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Digital Edition
Magazines.

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

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

All Plans and Articles can be found
here:

Hisat Blog Free Plans and Articles.

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



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

Digital Edition
Magazines.

AeroFred Gallery Free Plans.

http://aerofred.com/index.php

Hip Pocket Aeronautics Gallery
Free Plans.

http://www.hippocketaeronautics.

com/hpa plans/index.php

Diligence Work by Hlsat.
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http://www.hippocketaeronautics.com/hpa_plans/index.php
http://www.hippocketaeronautics.com/hpa_plans/index.php

SKYLEADA

INTRODUCES

POINT FIVE

3L in. Span, High Performance Semi-
Scale Free Flight Power Model

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

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

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

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

PRICE 9s. 6d. INCLUDING P.T.

For inexpensive aeromodelling insist on

Skyleada Quality Kits and save money.

FLEDGLING

26 in. Span Rubber Driven
Duration Model

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

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

Special features:

Complete kit contains all materials required to build the finished
model, including cement, rubber and a Skyleada fully shaped
balsa propeller.

Step by step instruction leaflet included with plan.
Exceptional performance. Sturdy construction.

PRICE 5s. 3d. INCLUDING P.T.

Manfd. by BRITISH MODEL AIRCRAFT MFG. CO. LTD.

180, LONDON ROAD,

MITCHAM, SURREY



n H UGER MOTH

HERE is aviation history built into this world-famous FRANK RO YLE
plane. For many years the D.H. Tiger Moth was the
standard_trainer for R.A.F. pilots ; it has featured large in UIJHAM ST
%IhehEtmpi'{?\ Tir(ainingdSﬁhenr"]lela _i% has beent?]da?teq for Al\r/ICtic
ights with skis and has held its own in the tropics. ore
Tiger Moths have been built than any other machine of its EDIHBURCH 8.

the in the world : more pilots have learned to fly with it
than with any other machine. Mercury are proud to present
their meticu ousgl scaled version of this triumphant British
masterpiece, and believe that their kit reproduction of it
will similar!y oarn a place of esteem and affection in
the minds of modellers everywhere, for this is the kit they
have all been waiting for.

The bi-plane has always had special appeal to modellers,
and the Tiger Moth in particular has afforded Mercury
a wonderful opportunity to produce a kit in which this
plane's reputation for ruggedness and first class design
could be maintained in the model. The Mercury “ D.H.
Tiger Moth" incorporates “ knock-off* wing con-
struction to make it virtually crash proof ; ease of trim-
ming and stable flight ensure long flying life. The kit

3 4 7 includes selected Solarbo balsa, ample’Modelspan tissue,
wire, full size plan, stage-by—stagie building and flying
instructions. It's a beauty to build and to fly.

* TRUE TO SCALE

e e RECOMMENDED ACCESSORIES
) : Motor»— E.O. 0.46; M-lls 075. Airwhccls— M S 2'
Superlue; Airscrew— Stint machine finished. Dope*

* 33 WING SPAN ors (o make Tetters, ete) Trimstrip,
*  FOR 0.46 TO 0.75 DIESELS It’'s another

E.D. or Mills,  etc.

* RUGGED CONSTRUCTION I\/I E R‘ l | RY
* ON SALE JULY lit. QUALITY KIT
Ho to poH> .flrrrurfi sioe/iist for *—

MERCURY GLIDERS:— Majp c24 4 11), Gnome 32 . (7 4) Alton Valvetpout Cans ; Solarbo Balsa : Slant Machine
Martin 40'. <92). Grebe 494'. (I1S/-); Marauder Contest

i y. i .
65", (17 9); Norteman A-2 (29 3. MERCURY RUBBER — Finished Prop*.; Mercury C L Ajustalyne Handle; Trimstrip

Merttor Contest 36 '(ll -). MERCURY C |.— Junior Monitor Transfer*; Dowel; Dunlop Rubber, Modelspan Tissue;
(23 6). Team Racer Mk. | (28 1) and Mk Il (23 3). MERCURY M.S. Wheels. Acetate Sheet. Mercury Cocltpie Cover*;
Mallard (22 4) and Jnr. Mallard (18 4). MERCURY FLYING . .
SCALE.— Aeronca (69 6); Monocoupe 64' (69 6): and 40' Mercury Pres*ure fed Tank*; E.D. Engine* and Radio Control,
(27 1). Chrislea Skyjeep (34 7). Stinson 105 (34 7). etc., etc. (Trade list* to bona fide dealer®).

Trade Distributors H. j. NICHOUS LTD.. (Wholesale) 308. Holloway Road, N7 Phone  North 4272



MODEL AIRCRAFT

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

JULY 1952

VICKERS VALIANT

In production now for service with Bomber
Command. Powered by 4 Rolls Royce
Avon turbojet engines. All armament
and performance details are still secret.

sendee 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 YOU in the RAF

I I fyou are over 14 this coupon brings you afree illustrated booklet about Careers in the R.A.F.
| fyou are 13 to 14 it bringsyoufull details about the Air Training Corps.
TO: ROYAL AIR FORCE (.MAC 142b), VICTORY HOUSE, LONDON, W.C.2

NAME e

ADDRESS

DATE OF BIRTH

vV Say you Saw It in MODEL AIRCRAFT
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TOPIN iIts c/ass
andthe lowestpriced

motorof All/

" The unbeatable *ISO " !”— is the
name given to this FROG motor by
contest fliers all over the world !
And in price too. the “ 150 " is best !
For only 49 6 including Tax YOU can
have a precision built, contest proved.
CLASS A motor which will never let
you down. Take a speed range of
2.000 to 15.000 r.p.m., add to it
absolute ease of starting and tough
construction and you have the
FROG “ ISO"— the best of all !'!
Sec the FROG “ 150 ” at your local
model shop today— remember the
price— it is still only

FROG " 500 *'— automatic choice of experts
and winner of more contests than we can list
here— is still Britain's host S c.c. motor.
For free-flight or C t. for R>C or Rat*o you
can do no better than " fita 1500 Speeds,

4.000 to 15.000 r.p.m.. weight 72 oi. nl m

Price including Tax

A new version of che
famous FROG " 500 " —
with a high efficiency
contact-breaker unit and
K.L.G. Mini Spark Plug

for petrol working. Per-

formance is similar to
the "500RG*“ and weight
only slightly more. Tho
*500PE” is ideal for all
R C models. PriceyC _
including Tax '

MODEL AIRCRAFT

(U /iA C/t& un

Precision moulded in tough plastic— ideal for
all FROG motors. These arc the most accur-
ately designed and Finished airscrews made in
Britain— AND SUPPLIED AT THE LOWEST
PRICES ! Full details and prices below —

8 in. diameter 5in. pitch price 2 -
8 in. 6in. 2
8 in. 8 in. 2
10 in. 6 in. 2
9 in. - 6in. 2
6 in. . 4in. ., 2

Sole Amcr/con Concessionaire] :

AMERICAN TELASCO LTD.
Idd, Spring Road, Huntingdon, NEW YORK

INTERNATIONAL MODEL AIRCRAFT

It pays to say you saw it in MODEL AIRCRAFT \VJ



COMMERCE WAY. IANCINC. SUSSEX.

-v-t, 7. . w* — Klﬂ‘[]\l LA\UI\DV\D
BALSA W O O D THMBWM OATOWAInt0

coot BENILEYS SEOOND

The Model Aircraft side of our business
continues to expand very satisfactorily, but in
doing so it does give us some headaches:

A typical piece of Belsa wood may be 4'-6"
long, 4" wide and 2#" thick. As yow')snofiy most of
the Model trade calls for 36" long x 3" wide. Just
iImagine cutting a piece from this plank of this size,
ready to cut into sheet. What would you do with the
pieces left over?

This is one of our problems and in order to
help this position we are shortly going to send out
a guestionnaire to aeromodellers and to shops to try
and find out what is really wanted in Balsa wood sizes
over the counter.

If, for instance, one-third of our present
sales of 36" lengths could be reduced to 18" and 24"
lengths, and if more 2" or 2)4" sheet could be used
instead of 3" sheet, you can easily see how much more
economically we could cut the wood.

| hope that when we do issue this questionnaire
vou will really give us your support in answering it,
because in the long run what we want to do is to reduce
prices. We can only do this when we can completely
balance our production and use up all the pieces.

Tours faithfully

HAJIA.GIlIG DIRISCTQR



THE motor for young modellers !

JETEX 50

OUTFIT
Containing Motor,
Fuel. Wick*.
Mounting Clip,
Spar - Part-,
Accessories and
full instructions.

SPECIFICATION— Thrust Jot. Motor run approx. IS sec.
Weight 3} drams. Length J". Diameter Weight 11 A
of fuel charge 3J drams. Pnce inc. tax 1

Ask your dealer to show
of Jetex QUALITY Kkits

Dura-Jet 0 5 Hot Dog ........... 4
Mi-Jet 7 9 Jeticopter ” 50 " 7
Jct-Ho Hydroplane 8 1 Jeticopter " 100 10
Vampire “ 50 " 7 0 Avro 707B  ........... 7
Vampire “ 100 ” 10 7 200 Contest Model 10
Race Car 14 9 Zyra Space Ship

Jet Craft 7 0 with motor ... 13
Flying Wing 7 0 Zyra Space Ship

Meteor “ SO” ... 10 7 Less motor ... 7

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

WILMOT, MANSOUR is CO. LTD.

SALisauAY -oao. iotton. wants

Sole US.A. Distributors.— MESSRS. AMERICAN TELASCO LIMITED. SS. WEST 42nd STREET. NEW YORK 18, EwW
Canadian Distributor. - MESSRS. MODEL CRAFT HOBBIES LIMITED, 66. WELLINGTON STREET. WEST, N
All other export enquiries to BUTLER ROBERTS A CO. LTD., 4. DRAPERS GARDENS. LONDON, E.C.

nfact, H rt~+r Mig Ic

thOz *""» 1 forl

Ready-to-Run Jetex jet
propelled models in Plastic

Plastic Racecar (with motor, fuel,
etc.), fastest car for its size in

the world ... 18 11
Plastic Speedboat (with motor,
fuel, etc.) ..o 15/3

Plastic Helicopter (with two Jetex
50 motorsi, fukl, instructions, etc.) 33/-

Y
TO

ORK.
I, CANADA.
2.



. . nhot 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.

P.75

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.

THE

MILLS

AUSTRALIA— Model Aircrafts, |, Bond Street. Sydney.
ARGENTINA— G. S. King-Prime. Reeonquista 682, Buenos Aires. TH ROTTLE
CHINA — Eastern Model Airplane Co.. Nathan Road. Kowloon. Hong Kong.
INDIA— Traders & Distributors Corp., 12B Park Street. Calcutta.
KENYA— Model Engineering (East Africa) York Street. Nairobi.
MALAYA— Robinson 8 Co.. RaHles Place. Singapore 813
MALTA— C. Pctroni & Sons Ltd.. 129. St. Lucy Street. Va'etta.
NEW ZEALAND-— Col'inson 8 Son Ltd.. The Square. Palmerston North. inc. Tax
SOUTH AFRICA— A. W. Yardlcy Ltd. P.O. Box 814. Johannesburg ]

Jack Lemkus Ltd.. 49A. St. Georges Street. Capetown, For Mills 1.3 only
SWEDEN— Eskader, Gumshornsgatan 8. Stockholm.
U.S.A.— Polk’s Model Craft Hobbies, 314. Fifth Avenue. New York.

MILLS BROS.(tTM <<) LTD. 143 GOLDSWORTH ROAD -WOKING

- SURREY



MODEL
AIRCRAFT

Editor : E. F. H. COSH

Consulting Editor
A. F. HOULBERG. A.F.R.Ae.S.

Ad»»rti*»>ment
J. V. FORBESBUCKINGHAM

JULY 1952 VOL. Il No. 7

REGULAR FEATURES

HERE AND THERE 292
HOW IT WORKS

The Aeroplane 304
ACCENT ON POWER 306
M.A. ENGINE TESTS

No. 37. The E.D. 46 " Baby ” 310
MODEL TALK 314
TOPICAL TWISTS 317
PROTOTYPES WORTH MODELLING

No. 23. The Fairey Tipsy Junior 318
LETTERS TO THE EDITOR 323
NORTHERN NOTES 332
CLARK Y AEROFOIL 333
NEWS FROM THE S.M.A.E. AND THF

CLUBS 334

FEATURE ARTICLES

HALF-SCALE WAKEFIELDS 296
SPEED MODELS 301
REPORT ON ENGINE TESTS

Part 1. Performance Variation 320
SOLID GLIDERS 324
PLANS
GRUMMAN F9F-2 " PANTHER " 294
GREENFLY 312

PHOTO PAGES

MODEL COMET AT THE B.L.F. 300
S.M.A E.CONTROL-LINE ELIMINATORS 327
PHOTONEWS 330
x .-
v 1y, -V

THE JOURNAL OF THE SOCIETY OF

EDITORIAL

Although the present flying season hasonly justcommenced,
complaints are already being received from farmers regarding
alleged damage to crops and property caused by model
fliers when retrieving their models. W e make no excuse for
again referring editorially to this problem, because we feel
certain that the average model flier does not yet realise that
it constitutes a very serious threat to the model aircraft
movement.

For example ; after many months of difficult negotiations
with the Ministry of Civil Aviation, an agreement was
recently reached which enabled members of London Area
Clubs to fly at Fairlop Aerodrome. Now the Ministry are
receiving strong protests from the local farmers that whilst
retrieving models, fliers have broken through hedges
causing horses to escape through the gaps, and have also
damaged crops themselves. We arc well aware that anyone
can enter the Aerodrome, whether an S.M.A.E. club member
or not. but the f3ct remains that whoever is responsible must
be stopped at once or we shall lose Fairlop.

Now we learn that after the last South Midland Area
Meeting at R.A.F. Aerodrome Henlow, Beds, the Command-
ing Officer has decided to ban all further model flying there
as a result of complaints from farmers. The S.M.A.E. had
hoped to use this fine aerodrome for the Wakefield and
A 2 Finals but have now had to arrange to hold these events
at Digby— by no means a popular venue.

In the May issue of “ Model Aircraft " we published a
letter from Mr. K. F. P. Rutter, in which he suggested that
contest rules should be revised in order to greatly reduce
flight times. W e feel that these suggestions should be given
serious consideration by contest organisers at once, as they
do seem to be the only constructive suggestions which have
yet been made to deal with this very real threat to future
contest flying. Unless something is done— and done soon—
we may find model aircraft flying banned in alarge number of
areas. This is not a scare— it is a fact !

The first model to be seen
on our cover in company
with the new title panel,
is an A 2 glider flown by
J. Robinson, of the
Thames Valley club in
The K. & M.A.A. Cup
contest at Fairlop
Aerodrome. Seen
launching the model

in this picture is
fellow club mem-

ber P. T. Taylor

MODEL AERONAUTICAL ENGINEERS

Published on the 20th of each month prior to the date of issue by PERCIVAL MARSHALL & COMPANY LTD.

23, GREAT QUEEN STREET.

LONDON. W.C.2.

Tel : Chancery 6681-4 Annual Subscription 20s. Od. post paid.



THE& EDITOR

AT LAST—
PERHAPS !

At the recent F.A.l. Conference
in Madrid some concern was
expressed by those connected
with the aircraft industry throughout the world,
regarding the present serious shortage of technicians.
. Apparently far too few young men feel inclined today
to make a career in one of the branches of the industry.

Now at hist the full-size aircraft people have
become aware of a fact which has been quite obvious
for many years, viz., that in the model aircraft move-
ment there arc thousands of young enthusiasts who,
given the right sort of encouragement, would be
very keen to take up aeronautical engineering.

It was suggested at the conference that the air-
craft industry might sponsor a World Championships
Meeting in 1953, at which the Wakefield, Nordic
A-2, Power and C 1 events would be held. This,
of course, is basically the same idea as the model
aircraft “ Olympics ” proposal which was turned
down by the I-"A.l. Model Commission last year.
At that time we were not too keen on the “ Olym-
pics ” idea, but this new scheme goes much farther
and if funds arc to be provided, as we understand is
envisaged, to transport and accommodate the
National teams anti to organise this meeting, then
we arc in full agreement with the proposal. There
is no doubt that it would ensure the largest possible
International representation and what is more
im|K>riant in present world conditions, it would
relieve the National bodies of the heavy burden of
raising funds to send their teams abroad—a task
which is rapidly becoming increasingly difficult and
it) many cases impossible.

We trust, however, that ivc shall hr excused if wr
say that until we learn that the scheme is definitely
going ahead, we shall keep our fingers firmly crossed!
Frankly, during our twenty-odd years close con-
nection with the model aircraft movement, we have
heard of many schemes to sponsor model flying and
really “ putiton the map.” T hey all came to naught.
Wc hope that this World Championship Meeting
scheme does not end the same way—it certainly
deserves a better fate.

THE “ M.E.” As we have already announced,
EXHIBITION 7 Ac Model Engineer Exhibition
COMPETITIONS %jjj be held this year from

October aoth-jqth. We feel

sure that this date, clear of the contest season, will
ensure that the number of entries in the model
aircraft competition sections will be larger than
ever.

292

COMMENTS ON] CURRENT TOPICS

T here will be competitions for the following cate-
gories of aircraft models : rubber-driven ; free-flight
power : control-line ; gliders ; non-flying models ;
tree-flight or control-line scale : radio control. In
addition there arc Junior sections for rubber, Iree-
flight power, control-line and glider models.

There arc a number of special contests worth die
notice of model builders contests that carry some
valuable trophies. There is a special award of five
guineas for the best model in the competition sections
built from a “ M.A.” plan, and the Model Aircraft
Trade Association has presented a cup to be won by
the best model made from a commercial kit.

Wc should also like to draw attention to the Club
Team Championship. It seems surprising that this
event has not been more popular in the past, for there
is a valuable silver cup to be awarded outright to
the winning club entry of three models in any class,
built by members of an S.M .A.E. affiliated club.

Entry forms are now available and full details
can he obtained from the Exhibition Manager,
The Model Engineer Exhibition, 23, Great Queen

Street, Ixmdon. W.C.2.

BRITISH For some years past, it has been
NATIONALS customary for the organisers of
PRIZE FUND large-scale competition events

such as the British Nationals to
approach members of tin- trade for donations of
prizes. These have usually taken the form of Kkits
and engines, but for some time the S.M.A.E. has
felt that although these donations were greatly
appreciated, it was not an entirely satisfactory'
arrangement. .Model fliers are staunch individualists
and generally have their own fads and fancies where
choice of commercial products is concerned.

The S.M.A.E. therefore recently approached the
Federation of Model Aeronautical Manufacturers
and Wholesalers and suggested that instead of
donations in kind from individual concerns, the
Federation might make a cash donation to the
Nationals prize fund cm behalf of all member firms.

We are very pleased «» announce that the Federa-
tion has agreed to donate 50 guineas for this purpose,
and we feel sure that model fliers everywhere will
join with us in extending our thanks and appreciation
to the Federation for this very generous gesture. It
will ensure that at the British Nationals, to be held
at Gosport, Hants, on August 3rd and 4th, the prize
list will be even longer and more attractive than in
previous years and will help to make this meeting an
outstanding success.
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It is to be understood that the donation will
represent contributions from the wholesale and
manufacturing branches of the trade, and that no
applications should now be made to them by affiliated
clubs for other prizes.

BACK TO THE
OLD METHOD

After a singularly unsuccessful
effort last year to run the Wake-
field Trials under “ still air”
conditions, the 1952 Trials will be held like any
other contest—during the morning and afternoon
hours. Main reason for this is that it has not been
possible to find a suitable venue with accommoda-
tion available for an overnight stay.

litis rather unexpected move lias, wc know, rather
disconcerted several Wakefield enthusiasts who have
been concentrating on “ still air ” models ever since
the Finnish Wakefield. Some of these models are
definitely not suitable for windy, *“ daytime”
conditions and presumably their designers arc
crossing their fingers and hoping for calm weather on
“ the day.”

There is, of course, another side to this question.
A good “ still air ” model can also be a good “ day-
time ” model and since ” still air ” is such a rare
happening the wisdom of spending a lot of time and
trouble in producing a model which is definitely
only a “ still air” machine is debatable.

IT HAPPENS
EVERY WEEK

Wc have scarcely attended a
flying meeting where someone
has not launched a model with
the engine running backwards. The inevitable
result, of course, is a marked reluctance on the part
of the model to fly. Diesels and glow motors usually
run equally well in either direction and in the
excitement of getting the model airborne the fond
owner ignores the fact that the *draught ” is blowing
forwards.

We had our doubts tliat the same thing could
happen to a rubber model—but it did, and in a
contest, too. The “ victim ” had Ixtobed in carving
a propeller the wrong way round. He realised this
when lie had finished and usually wound the model
up the opposite way to usual. In the heat of the
competition he forgot, however. Hand launching
the model with a mighty heave it promptly shot
back straight into his face.

THE
HAT TRICK

Model flying history was made in
the Lady Shelley contest on May
4th, when A. R. Lucas of Pt.
Talbot won the cup for the third year running. This
is the first time that anyone has achieved the distinc-
tion of a triple successive win in any S.M.A.E. contest
since the foundation of the Society.

However this was not the only repeat performance
this season, for Graham Gates of the Southern Cross
Club repeated his victory last year, by also winning
this year’s Pilcher Cup contest. This was perhaps an
even greater triumph, for the number of entries in the
Pilcher in both years was truly formidable.

Woc congratulate these two enthusiasts on a remark-
able achievement.

MODEL AIRCRAFT

BILLY BUTLIN
PRESENTS ...

Wec recently had the opportunity
& meeting Mr. Billy Butlin and
learning something of his plans
to sponsor model aircraft contests at his holiday
camps this year. He is obviously very air-minded
and spends the greater part of his time during the
summer months flying between the six Butlin camps
in his private aeroplane. It is also of interest to note
that he has crossed the Atlantic by air no less than
86 times and it was during one of his visits to the
United States last year that he first saw model air-
craft flying and became “ bitten by the bug.”

He was very impressed by the performance of the
models and brought back with him a number of
American kit models. Shortly alter his return from
this trip he attended the Yorkshire Evening News
Model Flying Festival at Sherburn-in-Klmet in
September last and the attendance of some 10,000
spectators and contestants at this meeting confirmed
his opinion that model flying had great possibilities
as an attraction. In typical fashion he decided at
once to organise model aircraft demonstrations and
contests at his holiday camps this summer.

The way in which a Butlin idea can “ catch on”
has been well demonstrated by the current popularity
of square dancing. Mr. Butlin first saw this in the
States and it was his enthusiastic presentation of it
at his camps, that started the present craze.

