C O M M E N D E D  

F O R  P O W E R  A IR C R A F T  W H E R E  

S T R E N G T H  O F  A D H E S IO N  IS 

E S S E N T IA L  A N D  A L S O  M O S T  

S U IT A B L E  F O R  A L L  H A R D  W O O D S

L A R G E  T U B E  l/6 d .

M E D IU M  T U B E  lOd.

S M A L L  T U B E  6d.

H U M B ER  O IL  C O . LTD .
M A R F L E E T  —  H U L L

DON'T ASK FOR T ISSU E :-

R e g is te re d  at S t a t io n e r s ' H a ll

•  L I G H T W E I G H T  F O R  R U B B E R  M O D E L S
Y e llo w ,  M id ·B lu e ,  D a rk -B lu e .  R ed , B lack  and W h it e .  2 0 "  X  3<T -  SC O 's

•  H E A V Y W E I G H T  F O R  P O W E R  M O D E L S
Y e llo w , M id -B lu e ,  D a rk -B lu e ,  R ed  and  W h it e .  2 0 *  x  30 * .  5 0 0 '*

“ M O D E L S P A N  M is included in a ll the w ell-know n  
kits  and is available f ro m  your dealer.

It pays to say you saw it in MODEL AIRCRAFT XI
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y U Y A c
THE S U t W T I H C  

V A I W  £
sftmsH — — made

£ u fm m a t u fc e

including 5 C F G I— a jubfniniauire gu-fHled 
tried* for the moit efficient sing!* 
valve circuits.

PRICE IT 6 EACH.
Ptuj furthott Γαν

G R E E N H 1 L L  C R E S C E N T .  H A R R O W . O N - T H E . H l L l .  M I D D X .

Teiephont; HARrow l i 55

ALLBON
DART

•  T H E  I D E A L  P O W E R  

U N I T  F O B  S M A L L  

F R E E  F L I G H T  M O D E L S

•  E X C E P T I O N A L  P O W E R  

W E I G H T  R A T I O

•  E A S Y  S T A R T I N G  

« P R I C E  Hit

O.S t t .  D I E S E L

L .SA .R .A . Report

" On-' Ctlt report fof the Dertl |ini a peek pontr of 
0.053 H.p. fl| 14.500 r.p.m. We fint pit reiufu of thii

*Atj-¥ ntMlki ega, boi fwre checked intm fry three 
d iffe ren t njetRod» cri * τ  found efr™ infi< ,rir™ih,Je, und 

f t tA e d c in f has Dec π th? tc u je  of the D ijf ly . ’ 1

A L L B O N  E N G IN E E R IN G  C O ., LTD.
THE FORGE, COPLE, BEDFORD

B A R O N
THE &ARON RANGE
3LU E  LABEL 1/»
ETHER 579 3 -
RED LABEL -■ .· ■. I t
5UPERGLO i f -
N ITR O -S U P E R G LO ... 3 *

i  * i . 2 « .
Balia C em e n t ... 1<d. I . i
Pe re p o t C em e n t. 104,

S if l l ' i 4 41. Ϊ  p t.
C lc i r  S h rin k ·

in s  Dope l r - 1 /- 4U
B u u n a  0 ,1  ... l . J l b 4 ·
C o lou red

D o p t i  ... 1 i 2  i 4 6
G r im  R H t fu i I f ) 1 6 4 .
£>■ .-.Hot e

T h in n e r*  HM — 1 6 —

F u e l P r o o f  D o p e *
a « r  ... I J I t S -
C o lo u rs  ... 1 t 1 - * b
F iif l  P tfre f

T h in n e r*  ... — 1 1 —

There I* a. ‘ BARON' Acre- 
mod cl I in f Special itT fer «T e rr  
p r iiew jn n in j and record breilt- 
inf eccaiion.

Baron Quality Product!, 
each a finely balanced 
formulation, are rigor­
ously tried and tested 
before being in tro d u c e d  
for the approval of the 
discerning modeller and 
to  be acclaimed as the 
finest and  most com­
prehensive range of its 
class available.

★
One Quality—  

The Finest
★
Sole Makers for E-D. 
of the renowned E.D. 
Diesel Fuels.

N o  M o i l  O rde r —  buy 
through ytmt /Mode/ Shop.