Being the shrewd business man that he is, Billy
Butlin has seen that among the tens of thousands of
young people visiting the camps each summer,
there is an enormous potential interest in model
flying, and the result has been the organisation of
model flying events at these camps, as wc have already
reported. Apart from the two big meetings, on
June 22nd and September 2Ist, weekly contests
are being arranged for the campers, using models
provided by the management and flown under the
guidance of an experienced modeller on the staff.

Wec feel that this venture might well provide the
model aircraft movement with thp stimulant which
it needs at the present time. We give it our whole-
hearted support—as indeed wc would to any well
planned scheme, which is aimed at attracting new
recruits to our hobby.

Mr. Billy Butlin with one of the ready-made models which are
being provided for campers to fly under expert guidance

293



'TF'HE first model Panther was built soon after
X the Jetex “ too” came on the market. The
unit was mounted within the fuselage, completely
enclosed except for a ducting arrangement made
from cartridge paper and utilising the wing root
intakes which were intended to carry air past the
unit. Unfortunately, this first Panther proved too
heavy to provide the sort of performance we expected
and it was evident that the thrust from the 4 ico ”
was not being used to advantage. By lowering the
unit out into the wind into a position which brought
the thrust line of the motor coincident with the
lower contour line of the fuselage a marked improve-
ment in thrust was obtained. After building a lighter
version, with not quite so much dope used in finishing,
the Panther flew very well and helped collect informa-
tion which led to the construction of several smaller
Jetex “ 50 7 models ofjet fighters.

Fuselage

Cut the outline pieces from in. sheet balsa and
pin in position on plan together with piece F15 and
strip “ X 7 of £ X in. Cement the formers in
position using a piece of 3/32 x 3/32 in. to line up
the notches. The notches in formers F2 to F8 may
be cut slightly oversize in order to obtain a smoother
stringer line. Add Ftl, Fl4, F12, and F13. Cement
the 3 32 x 3/32 in. medium hard balsa stringers
into the notches in the formers, then add Fio, which
forms a base for the cockpit cover. Lift this side
from the plan and construct the other. Cement on
the two halves of the nose block, instal the piece
of I'in. X J in. for the Jetex clip, then fine sand-
paper the fuselage all over.

Wings

Pin the lower 3/32 X 3/32 in. spar to the plan,
then the trailing edge (after notching for the ribs).
Cement the ribs in place, remembering to lean rib
Ri inwards to obtain approximately 2 m. dihedral.
Cement the leading edge in place and add the top
spar Roughly shape the balsa blocks for the wing

tips, then cement in position and finish off with fine
sandpaper. Although it is a little more awkward for
covering it was found to improve the wing-to-fusclagc
join if the wings were assembled to the fuselage
before covering. Check for equal dihedral each side.
The original was covered with Jap, but lightweight
rag tissue has been used since and found to be just
as ciFective. The wing-root fairings look very smooth
if you arc able to cover them with notepaper top
and bottom. Water shrink the tissue and make up a
rough jig using several books to hold the nose and
tail of the fuselage and the extreme tips of the wings ;
thus should prevent any severe warping taking place.
Continue sandpapering the fin, dorsal fairing and
tailplane until all sawmarks have disappeared and
they arc glassy smooth, then cement them in place.
Attach the cockpit cover by running a neat fillet
of cement around its edge while held in correct
position on the fuselage. Clear dope the whole
model holding the fuselage and wing tips as before
until dry to slop warps. Make a “ channel ” from
notepaper to fit into the arched recesses in formers
F7 and F8 and extending from the rear edge of the
clip to former 9 as shown on the plan. Use colour
dope thinly and finish cither silver, silver grey or a
very dark blue (almost black). Affix the American
star insignia on either side of the nose between F2
and F4 and on the port upper and starboard lower
mainplanes. Try not to exceed an all up weight of
1A oz. There is a variety of cigar container made
from aluminium and shaped like a torpedo, which
when cut and fitted with a balsa tail cone, provides
a realistic lightweight drop tank. With the model
finished and complete, balance it roughly at the
wing spar position, then start test gliding. If there
is a slight breeze don’'t be satisfied with a lilting,
half-coming-back-towards-you glide ; add weight to
the nose until with a good hard hand launch the glide
is fast, fiat and straight. Now load up your * 100 ”
and try a power flight. You may have to remove
some of the weight from the nose but remember the
Panther flies fast so try to launch it that way.



FULL SIZE WORKING DRAWINGS ARE OBTAINABLE FROM YOUR LOCAL DEALER, OR BY POST FROM THE “ MODEL AIRCRAFT" PLANS DEPARTMENT,
23. GREAT QUEEN STREET. LONDON W.C.2, 2-. 0d,, POST FREE.
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RITICISM has come from several quarters

that specialisation on Wakefield design has
tended to eliminate the other types of rubber models.
Not so many years ago the ultra-lightweight rubl>er
job was prominent in all “ open rubber ” contests—
and gave a very good account of itself. There were
also a goodly sprinkling of F.A.l. models, which
again were capable of high flight times. Hut overall
the Wakefield was still the more consistent and, at
the present time, is pretty definitely top in perform-
ance. In fact, many rubber contest experts agree
that if the Wakefield rules were made purely “ open ”
they would still stick to models which would conform
to the existing rules. That, in fact, is an interesting
topic for club discussion. If the Wakefield was
made an “ open ” contest, would the best models
still be of the same total area as now and about the
same weight ?

There is something about a rubber driven duration
model which has a lasting appeal to the serious model
flier. Rubber duration is not the way to quick results.
The relatively inexperienced modeller can get far
better durations from a glider or a power model.
After all, if you have a reasonably stable power
model, a long motor run will more or less guarantee
a long flight. With a glider, choose a nice sunny
day and use a long towline and, provided the model
tows straight, a “ maximum ” is more or less laid on.

With a rubber model, discounting thermal flights,
height is something that has to be fought for. Your
power is limited to a certain amount of rubber,
for there is a limit to what the airframe will stand.
It is a challenge to ingenuity and ability to use this
limited amount of power to the best advantage.

Then there is something about the way a rubber
model flics and every satisfaction in watching a
model continue to gain height over a period of,
perhaps, two minutes before settling down into a
glide. In that time a top class rubber model gets
higher than a glider on a 328 ft. towlinc and a power
model on a limited motor run. And it seems more
of an achievement.

Specialisation on Wakefields would not have been
a bad thing but for the fact that rubber model flying
once cheap, has now become relatively expensive.
The modem Wakefield uses a 4 oz rubber motor—
at a cost of something like five shillings or more a
motor. And perhaps one motor is good for three
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contest flights. That alone docs not encourage the
younger modellers with limited pocket money to
take up Wakefields. Perhaps cost is one of the main
reasons why glider contest entries arc showing a
marked increase ? Gliders, at least, are relatively
inexpensive to operate.

Yet practically all the advances in rubber model
design have been concerned with Wakefields—
new layouts, return gear systems, feathering pro-
pellers, and so on. Ultra-lightweight design, on the
other hand, became more or less standardised some
four or five years ago and offers very little chance of
“ trying something different.” The F.A.l. model
was rather unfortunate 11 in-between ” class which
used a high proportion of rubber (like the Wakefield)
and had no markedly superior performance. Most
modellers who interested themselves in F.A.l
rubber contests, in fact, soon found that a standard
Wakefield was probably better than a special F.A.I.
job—and one model (a Wakefield) to cover two
types of contests was a far better proposition.

This is still no help to the younger enthusiast who
genuinely cannot afford modern Wakefield flying—
or for the rubber model enthusiast who would like
to try out some of these * modern ” ideas but have
not the time to spend building different layouts for
test. But there was a clue to the answer in a recent
issue of M odf.i. Aircraft. Ron Warring produced
a half scale A-a glider—quicker, easier and cheaper
to build than a full size A-2—to test a certain layout
(in this case a moment arm five times the wing chord
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and a very tiny tailplane area). Surely here is the
answer to the would-be rubber model enthusiast
—scaled down Wakefields, not necessarily half size,
so that he can try out some of these ideas at a fraction
of the cost in time and materials (including rubber)
as compared with building “ full size ” Wakefields.
In fact, we can forget the “ Wakefield " tag entirely,
if we wish, and think of these small rubber powered
models as a type of their own. There is no reason
at all why some should not make excellent contest
machines for *open” or F.A.l. events. Certainly
they will provide invaluable experience to any
modeller wishing to take up rubber contest flying
seriously at some later stage, or any type of flying
model, for that matter. Despite the fact that many
newcomers to the hobby since the war years started
straight in with power model flying, rubber models
still provide the best background knowledge, and
experience, for the handling of all classes of free flight
models. So perhaps if we start cutting costs we
can get back to this happy state of affairs.

Certainly the best rubber model for a beginner is
a simple kit job designed on duration lines. The
bugs will have been ironed out of the design and,
properly built, a consistent, if not high performance,
is more or less guaranteed. This will teach the basic
principles of handling any type of flying model and
some of the peculiarities of rubber models in particu-
lar. Then is the time to try for something more
ambitious.

How about a simple duration model on the lines

*S**lj/

UG

DIAMONO FUSTLAGE

J/12*SO LONGERONS A SPACERS

BUfLDUP

ROLLED PAPER
TUBEHUB

297



MODEL AIRCRAFT

W "e ® /6

JULY 1952

/faX+33*
THXS/jIt §3X 46
JUZ'SQ. LONGERONS AND SPACERS
EzZzI \A ' m 33 ki EQGQg3
of the most favoured modern Wakefield layout ? by the front motor hook and the rear rubber fitting

This is a diamond fuselage with a built-in pylon or
“ cabin” and simple wire skid wundercarriage.
Such a model, built with a normal freewheeling
propeller, will cost very little in time and materials
and lead the way to further experiments. Properly
trimmed it should also be capable of consistent flight
times in excess of two minutes—and that is quite
long enough for most flying fields when there is any
appreciable wind draft.

Plan i gives all the details you require to draw out
and construct such a model. Lines have been sim-
plified for case of scaling up. ,Thc tips of the wing
and tailplanc can be more rounded, for example,
if you wish and other detail modifications incorpor-
ated. Stick to the main layout and proportions as
far as possible, however.

For a second project, how about trying a long
fuselage model ? In Wakefield sizes the length of
the fuselage may be five or six feet, the purpose being
to accommodate a long motor taut beetwen hooks.
We can apply the same principles to a smaller model
and get comparable results. Since such a model also
provides an interesting example of simple design
procedure the layout will I>e described in more detail.

The greatest “ economic” length for the long
fuselage is 3 ft., since this is the standard stock length
of strip wood. Longer strip is, of course, available,
or shorter lengths can be jointed, but 3G in. is a good
upper limit for our projected design. Tentatively
we will assume that i in. of this length will be lost
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will Ik* 4 in. from the extreme rear. That leaves us
a 31 in. motor length for the motor to be taut between
hooks. Fig. L

Here we must guess at the power required. We
will assume that we are going to use an eight strand
motor of i in. strip rubber, and adjust the propeller
diameter accordingly. Such a motor calls for 248 in.
or just under 7 yards of rubber which, when lubri-
cated, will weigh about i£0z. and cost something
like one shilling and sixpence per motor, which is
certainly not prohibitive. Had we built a * full
size "’ long-fuselage Wakefield the motor cost would
be nearer six shillings each !

Now let us find proportions for the rest of the
model. In this type of layout rubber weight should
about equal airframe weight. That means the total
weight of the finished model will be approximately
3 0z. Aswe want this to be a model with * contest”
performance we do not want to exceed the minimum
F.A.l. loading, which is 3.93 oz. per sq. ft. total
area. This means that for a 3 oz. total weight the
minimum total arfa required is no sq. in. Actually,
we can well afford to go a little above this, to allow
for any excess total weight beyond our estimated
3 0z., say up to 120 to 125 sqg. in. total.

To cross check, let us see how this fits in with
the general proportions of a model of this layout.
Span averages about two-thirds of the fuselage
length, say 24 in. An aspect ratio of about 8 : 1 is
desirable which, on such a wing would give a 3 in.
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chord. This is bordering on the realms of ineffi-
ciency, so an increase in chord to 3$ in. would be
beneficial, but the aspect ratio has dropped to 7 : 1.
Boosting the span by 2in. brings us back to an
aspect ratio of 7.4 : 1 and a 91 sqg. in. wing, which
should be about right. (Fig. 2.)

To go with this a tailplane 30 sqg. in. in area will
be about right, so total area arrived at by this
method works out at 121 sq. in. or within the limits
of our original specification. (Fig. 3).

If we position the wing with respect to the centre
of gravity of the rubber motor we should not be far
out, for the motor is the heaviest component of the
completed machine. Of the other components
both the wing and fuselage will approximately
balance about the same point, whilst the propeller
assembly at one end should balance out the tail unit
weight at the other. (Fig. 4.) YVe can design the
wing in a fixed position or makc*provision for fore
and aft adjustment for trimming purposes.

There is scope for interesting experiment with
regard to the wing position on such a layout. Many
successful models of this type have the point of
balance cither on the trailing edge, or still farther aft.
To achieve stability under power the wing position
must then Ix* raised well above the fuselage. Three-
possible alternatives are shown in Fig. 4. With the
wing seated on top of the fuselage, locate the mid
point of the wing behind the centre of gravity.
Raising the wing one third chord distance (125 in.)
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the wing can be located farther forward. With
the wing at an extreme pylon height of 2.5 in,
the trailing edge of the wing can be placed over the
centre ofgravity. These will be good initial positions
for trimming and, of the three, the high pylon
mounting will probably be best.

The remainder of the model then follow-s normal
design and constructional practice. Again this is
summarised in a simple plan—Plan 2—where outline
shapes have been kept as straightforward as possible
for case in scaling. The fuselage need only be a
simple scjuarc box of sufficient cross section to pro-
vide adequate clearance for the rubber motor when
wound. No particular difficulty should be experi-
enced in keeping within the 1£ oz. total airframe
weight originally specified when, after testing with
the propeller size recommended, it may be found
possible to reduce the power of the motor to six
strands only, increasing the motor run and the
overall “ still air” performance.

For the third model in the scries a strcamlincd-
slabsidcr is detailed in Plan 3. This is very similar
to the “ scale ” of the other two models, all being
based on typical Wakefield layouts and the three
models should provide a very interesting comparison,
if flown one against the other. The next step is
then to try the same models out with feathering
propellers, and so on. In fact, there is a considerable
amount of scope with these “ half-pint " size rubber
models.
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HE recent introduction of the B.O.A.C. jetliner
service between London and Johannesburg has

Considerable interest in the “ Comet ” has been shown by
the Royal Family, and here Her Majesty the Queen and

resulted in world-wide public interest in the dc HavillandH.R.H. the Duke of Edinburgh are seen examining the scale

Cornel, and the appearance of a super-detailed 1/12 scale
model of this record-breaking aircraft at the British
Industries Fair drew the crowds to the B.O.A.C. stand,
where it was on display.

The model was built by Westway Models Ltd., of
Shepherds Bush, London, a lirm who specialise in this
type of display model, and our photographs show some
of the constructional methods used in the production of
large numbers of similar Comels in a variety of scales.

Fuselages arc made from Perspex, moulded in two
halves and cemented together. Portions arc masked
before spray-painting, so that the fully detailed interior
can be seen when the masks arc stripped off. The rest of
the model is caned from solid wood, generally lime.

model at the British Industries Fair.

Top: The main deck is built up separately and when
completely fitted with furniture and equipment, is slid into the
fuselage before the nose section is attached.

Above : Hand-carving one of the engine nacelles. The
Perspex fuselage reveals the semi-circular supports ready to
receive the deck when completed.

Above left : An amozing decree of accurate detail is in-
corporated in the interior fitting, particularly on the complex
instrument panels in the crew compartment.

Left : Large numbers of smaller “ Comets ” are also built, for
display by airlines and travel agencies, and here a batch of
| '48-sco/e examples is being sproyed.



r | >HE fuel system is still one of the mitjor problems

JL in today's speed flying. More good models and
engines arc held back by a faulty fuel tank than by
any other one trouble.

The solution of this problem is very complex and
depends more than anything else upon the individual
model, for models of the same design and power
very often will not operate well on the same fuel tank.
The one answer at the moment seems to be a tank
narrow in width with enough height and length to
hold sufficient fuel. In this way it is possible to
control the flow of the fuel to the engine by moving
the tank from side to side in the fuselage. Moving
it inboard richcns the engine, moving it outboard
leans the engine. Trial and error is the only way to
determine the best location.

One other way to assure good carburation is with
the “ pressure fuel ” system. With this system the
engine crankcase pressure is used to force the fuel
from the tank to the engine. About three pounds
of pressure is available here which is enough to
overcome any other force that might be present.
In practice this system has its good points inasmuch
as the fuel consumption is reduced by about 50
per cent, due to almost perfect atomisation of the
fuel as it leaves the carburettor. The engine runs
with the needle almost closet!. Its other advantage
is that you can be sure that the engine will run just
the way you set it on the ground for the entire
flight, thus eliminating the waiting for the engine
to “ conic in.” Its disadvantages arc tliat there
must not be any leaks in the entire system or it will
not work and that you must install a pressure jet
in your engine.

When using this system a tank of the tall thin
variety should be used. All joints must be lapped
and soldered well. The tank pressure inlet should
blast against the inboard side of the tank to prevent
boiling of the fuel and the tank should be mounted
solidly so it does not shift in flight. A vent tube should
be arranged for filling so that it can be plugged
and sealed for flight.

The crankcase pressure jet can be made in any
way desired as long as it docs not leak. The screw
and nut idea is simple and works very well in prac-
tice. No matter what type engine is used, the jet
should be open just as the venturi port is closed.
This allows you to tap the peak pressure of the
engine and yet it closes off sharply enough so that
it will not distract from the engine performance.

The operating procedure that works well with
this set-up is to fill the tank to its brim and then
put all hoses in place. They should be then clamped

to the tubing with soft wire or by some other means.
With the needle shut completely off, the engine
can then be started with a starter by turning it up
in the starter and slowly opening the needle until
it starts. A good hot battery is a necessity here.
Hand starting is by far the best with this system and
the procedure here is to open the valve about one
turn and prime the engine. Then crank it through
until it cleans the prime out. |If it fails to keep
running, repeat the procedure until it does, opening
the valve about £ turn at a time. Once the correct
setting is found it should never vary, if it docs it is a
sign cifa leak somewhere and the trouble should be
found immediately.

Fuel is the one item that the modeller can be
positive about, if he just takes the time to run a few
simple bench tests and determines just how his
engine runs on the various brands or Ins own
concoctions.

As with everything else you must start someplace,
so if you are going to buy the fuel ready made, a
certain brand should be chosen and only this brand
used. The idea is that no matter what fuel you
use, your engine must be tailored to that particular
type and peak performance can only be had with
that fuel unless you alter the set-up of your engine
to accommodate some other type.

There are two things that govern the performance
of your engine with any given fuel ; the glow plug
and your engine’s compression ratio. The glow
plug is easy to play with and the compression ratio
will require machine work, so most modellers use
the glow plug to tailor the engine. There are many
brands of plugs now available and fortunately very
few arc alike. The difference lies in the heat range.
So it is possible to find a very hot plug and also a
very cold plug. For instance, the Ohlsson and
McCoy plugs arc very hot whereas the Arden and
O.K. plugs are on the cold side, in between comes
the Champions and many of the other types making
the wide range.

As with glow plugs the fuels vary a lot too, some
are very hot and others seem cool. As a rule the hot
fuel contains more nitro methane than docs the cool
fuel, although there are other factors which can
control this heat range. Nitro methane is the
power element in the fuel so the more you can use
without undue heating the more power you will
obtain, the other power factor is compression ratio,
here the higher the ratio the more power that can
be expected. The only factors that control the use
of these two items is the detonation of “ pre-
ignition " which creates excessive heat and robs

301



MODEL AIRCRAFT

SMIAHVT

INCHES

the power from the engine. Detonation in our
model engines is the so-called “ cackle * wc hear
when the engine is running, when you hear an engine
“ cackling ” you can rest assured that it is not develop-
ing its full power; another sign of this trouble,
although usually the trouble is not as pronounced,
Is excessive heat sometimes marked by smoke rolling
off the engine after it has slopped. Whatever the
sign, immediate steps should be taken because
“ detonation ” not only robs you of power but it
also can ruin your engine in extreme cases. You
have three possible cures for it, one is to reduce the
compression ratio and this should only be used in
extreme cast's, another is to use a fuel with less nitro
methane in it and the last is to use a colder glow plug.
Reducing the nitro in a prepared fuel can be done by
adding castor oil to it or if it is an extreme case by
adding a 2 : i mixture of castor oil and menthanol
(wood alcohol).

N great many of the modellers have taken this
fuel situation seriously enough so that they have
obtained the help of a local chemist or perhaps
a chemistry teacher. These people understand the
properties of the various chemicals that you arc using
and can be of great help if you desire to mix your
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own fuel. The one thing to remember is to buy
“ chemically pure” ingredients and not the “ com-
mercial ” grades, take care in mixing it by keeping
away from fire, cigarettes, etc., and above all keep
the fuel clean.

A good basic mixture to start with can be compiled
with the following formula, this fuel will run cool
and steady. You can play with it to see what you
can gain by adding and detracting the various

ingredients, however, try to maintain at least a

30 per cent, oil content.
Castor Oil (Baker AA) 30 per cent.
Nitro Methane .. 25

¢ Methanol ... 44 t
Amyl Acetate.............. J »

Flight Technique

One place that wc can pick up miles per hour
without any real work is in our method of flying,
of course, this involves practice but we can make
every flight made, a practice flight to improve our
technique. Above all, every flight should be made
on a pylon even if it is of only temporary nature
for only in this manner arc you going to master the
art of getting around the thing in the easiest manner.
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Take offs, whether hand launched or R.O.G.,
arc very important For if you don’t get successfully
air-borne you cannot complete the flight. At all
times the model should start with the wind blowing
towards the tail of the model so that your run is
down wind, every effort should be made to have the
model air-borne with the model on the down wind
side so that the wind will help hold it out until speed
is built up. You should do your best to hold the
model as low as possible for at least a lap or until
it has built up flying speed, this reduces the “ spin-
ning ” tendencies. The landing is equally important
for a good “ set down ” can save your model from
damage as well as that precious prop you just
reworked ! When you first notice that your engine
is going to stop try to begin leading the model or
whipping if possible, this helps maintain flying
speed and allows you to luivc full control for the
entire landing. The landing should be made
directly into the wind and this is best done by whip-
ping the model until it is on the “ up wind " leg
where you can gradually case off allowing it to
coast down wind, as it goes cross wind keep it as low
as possible and ease the “ up ” to it setting it down
only after it is completely stalled out.

Your method of flying during the actual speed
run can give you or lose you miles with case. = Most
of us have noticed that when you go on the pylon
you lose speed, from 5 to 10 xn.p.h. over what you
can do off the pylon, this is due to your inability
to get around the stick without detracting from the
model’s flight. There arc several things that should
be done to make your pylon flight a better one,
above all, try to get used to flying on it so that you
can be completely relaxed while flying, practice is
the only possible way. If the pylon is a solid one
you can help yourself a lot by placing most of your
weight on your left arm, that is, grip the pylon with
your left hand and place your weight on this arm
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instead of your right. In this way your flying hand
will not have any strain upon it making it difficult
to fly the model, resulting in a much more relaxed
flight. Your foot work can be practised without
actually flying so that they don’t get all tangled up
on you.

One additional way to improve your speed is to
fly as close to the ground as possible. About 3 ft.
altitude would Ix: perfect, in this way you have some
gauge by which you can maintain a perfectly level
flight without any bouncing, this bouncing can really
eat up the speed and it should not be tolerated.
Flying low, so to speak, can be of help in windy
weather as down close to the ground the air is much
less turbulent allowing you to hold the model steadier,
of course, all this will not lie of any help if you fly
the model into the ground so make sure that you
have the technique down pat before attempting it in
competition.

It is very obvious after going through the fore-
going notes that the one item which will add to
your speed more than anything else is fherfection,
perfection in every small detail! 80 many of us
have the tendency to say “ aw shucks, that is good
enough,” however if we arc to fly at record breaking
speeds “ good enough ” just will not do! It only
takes a few minutes longer to do the job right and in
the long run it will be the means by which you can
win orlose. With a great many of us time is a big
factor and we just do not have enough of it to do
every job perfectly, however, in most cases, if we
would just stick to one class or model we would liave
plenty of time to do the job right and thus become a
“ champion ” in that class at least.

Above all else this model flying is a “ sport”
and if we are the winner in competition we should
take it like a “ champion ” and if we are destined
to be the loser we should take it like a “ gentleman ”
and we all will get much more enjoyment out of it.
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The flight forces acting on an aeroplane can be
determined, quite accurately, by wind tunnel measure-
ment, where by blowing a stream of air past a sta-
tionary model, true flight conditions arc simulated.
All sorts of corrections have to be made, however,
The airstream must be * straightened '* after leaving
the fan producing It; the actual shape of the wind
tunnel will modify the results; and, for true compari-
son, the test conditions must be to the same aero-
dynamic scale as that of the aircraft in normal flight
through stationary air.

Many early wind tunnel tests made with models,
including numerous aerofoil tests, at normal model
speeds were not fully corrected and so are of doubtful
value. In fact, as far as accurate data are concerned,
the model builder is not particularly well off. A lot
of data available at“thc right “ aerodynamic scale ” arc
unreliable. Data from tests at “ full size " scale are
not appropriate. Hence the model designer learns
mainly by trial and error methods.

This, in itself, can te a good thing. It means really
getting down to the fundamental principles of flight
and. by purely practical means, making them " work ”
in the sense that a new model design flies satisfactorily.
But it is a great help to know what these main forces
are, otherwise the “ error ” part of trial and error
may assume alarming proportions !

Basically there are four main flight forces, which
pair off, as it were. Lift produced by the wings (and
often a proportion contributed by the tailplane)
balances the total weight of the model. Lift is only
produced by forward motion in a conventional aero-
plane and so a thrust force is necessary to drive the
aircraft forwards. This is balanced out by the drag
resulting from this motion.

Now these forces are not necessarily exactly equal
and opposite to their respective “ pair." The only
one which remains the same relative to the ground
is weight. That always acts vertically downwards.
Lift and drag arc really components of a single force
generated by forward movement of the aircraft which
can vary in strength and inclination with the flight
attitude of the machine. Since they are " worked
out" forces, however, they always have a fixed
direction related to the aeroplane itself. Lift is per-
pendicular to the flight path and drag is parallel with
the flight path. Thus the thrust is only parallel with
its " paired " drag force when the thrust line Is
actually parallel with the flight path of the aeroplane.
If not, then thrust is producing 3n upward or down-
ward force as well—a fact which is made use of in
adjusting the trim of the model.

In horizontal flight, lift exactly balances weight,
both of these forces being in a vertical direction.

Drag is horizontal
(backwards) and bal-
anced out by the thrust.
Any non - horizontal
thrust force is absorbed
In keeping the model
in this flight attitude.
On all conventional air-
craft in a normal flight

attitude the drag force is very much smaller than the
lift force, by about six or eight times, on models.
This means, in other words, that the wings give the
power unit a " mechanical advantage," as it were,
so that it is capable of lifting or supporting a weight
six or eight times the actual pull it can develop.
To remain In this equilibrium attitude the model must
be *In trim" and be stable, which is where the
tailplane plays its part, as described In a previous
article. But. remember, once tho model departs
from its true horizontal flight path the direction
of the lift, drag and thrust forces re-align themselves
with this new flight attitude. The common error is
to regard the flight forces acting on the aeroplane
from the point of view of an observer standing on the
ground and watching the flight. Only the weight force
Is bound to the ground attitude. The flight forces
can only be analysed correctly by imagining the
observer to be moving with the aeroplane.

For Instance, few modellers are content to achieve
straight and level (horizontal) flight with their models.
Under power they want them to climb, and trim
accordingly. As a general rule the faster or steeper
the climb the lower the actual angle of attack of the
wings. If a model flics at a 5 deg. angle of attack in
level flight, for example, It would be difficult to hold
this same flight attitude in a 30-deg. climb and perhaps
impossible in a 60-deg. climb. Applying extra thrust
to fly the model faster and give more lift (for climb)
would result in excessive uncontrollable lift, producing
a loop. Hence, usually, although the angle of climb
may be much steeper, the difference in trim necessary
to achieve this climb means that the wing is operating
at afiner angle of attack. A steady wind does not
modify this, for virtually the model Is flying in an
Imaginary " cube " of still air, which itself Is moving
downwind with the speed of the wind. Once again
you have to move with the model to appreciate the
forces acting on it.

In a glide there is no forward thrust force, but
forward motion is still necessary to produce lift.
What happens here is that the resultant aerodynamic
force exactly balances the weight. The lift component
of this force is now acting upwards and forwards,
the drag force backwards and also upwards. This
drag force is parallel with the flight path assumed by the
gliding model. The lift force is perpendicular to the
flight path. The higher the ratio Lift: Drag, the smaller
the actual gliding angle can be.

If you get confused on any particular point, then
go back to first principles. If you now consider the
model stationary and an air blast directed past it
along the direction of the flight path, then the position
of the flight forces will logically follow. Your
*ground " reference is only necessary to determine
the direction of the weight force.

Some of these basic facts you should master as an
aid to trimming. Then, when you have got home,
work out exactly how the model you have trimmed is
flying. What packing have you added and how has
this affected the original line-up ? The secret of good
performance is to arrange the balance of flight forces
In the most efficient manner.
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John Vaughan of Gresham's School, Holt, Norfolk, and
his Prestwick Pioneer scale model powered by an
Allbon Javelin engine.

E were just wondering how to start off this

month’s 4 Accent on Power,” when the
May Model Aircraft arrived, and, with it, two
interesting and timely letters in the correspondence
columns. | refer to those from the well-known
Northern contest fliers, Vic Dubery and K. F. P.
Rutter.

Vic Dubery’s suggestion and method of setting
an average 0.0.s. time in all duration contests seems
to be the best idea for dealing with the vexed problem
of #timekeeper's eyesight” yet put forward.

One can sec but two main disadvantages at the
present time : (i) Under windy conditions, there is
likely to lie a large number o f#4average maximums ”
which will complicate and lengthen the procedure
for finding the final top placings. (2) Under less
windy conditions, a premium would appear to be
set on getting the model o0.0.s. irrespective of the time
recorded in order to be credited with an official
average maximum. Thus, by taking off all turn.
Hying straight down wind and using a model coloured
for poor visibility, the less expert (and less scrupulous)
might well secure for himself a much higher placing
than that to which he was entitled, thus defeating
the purpose of the scheme.

A method of getting over this latter problem has
been suggested elsewhere ; the idea here being that
all o.o.s. flights falling below the official average
would only be credited at the actual times recorded.
This docs, however, slightly reduce the value of the
original scheme in tliat the timekeeper’'s eyesight
factor is not entirely eliminated ; likewise, that
deteriorating conditions of visibility and/or rising
wind, would also impose unfair penalties—or vice-
versa with improving conditions.

There is, however, one other factor which we must
not ignore and this is that, while a modeller may,
as suggested, succeed in getting his poorly performing
model unfairly credited with an average maximum,
a high-performance model, properly trimmed, can,
under good conditions, stay in sight for a 5 min.
maximum, which, of course, will usually exceed the
average maximum—always assuming that the
5-min. rule still stands. Alternatively, and under
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conditions where visibility for 5-min. is not possible,
a skilful contest flier may elect to dethermalise his
model while still being timed so that it is awarded a
high 4non-o0.0.s.” time, which will not be reduced
by subsequent averaging of results.

Obviously, the implications of the Dubery scheme
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arc not quite so simple as they might at first appear.
It may be necessary to stop up various loopholes.
Nevertheless, the scheme deserves the attention of
all leading free-flight men. The least we can hope
for is that it will set in motion discussion by which a
satisfactory solution can be worked out.

In the second letter, K. F. P. Rutter, also deals
with duration flying, but from a more general aspect.
He suggests that the performance of the modern
contest model has become too high and that we
have to find means of reducing it. He produces
some very sound arguments in favour of reducing
flight times—notably the risks the movement now
entails by encroachment on to land surrounding
airfields and the indiscriminate dropping of smoulder-
ing dcthermaliscr fuses. In all, the suggestions are
bound to strike the hardened contest goer as drastic
and their author is ready for them to be decried,
which is all the more reason why they should be
examined closely.

Our interest was mainly aroused by the comments
on power models. Ken Rutter is, | believe, mainly a
Wakefield man. Perhaps, therefore, he will forgive
some disagreement with his premise regarding power-
duration and his subsequent remarks on curtailing
its flight times.

We readily concur that Wakefields arc the most
highly developed of modern contest types. Further-
more, it is generally agreed that it is more difficult
to reach the top in Wakefield than in any other
type of competitive model flying. The reason, we
feel, for the Wakefield being regarded as more highly
developed, is that rubber model design is relatively
stagnant. It is inherently so by reason of the type
of motive powefcemployed. Even the most ambitious
experimentation and development work produces
but small returns.

The same can I> said for A2. The ahsolute
maximum that can be expected of a Nordic, under
the present specification and contest rules, Is, we
would say, four minutes. This figure, in that elusive
medium, “ still air,” has been claimed, but does
not appear likely to be easily exceeded. Three
minutes would be much nearer the mark for the
average high-placing A2 seen in National contests.

The same reasoning cannot be applied to power-
duration. The average performance put up in
P/D contests can at least be doubled. Possibly the
reason that some power models 4 fall to pieces or
spiral dive after launching ” is that all too few
people of Wakefield calibre take up power-duration.
Were more to do so, perliaps it would be shown how
clearly can skilful designing be repaid in this branch
of the hobby. If unencumbered by rules limiting
performance, a class of P/D model and flier could
be developed which might give rise eventually, to an
international power contest of status equivalent to
the Wakefield.

This brings us to the proposal that power loadings
should be increased from the FIA.I. figure of 7 0z./c.c.
to 10¢ oz./c.c. This, of course, would definitely
have the effect of reducing overall performance,
which is Mr. Rutter’s admitted intention. We do
feel, however, that a much better method of cutting
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flight times down to more manageable levels would
be to reduce engine runs and ignore power-loadings
altogether. Neither the present 7.06 oz./c.c. F.A.l.
power loading, nor the 2$ c.c. maximum capacity
International limit, encourage power model develop-
ment to the maximum.

The 20-scc. engine run is much too long for a
really good *“ unrestricted” type P/D model—
even when built to F.A.l. surface loadings—since
such a model should be capable of doing a 5-min.
maximum every time. Cut the engine run to 10 see.
and one has the reduced flight times automatically
and without penalising clever design or reducing
the spectacle of the real high-performance P/D
model with its impressive rate of climb.

It is, the writer feels, the power-duration model’s
high rate of climb which makes it so interesting.
To reduce rates of climb will only admit lower
standards to competition power work. Our object
should be to maintain high contest standards rather
than reduce them—even if this means that is is harder
to reach the top. The only argument that can be
advanced in favour of higher power loadings is that
they would reduce the P/D mortality rate, particu-
larly in the smaller sizes, which may be good for
public opinion if not for progress.

The suggested surface area of 300 sg. in., combined
with only a ~o-metre line, in A2, would, it is thought,
knock A2 performance down to a mere 100 see. or so.
The proposed 3*-min. maximum rule would thus be
of little comfort to the less fortunate who were
unable to contact thermals, especially as the chances
of contacting thermals at 150 feet altitude arc less
numerous than at 300 feet. A substantial increase
in wing-loading, or a reduction in line length to,
say, 200 ft., should be enough, at the present time,
to contain A2 flight times within the bounds of the
3]-min. maximum suggested.

The effect of the proposed Wakefield rule (200
sq. in. instead of 294! sq. in.) is a little more difficult
to foresee but it would not seem likely that climb
would suffer especially as substantially reduced
structure weight would probably result in about
70 per cent, rubber being carried. The logical
development under such a rule would appear to
be an ultra fast-climbing model designed to reach

George Dovie and John Chinn assemble their 9-ft. R C glider.
The model is finished in silver and metallic blue.
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Steve Fairbrass, designer of E.C.C. equipment, acknowledges
radio reception with a thumbs-up sign to the author’s brother
at the transmitter.

as high an altitude as possible. Once in a rising air
current the higher sinking speed resulting from
reduced areas would be almost nullified although
under conditions of no lift, the effect should be to
reduce flight times to the desired level.

Although we do not find it easy to agree with all
Mr. Rutter’s proposals regarding the actual methods
of reducing optimum flight times, there is no doubt
whatsoever that the problem which motivated his
suggestions and which faces the movement today
is one which demands attention.

Efforts to make modellers fully cognisant of their
responsibilities in regard to the flying over, and
recovery from, private ground, or land under culti-
vation arc now being made. W.ith regard to recovery
of models we can only hope for the good sense and
good manners of modellers concerned. Where these
gualities cannot be counted upon, the S.M.A.E.
should not hesitate to exercise such disciplinary
powers as it possesses in the interests of the competi-
tion movement in general.

As for the fire hazard associated with the fuse
type d/t, this does not seem to be a problem which
the exercise of inventive faculties cannot dispose
of. It should not be difficult to devise a small gauze
cage or tube which would contain the fuse and
prevent any smouldering remnants from causing
damage.

Such measures should at least minimise the
dangers to the hobby to which Mr. Rutter has
rightly drawn attention, pending such revisions to
rules as may be deemed necessary to keep contest
flights within reasonable limits.

R C Glider Duration an Alternative?

Having recently sampled what can be done with
a radio-controlled glider, we are not at all certain
that, at some time in the future, R/C glider contests
may not become popular.

We have in mind a strictly duration contest which
would be conducted within the confines of the air-
field. A towline length of at least the regulation
too metres should be permitted, the idea being
that the glider should get enough altitude to be
reasonably certain of connecting with some lift.
Keeping the model airborne and within the specified
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boundaries would then depend on the sheer ability
of the pilot to make use of lift for soaring—knowing
just how long to let the model drift with a thermal
without making it impossible to beat back against
the wind. The art of this kind of model flying can,
in fact, be closely compared with full-sized sail-
planes.

In order to keep flight times within reasonable
limits—a 10-min. maximum is suggested for a
start—a surface loading rule somewhat above the
present F.A.l. figure would be desirable. A fairly
heavy wing-loading, combined with the use of a
long tow-line would, it is felt, be preferable, from
the competition standpoint, than a light loading
and a short low. Not only would the tow height
increase the chances of getting into the lift regions,
but the higher gliding speed would, of course, render
the model better suited to beating against the wind.

The model which gave us these ideas is the one
illustrated in the photographs, and three-view
drawing. Originally designed as an F.A.l. contest
model in 1949/50 when large gliders were popular,
it was only used in one competition (the glider
event at last year’s King’s Lynn Rally which it won)
before being turned over to George Davie for con-
version to R/C.

Apart from the fitting of the radio, the fuselage was
strengthened up with extra cross-members and was
shceted-in  where the various R/C components
were fitted and suitable hatches and doors made for
access to these components. The 12-0z. lead ballast
box was scrapped and a battery compartment built
into the next bay. The entire model, previously
covered with Silkspan and finished in vyellow
“ Aerolac,” was re-covcred in Jap silk and sprayed
metallic blue apd silver. The auto-rudder system
was scrapped but the rudder itself, fitted to the under-
fill, was retained as a means of adjusting directional
trim. A full-length rudder was then fitted to the
fin, operated through the usual crank type linkage
from a standard rubber-driven excapement.

The various alterations, plus the radio gear
(K.D. MKk. 1 3-valve receiver) added nearly 2J Ib.,
but with part of this (a Vidor combined H.T. and
L.T. radio battery and a 41 V actuator battery)
substituting for the lead nose ballast, all-up weight
was increased by only 27 oz. over the 60 oz. in original
contest trim. This has brought the wing-loading
up tojust under 10 oz. per sq. ft.

Naturally, with the wing-loading increased by
some 45 per cent., the sinking speed has gone up
quite a bit. the glide being much faster, but this is
no disadvantage, and, in fact, allows the model
to be flown in winds which ground most powered
models. To compensate the greater sinking speed,
nearly three times the normal F.A.l. towlinc length
is used. For this, a German-made nylon fishing line
was chosen which, although expensive {19s. fid. per
150 ft. roll), is amazingly light and strong. The
model has not the slightest difficulty in lifting the
900 feet used and the length could probably be
increased to 1,500 feel if necessary. A fairly vigorous
tow is necessary to get the model into its climb in
calm weather, but tow-line stability is quite good
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and it is now planned to tow up the model from the
back of a shooting-brake when weather conditions
impose too much strain on the energies of the “ tow-
man.” This system lias, in fact, already been tried
out with complete success.

Once olF the line, the model has the steady,
graceful flight typical of large gliders and, with the
addition of R/C, it lias a fascination all of its own.
Naturally, the smoothest type of flying is obtained
in calm weather and, under these conditions.. 180 deg.
turns can be made with a continuous signal with
complete safety and without stalling when straighten-
ing out. Continuous figure-eights, in fact, can be
made simply by alternate applications of left and
right rudder.

For thermal soaring, we tried the effect of gliding
up wind until lift was encountered. The model
was then put into a turn and drilled back with the
thermal to gain altitude, then taken out and headed
up wind again in search of more lift.

During an early attempt at learning this technique,
the rudder stuck over after about five minutes’
flying and wc had to watch the model spiral down
from five or six hundred feet. Unlike a normal
powered R/C model, however, the turn did not
degenerate into a spin. The model bounced noisily
on striking terra firma but was quite unharmed.

For sheer simplicity of control anti least risk of
damage in the event of errors or loss of control,
this type of model would bo hard to beat. Such a
model cannot be acrobatic, of course, but can,
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nevertheless, provide endless fun—and, of course,
one does not so much mind everybody **having a
bash at the button.” Glider enthusiasts, on seeing
the model in action are apt to remark, sagely,
“ That’s got all your power licatcn . . and it must
be admitted that the silent and effortless manoeuvring
of a good R'C glider certainly has considerable
appeal.

“ Anglian ”—Successful Aa Design

Having managed to work a glider into these
essentially “ power ” notes under the guise of R/C,
we might as well go the whole hog and include an
A2. The second three-view and photograph shows
Anglian, a Nordic designed last year, which has
proved to be quite a reliable layout.

The model was actually built in the three weeks
between the second and third of three Area Meetings
attended last year and subsequently placed second
to P. S. Jacobs’s championship Comet A2. It was
not flown in any other competitions (apart from
winning the annual club glider contest) with the
exception of the British Championships, when it
succeeded in losing itself after two minutes in poor
mid-afternoon visibility, the yellow fuselage showing
up badly.

Originally, a straight dihedral of only 6 degrees
was tried but this proved inadequate and the tip
panels were therefore raised.

This completely cured the towing trouble and the
model showed good line stability with a perfectly
straight tow right up overhead.

The set-up includes both wing and tailplanc at
relatively coarse rigging-angles, the idea being that a
minimum fuselage frontal area is presented at all
times. The fuselage itself is of a fine triangular
eross-scction. The auto-rudder is actuated via an
internal 0.010 in. steel wire and a simple pin-rcleasc
behind the tow-hook.

Watching this, and other models, come over the
recovery area at Digby during the British Champion-
ships, seemed to indicate that the design is at least
up to average As standards. For 1952, slightly
revised distribution of wing and tail areas was
planned but the opportunity to build a new model
lias not arisen and no comparative information can
therefore be offered.

The slim lines of the “ Anglian ” A-2 glider are well shown
in this photograph of the model and its designer.
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ITH the announcement of the E.D. .46,

Electronic Developments (Surrey) Ltd., be-
came the fourth manufacturer to enter the new
Ac.c. field, followingv\llbon, Elfin and Frog.

The .46 is actually the smallest capacity of the
four—and, for that matter, of any British engine
now in production.

Unlike the majority of modern marques, E.D.
engines reveal but few family likenesses between the
various models of their range. Apart from the earlier
MKk. 11, Competition-Special and Mk. IIl models
(among which a close resemblance could be detected)
each successive E.D. engine has shown quite marked
departures, not only in design, but in construction
also, from its immediate predecessor. Thus, the
E.D. “ Bee,” introduced four years ago, was a
completely new design, differing in every respect
from the three previous E.D.s. The 3.46 model
which followed it, although another disc-valve
engine, was of entirely different structural design,
while the 2.46 again showed marked departures
in structural design and also in adopting the 360-
degree exhaust and transfer system.

The new .46, once again, shows little resemblance
externally to previous E.D. designs. It is the first

radial-port, shaft-
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bolts. It also features an unusual method ofsecuring
the cylinder to the crankcase, in which the one-piece
outer cylinder-barrel and head holds down a flanged
liner by screwing direct over the crankcase. Eight
ports arc drilled around the circumference of the
barrel to allow exhaust gases to escape. Only the
liner is identifiable as being an E.D. feature. This
is of the pattern employed in the 2.46, which was
originally used in E.D. designer Basil Miles's 5 c.c.
model descrilx*d in “ Accent on Power,” in Model
Aircraft, May, 1951. Briefly, it allows the use of
an annular exhaust and transfer port and a completely
uninterrupted 360-degree transfer passage in the
manner first seen on the Yulon engines of 1949/30.

A practical feature of the new .46 is the inclined
needle-valve assembly. This is fitted at an angle so
that the needle stem is swept backwards and up-
wards, away from the airscrew.