Manufactured and guaranteed by :—

B A R R O N  I N D U S T R I E S
( C H E S T E R F I E L D )  t: L I M I T E D
W HEATBRIDGE ROAD, CHESTERFIELD

The

How-To-Do-lt 
Magazine

o f

$, Model Aviation

Read FLYING MODELS, the only American 
magazine devoted exclusively to model 
aviation I Every issue includes how-to-build 
data on new model airplanes of various 
types (with fuli-size plans wherever possible) 
. . .  worthwhile hints . . .  photographs . . .  
how-to-do-ft information . . . and features 
for sport aplenty t It’s a magazine for 
beginners as welt as experts I Published every 
other month. Annual (i-issue) subscription ; 
I Is. 6d, Mail your order and remittance to­
day to : Atlas Publishing & Distributing 
Company, Ltd., Dept- MA, IB Bride Lane, 
Fleet Street, London, E.C.*.

xu When replying to Advertisers be sure to mention MODEL AIRCRAFT



N o .  1. C o m p . P e tro l ... 2/3
N o .  2. R ac ing  M e th an o l ... 3/·
N o .  3. C o m p . D ie se l k ... 3/-
N o .  4. C o m p . G . P lug ... 2/4
N o .  S. Rac ing  G .  P lu g ... 3/-
N o .  6. A ll- in -o n e  D ie se l ... 2  4
N o .  7. R ac ing  Specia l ... 4/-
N o .  8. C a s t o r  D ie se l ... 3/-
M e rc u r y  E th e r ... 3/.

C E L L O N
FINISHES

D e v e lo p e d  and p ro d uced  specia lly  fo r  m odelle r»  
by  C E L L O N .  th e  w o r ld ’*  fo re m o tt  m aker»  o f 
aircraft fm i»het fo r  o v e r  40 year». The»e 
m ode l a ircraft fin ithet are  a» go o d  in  th e ir  d a n  
at t h o ic  m ade by C E L L O N  fo r  full size p lane t all 
o v e r  the  w o rld .

M o re  M e rc u ry  Fueln f o r  m o d e l  
m o to r s  a re  so ld  th a n  a ll  o th e r  b r a n d s  to g e th e r .

C le a r  M o d e l D o p e  ...
2 -oz. jar 

1/3
4-oz. ja r  

2/-
t in

4/-
G lid e r  D o p e 1/3 2/- 4/«
G lo s sy  C o lo u re d  

D o p e  (12 co lo u r» ) 1 4 2,4 5/-
A lu m in iu m  D o p e  ... 1/4 2 .4 s/«
Fuel P ro o f  Lacquer I f 3 ,- 4 -
S an d in g  Sea ler 1/3 21· 41-
Banana O i l 1 4 2 .4 5/-
M o d e l D o p e  

T h in n e r s  ............. , . 1 I f 3/-
A n t i-B lu sh  T h in n e rs Κ ­ 1 I f 3/-
F u e l-P ro o f T h in n e rs Ι/* I i f 3/-

Trade D istr ibu tion  is  by :
M O D E L  F U E L S  A N D  F IN IS H E S  L T D ..

4 0 A .  P A R S O N S  M E A D .  W .  C R O Y D O N .  S U R R E Y

MODEL FUELS 
AND FIN ISHES

fo r  (/rose wAo 
ryatrt t/re 6es(

MERCURY FU ELS-tw .
a g ra d e  f o r  e v e ry  type o f  i./c. engine.

MERCURY
RUBBER

L U B R IC A N T
A  ge nu in e  b lend  of 
p u re  g lyce rine  and 
toft *oap . needed  by 
all w h o  fly ru b b e r  
p ow e re d  model». 
P ro lo ng»  w o rk in g  life 
and im p ro ve s  p e r fo r ­
mance. A  M E R C U R Y  
P R O D U C T .  I f Z  
I oz. b ottle  1 !  °

Aerofoc Thinners— 
2  oz. bottle I (·

AE R O L A C
CLEAR

L A C Q U E R
N o n  -  streak . East 
d ry in g , h ig h  grade 
c lea r lacquer. V e ry  
econom ica l in  u»e. In 
seven  g lo w in g  hue» 
— M o o n lig h t,  Blue. 
G re e n ,  Y e llow . 
A m b e r.  Red. Black. 
A  M E R C U R Y  P R O ­
D U C T .
4  oz. ia r  2 '* .