The engine includes a fuel tank ofgreen translucent
plastic and may he regarded as offering good value
at its current price of 55s., inclusive of purchase
tax.

Specification
Type : Single cylinder,

air-cooled, two-cyclc,
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compression-ignition, Annular exhaust and transfer
porting. Shaft-type rotary-valve induction through
hollow crankshaft. Conical piston crown.

Swept volume : 0.471 c.c. (0.0287 eu. in.).

Bore : 0.3123 in. Stroke : 0.3750 in.
Stroke/bore ratio : 1.20 : L
Compression-ratio : Variable.
Weight : 1.4 oz. (including

tank).
General structural data : Die-

cast aluminium alloy crankcase
with integral main bearing and
intake. Detachable rear cover
threaded into crankcase. Mach-
ined aluminium alloy finned
barrel-head. Steel cylinder-liner.
Conical crown piston with fully
floating gudgeon-pin. Steel con-
necting-rod. Plain bearings
throughout. Prop, driver fitted on
taper.  Spray-bar type needle-
valve. Beam mounting lugs.

Test Engine Data
Total time logged : 1 hour.
Fuel used : Mercury No. 8
(castor base).

Performance

As a preliminary to the lest
procedure proper, the .46 was
carefully run-in for one hour, as
noted above, in a series of short
runs. The modern small diesel is
not a type which requires to Ix run-
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in at very low revs and speeds were, therefore, kept
at between 6,000 and 8,000 r.p.m. during this time.

To start the .46, the usual choking is necessary and
priming the combustion-chamber is also recom-
mended. This latter operation is somewhat ham-
pered by the design of the exhaust outlets and, in
order to avoid a possible excess of raw fuel being
introduced, the normal procedure of priming direct
through the exhaust ports was not adopted. Instead,
the engine was inverted after choking for four or
five flicks, then, holding a finger over the tank filler
hole, the prop was rotated two or three times to
introduce fuel from the crankcase into the cylinder.
On turning the engine upright again, a start was
usually obtained within a few flicks.

It has to be admitted that the .46 was not among
the easiest starting engines we have tested, although,
as we only had the opportunity of trying out one
example, this characteristic may not be common to
all production model .46's. YVc do not imply,
by this, that the .46 was difficult to start ; rather
that it would not admit of the degree of “ clueless-
ness ” which one might reasonably expect a raw*
beginner to bestow upon it. Therefore, if only on
the strength of our test findings, we would hesitate
to recommend it as a first engine for a newcomer
to the hobby.

The performance claimed by the makers of the
.46, is .04 b.h.p. at 12,000 r.p.m. YVe were able to
confirm the output figure, although this was not
realised until the engine had reached 14,000 r.p.m.
The peak r.p.m. of the .46 was, in fact, among the
highest recorded for a diesel. Maximum torque
was obtained between 8,000 and 12,000 r.p.m.,

(Continued on page 326)

E.D. -46

47cc. DIESEL
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HIS model is the outcome of a desire to build

more “ eye-appeal ” in a team racer, and in
doing so to boost the spectator interest demanded
by this sphere of model Hying.

That this has been achieved without loss of per-
formance has been borne out by the fact that
Greenfly placed third in the Davies Trophy finals
last year.

The construction is unusual in that the fuselage
is built up on the sandwich principle from four
layers of \in. sheet balsa. This enables us to save
wood by fretsawing out each lamination separately
to a minimum size, while the glue seams will give a
stronger result than by carving from the solid. The
writer strongly recommends that a glue of the
“ Ccrtofix ” type be used throughout, as cement is
less able to stand up to vibration over long periods.

Fuselage

This is built in three main parts : l—Lower
main section with engine bearers and lower cowling.
2—Upper rear section and fin. 3—Front upper
section including cockpit cover, completely remov-
able for access. Trace the fuselage parts on to
Itin. medium balsa, remembering when sawing
out to cut away the inside of the cowling as shown.
At this stage the wing slots and exhaust vents may
also be cut out. Glue the engine bearers in position
on the outer sections, after fitting the engine bolts,
the heads of which should be soldered to tin plates
to prevent twisting. Now glue the laminations
together, merely spot-gluing the centre scam, so
that after shaping the outside, the fuselage can be
separated and the inside finally shaped. The other
fuselage parts are made similarly, but not assembled
until control gear, crossbraces and undercarriage
are fitted.

The undercarriage wire should be partly formed
as shown into a U-shape, and bolted to its ply
bulkhead with tin straps. The bulkhead is then
glued into place, threading the U/G legs through
holes in the fuselage. Final bending to shape should
be done when the glue has thoroughly hardened.

uU'ings

Glue together two jj in. medium balsa sheets edge-
to-edge, and weight down on a flat surface until
dry, then cut to outline shape. After carving to the
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section shown, cut out the control-plate recess and
glue in the ply pivot-bolt mount.

On the underside of the port wing, carefully cut
the Icadout channels, then assemble the control-
plate unit and attach the “ Laystratc ” lcadout wires.
After laying these in the channels and threading
them through the celluloid tubes in the tip, cover
in the channels with strip balsa and sand smooth.
Use cement in this one instance to prevent the wires
binding. Finally recess a suitable lead counter-
balance weight into the starboard tip, cover in with
sheet and sand flush. The wing is now ready' to be
glued into position in the fuselage.

Tailplane

Here again the construction is unusual. Cut
out two tailplancs and elevators and glue together,
sandwiching a layer of silk or nylon in between.
This forms an efficient hinge without external tapes
and also greatly increases the strength of this often
abused component. Fit the control horn, connect
the push-rod to the control-plate and glue the tail-
plane in position with everything at neutral.

Fit in position the \ in. square fuselage cross-
bracers and the cockpit rear bulkhead. The upper
rear half of the fuselage with the fin can now be
fitted over the tailplanc and glued firmly down on to
the lower half. After making sure that the remov-
able front cowling clears the internal gear, fit a
cycle spoke and nipple as shown to hold it in place.
The ply bulkhead in front of the tank will key it
In position.

A suitable commercial bubble canopy may be
adapted to fit and cemented on, leaving the junction
with the rear lairing unstuck.

Liberally dope as much of the interior of the model
as possible and sand well before covering the entire
airframe with rag tissue, doped on. Apply three
coats of coloured dope, preferably sprayed, rubbing
down between coals. Finally apply a coat of fuel
proofer.

A non-return valve in the fuel pipe was fitted to
the original model and made for easy starting with
motors where the fuel tended to run back to the tank
after choking.

Best flying results were obtained with a 9 X 8
Truflo prop, and 45-60 laps per tank were achieved
at 75-80 m.p.h. with the Amco 3.5.
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Adrian Bryant flew
this Elfin  2.49
powered Mallard
in the Astral de-
centralised  FjF
contest ot Fairlop.

+ CONTROL t1ine flying is now such an accepted
part of the general aeromodelling scene, that it
seems hard to believe that “ wing on a string”
designs were still very much of a novelty some five
or six years ago. Although Jim Walker introduced
U-Control to modellers on the other side of the
Atlantic as far back as 1939, we in Britain were slow
to take an interest in this fascinating branch of
power flying. A good share of the credit for rolling
out the lines in the London area must be given to
Ron Moulton, who gave many demonstrations at
model meetings during the 1947 season. After seeing
his Ohlsson 60 (ignition, of course!) powered
Voetsaak in action, we soon built up a simple all-
sheet trainer for the Mills 1.3—which Ron showed
us how to get off the ground and back again
in one piece. Quite a number of now well-known
fliers had their first taste of C/L flying with this
same model, which was later produced in kit form
as the Phantom.

Tracing the development of “ tethered flying,”
wc find that two Frenchmen —the Godfroy brothers—
were experimenting with round-the-polc petrol
engined models even before the first world war.
From Jim Walker we learn that he started building
rubber powered r.t.p. models in the late 'twenties—
for demonstration purposes in large American
department stores. These models were tethered to a
small ring which encircled an eight foot high metal
rod so that realistic take off and climbing circles
could be made. When the ring reached the top
of the rod, the models cruised at this height until
the power ran out. It was found tliat the rate of
climb could be controlled by varying the wing
attachment point. As a change from normal r.t.p.

The Deputy Mayor of Cambridge—Aid. A. C. Taylor—ad-
miring Peter Firman's winning A-2 glider entry at the recent
exhibition at the Central Cinema, Cambridge.

314

flying, this method is worthy of consideration for
present-day club exhibitions.

When tlic famous Brown Junior engine reached
the American hobby shops in 1933, Walker became
convinced that there was a great future for tethered
models which could be made to climb and dive by
means of controllable elevators. Over a period
of several years, he developed and tested many
control systems—using from one to as many as
five lines. Even when the final U-Control system had
been perfected, it took many months of flying
demonstrations to sell the idea to the aerom<xlelling
public.

At the same time as Jim Walker was developing
U-Control, Victor Stanzcl—another American
manufacturer was experimenting with G-Line con-
trolled models. In this case, control was achieved
by means of a single line, which was attached to
the end of a long rod. Although movable elevators
were not featured, shallow climbs and dives could
be carried out by pointing the rod up or down.
In practice, G-Line proved to be rather sluggish
and interest in this system rapidly took a back seat
when Walker brought out his famous Fireball in
late 1939—a model which even by present day
standards is still a very sound design, both struc-
turally and aerodynamically. Current Fireball
kits include details for mounting glow-plug power
plants together with information on converting the
model for stunt flying.

The bulk of American C/L kit designs so far
produced have featured the U-Control system—
under licence from inventor Jim Walker. An alter-
native method of elevator control was developed by

Victor Stanzcl—which consisted of an ingenious
arrangement of “ rollers” and * pulley's ”—being
marketed under the name of Roller Control. Although

guite efficient in operation, this system was more
complicated to install than the simple U-Control
bcllicrank and consequently never caught on to any
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Alan Setchfield (Willesdcn) and Elfin 2.49 design (Astral).

great extent. A more recent development by this
same manufacturer Is Mono-Line, a one-line system
which has the advantage that the line can go quite
slack without any loss of control. Elevator move-
ment is obtained by twisting the single line by means
of a special actuator handle. Some American speed
fans arc showing interest in Mono-line as its use
enables a substantial reduction in drag to be made.

Probably the simplest method of elevator control
ever devised, is that designed for Eagle kits some
years ago, by Walt Sclirodcr. In this case the flight
lines were connected directly to upper and lower
elevator horns—via two 90 deg. curved tubes set
in the wing. Spring steel elevator hinges were fitted
so that the control surfaces automatically returned
to neutral in the event of line slackness. This system
(Flight Controller) had two main disadvantages
over-sensitive control and the tendency of the lines
to bind in the tubes with fast or heavy models.

The late I"Mouis Garami branched off with an
entirely different system, which featured wing Haps
instead of elevators. A bcllcrank was attached to
the wing (near the tip) and linked up to the Haps,
which were depressed to make the model climb,
and raised for diving. Known as Flop Control, this
method was used on only two kit designs which
have long since been discontinued. Like Flight
Controller, it never became very popular and it Is
significant that in Britain—where no patent rights
for U-Control are held—every' C/L kit so far pro-
duced has featured Jim Walker's well proved system.
At present, something like forty different kits of this
type are available here—which shows that G I.
still commands a strong following in spite of substan-
tial desertions back to the free-flight ranks.

+ Adrian bryant, that globe trotting modeller
from “ down under” should be off to Iceland by
the time these words appear in print. Remember
last year we mentioned that Adrian was determined
to get to Finland for the Wakefield Trials by hook
or by crook ? Well, as you may have heard, he
made it all right and stayed out there for five months.
While getting in a little full-size gliding he became
friendly with some sailplane enthusiasts from
Reykjavik, who asked him to pay them a visit in
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*52 with a view to giving acromodclling instruction
and generally running a modelling centre there.

On returning from Finland, Adrian worked for
several months at Alcrcury’s, but when we spoke
to him at Fairlop one Sunday in April, he said that
the wanderlust bug was biting again—hence his
decision to take up that Iceland invitation and set
out for Reykjavik. Some pioneering spirit, eh?
Not even Frank Zaic ever got as far afield as Iceland
in all his pre-war travels in search of Year Book
material. How docs one manage to get around the
world like this and still manage to cat ? It's not so
difficult, according to Adrian—who has given lec-
tures, sold pints of his blood and frequently washed
dishes in order to get together the nccessarv travelling
expenses.

« more AND more Clubs are discovering that one
of the best ways of increasing membership and
generally “ selling model aviation ” to the public,
is to put on an exhibition in the foyer of one of the
local cinemas. Peter Hosklson, P.R.O. of the
Cambridge M.A.C., sends in details of a very suc-
cessful show of this type that his club arranged with
the co-operation of the management of the Central

Pete Brown (St. Albans) and his 46 in. Wakefield (Weston).

Keith Stanley and his Hassard 60-powered 80 in. FjF (Astral).
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Cinema, Cambridge (April 16th-26th)~ on ihc
occasion of the showing of the film “ Landfall.”

The opening ceremony was performed by the
deputy Mayor of Cambridge, Alderman A. C.
Taylor, who is also the vice-president of the club.
Mr. J. A. Moscby, manager of the cinema, had
generously donated a trophy for the best model on
show and the entries were judged by Wing Com-
mander Barthropp, D.F.C. (R.A.F., Waterbcach),
F/Lt. Buddin and Mr. Plunknett, manager of one
of the local model shops. The public were invited
to participate in a “ spot the aircraft ” contest and
the two prize winners qualified for free air trips.

The trophy for the best model went to Peter
Firman, who entered a beautifully built original
design A-2 sailplane of62 in. span. In all, something
like 70 models were on display and we are told that
the judges were very impressed by the high standard
of model building in the club.

* when it comes to new power trends, America
usually leads the way and other countries follow-—
witness “ pylons,” C/L, payload and R/C to name
just a few. So our morale went up appreciably the
Other day, when wc noted that the winners in two
recent Air Trails design contests, both used basic
layouts that originated in this country. The first
was a boxlike version of the Powavan—that unusual
pylon model with the high-set powerplant, by
J. R. Vanderbeek and the other was a helicopter
of the Waltzing Matilda type—the design by A.
Hodgson that appeared in the November, 1951,
Model Aircraft.

. PLENTY OF “ new look ” Wakefields were entered
in the first eliminations (Weston) at Fairlop, on
April 20th, but Bob Copland was once again Hying
his usual streamliner—in spite of rumours earlier
this year that he would be using a slabsider this
time. Nice model this (same one as last year)—
has“a V.P. prop, weighs 8A oz. and climbs up in a
fast spiral—like nobody’s business. Watching Bob’s

THE LITTLE BLACK BOX
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P. T. Capon preparing his Wakefield for flight (Weston).

smooth, unhurried getaway and spot-on trim adjust-
ment, made us realise afresh that he will always be
one of the first names you think of when the talk
turns to Wakefield flying.

In Brief

The February bsue of M.A.N. contained accurate
three views of the famous old 1928 Curtis Robin—
a perfect subject for a 0.5 c.c. flying scale if ever
there was one. Fuselage is slabsided, wings constant
chord and the only tricky items are the struts. A
one inch to the foot model would work out perfectly
at 41 in. and gives a wing area of 265 sq. in.

We glued back the missing chunks in our “ man-
hole size ” Hying saucer (Jetex 350) and once again
created alarm and despondency at Fairlop amongst
the avid readers of the Sunday papers. Appro-
priately, this model hits now been dubbed * La
Ronde.” One of these days wc hope to find out
why it flics so well-—there mast be a reason some-
where ! . We sincerely hope that Dean Inge
wasn’t wagging an accusing finger at aeromodellers
who *“ design their own” when he said that
“ Originality is undetected plagiarism i”

By Harry Stil
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A Painful Twist

Challenged to find a twist to the subject of a new elec-
tronic gadget for counting the turns being applied to a
rubber motor | ran only feebly reply by pointing out that
mechanical aids for this purpose are now wholly super-
fluous. Rubber motors have now assumed such gar-
gantuan proportions that it is no longer necessary to
record the turns numerically ; the system now in vogue
is that of “ progressive paralysis.” = This originates in
the rié;ht wrist to indicate quarter turns, benumbs the
shoulder blade at half turns, and arrests any further
motion of the body at three-quarter turns. Any superman
venturing beyond this point will immediately be aware
when he has reached full turns by the only purely scien-
tific means of determining this critical stage ; the snapping
of the rubber motor.

Invisible Assets

In describing a new system of timekeeping a writer to
thisjournal states that “ every person is credited with the
average eyesight and the average visibility.”

Well, I can’'t say that 1 too much object to being
credited with the average eyesight. We, in our time-
keeping capacities, never do quite come up to that eagle-
eyed standard which the competitor invariably expects.

“ Stinker's never been the same since his old man cams
back from Persia ! ”

And, be we longsighted or nearsighted, we must all at
times suffer his sarcastic comments on our feeble visions.
This we accept, although they do come it a bit much
now and again, especially when, upon meeting you in
the street a few days after the contest, they solicitously
otter to escort you across the road.
But as far as the average visibility is concerned, that's
uite another matter. In all conscience | cannot feel
that |1 am entitled to anything less than full visual solidity.
There are certain gifts and secrets which arc too rare and
precious to share, and one of these is the ability of render-
ing oneself completely invisible when there’'s a job of
timing to be done. "By what strange alchemy certain
types are able to effect a sudden and complete disembodi-
ment at such critical times | am at a loss to know, but |
think it would I>c grossly unfair not to allow them the full
value of their magical powers.

Official-ease

In the bad, old dgys of ease and simplicity, before we
became overwhelmed by the complexities of modem life,
the whole of the model club’s responsibilities would be
borne with a cheerful nonchalance by the club’s one and
only official : the club secretary. In these bureaucratic
days, however, he is flanked on every side by an impres-
sive array of dignified officials who, in the very nature of
modem officialdom, in no wise relieve the secretary of
his many responsibilities. Rather arc they the very
reason why he can no longer bear them with that same
cheerful nonchalance.

The said officials, brieﬂg described, are :

The Club Treasurer.—The bloke who grudgingly collects
the subscriptions when the secretary’s away, and who
knows enough of the club’s finances to be amazed at the
secretary’s skill in_handling them.

The Competition Secretary.—The bloke who botches up
the comp, entry form, and who is always thankful to
learn that the secretary has filled in and sent off the spare
copy.

P.R.O.—The bloke who forgets to send in the club report
when the secretary is too busy to do it himself.

The Committee—Ideally this should be broad-based ;
representing the club at all levels of age and interest.
Most often itis broad-based through sitting about and
watching the secretary- do the work. .

In the average club this formidable collection of
officials invariably leaves one rather disgruntled member
without any title to hang his hat upon. Fortunately,
club secretaries arc not without imagination. If the
member is of the young and skittish variety he can be
given the role of Assistant Comp. Secretary or, perhaps,
Joint P.R.O. If, on the other hand, he is of a more aged
and dignified genre there is always the quite honorary'
capacity of chairman to fall back upon.

Corny Corner

At this time of the year there always crops up the usual
crop of warnings al>out crops, and the farmers arc busily-
engaged in chasing this year’'s crop bashers ofT their
crops with hunting crops.

r:jy the average acroinod should have such scant

regard for the produce of his native soil 1 don’t know,
but his particular aversion to com does, perhaps, explain
all those unpleasant remarks | get about this column.
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Prototypes
Worth

Modelling

Number 23
THE FAIREY TIPSY JUNIOR
By f. Il. Maycork

The pictures clearly show the simple lines
of this attractive little aircraft.

MMHE Tipsy Junior should be an excellent choice
JL for a flying scale model. Practically no modi-
fication of the original would be necessary to ensure
a good flying performance. It issimple to construct,
rugged in design and all main essentials are acces-
sible ;  moreover, the lines are pleasing. The
Junior is of all wood construction, built by Avions
Fairey, Gosselies, Belgium, to the designs of Mr.
O. Pi. Tips, whose name needs no introduction as a
successful light aeroplane designer.

The basic fuselage structure follows precisely the
same pattern as the average slab-sided model with
longerons and spacers. Semi-circular formers set
across the basic structure, carry stringers which in
turn support the fabric covering.

In plan the mainplanes have a slight forward taper
on the trailing edge, and are built around a substan-
tial front spar, with which the plywood leading edge
to the wing forms a rigid torsion box. There is also
a subsidiary rear spar. All ribs are ofconstant section.
The tailplane and vertical surfaces follow closely
the mainplane in construction but with a single spar.
The tailplane has two small struts.

The landing chassis is fixed and has a generous
track (nearly six feet) with the legs fixed direct to the
front spar. The upper portions are ofcircular section
steel tubes housing a coil spring, while the lower
portions carrying the wheels are of square section
tube contrived to slide inside the circular tubes.
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The spaces between the two sections arc packed with
Fcrodo segments, thus on landing the coil springs
take the shock and the Fcrodo segments damp the
recoil. A very ingenious wheel brake is fitted con-
sisting of a disc with a vee rim. The operating cable
is threaded through a series of Fcrodo cubes which
lie in the vee edge-on. When the cable is contracted
the cubes bite into the vcc. Each wheel can be braked
independently from a central operating lever in the
cockpit.

Besides the usual control column there is a petrol
tap and choke of motor cycle type, throttle lever and
ignition switches. The instruments comprise a
P.4 compass on the floor between the wing spars,
with A.S.l1., altimeter, r.p.m. indicator, oil and fuel
gauges on the dash. The engine is a Walter
(W.M. u-62 h.p.) driving a wooden or metal two-
blade airscrew.

The colour scheme of OO-TIT was primrose yellow
with aluminium doped rudder, elevators and the
portions of the mainplanes (excluding the fairings)
aft of the main spar. Letters and speed streak were
deep blue.

Main dimensions. Span 23 ft. 1 in., length
18 ft. 9 in., tailplane span 7 ft. 9% in., track's'/t. 10 in.,
wheel size 400 x too, tailwhccl 6 in.

Performance with 60 h.p. engine : Max. speed
108 m.p.h., cruising 88 m.p.h., range 300 miles, take-
off run 80 yd., landing run 100 yd.
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rT~'HE C/L model, primarily responsible for the
L interest shown in model aircraft engine
performance during the past few years, has lately
conceded some of its popularity to free-flight types,
which it had previously threatened, and to R/C.
The C/L decline has brought with it a general level-
ling offin the rate ofengine development. Neverthe-
less, that the average power enthusiast is still keenly
interested in engines, is evidenced by undiminished
support for the M oder Aircrafrt “ Engine Tests”
now well into their fourth year of publication.
It is interesting to note that, during the whole of
this time, on no occasion lias any of the results been
disputed. Neither manufacturer, nor user, have,
apparently, found cause for complaint or disagree-
ment with any of the performance figures given,
or with the comment on the engines concerned.
We mention this, not merely to give ourselves a
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Part I. Performance Variation

pat on the hark. (When dealing with acromodellers
such complacency is decidedly unwise!) Rather,
we use it to introduce the question : “ How accurate
arc the *Engine Tests'” ?

Every serious model enthusiast has probably
asked himself this question, if only when he has
noticed that performance figures recorded for a
certain engine have varied somewhat from those
quoted by another source.

The answer might be summed up in the words
“ As accurate as the engine allows .”

It is an unfortunate but undeniable fact that
performance varies, sometimes seriously, from one
production example to another. This is especially
noticeable in the really small capacities, but is true
of all types of i.c. engines.

As an example of this, Fig. i shows typical power
curves for six production car engines of a powerful
type. It will be noted that the power varies from
less than 135 b.h.p. at 3,500 r.p.m. to over 160 b.h.p.
at 3,800 r.p.m. Variation contained within the
structure of the engines themselves, could be ac-
counted for in slight differences in machining and
other manufacturing tolerances, affecting valve and
ignition timing, gas flow and cooling and mechanical
losses, and to normal running adjustments.

With model engines of the normal two-stroke
cycle type, we do not have to concern ourselves
with the many parts which, in full scale four-cycle
engines, contribute to the total number of possible
sources of performance variation, but, for the most
part, the remaining factors, which we have to con-
sider, assume much greater importance due to the
infinitely smaller margins of error which can be
tolerated in such small sizes.

Thus wc find that model engines, in general,
vary in performance, between otherwise identical
production units, to a much greater extent than their
full-scale counterparts. Hence the 68 per cent,
greater power shown by the best example over the
poorest for a small batch of diesels tested, as com-
pared with less than 20 per cent, for a full size design,
as shown in Fig. 1.

Add to this the effects of varying atmospheric
conditions, of different fuels and of *lie cumulative
slight differences which arc inseparable from the
process of testing and the final graphical expression,
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anti it is hardly surprising that the chances of two
independently conducted tests showing identical
performance graphs, are ahout as remote as the
possibility of two models, launched from the same
spot, recording identical times and landing one on
top of the other.

With regard to the actual process by which a
performance graph is eventually arrived at, it is
important to get this in the right perspective. Heenan-
Froude operators might accuse us of splitting hairs,
but it is none the less true to say that virtually no
performance curve is precisely accurate.

Consider the method of determining a b.h.p.
curve. The engine is coupled to a dynamometer.
Torque and speed readings arc taken at various
loads and, as nearly as possible, simultaneously.
The torque and speed figures, themselves precise
as far as the calibration of the instruments will
allow, are multiplied together with a constant to
provide the b.h.p. figures at various r.p.m. These
b.h.p. values arc then plotted on a graph against
speed. A curve drawn exactly through these points
will, in all probability, assume a slightly erratic
course and we are therefore obliged to “ smooth *
the curve to a shape more likely to fit in with the
known characteristics of the engine.

Tliis is precisely what happens with full size
engines and. provided that a sufficient number of
readings are taken, such slight inaccuracies as might
be entailed in the process are unimportant.

The significant fact to be appreciated from all
this is that, from the standpoint of model engine
tests, no useful purpose is served by giving a b.h.p.
figure running to an impressive number of digits of
impossible accuracy, such as “ 0.1809 b.h.p. at
10.065 r.p.m.” B.h.p. figures to two decimal places
are. for the most part, adequate for the medium
and larger capacity engines, while three decimals
will cover smaller engines down to the £ c.c. sizes.
Similarly, in dealing with peak r.p.m., which now,
almost exclusively, run to five figures, correction to
the nearest 100 r.p.m. is obviously indicated.

The type of equipment used for the “ M.A.”
tests has been described in earlier articles, but,
for the benefit of readers who may have missed these,
it may be briefly restated that the dynamometer
employed is of the simple torque-reaction cradle
type, which has proved the most suitable for use
with small engines of the type and size commonly
employed for model aircraft. It is, however, suitably
adapted to give direct torque readings without
recourse to the more usual beam and weights
method of balancing torque, and, at the same time,
to damp out cyclic fluctuations. However, three
separate scales are used, to suit small, medium and
large engines, so that, by changing the counter-
weights, readings arc, in effect, geared up and scales
remain sufficiently open to facilitate reasonably
accurate readings even with the smallest engines.
The wide capacity range of model engines makes
this essential and, in fact, the present limits of ap-
proximately i c.c. to 10 c.c. may be regarded as the
maximum range over which, in the interests of
accuracy, a single piece of apparatus may be used.
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Returning now to the question of performance
and of the variables affecting this. Broadly, we
can divide these into four groups : atmospheric,
fuel, ignition and mechanical.

As befits an essentially air-burning engine, the
power of an i.c. engine is dependent on the amount
(weight) of air (oxygen) consumed in a given time.
Since atmospheric conditions vary seasonably and
between different locations and altitudes, it follows,
also, that i.c. engine power outputs will vary corres-
pondingly.

Firstly, the weight of air inducted will depend on
air temperature and barometric pressure. Charles’
Law states that, in a dry gas, whatever the pressure
may be, and such pressure remaining constant, the
volume is increased at a constant rate per degree
increment of temperature (coefficient of expansion
0.003665 per deg. C.). Thus, conversely, air density,
or weight per unit of volume, is decreased at a
similar rate with rising temperature.

The result of this is seen in Fig. 2 in which power
output, written as a percentage factor, has been
plotted against temperature. The power output,
it will be noted, drops approximately 2 per cent,
for every 10 degrees F. increase in air temperature.
The graph is based on rated power being delivered
at an air intake temperature of 60 degrees F.

In Fig. 3 is shown a power altitude curve for
normally aspirated engines, with a corresponding
barometric pressure scale added. A mean baro-
metric pressure of 760 min. or 29.92 in. Hg. at sea-
level Is assumed in this case, which is in accordance
with the table of the International Commission for
for Aerial Navigation (I.C.A.N.) and is used to
standardise the b.h.p. rating.
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While the climate and terrain of the British Isles
are not such as to give rise to the extreme variations
of power output covered by these two graphs, it
can be readily appreciated that, where such condi-
tions exist, atmospheric pressure and temperature
may combine to substantially reduce performance.
As an example, it may be shown that an engine
required to work at 4,000 ft. above sea-level and in an
air temperature of 90 degrees F., may develop
only 80 per cent, of its rated output.

The third climatic condition to be considered is
humidity. It has been shown that indicated horse-
power is reduced in proportion to humidity, the loss
being proportional to the volumetric loss of oxygen
content in the atmosphere. In practice, however,
this appears to be more than offset by other factors ;
specifically, an increase in volumetric efficiency and a
lowering of the combustion temperature due to the
lower temperature of the ingoing cliargc and the
heat absorbed in vaporising the water content of
the mixture.

In full size practice, the introduction of water,
either in the form of a finely atomised spray, or by
means of a suitable solvent additive, actually with
the fuel, has been claimed to have beneficial effects
with certain high-performance engines, and the
“ water-injection boost” as used on some aircraft
engines, is a practical example of such an applica-
tion. In full scale work it has been proved that an
adequate moisture content in the fuel/air charge is
particularly valuable with high-compression engines
In suppressing detonation and in reducing carbon
dejx>sits, as well as increasing volumetric efficiency,
with a consequent increase in output.

With model engines, the experiences of speed
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fliers would seem to confirm that improver! per-
formance is to be expected under humid conditions
and while cylinder sizes arc such that * detonation ”
(as understood in the full scale sense—i.c., * knock-
ing” or “ pinking ”—and distinct from the model
diesel combustion process) is not a factor with which
we have to bother, it would appear that there can
e a definite gain from improved volumetric
efficiency.

With regard to fuels, it is only intended to touch
briefly on this subject in so far as it affects variation
in lest results. In this respect, diesels and glow-plug
engines differ from each other in the factors widen
influence performance variation. In general, glow-
plug motors usually respond only to the properties
which go to make the “ power ” of this fuel—always
assuming lubricant content to be adequate and
balanced—although the extent to which one fuel
produces more power than another may vary widely
between different types of engine. Sec Fig. 4.

The power outputs of diesels, on the other hand,
are not greatly influenced by different fuel forma-
tions—except how suck fuels affect critical running
temperatures. This is a factor which has only devel-
oped with modern high-speed competition diesels
and means that a fuel which gives a maximum of
5 or 10 per cent, greater output in some engines,
may well deliver less power than normal in another
type due to overheating. Sometimes overheating
and loss of power on a certain fuel are confined to
individual examples of a certain type ; sometimes
the loss will be minimised or eliminated with running-
in, but the cause is frequently due to the design and
construction of the engines themselves, the materials
used and the design of the components being such
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that heat dissipation is inadequate when using modern
fuels in which chemical additives are employed.

Design also influences power-loss with warming-up,
a phenomenon common to most diesels and a few
other types, which often seriously affects results and
complicates testing. This question was dealt with at
length in an earlier article (* Facts and Findings on
Engine Tests,” Model Aircraft, Oct./Nov., 1950)
and will not be repeated here. Such data as has
been collected since that date would appear to
confirm most of the earlier observations.

With glow-plug engines, the type and conditions
of the glow-plug itself can have a marked cfTect on
performance. Engines are invariably tested with a
plug of the type and reach specified by the manu-
facturers, but slight differences in the precise position
of the glow-plug element often account for an
appreciable variation in performance curves.

Mechanical variables affecting performance con-
sist mainly of frictional losses and slight dimensional
differences to port areas, timing, etc., affecting
volumetric efficiency and, in some types of engines,
are much more marked than in others due to greater
manufacturing tolerances. The widest variation
naturally tends to be among the very small diesels.

Just how marked can be the effect of quite a
minor modification is shown in Fig. 5. Curves arc
reproduced for the Mills Mk. 1l model, as introduced
in 1948 {when it superseded the earlier Mk. I) and
as modified the following year. The modification
mainly responsible for the outstanding improvement
shown was a lowering of the intake port to give a
longer induction period. At less than 6,000 r.p.m.
the power was slightly reduced due to charge loss
from blow-back, but it will !>e seen that, above this
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speed, the gain in volumetric efficiency is such that
torque is maintained to a speed of approximately
3,000 r.p.m. higher, with the result that b.h.p. is
stepped up more than 35 per cent.

Another example of how power output was raised
with progressive modifications to a standard design
is shown in Fig, 6, which illustrates the development
of the Nordec 10 c.c. glow-plug engine between
1948 and 1950. In this case, not only did the modi-
fications result in greatly improved power. Smooth-
ness and starting were also better wath the final
model than with the two earlier types.

From the foregoing, it might appear that compre-
hensive tests involving torque and b.h.p. figures
are not ofany great value since other examples ofany
particular engine may vary somewhat from the
figures recorded for the test engine.

This is by no means the case, however, Admittedly
these inherent differences reduce the value of the
performance graphs, but the curves remain as the
best and most accurate method of getting a true
picture of the performance characteristics of any
particular type of engine.

A hidden blessing is the fact that differences tend
to be exaggerated by the curves, since speed under
load varies as the cube of the |>owcr. Thus 20 per
cent, more power actually means only a little over
6 per cent, improvement in propeller speed would
probably pass unnoticed were tests merely to consist
of speed checks on various propellers.

Part of the tester’s job should be to know whether
an engine on test is somewhere near a representative
example or not and this, alone, would be sufficient
tojustify dynamometer testing since no other method
can give such positive results.
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SOLID GLIDERS

ne'H E currently revived interest in chuck gliders
prompts the recording of a few thoughts on the
subject made some time ago.

First and foremost, let all thoughts of “ kid’s stuff”
be cast aside, and let us consider the peculiarities
of the type. The great difference between the humble
chuck-glider and its lordly brothers is, of course,
the method of launching. Our model is not to be
towed gently aloft with the skill and patience of the
angler, but on the contrary is to be hurled upwards,
with the maximum amount of brute force the
launcher can muster, and we must tackle the design
accordingly.

The method of launching is not suitable for
large models ; therefore we adopt a maximum
wing span of approximately 24 in. and 3 in. chord,
anything larger than this requiring herculean efforts
on the part of the launcher. So much for the size
of the model ; let us now consider proportions.

Our model must, of course, possess an adequate
reserve of stability yet must retain good manoeuvra-
bility, so we use a fairly large tailplanc (about 35
or 40 per cent, of the wing) and a moment arm equal
to one-third span. l)uc to the solid and consequently
weighty construction of the tail unit, and the desira-
bility of keeping total weight down, the fuselage
ahead ofthe c.g. should be about equal to the moment
arm. No liard and fast ruling can be given for the
fin area, and it is a simple matter to cut down to
size, so it is a matter for experiment. There is much
to be said for dihedrallcd tailplanes, especially when
set on top of a small fin, as normal fins have a dis-
tressing habit of falling off if looked at hard.

Concerning rigging angles, the launch depends
so much on this point that we shall leave the matter
and discuss it fully when we come to the trimming
stage.

There is a great stress on the wing to fuselage
joint during the launch, so we pay great attention
to the fit of the three components, and the adhesion
between them. The wing will have a tendency to
increase its dihedral angle to a right angle (look,
Mum—I'm a butterfly) so a ply brace let in span-
wise is advisable. The adjacent faces of the two
wing halves must mate accurately (a method which
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ensures this will he described later) and a shallow
vee cut in the top of the fuselage will seat the wing
properly. Fillets of cement at the fuselage-to-wing
joint add the finishing touches, pre-cementing being
employed at all points of course.

Should the launch misfire (defeatist talk) and the
model return to earth much more quickly than is
expected, the usual thing is for the tail unit to part
company just before the tailplane leading edge.
Accordingly we fit another ply insert in the fuselage
as in the heading picture.

Contact with solid objects is bound to aflcct the
beauty of the nose and there is a danger of the fuse-
lage splitting, so we face the nose with still more
ply, or alternatively bind it with strong thread, rubbing
cement well in. The leading edges of the wings
may be protected by strips of tissue (heavy Modclspan
grade) and complete covering with lightweight
tissue helps enormously ; however, that is for the
finishing department.

I-et us now consider materials.
balsa anti hardwotxl enjoy equal popularity, our
own preference being for balsa. With hardwood
there are always the attendant difficulties with the
joints to balsa, while the latter wood makes a lighter
fuselage and has adequate strength when details
arc attended to as described alx>vc. Whatever
material is chosen it is usually three sixtecntlis or a
quarter of an inch thick ; the side view is cut out
and the only shaping is the rounding off of the edges,
but avoid hacking away merrily until you find that
you have rounded off the wing and tail seatings.
Cut the slot for the ply insert with a fretsaw and
press it in place (with cement of course). All that
remains now is to cut the vee for the wing seating,
pre-cement, and finish the fuselage by sanding.

Balsa is used for wings universally and one-eighth
thickness is suitable. We use a flat plate section,
as it is admirably suited to the small sizes involved
and is easy to fabricate in our sheet wood.

Cut out the two halves of the wing and scribe a
line, spanwisc, at the half chord position and one at
the quarter chord line, after which we may enjoy
ourselves with the balsa knife producing the rough
section show-n in the drawings. The best Kknife

For the fuselage,
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for this purpose is a long straight blade ; X-acto
have one in their range which is ideal. We must

now complete the shaping using the sanding block.
The tail unit is made from hard thin stock, and very
little shaping will be required, a mere rounding off
at the edges will suffice.

Now for the joint between the two wing halves.
Dihedral and swccpback arc employed, about
three inches per foot of semi-span for the former
and to to 15 deg. for the latter. We must now find
a nice square box (if the comer of the bench is any-
thing like ours it will not do at all). The wing half
under treatment is blocked up and set at the correct
angle so that the face of the joint is on the edge of
our box, and the sanding block is applied wjth vigour
using the face of the box as a guide (that’s why the
sideboard is out for this purpose). (Right.)

Assembly of the model is the next step and care
must be taken to line it up accurately. If we have
decided to use a dihedral brace the slots will have
been cut in the wing and it is a good idea to key the
assembly into the fuselage, but we must not cut the
slot too deep or we shall have the makings of a weak
spot. (Below.) The key is cemented into position
in the wing and the two halvesjoined, then the whole
unit is cemented to the fuselage. The tail unit is
popped on at the back, and there we arc. All joints
arc prc-ccincntcd and a good cement used (medium
drying). The addition of cement fillets at the
appropriate spots completes the assembly. Wec
now come to the finishing of the model.

When all the joints are quite dry the model should
be lightly sanded all over, and smooth over the keys.
The first operation is to fill in the grain. The wood
we have used will not have been very soft, so a coat
of good quality sanding sealer will give us a suitable
base to work on. The next thing is a covering of
tissue doped on. The lightest grade available will
be enough and the less wrinkles the better, although
one or two small ones arc pcrmissablc as the subse-
quent sanding will smooth them over. Wc may
now add the tissue strip along the leading edge if
desired. A light sanding follows to get rid of the
hairiness of the tissue and we now apply sufficient
coats of sanding sealer, sanding between each,
until we have a perfectly smooth surface. Holding
the surface in question almost in line with a source
of light will show up imperfections. Wc now add
another coat of sanding scaler for luck and if it is

MN FOR STRENGTHENER
NOTCH IN NOSE FOR CATAPULT LAUNCH
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of the glossy brand we can go ahead with the final
polishing. If it is not glossy we must rectify matters
with a coat of glossy dope or thin varnish. A good
final treatment is to polish the model with one of the
new waterproof car polishes (Autobritc or Carplatc)
which will give it the final gloss and render it com-
pletely waterproof—valuable when flying over wet
grass.

Now for the first trimming flights. The model
will have been balanced before the final finishing
by adding.lead at the nose. The best method,
and that which is most widely used, is to manufacture
lead rivets, which cannot come adrift and will
not mar the smooth lines of the nose. If the balance

SEQUENCE OF CATAPULT LAUNCH
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before finishing was correct (a few straight hand
launches over a dry surface are permissible to indicate
correct balance) it will now be found to be nose
light. A gentle launch will show how things arc
and the slight stall can be almost removed with
pins in the nose. Notice that we say almost removed,
we must not forget that the final trim will be for
circular fiight which will iron out the stall completely.
The turn is provided by a little careful wing
warping, turning to the left if we launch right
handed and vice versa. Now here is where we
consider rigging angles while thinking about the
launch and subsequent glide. If we have a straight
line-up, that is zero incidence on both wing and tail-
plane, we shall lessen the chance of a straight loop
due to the excess speed of the launch, but should the
model find itself going straight down it will have
little inclination to straighten out, so we have a
little positive incidence on the wing and turn the
looping tendency to our advantage on the launch.
The excess speed on the launch has two clTccts :
it causes a loop (in exactly the same way that a power
model ran loop) and the control surfaces have greater
effect. That means that out wing warping will also
have a greater effect so we combine the two to obtain
a roll offF the top of the loop. We launch the model
(right handed) starting with a right bank of 30 to
40 deg. and hurl it upwards at an angle of about
45 deg. to the horizontal (reducing this figure accord-
ing to the strength of the wind). If sufficient brute
force has been applied the loop will be in evidence
and our wing warp will roll our model out of its
preliminary bank, past horizontal and round in a
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complete roll, the level position being reached just
as the energy imparted by the throw is used up.
The model will now glide to earth in a normal
manner. It is quite likely that the first launch will
be very different from this but we must persevere,
warping a little more or less, depending upon the
position in relation to the height gained when the
model assumes the horizontal. |If the loop is too
much in evidence and we sec that the model has
surplus energy when it comes round straight and
level we have too much wing incidence and shall
have to fiddle the nose weight and indulge in a
little careful tail warping.

Let us now conclude with a summary of the ways
and means to success, with first an analysis of the
problems.

For the launch we have the energy imparted to
the model by a strong right arm, and acting against
it we have old grandmother gravity and the old
enemy drag. We cannot do much about gravity
except to build reasonably lightly, though not too
lightly or the launch will suffer (try to throw a
feather as far as a chunk of lead the same shape and
you will see what we mean). Drag, of course,
Is cut to a minimum by obtaining as fine a finish as
possible, so help those muscles at the launch by
plenty of polishing in the construction.

Summarising the design features, we have a flat
plate section set at a small angle of incidence, a
swept back wing of low iispcct ratio with a fairly
high dihedral angle, sitting amidships of a medium
length fuselage, the whole being stabilised by a large
tailplane.

Constructionally we use medium hard balsa with
cement fillets at highly stressed points and ply
braces at the weak spots. A good finish cuts down
the drag and increases the height gained at the
launch. The rest is up to the individual so let the
budding Atlas and Samson types come forward and
use those rippling muscles to good effect!
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(Continued from page 311)

where even figures were maintained. The engine is
obviously designed for high r.p.m. and is happiest
at speeds above 8,000. Below this, there is some
roughness but the unit runs evenly at all useful
r.p.m. up to, and exceeding, the peak output speed.
Maximum shaft speed at which the engine was run
was some 16,500 r.p.m.

The engine Is responsive, but not over-critical,
to control adjustment and the inclined needle-valve
isa real * finger-saver.” A rather marked difference
existed between the needlesetting given on the makers
test card and the actual setting necessary. The
compression-lever gave adequate speed control,
even under light loads, for reduced power frcc-flight
testing without readjustment of the mixture control.

Power-weight ratio : (as tested) 0.457 b.h.p./lb.

Power/displacement ratio : (as tested) 85 b.h.p./
litre.



SM.A.E. Control Lino Eliminators

hrhi at MI.A.F. Station Chit/irrll, Essex

Bill Morley holds aloft the
team race starting flag.
Pete Wright displays his
E.D. 2.46 glow-plug speed
job.

.J. Claydon's model gets
cleanly away in the stunt
contest.

. C. Turk (Gravesend) holds
down his MSuper Saint"
while D. Annal starts the
Eta 19.

. R. Marsh with his twin

Frog. 500 stunt model,

“ Snip-.x*

A. Piaccntini and R. Marsh
(Salisbury) prepare the

former's Eta - powered
speed model.

Eifflaender of Macclesfield

and his neat stunt biplane,

powered with his old. 23

diesel.

The following team was selected

at this meeting to represent
Great Britain at the Brussels C/L
Championships :
P. Wright (St. Albans); J.
Claydon, R. Davenport (E.
London) : P. Ridgeway (Maccles-
field). Team manager will be
Col. R. Yates.

w
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COMBINE WAKEFIELD AND A2 CONTESTS ?

Dear Sir,—In view of the annual problem of raising
funds to send our National teams to the Wakefield, and
in recent years the Nordic Contests, there must surely
lie some support for a plan under which the contests are
held at the same time and at the same place, the latter
to be decided by the country placing highest on a points
basis over the two contests in the previous -year.

It is surely an economy to send a party to the combined
contests rather than to send two smaller parties to possibly
widely spaced countries.