2  oz. ia r  1/4

Tel: LANCING 2090-20<». PLANTATION WOOD (Lancing) LTD.COMMERCE WAY.LANCING, SUSSEX. Grams: SOLARBO WORTHING
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SERVICE AND FRIENDLINESS

IRENE
and

B ILL
T H E  N E W  M O D E L  S H O P  

nr. Theatre Royal, Horsedge Street, OLDHAM

W E  S E R V E  T H E  N O R T H
with

KEIL, MERCURY, VERON, SKYLEADA, MILLS, 
E.D., E.R.G., MODELCRAFT. JETEX, HALFAX, 

OMY, Etc., Etc.
SERVICES ORDERS POST FREE

REWARD
IILGD

N E W  P R O C E S S

FRENCH POLISH

Ofit JbtidA fioA the AmateuA 

PERFECTLY S IM PLE-S IM PLY  PERFECT

Celestor M anufacturing  Co.,
FOREST H IL L , L O N D O N , S.E.23

MODEL |
CO NDITIO NS O F S A L E

a This periodical is sold subject to the 
following conditions:— That it shall 

not, without the written consent o f the publishers, be 
lent, resold. hired-out. or otherwise disposed o f  by way 
o f Trade except at the full retail price o f  ! / « . .  and 
that it shall not be lent, resold, hired-out, or otherwise 
disposed o f  in mutilated condition or in any unauthor­
ised cover by way o f  Trade : or affixed to or as part of 
any publication or advertising, literary or pictorial 

matter whatsoever.

P riv a te , 3d. p e r  w o rd . Trade, 6 d . p e r  w o rd .  
B o x  N o .  2s. 6d.

M in im u m  18 w o rd s

C o p y  m a tte r  and  re p lie s  t o  B o x  N o ’s, t o  be  a d d re sse d  t o  “  M o d e l  
A i r c r a f t "  A d v e r t is e m e n t  D e p a r tm e n t ,  23, G r e a t  Q u e e n  S tre e t.  
L o n d o n ,  W .C .2 .  T e le p h o n e :  C h a n c e r y  6 6 8 1 -4

YOU CANNOT RFAD THIS without realising the value of this 
column as an advertising medium for your ** Smalls." Send us a 
note of your Sales or Wants for inclusion in the next issue.

ITALIAN FAMOUS 2.5 c.c. SUPERTIGRF. Glow Plug 1952 
type—two ball bearings—weight 4 o*. exal-Lst. 4 to—AviOMODELU, 
Cremona. Itaiy-G. Grandi 6.

FOR SALE
AMERICA’S famous magazines. One year’s supply. Model 

Airplane News," 25s.; ** Flying." 28s. 6d. Free booklet listing 
all others sent on request.—WilLEN Ltd. (Dept. 22), 101, Fleet 
Street, London, E.C.4.

FOR SALE
NEW. Anico 8.7.H. 45s.; Yulon 49, 52s. 6d.; ETA 29, 92s. 6d. 

Atwood 50, G.P.. 110s.—BrARNt, 24, Burscough Street, Ormskirk.

“ S upecpew vc

9 7 .8 4  m .p .h .  S . E .  A R E A  C / L  C H A M P I O N S H I P S .  
lO O m .p .h .  A L L  H E R T S  R A L L Y .
95 .5  m .p .h .  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 .
90 .6  m .p .h .  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 .
1 12.28 m .p .h .  N E W  Z E A L A N D  1950  N A T I O N A L S .  
J u n i o r S t u n e  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 .  
O p e n  S t u n t  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 .  
103.2  m .p .h .  W E S T  E S S E X  G A L A .
107.13 m .p .h .  S . M . A . E .  C / L  C O N T E S T

» 1 S W
W O R L D W I D E  W I N N E R S

British
Speed Records 

AIRCRAFT 
107-1 m.p.h.
RACE CARS 
80*36 m.p.h.