This is a personal opinion and not necessarily that of
the Area of which | am chairman.

Yours faithfully,

Manchester. Peter D. A. Foulkes.
e See paragraph in ” Here and There,” page 291.—The
Editor.

IDEAS FROM AMERICA

Dear Sir,—Two letters to the Editor in Model
Aircraft for February deserve much more than passing
interest on the part ol the S.M.A.E. and Wakefield fliers
everywhere. As an ardent Wakefield enthusiast, |
would like to express my whole-hearted approval of the
suggestions advanced by Mr.J. M. Fullerton, of Australia.
Several years ago 1 came to much the same conclusions
as he has, and proposed (in a letter to another magazine)
the adoption of a PAA-type payload dummy of at least
2 07,., to be carried by future Wakefield models. At that
time the prospect of numerous 4 to 5 min. flights being
made under non-thermal conditions was, of course,
considerably less than at present, and my idea received
no encouragement. Now that Mr. Fullerton’s analysis
has made the case for a bold and far-sighted revision of
the Wakefield specifications, it is to he hoped that the
S.M.A.E. will give the payload suggestion due considera-
tion.

A feature of my original proposal was to include
specific dimensions for the weighted payload dummy
(similar to the familiar PAA rules for power models)
so as to provide an inherent cross-sectional area require-
ment. The dummy would be of invcrted-U shape so as
to allow the rubber motor(s) to pass through it.

Also very worthy of serious consideration are the
suggestions offered by Per Weishaupt regarding the team
aspects of the Wakefield Competition. It seems entirely
reasonable to me that, in addition to selecting one out-
standing modeller for the grand award, official recognition
be granted the highest ranking team—perhaps on the
basis of the best four counting. | would continue to
support such dual recognition in the event that the
S.M.A.E. revises the specifications in such a manner as
to render the luck element truly negligible.

For what it may be worth, may | suggest this sort
of Wakefield venue : regardless of the nationality of each
year’'s winner, rotate the finals according to a definite
schedule from England to Scandinavia to Southern
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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

Europe to the U.S.A. Perhaps every tenth year we could
all ship our models to Australia—and let those fellows
have a crack at Hying their own models in the competition.
The thought behind this proposal is that all countries
would be better able to plan the financing and arrange-
ments for their teams and that small nations such as
Finland would be spared excessive burdens in sponsoring
the meets.
Yours faithfully,

Kirkwood, Mo. U.S.A. Parnell Schoenky.

WHY NOT THE A-1 SPECIFICATION ?

Dear Sir,—WIith grcai interest | regularly study your
magazine, especially the “ letters to the Editor ” column.
This time | feel bound to comment on “ Revised Specifi-
cations Advocated” (Mr. K. F. P. Rutter, in May
Model Aircraft* P. 226/7). | may add, that already
Mr. Warring's plans for a half A-2 glider in the April
Model Aircraft have provided much food for thought.
For instance, the tailplane section on Mr. Warring’s
ship apparently is very far fmm being a matching one
to the wing section employed. 1 may admit that here
in this country, we have made a somewhat deeper
investigation into low speed aerodynamics and this airfoil
section arrangement ought to I>c subject to a radical
change all round in view of the latest findings, especially
those relating to the influence of the Reynold’s number
in the slow speed field !

Far from crying down anyone’s efforts | would suggest
that the point to look at in the smaller sized glider models
Is the tailplane section or airfoil, not so much the wing !
One may recall that airfoil exponent Sigurd Isacson
now widely quoted in the A-2 section question—used a
turbulator wire in fiont of the tailplane in lieu of one in
front of the wing, on one of his outstanding A-2 designs.
I can hardly believe that Mr. Rutter had this very aspect
in mind, when advocating a 300 sg. inch total area as a
new class for model gliders, but as a matter of fact such a
class is widely used here these days. Apart from being
convenient in size, this class is the most critical and most
interesting one for the designer!

Since 1945, the Scandinavian countries have been
using the * A "-specifications, and our German MFK
(Model Aviation (Committee of the German Acrocluh)
did adopt the very specification in October last year!
The layout is as follows :

A-1: Total area up to 18 dm* or, 279 sq. in. ;

A-2 ; Total area from 32 to 34 dm*. 496 to 527 sq. in. ;

A-3 . 'Total area over 40 dm*, i.e. : 620 sg. in., up
to the general size limit of the F.A.I.
Where applicable, the general F.A.l. rules apply,

as for croxs-srction, and area-loadings.

As already hinted above, the A-i specification (incident-
ally very near Mr. Rutter’ssuggested 300 sg. in. includes
the region of change-over from laminar-efficient to
turbulent-efficient flight pattern. In fact, the barrier
between under-critical and over-critical status of flight
rum right through it! Due to this fact, a go<xl many
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fruitful discussions on stability and efficiency have been
made such as the “ Nimbus discussion” in Sweden
around 1943, and at about the same time the German
slow-spced wind tunnel tests of Ing. F. W. Schmitz,
to name two outstanding ones. All the problems, well
written up by acromodelling aerodynamicist Schmitz
and republished recently, are far too complicated and
too numerous for a review in this short commentary.
| felt, however, that a hint toward* this may not be out
of place. As for the line-length suggestions of Mr. Rutter,
I would mention that here in Germany, since last year,
the 50 metre line, i.e., 164 ft., is compulsory in all MFK
sponsored competitions, and the out of sight time limit
is reduced to 3 min. for gliders. To eliminate the luck-
clement, five rounds are to be flown ofF in such comjxni-
lions, and in case of a four-flight tic, the fifth round shall
be without a time-curtailment to find the winner. This
is generally and widely considered the best competition
method in conjunction with a fixed and very strict time
schedule for each round.

In the International power class, | heartily advocate
from my own personal angle ami a 12 years' power
modelling experience the iIncreased power-loading of
10J oz. per c.c. This ruling, | feci, is bound to bring
forth a type of precision contest ship rather than the
present functional “ screaming pylon " designs.

The main issue is, however, that we shall all get cracking
on A-1 glider design, and persuade our representatives
in the F.A.l. modelling section to advocate adoption of
this ruling.

Yours faithfully,

Bad Pyrmont, Germany. Hans-A. Pratt..

PRAISE FOR THE L.S.A.R.A.

Dear Sir,—Following Bill Dean’s article on our new
“Jctmaster” | feel that it is only fair to slate that al-
though | personally started the Augmenter Tube idea,
I seriously doubt whether the project would ever have
seen the light of day if it had not been for the invaluable
assistance given by the Low Speed Aerodynamics Associa-
tion of Famborough.

It seems to me that the model aircraft trade could
with advantage use this or%anisation a great deal more
often than they do as they have at their disposal some of
the best brains at Farnborough with an immense amount
of knowledge to which the ordinary layman does not
have access. They arc ftradually building up a great
deal of useful and specialised equipment for model work
and | firmly believe that there is enough industrial
potential in this country to not only manufacture but
produce entirely new lines if they had at their disposal
a research organisation of this type. Other branches of
engineering and industry are, of course, utilising both the
R.A.E. and the National Physical Laboratories whenever
some particularly knotty problem arises, and to my mind
the support given to the L.S.A.R.A. by the model aircraft
trade in general has been quite inadequate.

To return to the “Jctmastcr” and illustrate more
clearly what | mean ; the problem that we had to face
was that although the initial conception of a type of booster
tube, which in itself is not new, was ours, it was only
when we were able to obtain certain data supplied by
Mr. N. K. Walker, of the L.S.A.R.A. that we decided to
go ahead and institute a development programme, which
was by no means cheap, with the confidence that this
would ultimately end In success.

As a famous scientist once remarked, the most difficult
thing is to realise that there is a question to aaswer, and
if a piece of equipment refuses to work one has to find
the reason for it not working before the answer can be
found. This reason may be obscure and totally unrelated
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to any known existing fact, but if a fully trained scientific
mind is brought to the subject there is a very much
greater chance of this obscure reason being discovered
than if the problem is tackled from a purely engineering
and cornmonscnsc apFroach.

1 think there is little doubt that in the field of model
jet, rocket, and ducted lan propulsion we arc now ahead
of the Americans, but this docs not mean that there is
not an immense field of development still ahead of the
whole model aircraft industry. The L.S.A.R.A. especially
has always apﬁealed to me as being of invaluable use if
England is to keep her lead.

To conclude, I am not empowered to disclose any of the
activities which are at present taking place either in my
own concern or the L.S.A.R.A., but | can safely say that
before very long some extremeI%/ interesting new develop-
ments are likely to see the light of day.

JYours faithfully,

. M ansour,

Totton, Southampton,

Hants. Managing Director,
Wilmot, Mansour & Co. Ltd.
SLOPE SOARING
Dear Sir, It was with great interest that | read the

article by C. Bates on “ Slope Soaring,” in the May issue
of Model Aircraft. This branch of our sport has
probably had less though given to it than any of the others
and his excellent gathering together of the ideas and facts
connected with slope soaring will, | hope, stimulate many
to give this type of model sailplane flying a trial.

There is one point on which | must difler from him,
that is where he states that a slope soarcr must have a
larger fin.

We in the Merseyside M.A.S., will be holding our
tenth annual slope soaring meeting on the Clwyd Hills
in North Wales, onJune 29th, and from our experience
over the last 19 years, we still have not found the answer
to this question. In 1950 the best flight was made by a
model with dorsal fins with the result that last year a
large number of models turned out with these appendages
thinking this was the answer. All, without exception,
instead of keeping their noses into the wind, turned and
either hit the hillside, or if they had gained enough height,
disappeared over the top. In 1951, one of the best flights
was made with a Dutch design which had a very small
fin and very little dihedral ana yet this held into wind in a
remarkable way.

Theoretically, 1 think there is something to be said
for a ventral fin, but | have generally relied on a normal
mode], preferably of fairly heavy loading, (about double
F.A.l). Lastly, the element of luck is very much greater
than in normal flying.

The greatest fascination of hill-side soaring not men-
tioned by Mr. Bates is that one is so much closer to one’s
model whilst it is in flight, at any rate at the I>eginning
of the flight.

| heartily agree with his final paragraph, retrieving
can be very strenuous.

Yours faithfully,
R. F.

.Gosung.

Liverpool, 8.

- Letter* from our readers on topics of feneral
interest are welcomed by the Editor They are asked
to boar in mind, however, that such letters stand a
better chance of being published if they are kept to
not more than 300 words. Many correspondents are
disappointed each month because limitation of
spaco prevents the publication of very long letters.
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We commence operations this month in the free-
filght category, and photograph No. i reveals a
very sleek Frog “ 45,” in the hands of the builder,
A. Piper. Powered by a Mills .75, the model Hies
as well as it looks.

In No. 2, P.E. (The Torso) Norman is seen at
Epsom with his shirt—and his 48 in. span Sopwith
Camel. This beautifully detailed model, now a
popular design in the “* M.A.” Plans List, is powered
by an E.D. 3.46 and weighs some 4 Ib. The model
has been well caught by photographer A. Garwood.

Terry Smith, of the South Bristol M.A.C., has
made a very good job of the Veron Panther stunt
control-liner he is seen holding in No. 3. Kenneth
Farmer, who took the photograph, tells us it is a
smooth flier and is powered by an American 5 c.c.
“ Cannon.”

No. 4 is our star picture this month and is a
fine shot of a fine model. The latter recently had
its first airing at Fairlop and is a seven-foot span
scale model of Bleriot's pioneer Channel-crossing
machine. The builder is M. T. Mitchell, of the
Northern Heights club, and with this action shot
Ed. Stoffel has caught an anxious expression on his
face as he runs alongside after the first r.o.g. ! The
model is almost entirely of hardwood construction,
but plenty of power is available from a 10 c.c.
Micron spark-ignition motor turning a 20 in. hand-
carved mahogany prop. Quite a model—and those
rubber-tyred Avhcels each have 32 wire spokes !

M. H. Gilbert, of Walsall, a Flying Saddler, sent
us No. 5 of his 1952 Wakefield. This is the Mk. 3
version of his Thermopylae series, started in 1949.
Successes of earlier versions include 3rd place in the



»95* Carriage, 27th in the Wakefield “ 100" and
first in the club’s Wakefield comp. The completed
framework of the present model weight 3.2 oz. and
5 0z. of rubber in 16 strands provide the urge. De-
tails include a feathering prop, and | in. x 1/32 in.
spacers.

No. 6 comes to us fromJ. B. Stewart, of Salisbury,
and is a very pleasing picture of his wife with llls
o/d flying wing. Very little dihedral or sweepback
is incorporated in the design, with 5 deg. washout
at the tips and built-on extensions to the trailing
edge to provide a reflex section. Incidentally, the
weather conditions in the photograph appear to be
the modeller's dream—a warm clear day with just
a light breeze. Funny thing, but it's never like this
on a comp, day!

Young David Goodall is pictured in No. 7 holding
aloft a good-looking A-2 by 1. Anderson, of the
Croydon Club. Span is 60in., using an lIsaacson
53009 section, and offset towhooks are incorporated.

P. C. Gray, of Luton, sent us No. 8 of his latest
1'72 scale solid. Again he has used C. B. Maycock's
“ P.W.M.” feature for his information, this time
on the Glostcr Grebe. The fuselage is carved from
birch and the wings from spruce, while the radial
engine is built up, complete with pushrods and
rockers. The model is finished in the colours of
No. 23 Sgn., wath the tailplane and elevators painted
red to indicate the C.O.'s aircraft.

No. 9 is a good action shot by M. M. Gates, of
Len Ranson launching his four-foot span tailless
pusher at Fairlop. Woc arc sorry to hear that Len is
unfortunately not in the best of health these days,
and is largely confined to bed. To a keen contest
flier this is certainly a blow, and wc hope he wall
F]e;lée a rapid recovery and soon return to the flying
ield.

Our last picture, No. 10. is of a well-finished
Chrislca Skyjeep byj. M. Bodcy, of Heswall, Cheshire.
This 45 in. span model was built from a standard
Mercury, kit and Mr. Bodcy spent four months on
its construction. Powered by a Mills .75, the model
is finished in silver with royal blue trim.



Peter Stringer, Northern Area Secretary, assisted by club-mate
Gilbert Darwin, piles on the last few turns in the first
Wakefield Trials at Rufforth Aerodrome.

there IS no doubt in my mind but that the modellers
of the -Northern Area must be a proper sinful lot, for how
else can one account for the fact that no matter how good
the weather in the three or four weeks preceding an Area
meeting, comes the day, the Heavens open, typhoons rage,
local farmers get a touch of the liver and what for weeks
has been a delightful, sunny, thermal-producing piece
of terra firrna, overnight turns into a dismal, windswept,
wet and muddy piece of bog-ridden clay. | was going
to say that such is the lot of the flier who desecrates the
Sabbath by flying his little kite, but it seems to me that
it must I>c a local condition ; no matter how bad the
day in the North, other Areas monotonously produce
their lists of three maximums plus ; even on a day when
three-minute flights were good, three and a half top rate,
and over that nothing but a fiddle, our neighbours in
the North-West managed to produce a fifteen minuter.
In fact, 1 personally cannot bring to mind the time when
really good flying weather coincided with an important
competition ; the Nationals at York provided anything
as good as we have had during the last two years.

It was no surprise therefore to learn that the meeting
at Rufforth on May nth, was the usual wash out in
more senses than one, in fact, at twelve o’clock there was
talk amongst some of the officials of calling the whole
thing off. Weather wasn’t the only trouble, unfortunately,
at this venue, the local A.T.C. usually spend the whole
of the day in full-sized gliding, and naturally their affairs
are top priority and the modellers less than the dust.
Already there have been one or two llarc-ups between
the chief ground instructor and careless fliers who wander
up and down the runway in use for gliding. 'lfie chasing
ofmodels in cars has not improved relations with the C.O.
and the couldn’t-care-less attitude adopted by some of
the lads has done nothing to smooth the path of the
officials. Emulating the example of one of the sports
commentators of a leading daily, 1 am willing to wager
a shirt that the possibility of more meetings at RufTorth is
fast approaching zero. Rut to our muttons, as the butcher
would say : final results of the Wakefield and A/a elimina-
tors were not available when your correspondent left the
'drome on Sunday, but it is a safe bet to say that the lead-
ing dozen in the Wakefields will include a fifty-fifty ratio
of I-ceds and Sheffield members and the Farrancc family
will figure prominently amongst the glider finalists.
As to the actual flying, little can be said ; all day long
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it was just a gamble as to whether one got a machine
off the deck or up on the line, and if you got into the air
at all it was odds on that the wind carried your model
to the limit of visibility and that was that. Those lads
who were well up the list in the first dims, were content
to sweat it out and keep a careful watch on recorded
times in case any of the day’s fliers looked like ousting
them from the list of finalists. Personally, | think the
idea of publicising the number of finalists before the
second eliminator took a lot of uncertainty out of the
comp., and there would have been much more fighting
for the bottom places if the actual number had not been
known.

ONCE AGAIN, my correspondent in the North-West
weighs in with a letter full of informative news and un-
pulled punches. Ile comments upon the rather surprising
drop in the number of entrants for the Wakefield dims. ;
a drop of 30 per cent, in his particular area, and | think
it would prove to be as high in the Northern Area.
Personally, | think the change in rules has had very
little to do with this drop, for rubber flying in general
has fast been losing interest for some years, and it is a fact
that the competition that once was the I>e-all and end-all
of every serious modeller is now no attraction at all to
90 per cent, of present day fliers. No detailed times
arc given for any of the eliminators, but J. O’Donnell
managed to turn in three maximums in the first leg of
the Wakefields, the loss of his model preventing him
making the fourth flight, now necessary. Models seemed
to be much of the mixture as before, two geared jobs,
some folders, a few feathcrcrs and two models with an
idea that was quite popular before the war, single blade
non-folding props. The idea of the moment, apparently,
Is the double bobbin. This is something new to me and
it seems is an idea of the American gentleman who always
wins the Wakefield Cup on paper, but my correspondent
tells me it is something really good, it makes tensioning
much easier and definitely gets rid of that bugbear,
vibration. The North West's latest idea, Open Day at
Tilsiock seems to be a winner ; it appears a meet is
fixed at a central ground to which all the clubs in the
Area arc invited, but instead of a fixed competition
programme flying is lice for all and fancy free all day.
(Must be a bit like a glorified Fairlop, but with a bit
more control, | doubt not.)) Some of the clubs flew off
decentralised comps., some of the lads went all out for
certificate qualifications and some just flew.

fa 1 note that one of the regular contributors to this
mag. has been asked to do a para, or two on the transport
effected by modellers (leading and otherwise). Even
at the risk of providing a rival with cash, by producing
grist for the mill, I would be happy to collate the number
of hikers and bikers in rhe North, but the number of
car owners (especially connoisseurs) would hardly he
worth the trouble of writing out.

> see that the recent correspondence on “ giving
until it hurts” is producing the usual crop of fors and
againsts, but I am surprised to see a club coinc out with
the statement that they are already past the hurting stage.
As far as | know', or anyone else either, the recent guinea
levy Is the first lime in the history of the movement that
the Society has made a direct demand, other than the
usual affiliation fee, upon clubs in general. 1 do know
that upon countless occasions the governing body has
had to go, cap in hand, to influential persons and asso-
ciations to seek financial assistance, for how else could
teams have been sent abroad, and the Wakefield Trophy
staged in this country ?
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Many designers now think it “ unfashionable”
to use this section for wings but in many
respects it is still as good, and perhaps better,
than many modern sections. In America there
is now a trend towards using flat-bottom
sections for power duration models as being
less unstable under power than undercambered
sections. The sports model designer would
also find it difficult to discover a better acrofoii
—one great advantage being that the flat
undersurface makes for ease of construction.
There is also adequate depth of section for
generous spar sizes. Aerodynamically, of
course, the thicker section tends to reduce
flying speed.



PORT OF THE S.M.A.E. COUNCIL
ETING HELD AT LONDONDERRY
USE, 19. PARK LANE, LONDON,
W.l, ON MAY 17th. at 2 p.m.

The followin were prevent: Meun,
A. F. Houlberg, (chairman). R. F. L. Gosling.
D. A. Gordon. H. W. Barker. S. D. Taylor,
C. S. Rushbrookc. M. A. L. Cootc, K. J. A.
Brookes, F. F. If. Cosh (London!. B. A.
Messom (Northern), D. Salloway (N.
Western). N. F. Cooling (S. Western), G.
Fodcn(F.. Anglian), R.W. Bennett (Midland).
R. L. Yates (Southern), H. G. Hundlcby
(S. Midland), E. Crumplin and R. W.
Roberts (S. Wales), J. Taylor (W. Scotland).
G. Bishop (Western).

RE
ME
HO

Arising out of the minutes

Mr. E. Crumplin objected to the wording
of the minute relating to the 1951 Nationals
and stated that the accounts relating to this
meeting were in the hands of the treasurer
M bit the last Council meeting He also
denied knowledge ofthe Council's instruction
that expenditure should not have been
incurred without the approval of the Council.

Mr. Crumplin informed the Council that
all of the uncollected Nationals prizes had
been despatched but the receipt of a number
of them had not been acknowledged by the
winners.

Belgium r. Great Britain CIL Challenge Match
The Council were informed that the revised

date of this contest at Namur, Belgium,
is August 10th.
Intenustional Contests

Captain Taylor informed the Council

fhat the bookings had been made for the
Wakefield Team in Sweden.

No venue has yet been announced for the
World Power Championships which are to
be held in Switzerland on September 14th.

The World C/L Championships on July
4th*7th will now be held at Brussels instead
ot Knokke and the Council ippefand C
R. Yates to act as team manager.

The managers of the Wakefield and A;2
teams will be appointed by the Council
after the Trials.

National Contest

Mr D# SaUoway (N. Western
Delegate) stated that hiv area was prepared
to organise the U.K. Challenge Cup Contest
at Tilstock Aerodrome and to domic
10 gns. towards its cost. The Council
unanimously thanked the N.W. Area for
its generous gesture.

Competitors will have to pay the first
£2 of their travelling esocnxcs and the Society
will pay any costs involved in third class
travel over this sum.

British Nationals

Col. R. Yates reported thit the arrange-
ments were going ahead satisfactorily for
this meeting and the following Area Officials
had been appointed: H. J. Townc: (ST »
and W. Henderson (S.), publicity; D.
Waters (S.) and N. F. Couling (S.E.). con-
tests; Captain S. D. Taylor, S.M.A.E.
adviser; K. J. A. Brookes, publicity and
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liason; Col. R. Yates, chairman of organis-
ing committee; C. V. Christoff (S.E.),
Nationals secretary.