E T A  ** 2 9  ”  G P

Literature from ETA IN STRU M EN TS LTD. — 5. HEMPSTEAD RD. WATFORD HERTS

xiv It is to your advantage to mention MODEL AIRCRAFT when replying
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W c stock o l!  Per a v a l M a rs h a ll 
M ode lling  books These are  the things th a t count when you 

buy from  a M ail-O rder Model House
4 r  E X P E R I E N C E Since 1946 wc hove been B r ita in 's  N o . I M o il-O rd e r  

House, w ith  w e ll over 30,000 orders despatched a l l  over 
the  w orld .
From years o f  experience, we have lea rn e d  the answers to  
o il  m o d e lle rs ' needs, and  e lw oys g ive  sound, unbiased  
advice.
Our p roperty  o rganised m a il-o rd e r dept, is  q u ite  separate  
fro m  our re ta il  shop, a nd  functions  on up-to-date lines. 
W e ca rry  the fu l l  c u rre n t range o f K .K ., M e rcu ry , Veron, 
Frog. E.D., M ills , in  fa c t, a ll  the lead ing  m a ke rs . There’s 
m ore o f the  best to  choose fro m  a t H .J .N ’s.

K N O W L E D G E

EA SY  REF. NO. 7
U ft s  over 130 fcftt ; 400 
accessories and  o the r item * ; 
19 engines : R adio-contro l. 
A ll p rices  shown w ith  and  
w ith o u t Purchase Tax. W e ll 
i l lu s tra te d . Send 3d. in  
stam ps and  la rge  s.a.e. W e  specialise in Service to  Modellers overseas

M E R C U R Y  

A E R O N C A  S E D A N F / F  S C A L E
•  By M e rcury
A e ro n c a  Sedan  (57/6) 69  6
M o n o c o u p e  6 4 ' (54/-) 66  ·
C h r i i l c a  S k y jc cp  (24/1) 29  7 
M o n o c o u p e  4 0 "  (2 1 ,9 ) 26  7 
S t in so n  105 4 0 ' (23  6 ) 28  8
•  By K .K .
P ip e r S u p e r  C ru is e r ,  C essna,
Lu sco m b e  Sil-
v a ire e a c h  (18/6) 22  8
A ll ru b b e r  and
Jetex. each (3/-) 3 8
C O N T R O L  L I N E
•  By Veron
P an the r (25/-) 30  6
F o k k e -W u l i  (21/-) 25 8
F ro g  V a n firc  (24,3) 24,6

F / F  ( P o w e r )
F ro g  V ixe n  
F ro g  C ir r u s  
M e rc u ry  M a lla rd  
V e ro n  C a rd in a l 
By K .K  
R anger 
S tu n t  Q u e e n  
By M e rcu ry  
M k. II T .R ace r 
M u sk e te e r

N o rse m a n  
Je tex “  50 "  

(co m p le te ) I 
Je tex “  100 "  

(co m p le te ) 
A H b o n  D a r t  (as 
available)
Elfin  0.5 
Elfin  1.49 
F ro g  150 
F ro g  2 5 0  
E .D . Bee 
E.D . 2.46 
E .D . 3.46 
M il ls  0  75

V E R O N

C A R D I N A L

S A I L P L A N E S
By K .K .
C h ie f  (A /2 ) 
S o a re r  M in o r  
By M e rcury  
M arc in  4 0 '

E .D .  R a d io  C o n t r o l  ! 
E q u ip m e n t  f r o m  S t o c k•  HOW TO ORDER

Prices in  b racke ts a re  fo r  overseas only. Hom e buyers, please 
add  I - postage on orders up to  10 - : 1/6 up  to A 0,· ; over 
40/* post free . Overseas orders. D elivery charges odd  5 per 
cent, on engine  orders, 10 per cent, on k its .

H EN R Y NICHOLLS LTD
308 H O L L O  W A Y  R D., L O N D O N ,  N .7 Tel: N O R t h 4272TITANINE DOPES, LACQUERS, 

CEMENTS AND 
FUEL PR00FERS ETC.

Supergloss Lacquers, 

7 id .,  I/ -,  1/6.

C lear Dope, 9d., 1/3, 

2/3.

Cem ent, 6d. and I /3. 

Fuel Proofers, 2/-, 3/-.

The m ost com prehensive range o f finishes and cements, etc., specially 
form ulated to suit the aerom odeller’s requirements.