Mr. E. F. H. Cosh informed the Council
that the Federation of Model Aeronautical
Manufacturers and Wholesalers had agreed
to donate the sum of 50 gm. to the Nationals
Prize Fund, and live secretary was instructed
to write a letter thanking the Federation
for its valuable assistance. Fhc Council
decided to add a further £25 to the prize
fund from the general funds.

P.AA. Load

Mr. K. J. A. Brookes informed the
Council that Pan American Airways had
agreed to present three wrist watches to the
winners of the P.A.A. Load Contest.

Finance

Mr. If. W. Barker presented his statement
of accounts which showed n balance in
hand of4s. 5d. Aftera number of delegates*
questions had been answered b?/ the treasurer
*he accounts were unanimously accepted.

Insurant*

Mr. B. A. Messom suggested that Area
competition secretaries be reminded that
insurance certificates must be produced by
competition entrants before their entry- is
accepted. This was agreed.

Rea>rds

The following record applications were
accepted:— Lightweight hand-launched gli-
der, G. K. Gates (Southern Cross), 8 min.
45 see.. 16/2/52 Rubber-driven tailless,
G. A. T. Woolls (Bristol A West) | min.
35 sec-, 24/2/52. Rubber-driven Canard,
G. H. Harrison (Hull Pegasus) 6 min. 12 see.,
23/3/52. Lightweight tailless glider H.L.,
A. H. Nichols (Southern Cross) I min. 34 sec..

S.M.A.E. officials at the Control Line Eliminators at Chigwell.

2714/52. Lightweight tailless glider H.L.,
A. R. Lucas (Port Talbot), 2 min. 23 see.,
4/5/52. Rubber-driven tailless. G. A. T.Woolls
(Bristol & West) 2 min. 00 sec., 4/5/52-

Merit Certificates

Merit Certificates were awarded to the
following:—Class B. No. 236. Royle. P. J.
gR.A.F. St. Mnwgan): 251. Wytchcrley, G.
Five Towns); 302. Lewis. R. Il. (Win-
chester); 370. Parmenter, D. F. (Knutsford);
389, Archer, W. (Chcadle); 412, Lambic,
J. E. (Wayfarers): 429. Couroy. J. F. (North

Wirral); 446, Hulme. J. D, (Knutsford);
499. Sandy. R. F. (Henley); 507, Shaw. J.
(Oldham); 522. Rookcr. V. (Barnsley);

551. Woodward. T. (Foresters); 581,
Webb, R. Wr. J. (Ashford); 592, Donald. K.
(Southern Cross); 605, Chadwick, J. (Ash-
ton): 627, Faulkner. R. A. (Whitcficld);
643. Johnson, H. G. (York): 644, Williams,
G. S. (York); 667, Boyden, J. A. (Barnsley);
668. Pcngilley. P. S. (Henley); 670. Bark-
worth., G. F. (Hull Pegasus). 673, Smith,
F. C. (Southern Cross); 677, Green. K. J. R.
(Littlooser); 698, Keily. W. A., (Regents
Park). 700, Grasmcdcr. R. A. (West F.sscx) ;

I 1 Viutnop, U. A. (Bu im)
Williams, E. D. (Outlaws): 736. Crane. A.
(Salford): 737, Milton. I>. H. (By-Pass);

770, Brimelow. G. R. (Chcadle);. Class A,

No. 749, Ridal. B. F. (Sheffield); 750,
Mcllar. G. Il. (Sheffield): 751, Bainbridgc.
D. A. (Foresters); 752, Colquhoun. D,

(North Wirral); 753. Dufeon, W. F. (Sal-
ford); 754, Clark, S. H. (West Bromwich);
755, Jessop, D. S. (Barnsley); 756, Mount,
V. J. (Pilgrims): 757, Woodriiffo, R. A.
(Pilgrims); 758, Forman. J. (Skegness);
759. Taylor. R. L. (Brixton); 760. Peacock.
A. F. G. (Il iddcrsficld); 761. Keens, W. D.
(Headley), 762, White, R. (llcadlcy); 763,
Hodgkinson, r. B. J. (Headley); 764.

Yates. R. L. (Headley); 765, Smythe, C.
(Five Towns); 766. Rogers, B. J. (Hull
Pegasus);

768, Jackson. R. E-, Jnr. Littleover);
769, Powell, C. E (Foresters); 770, Brime-
low, G. R. (Chcadle): 771. Hotchkiss, R.
(North  Wa.irral); 772, Thornton, J. E,
(Isle of Thanct); 773, Gates, K. (Southern

767, Kackson. G. E. gLittIeoverg;

Cross): 774. Moore. L. E. (West Coventry);
775, Davies. G. W. (St. Helens); 776,
Batchelor. J. (Whytelcafe); 777. Arnold,
A.J. F. (Bournemouth): 778. Raven, A. D.
(Bournemouth); 779. Neal. Il. W. (Bourne-
mouth); 780, Bennett, J. M. G. (Belfast);
781, Spiers, R. S. (Lanark); 782, Amor.
R.C. (Ilford); 783, Townsend, P.(Hudders-
field); 784, Higson. W. R (Macclesfield);

785, Wyatt, C. (Ashton); 786, Robinson,
T. L. (Scaham); 787. Rcvcll. N. (Sunder-
land); 788- Sutcliffe, A. (Skyrangers);
789. Marsh. C. J. (lIford); 790. Cook. A. R
(llford); 791, Parker, J. C. G. (Knutslbrd);

K. J. A Brookes

(P.R.O.), Copt. S. D. Taylor (Comp. Secretory) and, ot the mike, Max Coote
(Technical Secretary)
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792. Grainger. G. W. (Knutsford); 793.
Clarke. 1). (Knutsford): 794. Hirby. K. H.
(Hull Pegasus); 795. Upfold, A. E. (Head-

ley); 796. Webster. K. M. (Pontefract);
797, Marsh. D. (Crosby); 798, Lamb.
W. E. (York); 799. Ambrose. N. P. (R.A.F.
Felixstowe); 800. Faulkner, G. (Crew).

Official I imekeepers

The competition secretary stated that on
merit certificate applications and on com-
petition results forms, the names were being
given of timekeepers who were not registered
with the Society. After a discussion it was
decided that the present system of registra-
tion be discontinued and that all senior
members of affiliated clubs be permitted to
act as official timekeepers in future.

Application* for Affiliation

The following applications for affiliation
were accepted;— Sissinghurst Aero Modellers
Club (S.E.). S.6.J.12: West Colder Regal
Model Flying Club (W. of Scotland Area).
§.15, J.7. Lewisham A Hist. M.F.C.
(London), S.5. J.5: Ickcnham Community
Assoc. M.A.C. (London). S.7, J.3.

Applications for Re-affiliation
Sale Aero Club (N.W.). S.24, J.4; Men or
Kent AcromodeUcrs(S.E.), $.6.J.5; Wimble-

don Power M.A.C.. (L.), S.12, J.l; learuins
M.A.C* (S.M.). S.8. jf.3; Belfast M.F.C.,
(N.I.). §.12. J.4; Worcester M.A.C.. (M.).
$.13, J.4; Dagenham M.A.C., (L.). S.I5,
J.8; Sevenoaks A Dist. M.A.C.. (S.E.),
S.14,7J.2; Timfcrlcy & Dist. M.F.C.. (N.W.),
$.10, J.2l; West Bromwich M.A. & C.S.,
<M.), $.12, J.6; Evesham & Dist. M.A.C.,
(Mj, S.17, J.5; Tottenham M.F.C., <L.).
$.23. J.3. Leicester M.A.C., (M ). S.20,
J 10; Wakefield M.F.C.. (N.). S.10. J.II;
Cambridge M.A.C., (F.A.), S.20. J.10;
.Malton Norton 6i Dist. M.A.C.. (N.),
S.14, J.1; Oldham & Dist. M.A.C., (N.W.).
$.29, J.12; Skegness M.F.C., (E.M.), S.7,
J.4; Pontefract A Castleford M.F.C.. (N.),
§.25, J.12; Dover A Dist. M.F.C., (S.E.).
S.S. J.3: Letchworth M.A.S.. (S.M.), S.16,

J.10; Accrington M.F.C. (N.W.), S.6.J

East London M.A.C., (L.), S.24, J.2; Vi
toria M.F.C., (L.). S.17. J.- ; The Fulham
M.A.C., (I-.), $.12, J.4; Outlaws. (Cannock).

M.A.C., (M,X S.14. J.4: Croshy M.A.C,
(N.W.). S.25. J.6; Wolverhampton M.A.S..
<M.), 8.7, J.6; Bolton M.A.S., (N.W.),
S.12. .6; Whitclicld M.A.C., (N.W.)
§.18, J.10; Leeds M.F.C.. (N.). S.41. J.5:

Gainsborough M.F.C.. (E.M.). §.9, J— .
(Correction.— In the list of applications
for re-alliliation which appeared in the May-
issue of Modil Aikckait, the number of
members in the BJackpool & Fylde M.A.S.
was given as Seniors 3. Juniors 13. This
should have read. Seniors 31, Juniors 13).

Adjourned A.G.M.

It was decided to hold the adjourned
annual general meeting at Il.omlondcrry
House, on June 28th, 1952, at 2 p.m.

1952 F.A.l. Conference— Madrid

Mr. A. F. Houlberg gave the Council a
brief report of this conference which he had
attended on behalf of the Society. He men-
tioned that there was every likelihood of
the Model Commission receiving greater
co-operation and financial support from the
F.A.l. nest year.

The meeting terminated at 8.0 p.m. with a
vote of thanks to the chair.

SOUTH MIDLAND AREA
The second South Midland Area meeting
was held in fine sunny conditions at Kid-
lington Aerodrome. Oxford. In the first
round of the Weston two maximums were
recorded— one by White, of Icarians. who
lost his model (no d/t> and the other by

Fraser, of Hatfield. In the second round
Fraser kept his lead and Cooke (Henley)
moved into second place, with Jeffrey

(Reading), who scored the best second round
flight of 4 min. 22 sec. in third position.
In the final round these three retained their
positions, although Fraser increased his lead

with the best third round flight time of
2 min. 40 sec.— the conditions having changed
to dull, windy and cold.

In the Astral Trophy the standard of
flying showed quite an improvement on that
of the previous meeting and in the first
round Stott and Sullivan, both of Luton,
scored max’s, with Bennett (Chorley Wood),
recording 4 min. 50 sec. Lamble (Way-
farers) and Jones (Reading), scored max’s
in the second round, but Bennett went to
the bead of the list, followed by Stott in
second place and Waldron (Henley) third.
Waldron scored the only max. of the final
round and took the lend, just over half a
minute in from of Bennett, with Stone
(Reading) in third position. The top man
in the International Eliminators was the
first eliminator winner, Stott, of Luton.

SOUTHERN AREA

Area flying meetings arc now being held
at Andover Aerodrome, by kind permission
of the C.O.. with the use of part of a hangar
for assembly and processing.

The second Area meet on April 20th,
was well supported, even although the
weather was by no means ideal, a high wind
blowing all day and taking its usual toll.

In the Astral Trophy top honours went to
E. J. John, of Grange, who also came second
in the National results for the Halfax, but
generally the standard of flying in the power
left much to be desired.

Wakefields do not seem to be very
popular in the Southern Area, there being
only seven entries in the Weston Cup, but
even so the standard of flying was good
considering weather conditions.

Top man was J. Blackmore
with 10 min. 08 sec. aggregate.

Twenty-five entries were made in the Area
Open Glider comp., held on the same day,
several maximums being obtained.

Johnny Blackmore (Grange) topped the
results with 11 min. 45 see. aggregate.
The Area even made eleven shillings
profit after paying out the prize money!

May Illh dawned with the prospect of
more high wind and showers so that flight
times in both Wakefields and Nordic classes
were low. At last the Grange run of suc-
cesses had been broken, although they w-erc

(Grange),

only pushed into second place by Col.
Yates, of Headley, who flew a Marauder.
S.M.A.E. CONTEST RESULTS
ASTRAL TROPHY

1. P. Wyatt . R.A.F. Melksham 14.10
2. G. Perkins . Croydon 13.21
3. J. Waldron Henley 11.29
4. J. Bickerstaffe Accrington 11.27
5. G. Lingford .. Loughboro Coll. 109
6. G. Brimelow Cheadlc 11.03

(2a0 entries)

WESTON CUP

1. R. Monks Birmingham 16.58
2. J.0'Donnell  Whitefiold ... 1500
3. N.Marcus . Caydon «4.58
4. E. Bennett K09
5. W. Rockcll . Lincoln 13.39
6. ). Goeham . Ipswich 12.26

(258 entries)

KEIL TROPHY

1. A. Bennett .. Whitefield 65.91
2. N. Butcher Croydon 63.90
3. J. Chinn . Gt. Yarmout 55.15
4. R. WoodhouteWfiitefield ... 52.2
5. A. Brooks . Grange 50.85
6. A. Upfold . Headley 49.82

(86 entries)

LADY SHELLEY CUP

1. A. Lucas . Pt. Talbot 1208
2. D. Edwards St. Albans 11.06
3. G. Gates ..$. Cross 10.28
4. B. Rowe . St. Albans 9.38
5. R. May 8.25
6. O. Boulter !! Pt. Talbot 7.81

(26 entries)
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T. 5. Naentman of the Polish Air force

M.A.A. launching his R C glider at
Northwick Park, Harrow
LUTON & DISTRICT M.A.S.

After topping the Area in the “ Halfax ”
G. Stott was dogged by bad luck in the
“ Astral.” A/2 and Wakefield men are busy
testing new jobs to make up for those lost

or smashed in previous rounds. r. Clark
has a full sire Warring A/2 (April Model
Anteram) which tows up dead straight
overhead and looks very promising. Gilder

has gone back to gears for his Wakefield,
while Clements and Chapman retain single
drives ; all have the normal 40 in. fuselage.
The Stott brothers arc testing their new
Wakefields. This model boasts geodetic
wings and tail, two-bladed folder ; with
over 5or. of rubber the model is still under-
weight ' ! Some of the C/L lads are trying
their hand at )A F/F, most promising is
R. Brunning's .5 Elfin job. Several power
scak models arc being produced; most
noteworthy to date arc J. Symmond’s
Swordfish and D. Blackcy's Southern Cross,
both powered by 1.3 Mill». The latter
member has also had considerable success
with powered helicopters.

BRISTOL & WEST M.A.C.

The club seems to be making a slow start
this season, no doubt due to the weather
being rather unkind. Andy Wilson and
George Wt*olls were the sole representatives
in the Wakefield eliminations. Wilson’s
approximately 48 in. long job with a 20 in.
single bladed folder appears happiest in
fairly still air when it puts up good times.
Woolls's Wizard Il, lost 0.0.s. on a test
flight (d/I failed) before the Weston, d/t’d
4 min. 20 sec. on its first Guttcridgc flight,
ina 15-20 m.p.h. wind. It was not recovered,
and his second string of a different design
failed to get away in the second round,
smashing the centre section. Wilson also
had trouble with the strong wind after a
good first flight.

Woolls's tailless rubber job has now bet-
tered 2 min. in the rain, and this time has
been submitted as a new record.

Ace speed control-liner. A. V. Coles,
was getting good times from his Dart pow-
ered high thrust line pylon free flight,
before an accidentally moved trim tab
caused a very spectacular spiral dive.

it is hoped that the regular Friday evening
meetings on Durdham Down will arouse
more interest among our junior and new
members, but everyone is welcome to come
along and fly glider or rubber.
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WHITEFIELD M.A.C.

The club very much regret to announce
the death of the dub chairman, Mr. R.
Lawton, who died suddenly on April 25th.
He had been with the club since its formation
and was a great helper and organiser in ail
its activities. He will be greatly missed
and we offer our deepest sympathies to
Mrs. Lawton.

The club have‘done well in contest activi-
ties at the Area meeting on April 20th.
J. O'Donnell managed three maximum*
in the Weston but unfortunately no flyoff.
The model was badly damaged by cow-s
after the second flight, but after the sub-
stitution of fresh wings and much repairing
was able to do a final maximum (o0.0«s and
loMt) I<fih od sixth m the Area were
A. D. Bennett with 8 min. 50 sec. and H.
O'Donnell with S min. 26 see. Al! three of
the top club members were flying diamond
pylon models, complete with feathering
frops and carrying up to 50z. plusofrubber !
n the Astral. E. Harwich and A. D. Bennett
were third and fourth in the Area with
approximately 7 min.45see. and 7 min. 30 see.
respectively. Both were flying club design
models. On combined results of the two
power eliminators the club have three out
of the top five Area placing*.

The club went to the open day at Tilstock.
on May 4th, and had exceptionally good
weather. A. D. Bennett was top in the
Keit with 66 agg. ratio, flying an Amco
3.5 design, which possesses a better glide
than most Nordics. Second with 52 ratio
was R. Woodhousc. flying an Elfin 1.49
lightweight, followed b%/ E. Horwich with
35 ratio. In the Lady Shelley, H. O’Donnell
was the only entrant to manage three flights
and totalled 3 min. 29 sec. Much testing
was managed in addition to several sets of
flights for A, B and C certs. All told the
club did 20 maximums during the day.
Only lost model was junior member A.
BagnalTs 7-foot long Nordic, which dis-
appeared vertically up after a d t failure.

The club did well in the second Wakefield
and Nordic eliminators, despite wind and

rain. Top in the N.W. Area in the K.M.A A.
was H. O’Donnell, with 13 min. 29 sec.
flying a high A.R. design ; followed by

R. Askew- flying an 80 in. stick model to
11 min. 52 sec. Third in the dub was
Wendy Bennett with approx. 9 min. 50 sec.

Times in the Gutteridge were not quito as
spectacular, top being A. D. Bennett with
approx. 8 m»n. 15 sec., followed by R.
Woodhousc with 7 min. 30 sec.

Oh combined results of both eliminators
the club did exceedingly well, the contest
group qualifying cn bloc for the trials.
We comprised 50 per cent, of the N.W. Area
quota; having eight members in the Nordic
and six in the Wakefield. Top in Nordic
and Wakefield in the Area were R. Askew
(20 min. 33 see.) and J. O’Donnell (20 min.
41 sec.) respectively.

HENLEY MODEL CLUB

The fine weather on Easter Sunday saw-
three of our members out flying for their
* B ” certs., and two. R. T. Study tod P. S.
Pcngillcy, put in the necessary flights.
Sandy, flying his Wakefield, had successive
r.o.g. flights of 3 min. 45 see.; 5 men. 9 sec.
(new club record) and 4 min. 36 sec. d/t'd
whilst Pengillcy did 4 min. 58 see. d/t’d;
3 min. 14 see. and 4 min. 40 sec. with his
6-ft. lightweight glider. Cooke was the
unlucky member as he pranged his 6-ft.
glider after flights of 7 min. 5 sec. d/t'd
and 4 min. 42 see. d/t’d.

On the following Sunday the club made a
very successful trip to the second S. Midland
Area meeting, at Kidlington, J. G. Waldron
taking first place in the open Astra* Trophy
with 11 min. 39 sec. from his Contender
(EUfin 2.49). and A. W. M. Cooke flying his
old Wakefield into second place in the Weston
Cup, scoring 8 min. 20 sec. R. F. Sandy
also flew in the Wakefield event, recording
a total of 3 min. 57 sec. after a first round
prang and D. Wailkinson, flying in the
Astral could only record 1 min. 41 see.
before he too pranged.
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An outstanding model aircraft at the recent Andover Model Engineering Exhibition

was this power-driven helicopter by A. Hodgson.

It is based on his successful

M.A. plan design. ,Waltzing Matilda ff

WALSALL M.A.C.

The Walsall M.A.C. will be holding its
fifth annual C/L rally on Bank Holiday,
Monday, August 4th. The rally will run
from 10 a.m. to 6 p.m. and all—repeat all—
will be welcome. We again have the use of
the Walsall Arboretum and this year prizes
amount to thirty guineas.

The day's events will be:—1, Concours
d’clcgance (Walsall Ironfounders. Cup);
2, Open stunt (Dcanson Trophy); 3, speed,

class I; 4. speed, class Il; 5. combined
classes Il and IV; 6, combined classes V
and VI; 7, team-racing, class A; 8, team-

racing. class B. For ail these events pre-
entrv is desirable.

We arc expecting to repeat the successes
of past years, so roll up. bods, and have fun.

Various club members have been enjoying
successes in the past few weeks. At Bram-
cote, on April 20th. in the Weston Cup. Lcs
Lowbridge gained 15th place with an aggre-
gate time of 6 min. 35 sec., while terry
Larkin had some bad luck when his own-
design job hit two timekeepers !

EXETER M.A.C.

Exelcr M.A.C. staged a lull-scale model
fl>ing display on Woodbury Common
(near Exeter) on Sunday, April 27th. which
attracted a crowd estimated at 4,000 (if
this a record for a one-club effort ?). Prior
announcements on the B.B.C. West Region
New Bulletins and local press publicity
ensured a good attendance, and a briefreport
was broadcast on the following day. The
club derived wide publicity and several new
members have already joined as a result,
while club funds benefited to the tune of
£20, after paying all expenses. Highlights
of the display were demonstrations of R/C
by guest-flier H. L. O’Hcfferruin. of South
Devon, parachute jumps by lifelike 12 in.
tallle Flying-Officer kite,*” streamer-dropping
with prizes for the first three children
bringing u streamer back to control, and a
mass launch of outside gliders. The whole
show was enthusiastically acclaimed by the
large crowd, who were kept informed of the
“ goings-on " by loudspeaker. Special
buses were laid on by the local bus company
direct to the site, and 300 passengers were
carried, while hundreds more came in cars,
on motor-cycles, cycles, and even on foot.
A small force of police (an inspector,
sergeant, mobile patrol and three constables)
were needed to direct the traffic, which in
itself gives some idea of the attendance !
Another show is planned for July 27lh at
the same venue.

In the S.W. Area Championship race,
Exeter is running -- ncck-and-neck ” with
Plymouth, prevent holders of the shield.

In the Area open glider contest on April
20th, Exeter secretary. Harry Stillings,
placed first with his Satu with 10 min. 3 see.,
closely followed by treasurer Sam Meeker,
with 9 min. 44 see. Incidentally, Sam’s
scalcd-up Tern covered 12 miles on its last
flight in this contest !

SWINDON & TROWBRIDGE CLUBS

Keevil Aerodrome was the scene of yet
another "™ battle royal " recently when the
Swindon and Trowbridge clubs competed
for the MSwindon-Trowbridge Challenge
Shield."

Competition was keen and with the co-
operation of the weather man—who sup-
plied some perfect flying conditions—
good times were recorded and several
records broken.

In the Swindon club these included the
1951 Open Glider record of 9 min. 1.5 see.,
held by B. Howden and the A/2 record of
5 min. 10 see. made by R. Offen last year.

Both these times were exceeded in the
open glider event by R. Smith, who clocked
9 min. 15 see. 0.0.s. with his Nord // (model
was eventually found near Westbury).