Please mention MODEL AIRCRAFT in your reply to Advertisers X V



MODEL
ffrtczajfrX GUI

SHOPS
YOUR

t
AO V£tiri$£ ON TNSSS FA<G*S. 
TO RKACH T H S M v e  MOO*. 
ELLCftS tN YOUR ΤΟνΥ.Ί

YOU CAH o * a v  . w tru
T H f*R  H O D ll
COW P U T * ·. COHMOINCIL

Μ Ι ι ΙΣ ΙΜ Ιϋ Σ *

(ifu icA  fD ouyA tif.
! 28. ARTHUR STREET, off COVENTRY ROAD

MIDLANDERS— Your first model shop by Aero- 
modellers for AeromcdeUers

fRcland Scott
The Model Specialist 

397. CHORLEY O LD  ROAD 
The best shop for miles oround

ClitAut M ullett
16. MEETING HOUSE LANE. NORTH STREET 

World wide moil order service
v.s.t u t fo r  p e r so n a l a t te n t io n  A  e x p e r t  ad v ice

T e l. ; 8 0 3 5

03ud M o x p a a
THE MODEL AIRCRAFT SPECIALIST*

22 22a CASTLE ARCADE
la r g e s t  m odel a irc ra ft  u o c k  in  th e  co un try . P L U S  first  -c la n  m o il 

o rd e r te r r i c t .  Send fo r  m y  1951 p r ic e -h it .  N o. 2.— F R E E

JA e M odel Shop
45, CHAPEL STREET. CHORLEY.

LANCS.
Com prchcns<*e  stocks o f  a l i  k m ,  eng ines, accessories. O pen  u n t i l  

7 -3 0  p.m. fo r  b e n e fit  o f  o u t o f  to w n  m ode lle rs

CLEETHOPPES

W,. S. W e * i i t  Scut
18. MARKET PLACE

Lincolnshire's newest Model Shop. Send for our 
lists (free). We supply everything

Qowiie’d
AUSTRALIA

604. STANLEY STREET. SOUTH BRISBANE. S.2. 
The home of hobbies, and the choree of Mode/ Aviation 

Champions in Queensland

k lM b B t
JA e M odel Clvtpoxt

51. COLSTON STREET

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

M odel Supplied
17. BATH ROAD (THREE LAMPS)

All M.A. requirements. Please ask for our new Price List

3 $ e e / s le y ? &
89. SPON END

Tor oil your Model Aircraft requirements. Personal 
attention. Mail order

7 · Ι.  : 6 33 1 7
K B f f E r a t t  

Coventry ’ό M odel SAapa
21. HALES STREET & 62. LOWER FORD STREET

YOU WANT I T ................................
.....................wrve cor i t

Phone or P ostcard  fo r C O .O . O rders

■ fflsnaa
M odern Alodelo

12. THE MARKET. LOWFIELD STREET. DARTFORD, 
KENT

W hethe r you c a ll  o r w he ther you post, we c la im  w e 've  g o t m o re  stock
than most

X V I When replying to Adeertieers be n r «  to mention MODEL AIRCRAFT



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

Tel. : 4 5 IS

AumoauifL·
8. C A S T L E  S T R E E T .  D U D L E Y ,  W O R C S  

One of the largest stockists in this area for full range of 
ALL M.A. equipment

E V E R Y W H E R E T e t.: C HA  6681

Model Uvcotaft
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

T h is  ad ve rt is in g  space is ava ilab le  to  all g o o d  retail 
M o d e l Shop s. Rates m ay be had on  app lica t io n

Tel. : C en tra ! 5630

Caledonia Alodel Ca.
S. P IT T  S T R E E T .  C .2

THE engine repair specialists. EVERYTHING for the 
enthusiast, with personal attention from GEORGE LEASK.

___________________ L U M L ___________________

G R E A T  Y A R M O U T H T e C : G re a t Yarm outh  4127  1

a
Record Fuels.

Dauaead
17. M A R K E T  R O W

free postal service.
Soiarbo Raisa supplied to the trade

7*f. : P m ner 6 4 5 ?

JJte AiodeC Stadium
5. 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 .
The only hire purchase specialists offering no deposit 

terms to  established customers

l i H W K H W A  Tc/.: H ounslow  6225

Qieat W eti M odel Supplies
474, G R E A T  W E S T  R O A D .  H O U N S L O W  M ID D X .  

W e  hove everything for the Model Aircraft enthusiast
C a ll,  w r ite  or phone

JtoMie* £td.
10. P A R A G O N  S Q U A R E

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

Tel. : 2 7 8 ?  1

£eedo CUttomodoltex* Supply
94. W O O D H O U S E  L A N E

M .A . fo r.*  * ' touch  down "  here fo r  eng ines, k i l t  A  occessorrc*. 
A l l  m ail o rd e r s  d e sp a tche d  sa m e  d a y— p o s t  free

Tel. : H o lh a rn  6 285

w a S 8

f B a & A e it - ilo w iie  l i t d .
112. H IG H  H O L B O R N .  W . C . I  

Everything for models

TeL ' ®rtt{<rs<w 4890

C. 3i. Dyne £id.
178. F A L C O N  R D ..  C L A P H A M  J U N C T IO N .  S . W . I I  

The local modellers’ Mecca. Service and Courtesy from 
an EXPERT

• · T c !.: fU x fn tv  5 5 0 ?

MoMiea £td.
117. W A L W O R T H  R O A D .  S .E . I7  

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

™  '· O n sw ic k  0 8 5 8

Janet Sitat. of CAiawidi
56. T U R N H A M  G R E E N  T E R R A C E ,  W .4  
I m in. T u rn h a m  G re e n  S ta t ion  {D ist.  L in e )

T H E  S H O P  W IT H  T H E  S T O C K
OPEN SATURDAY  ?  a .m .-6  30  p.m.

Tef. : H o p  3 4 8 ?

M odel UUciaft Supplied £t*L
171, N E W  K E N T  R O A D .  S.E .I

The o/dest established model aircraft shop in London 
Service with satisfaction from H arry York

Tel. : N o r th  4272

dienxy J. Afxchoilo £td.
308. H O L L O W A Y  R O A D ,  N .7.

The M.A. enthusiasts' complete stockist. Britain's No. I 
Mail Order house. H.J.N. will be pleased to see y o u

T e l.: Stoune 4914

fReplica £td.
159, S L O A N E  S T R E E T ,  S .W . I

The exclusive model show rooms combining a large range 
of the latest toys

Tel. : G u lliv e r  1818

JUpmaac fUd.
39. P A R K W A Y .  C A M D E N  T O W N .  N . W . I  

E v e ry m a n ’s M o d e l Sh o p  
The post service with the personal touch

It pay* to lay yon raw it i s  MODEL AIRCRAFT XVII



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

U l .  : 3 1 4 7

Hilton Model
la, W A L D E C K

S u p p l i e d
R O A D

For oil modelling requirements. Personal attention and 
satisfaction to all. From Ron Hinks and George Fuller 

________  (Estab lished 1938) ______________

T t l.  : B ia c k fr ia rs  0229

3}a&Aett-£aw&e Hid.
28, C O R P O R A T IO N  S T R E E T ,  4 

Everything for models

5Jhe Aiedel Shop..
13. B O O T L E  S T R E E T .  D E A N S G A T E

We hove EVERYTHING in stock for the oeromodeller 
Kits, Engines and Accessories

ΕΒΣΙΐΐϊΙΜ Ι Te l. : B h c k fr ia r s  6 ( 5 9

Model Supply. State*
17, B R A Z E N N O S E  S T R E E T

Far abso lu te  s a tis fa c tio n  com e to  us fo r  /o u r  m ode! a ir c r o f t  requ irem en ts  
N o r t h e r n  fa c to rs  fo r  S K Y L E A D A  kies

Tel. :  M itc h a m  151*

Mitcham Aiadcli do.
243 5 L O N D O N  R O A D ,  M IT C H A M

Model aircraft kits and accessories specialists. 
Model engineering tools etc. Yachts and troins.

Tel. :  O rp . 7 9 0 )

Qxay Aladel (ha ft
68,70, W E L L I N G T O N  R O A D ,  O R P IN G T O N .  K E N T  

The only model shop in Orpington

Te l. : 4 263r s m u m *

John 91. Jlrice
13 IS .  ST. M A R Y ’S G A T E  

Full range of ENGINES, KITS, AND ALL ACCESSORIES

MoUtie* £td.
4, ST. P A U L ’S P A R A D E

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

S O U T H A M P T O N

MeldUe* Htd.
25. B E R N A R D  S T R E E T

A branch of the firm which is known to Modellers through- 
_____ out the world. All M.A, requirements stocked____

Tel. : V ig i la n t  8292

£. £ . 5 . Aladet Supplier
272, H IG H  S T R E E T .  S U T T O N ,  S U R R E Y

S u r r e y 's  H o b b y  C e n t r e .  B y  r e t u r n  P o s t a l  S e r v ic e

C o m p e te  stock o f  a l l  M .A . requ irem en ts . Personal a tte n tio n  fro m  
N orm a n  B utcher

MODEL
PA G ES O F IN FO RM A TIO N , PIC TU R ES &
PLANS MONTHLY lo any purl of the vorlil we ^ 1
will send you a ropy of each issue for 12 month··.
OK ITS EQUIVALENT IN FO REIGN CURRENCY.

SI BSCRIPTION DEPARTMENTMODEL AIRCRAFT · 23 GREAT QUEEN STREET · LONDON · W .C.2

FOR MAXIMUM POWER FROM YOUR MOTOR
W h e n ,  as so  o fte n  h app e n s, c o n te s t  w in n e r s  fly w ith  S T A N T .  th e  
p ro p s  th e y  u se  a rc  s tan d a rd  typ e s  b o u £ h t  o v e r  th e  co u n te r ,  and 
n o t  s p c o a l ly  is su e d  t o  co n te s ta n t s  d.-recc f ro m  th e  ia t to ry .  T h e  
q u a lity  and  accu racy  o f S T A N T  P R O P S  re m a in s  su p re m o , and 
k e e n  f lye rs  a n *  o u s  t o  o b ta in  t h e  la st d r o p  o f  p o w e r  o u t  o f  th e ir  
m o t o r s  ca n n o t  d o  s e t t e r  th a n  c h o o se  S T  A N T .  Because  th e y  are  
m a ch in e  cut. ail S T A N T  P R O P S  o f  th e  sam e typ e  a re  identica l.

L  S  A  R A .  T E S T S. on Sta.lt prop s p o u r h i  “  o rer 
. the  counter "  r c v e i l  them  to 

he the  m ost e ff-o e n t ever to » he tested.

•  ·  ·  Y O U  M U S T  U S E  From a ll i/ootl Itra irrs STANT

6 - 1 0  D ia m e te r  

A l l  P itche s

Inc.

P  T a * 2/Ο ϊ

PROPS
T R A D E  D I S T R I B U T O R S  H . ) .  N I C H O L L S  L T D . .  W H O L E S A L E .  308. H O L L O W A Y  R O A D .  L O N D O N .  N .7 .

l*i J-.1-·! i:i t.r· ;.·. B r ita in .  t o r  t i i r  «’r· p n r t o n  b y  K i .f * t k ;, a u  P r t s s  L t p ., t o r d w l l w  \Y.".rtt$, : iht-ad, Berfcs,
|>ul>lishcd  l  v  1 t u t u u  Μ λ κ - η »ι  · λ  < «·. !.»«·., G re a t  Q u e r n  I a n d  o n ,  \ \  Λ  Z .

Sole Caiutil’ m t-;biilui' ■ G«--,i«>;i ;i Ltd·. Yfcltili 5tm l, TorORld 1, CtllWla·
Rii.tslcrfij ior transioift r̂.n by Magazine !'t*t 10  C anada including Newfoundland



Specially designed by o u r  e lectronic designer 

G eo rge  H onnest Redlich for the Channe l 

project. M is s  Fedee is 5 ft. long w ith  2 ft. 

beam and w eighs 70 lb. A fte r p re lim inary 

trials from  R ichm ond  to the South  Bank 

Exh ib ition  and at the International M ode l 

Boat C on te st at F leetw ood the m odel was 

successfully radio controlled from Dover to 
Calais on Septem ber 6th in 9 hours.

who responds readily to Radio

MI S S  “ E E D E E ”
The Channel-conquering lady with a 2 ft. beam

The Rad io  C o n t ro l concerned  was the M k  IV  3 channel. 3 

reed U n it  (also designed by G .H .R .) and consists of T ran s­

m itter. C o n t ro l Box  and Rece iver in co rpo ra ting  reed unit 

g iv in g  ou tpu t fo r three separate channels. The channels

can operate e ither escapements and o r  e lectric  m otors. 
H ard  valves w ith  a life of ove r 3,000 h ou rs  3rc used. 

Illu stration  above left show s the m odel en te rin g  the  open 

sea. O n  right approaching Calais ha rbou r m outh.

and  has m ade  a m a z in g  ad van ce s w ith  a

LECTR0N1C DEVELOPMENTS (SURREY) LTD ,··',%
d e v e l o p m e n t I N F E R S

1223 (8, VILUERS ROAD. KINGSTON -ON -THAMES, SURREY, ENGLAND.

4*5 Diesel
The 4.5 c.c. w ater-cooled new 
E.D . engine designed by ou r 
engine  designer Basil Miles. 
In te rna l w ate r-tank  fitted, 
syphon  system  for coo ling  
and d irect d rive. R.p.m. 
approxim ate ly  6.500.

Photographs supplied by 
the courtesy of Messrs. 
Pcrcival Marshall & Co.

Ltd.



B r i t a in ' s  Finest M i n i a t u r e  Diesel
Proudly we anno-mce r' . ’ v FROG " 5 0  " — pmduct of two years 

speoatised development *ί" " ■ ■ 'lie I M A. Engine F-xpef mental Dept
It is of s· ni 11 a r Sane design t* rt .' already Famous f AQG ISO "  hut . 
only .499 z.c. t i p i t n .  and »s »i ibieafy : he π « Lest  little motor ever 
made . n B-iiaui. ' != e 50 "  rot w e i  only I - ·μ5 h, ' ϊϋ  a* overall
fen i t  hi 1 · π ί .  I liI il£ I· 1 if .mfi-Al die-· act tank? of 2 n 
Amt rtei£hs a bit It* 0*e< I ΰ/ ΐ ι.ι· die-Cisr parts are 
pi t h e  h igh e st  c u a l u v ,  *vh;tjt t h e  rsί■!■ ■: hiiti 11 j£. b o th  ex  
tcrnjMy ar-d u 'ie + y i* to w i t i  h-mak r-y s.t4rid*f tii 

Perform ante figures show a speed range which 
has never fcefore. been equal ted in small motors — 
from a nek-Over of 800 r p.rn to a l-j?l o o ^ t r  speed

of 15,000 r.a.m, Ty^cal p-setea; example *.>1 the FROG " S C "  
power 1 s its speed of M.OOO r p.^n w i en dnvmg a 6 *■ Φ ι γ π κ ϊτ
X 4 :'. piLCh Airscrew

7 h t  "  Βύ ■* su itab ly 'y r  o t  ■<■■ e^c^y type  of m ode·—from  
,vlfrJ£,l'n R C And l· F contest w&rj· :o  central·!;ne stunt or speed 

fo-· C L fly-rig its smooch lundhng and lar* of "  f-.:ss.- 
w*J-s "  on throttle set brigs are especially :ji.e-luI

By virtue of ihe ■ wQrdei'lwl production fatdjtici 
it : :if i M A. works it is possible -:i produce rh·- 
FPOC: " S C I "  a: a p r e e  wiilim reach o# ill.  The 
“ 50 “  is a m o  r :j  ·Γ you cannot rtiisS - yet1 y-pyr I oca.1 
rfealer today !

A N D -The FROG “ZEPHYR” THE FIRST
MODEL D E S I GNE D  
FOR THE  “ 5 0 "

Artd :i'y A loMciy |Qb— ή . span and modeled on ih· latest iype 
jiitht arreraft. Shown i.ere d j r  ng te*.i glides bn designer C.  T. Buffer*, 
the Zephyr incorporates al: the 'unpus FROG features for easy, 
11.1 thttalrward building, I-is a side-" :.iunred engine l.ftiliy cowled fr 

jn<i has a fast, " s p o r ty  fly ng performarnie wt.tr· the 50 ,J d i o d .
Spec·ai alternative rigging decs Is an- giwi-ιι on the d'aw rigir either 

for i'-e model as iho-wn 01 w 11 η reduced dihedral and strutted wings 
for stalls appearance.

See the Zephyr at your d i i l t r s — it a a perfect I 
■ natch wi-.h - :‘ e ' b0 —and the kit n  amazing v a lu e !Ι2ό