D. (“ Flip* TurteTs fine flight of 9 min.
17 see. 0.0.s. with a Mallard Iin the power
ration event set up yet another record for
Swindon. An engine run of 20 see. gave
M Flip Pa ratio of 27.85 thus beating the old
record of 24.2 held by M. Greenwood since
1948.

The contests, which were for glider, power
and rubber types, were run under a new
points system (by mutual agreement of the
two dubs) this being 6, 5, 4, 3, 2 and 1
point for first six places respectively.

After a grand fight the scoreboard read
Swindon h), Trowbridge 27 points.

G. Waldron's stout retrieving efforts,
during which he covered more than 20
miles on his motor cycle, was much appre-
ciated by members ofthe two clubs (especially
by those whose cross-country racing days
are but a memory ).

The success of the meet was due in no
small measure to the splendid handling of
affairs by Trowbridge who were the hosts.

CHRISTCHURCH M.A.C.

The club lias seen much active flying at
Hum -~our home ground—during the past
few months, and despite inclement weather
the meetings have been well attended and
very successful. In addition to these pleasant
afternoons, the dub has attended two
Area Meetings at Andover, on April 20th
and May Ilth. A coach was arranged to
transport members to and from Andover,
which greatly added to the pleasure exper-
ienced at the meetings.

It has been very gratifying to all concerned
thut the Club has become so active this year,
as, due to lack of support last year, it was
anticipated that the Christchurch M.A.C.
would have to be dissolved.

The dub intends to hold an exhibition at
the local sports and mode! shop, in the very
near future, and all members arc engaged
upon building bigger and better models
to be scrutinised by the citizens of Christ-
church !

W ith the approach of summer, it is hoped
that the Christchurch M.A.C. will gain
many new members and add a few 4laurels ”
to its credit.
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FORESTERS (NOTTINGHAM) M.P.C.

The Foresters’ club hut is resonating long
into the night with hordes of (Quickie builders
hard at it. To even suggest that there are
other AJI’s is tantamount to heresy and a
baba-knife in the back of one's hand. Pete
Ball's version consistently does 4 min. in
evening air.

Nevertheless, the best flight recently was
Cyril Powel's 14 min. o.0.s. with his 0/D
high A/R A/2 fl]

Bill Ward has built an interesting swept-
forward-tailless model with a Mills .75.
A few hectic test flights have shown great

promise.
R/C is pressing on and Dougie Bolton's
latest job sounds like a tube train but

produces proportional non-sequence rudder
and independent engine cutoff. The snag
so far is that the engine cut-off is too mad-
keen. Cyril Powcl’s R/C mor.ocoupc has
made some very pretty flights, but the small
tail is proving troublesome.

PLYMOUTH M.F.C.

The club held, on April 27th, the first
round of its rubber, glider, power and Jctcx
championships, which this year are to be
held over 6 rounds.

Weather conditions were ideal on the
club’s site near Lee Moor, being cloudy
with breaks of sunshine and a very light
breeze, which freshened about 5 p.m. and
then died away again. Thermal* were
present, if you coulu catch them.

There was a total of 22 competitors for
the championships and, of course, the usual
number of sport and non-competitive
members present taking advantage of the
weather.

One of the non-competitive members lost
his glider, the only one lost during the day,
after a flight of 7 min. 13 sec. What a waste
of energy !

The top place in the glider contest was
taken by a junior, G. Parkhousc, flying a
Satu, with an aggregate of 7 min. 24.8 see.,
the highest individual flight was also by a
junior, A. M. Shipman, with a flight of
5 min. 21.5 see.

In the rubber contest, the top man again
was a junior. D. Brock, with an aggregate
of 8 min. 44.2 see., while a junior. R. Lynn,
was top individual flier with 6 min. 14 sec.;
both were flying Senators.

In the power contest, the story was the
same, a junior, A. Thomas, being highest
aggregate flier with 9 min. 19.8 sec., and
highest individual flier with 4 min. $4.2 sec.

-SUM M ER

“ Recently people seem to be losing
confidence in our broadcasts.”

Reprinted from SUMMER PIE

BRITISH NATIONALS
Royal Naval Air Station, Gosport
Hants
August 3rd and 4th, 1952
The programme of events is as printed
in the S.M.A.E. Handbook, copies of
which can be obtained from Londonderry
House. Park Lane. London, W.I, price

2s.. ork2s.t3d. post free.

Contests are open to all, but entries
must be made on the official forms in the
Handbook and reach the S.M.A.E
Competition Secretary, at Londonderry
House, together with the appropriate
fees, not later than July 21st.

Attractive prizes (not kits, etc.) will
be awarded and those not presented after
the events will be despatched to the
winners as soon as possible.

Flying will commence at 11 a.m. on
both days and should cease at 5.30 p.m.
on the second day.

The Class " A” Team Race will be
flown on August 3rd, and the Class " B ™
event on the following day.

Lists of accommodation in Gosport
can be obtained from the Town Clerk,
Gosport,- Hants. As the Nationals are
being held during Navy Week early
booking is essential.

Details of accommodation at Farehim
and elsewhere locally will be sent to all
dubs as soon as available.

Car and coach parks will be provided
on the aerodrome and the N.A.A.F.I.
canteen will be open.

Visitors who book accommodation in

Gosport, but require meals at the aero-
drome, also those who desire other
accommodation booked should writ#

without delay, giving definite information
re numbers, to:— C. V. Christoff, Hon.
Secretary, British Nationals, 3, The
Broadway, Haywards Heath, Sussex.

Only in the Jctcx contest did the seniors
get their noses in front when M. D. Richards
returned one flight of 7 min. 57.7 see., which
was sufficient to be top scorer and highest
individual flier.

Three club records were broken:
rubber, power and Jctex.

The club goes out to encourage its juniors
and their eclipse of the seniors in this first
round shows the promise of things to come.

PI1E 9
Back Again !

One of the brightest and liveliest publica-
tions now on the bookstalls is Summer Pie,
containing 96 pages of light-hearted reading
matter contributed by 40 top-line authors,
journalists and illustrators.

Brilliant short stories havo boon contributed
by such celebrated fiction writers as Victor
Canning.Will Scott, J. B. Morton ("Beach-
comber "L Arthur Eperon. Rowan Ayres and
Clcdwyn Hughes ; feature articles by radio's
comedy king. Ted Ray— whose writing is as
full of laughs as his radio shows— Norman
Phillips, Elkan Allan and David Clayton,
amongst others.

With an attractive full-colour cover painted
by Harry Fairbairn, this bright summer
annual is packed with fascinating reading
matter, black-and-white cartoons and out-
standing colour reproductions. It is illus-
trated throughout by leading British and
American cartoonists, giving an added gaiety
to this lively publication.

The 1952 " Summer Pie," which sells at
Is. 6d,, will benefit the funds of the National
Advertising Benevolent Society It is sure to sell
out quickly, so make sure of your copy by buying
it now.

the H.L.
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BEDFORD S.A.M.

Our first fine weather meetings this year
have been well attended by some 50 members
and friends. The Comp. See., M- A. Grace,
has arranged many club contests which
should stimulate an equal interest throughout
the season. The president, Mr. Rackcr,
lias helped this along by generously donating
£5 for a contest prize.

Times have not yet reached last season’s
standard, but one outstanding performance
was the unofficial 16 min. 30 sec. by hon.
sec. J. R. Mathers’ sailplane. The official
club record Is 15 min. 20 sec. A consistent
performer in power is C. Bodte's Fl(in 2.49
powered Mallard, a Junior Mallard holds
the club record at 23 min. 00 sec. A. H. W.
Mcbean’s " notorious ” flying wing Thunder
Bird is still performing, but is now powered
by a 2.4 c.c. diesel; it is rumoured that its
original Dynaiet may replace the Nordec
in Don Beattie’s large stuntcr.

There is much activity in R/C. J. R.
Mathers has flown a 12 ft. sailplane, R. E.
Puddcphatt’s proportionally controlled
Junior 60 has flown with every degree of

control from frcc-flight to full control,
and E. Sills is experimenting with elevator
control.

A miniature team race is being arranged;
the rules are:— Max. capacity 0.89 c.c.,
min. wing area 30 sq. in., tank size 7.5 c.c.,
line length 17 ft. and a reasonably scaleish
appearance. Best speed so far with a model
of this type is I. A. Bates and R. E. Pudde-
phatt's 36.5 m.p.h. with an Allbon “ Dart."

WINCHESTER M.AS.

At last it’s huppened ! We have flown
on a Sunday, ana not only for one. but for
three in a row. Two competitions have
been flown on the dates urrunged and we
hope that this is a portent of what is to come.
We could do with a few more fliers though,
the ratio at the moment is about 3 to 1;
that is three spectators to one flier.

Chuck Glider Contest on April 14th, 1952.
This offering at the altar of brute force and
ignorance was cujoyed by both entrants and
spectators alike. The earlier part of the
Easter Holidays were spent in throwing,
wrecking and frantically rebuilding chuck
gliders and on the day most entrants had
stiff arms and aching torso* and patch-
work models. This event proved to be a
win for the outsider with the googly throw
who showed himself io be the top brute or

ignoramus -whichever you like. Times
were not high aud the weather was not
altogether helpful. Technique could be

improved upon but Bill evidently found it

“ child's-play.” However, the top two had
another enjoyable tussle.

Results

1. H. J. Childs, 64 sec. (agg. 3 flights).
2. P. H. Ivory. 59 sec.

3. B. Oulton, 50.6 sec.

After the competition several member*
amused themselves and alarmed others
with catapult launching— even more brute
force here. Bill's “ singing " chuck glider
and Brian's MeteorA'ike loops were great
fun. AIl most enjoyable if not very en-
lightening.

Open Sailplane Contest on April 10th, 1952
This contest was distinguished by the
number of Nord Il models entered, a tribute
to the designer, there being four out of the
entry of six. Wc think tnc others wished
they had Nord's too. Two of these models
were flown for the first time that day and
with the barest minimum of trimming one
recorded a maximum and was clearly set
for another when the dethermaliscr came in.
The other was similarly d/t'd before reaching
a maximum which could otherwise hardly
have been missed. Both Bill Childs and
Peter Ivory were sadly off-form that day.
John Lewis with a Chiefwings and tailplane
tied on to a Maurauder-likc fuselage flew
away very neatly on his second flight. No
de-thcrmaliser. no name and address, no
model. Well, well; some never learn)
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SOLIHULL M.F.C.

Having won our way into the finals of the
Area knockout contest wc now await the
arrangement of venue and date. In the
meantime, work is going ahead on the long
fuselage Wakefields and from trimming
flights, at least one is successful.

In the first A<2 eliminator the two highest
placed in the club were—J. Rogers, 3rd in
the Midland Area, and M. Hanson. 5th.
The standard A/2 of the club, designed by
M. Hanson, is proving itself capable even
in the hands of our youngest members,
flying, so to speak, straight oil the board.
To encourage the building of Wakefield
models. Reg Averill, has presented a cup
to the dub for the best Wakefield flight put
up during any one month. The spare time
on club nights is being spent by holding a
model aero quiz with the members divided
into teams.

SOUTHERN ( ROSS A.C.

“ Glidin? to Victory."—Such was a head-
line in a local newspaper on the day after
it was announced for the second year in
succession, Grahamc K. Gales, had won the
Pilcher Cup. We join with the entire club
in congratulating Grahame on this out-
standin? performance and can find no better
way of expressing our feelings than by
repealing Grahumc's own words in a letter
he wrote to the comp. sec., after his success
last year—* Naturally, 1 am extremely
pleased with the result, both for the club’s
sake and for my own.”

Forest Flying. The second area meeting
at Ashdown Forest on April 20th was more
fortunate than its predecessor, the official
description of the weather was “ bright
periods, moderate to fresh winds,” and wc
understand several good flights were recorded
by the Men of Kent boys.

No. 4
HENRY J. NICHOLLS
Besides being a designer and
practical acromodeller, ‘Henry
J’ keeps an aeromodelling
"Horn of Plenty * known to
countless aerobods as *308.".

A Contest for the Comp. Sec. The nomin-
ated time contest which was devised and
directed by the comp. sec., was also won
by the comp. sec. Results 1, F. C. Smith,
9 min, 28.5 sec. time nominated, error 11.5
sec.; 2, K. Donald, 15 min.time nominated,

error, 147.1 sec.; 3, R. E. Delves, 10 min.
15 sec. time nominated, error 279.6 sec.;
4. G. K. Gates, 15 min. 15 sec. time

nominated, error 720 sec.

JULY 1952

SHEFFIELD S.A.M

The third annual exhibition of hobbies
and crafts, put on by the Sheffield Society
of Acromodellcrs, at Easter, was a great
success in all respects.

Mr. Cosh and Mr. R. F. L. Gosling judged
the aircraft section, and awarded prizes

as follows : Glider, G. H. Mellar; Rubber,
. H. Mellar; Power, K. Thackray;
Control line, J. A. Seymour; Solid scale.

J. D. McHard: Flying scale. J. D. Mcliard.

The latter model a Vaught S.R.U../
Carrier Based American bi-planc, powered
with an Albon Dart, was also judged the
best model in the exhibition.

G. H. Mellar. in glider and rubber, was.
until February, a junior member, and is a
very up and coming young man, not only in
concours events, but also on the flying field.

PARK M.A.L.

The dub has now started to get back on
its feet after an orgy of motor cycles. A
-I:rand day was spent on Epsom Downs on

lay 27th. when we flew against Surbiton &
District M.F.C.. in the first round of the
london Area Competition. Although we
lost the round some good times were put
up by both teams. The dub members
flying and their total times were:—

Rubber: W. Hunter. 10 min. | sec.
R. Pullen. 6 min. 35 sec.
Glider G. D. Crabbe, 7 min. 20.5 sec.

R. Mount. 11 min. 43 sec.

R. Pullen’s model when all set for a
maximum on its second flight suddenly
lost its wings duo to the efficient operation
of the d/t and the fuselage was completely
wrecked.

Any one who is interested in joining the
club which has again stoned running club
competitions should contact K. Mount.
127, Merton Mansions. Bushey Road,
S.W.20.

MODEL AIRCRAFT CONTEST CALENDAR

June 22nd t" FLIGHT " CUP. Unrestricted Rubber. D/C, Aug. 10th Belgium v. Gt. Britain C/L Challenge Con-
M 22nd C.M.A. CUP. Unrestricted Glider. D C. test. Ncmur, Belgium
" 22nd Butlin’s Contests. Filey. Ayr, Pwllheli and 13th 7th Swedish A2 Glider Cup. Graz, Austria.
Skegness. All classes of events. H 24th  All-Herts Rally. Radlett Aerodrome, Herts.
" 29th Northern Heights Gala Day. M 24th  Irish International Meeting.
Langley Aerodrome, Bucks. Baldonnel Airport. Dublin.
29th Huddersfield M.A.C. Rally, fos) 24th Bolton M.A.S. Rally, Edgworth, Lancs.
David Brown’s Airfield. ol 31st BRITISH CHAMPIONSHIPS and
" 29ch  10th Annual Clwyd Slope Soaring Meeting. TAPLIN TROPHY. Radio Control.
h 29th East Midland Area Rally» Cranwell Aero- Cranficld Aerodrome, Beds.
drome. Lines. o] 31st M Daily Dispatch 9 Rally.
July 4th-7th W orld Control-Line Championships. Woodford Aerodrome, Chcs.
Brussels. Belgium. Sept. 6th & 7th Royal Air Force Championships.
9 6th -FROG - JUNIOR CUP. 0 7th M Yorkshire Evening News " Flying Festival,
Unrestricted Rubber Glider. D/C Sherburn, Yorks.
" 6th HAMLEY TROPHY. ‘o 14th World Power Championships.
Unrestricted Power. D/C. Switzerland.
" 6th Irish Nationals. ol 14th U.K. CHALLENGE MATCH.
Baldonnel Airport, Dublin. Rubber Glider/Power.
0 I0th-l14ch Wakefield Trophy Contest. Tilstock Aerodrome. Lancs.
Norrkoping, Sweden. « 21st  Buclin't Contests. Filey. Ayr, Pwllheli and
» 20th «FARROW SHIELD. Team Rubber. Area. Skegness. All classes of ovents.
99 20th W OMEN'S CUP. 21.t Southern Counties Rally, Thorncy Island.
Unrestricted Rubber/Glider. Area. Han?'.
" 20th JETEX CUP. Ratio Duration. Area. " 28th “ THE MODEL ENGINEER MCUP.
20th THE BRITISH NATIONALS. eTeam Glider. Area.
R.N. Air Station. Gosport, Hants. . 28th " FROG * SENIOR CUP.
Aug. 3rd teMODEL AIRCRAFT - TROPHY. 1.5 c.c. Power Duration. Area.
Unrestricted Rubber. 0 28th  South Midland Area Rally.
M 3rd THURSTON CUP. Unrestricted Glider. Halton Aerodrome, Bucks.
- 3rd -GOLD *TROPHY. Control-Line Stunt. Oct. 12th RIPMAX TROPHY. Radio Control.
99 3rd Class MA " Team Race. 5 12th DAVIES TROPHY. Team Race.
o 3rd A 4th SSM.ALE. R C TROPHY. Radio Control. % 12th CONTROL-LINE SPEED CONTESTS.

3rd

& 4th CONTROL-LINE SPEED CONTESTS.

Centralised— Venue to be announced.

eIndicates Plugge Cup Events,

tindicates Caton Trophy Qualifying Events.

4th SIR JOHN SHELLEY CUP. Power Duration.
4th Class 4B " Team Race.
10th Swindon M.A.C. Slope Soarign Meeting,
Wiltshire Downs.
S.M.A.E. CONTESTS IN CAPITALS

Clubs intending to organise rallies are advised to send the dates of these to us without delay.
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MODEL AIRCRAFT
COMPETITIONS

WEEKLY COMPETITIONS AT
ALL BUTLIN’'S CAMPS

AYR - FILEY
PWLLHELI SKEGNESS
CLACTON

Contests for all types of aviation
models will be held throughout the
season.  Entries will be held so that
all types will compete on equal terms.
Prizes will be awarded each week at
each Butlin Camp to the winning
competitors.

Combine your hobby
with your holiday!
For full particulars and holiday

booking forms write to

BUTLIN’S LTD., Dept. M.A.,
439, OXFORD STREET, LONDON, W.I.

SUNDAY, 21st SEPTEMBER, 1952
at
FILEY, SKEGNESS, AYR AND PWLLHELI
HOLIDAY CAMPS

| RUBBER DURATION Prizes for each event:

CONTEST

2 GLIDER DURATION .Ist  PRIZE .. £10
CONTEST 2nd PRIZE .. £5

3 POWER DURATION 3rd PRIZE .. £2 10s.
CONTEST

4 TEAM RACE PRIZE £5
CLASS A

for each member of winning
team (Total £ 15)
PRIZE £5

for the most outstanding
model taking part

5 CONTOURS
D’ELEGANCE

ENTRY FEES

Is. 6d. per contest for S.M.A.E. members to be
paid into the S.M.A.E. General Contest Fund.
PRIZES

These will take the form of cash vouchers.

The total prize money offered by Butlin’s repres-
ents the highest figure ever donated for a series of
contests in Great Britain.

These additional competitions at the four main
centres provided by Butlin's Limited, at Ayr—
Filey—Pwillheli and Skegness, offer easier travelling
facilities and additional attractions to competitors
who may find it difficult to attend a National Rally
and who may wish to combine their “ HOBBY
with their HOLIDAY.”

When replying to Advertisers be sure to mention MODEL AIRCRAFT 1X



MODEL AIRCRAFT

DON'T ASK

FOR

TISSUE:-

JULY 1952

LIGHTWEIGHT FOR RUBBER MODELS

Yellow. Mid-Blue. Dark-Blue, Red. Black and W hite.

20" x 30" - SOOs

HEAVYWEIGHT FOR POWER MODELS

Yellow. Mid-Blue. Dark-Blue. Red and W hite.

“MODELSPAN" is

Regiitered at Stationer's Hall

POST IT TO 308

Those are the linos that M odellers want —ire stool- them

ENGINES
en. 046 .. (45/-) s5,-
2.46 .. (72,6) 62/6
3.46 .. (72,6) 82/6
Bee .. (47,6) 57/4
Frog 0S .. (40/6) 49,4
ISO .. <40 6) 49/4
500 .. .60/6) 75/-
Mills .75P .. (50/-) 609
75S .. (55/-) 66/9
Elfin  1.49 .. (47/4) 59 5
2.49 . (56/-) 70/-
Allbon 2.8 50-
FF POWER
Mercury

Junior Mallard (15/-) 18/4
Mallard (18/3) 22/4

KK Pirate .. (12/-) 14/8
Slicker Mice 9/4)11/7
Veron Skyjcooter (25/-) 30/6
Frog Janus (14,3) 17/6
Vixen (12/3) 15/-
Powavan (21/-) 25/6
Cirrus ... (21/-)25/6

Fox %17/23 21/-
Zephyr 10,3) 12/6

MODELS FOR R C FLIGHT

Mercury Aeronca Sedan 57/-; 69/4
Monocoupc 64 57,-) 69/4
KK. Junior 60 39,6) 46/3
Southerner 40,-) 48711
E.D. Radio Queen .. 78 6) 85,-

RADIO-CONTROL
E.D. Mk lll Unics (£7 196) £9 17 11
E.D. Compact Escapements <18 6) 22/11

E.D. Retd Unit  .............. 75/
New Ivy Receiver ... (70/-) 87 6
New Super Relay .. 30/-
Flight Control Unitcomplete £7 1 0
F/C Potentiometers 46
F/C Frequency Meters 21/6

Hivac XFGl . .(17/6) 21/4
Ever Ready Batteries delivered factory-
fresh each week

FT SCALE, POWER
Mercury Aeronca Sedan (57/-) 69'6
Monocoupe 64 §57/-) 69'4
Monocoupe 40 (22/9) 27/10
Stinson ... (28/6) 34,7
Skyjeep 328/6) 3417
KK Cessna; Luscombe Silvairc; Piper
Super Cruiser, each (18/6) 22/8

HENRYJ.NICHOLLS

308, Holloway Rd., London, N.7.

Phone :
NORth 4272

Included

in all

20* x 30* - 500 *

the well-known

kits and is available from your dealer.

FOR GUARANTEED DELIVERY BY RETURN
AND SPECIAL ATTENTION TO OVERSEAS
ORDERS

GLIDERS
Mercury Gnome 32'
Martin 40" ...
Grebe 49)'
Marauder 65'
Chief A2
Coronette
Verosonic ... (10/6) 12/10

CONTROL LINE
MercuryNewJnr.Monitor (19'3) 23,6
M (5/3) 6.5

KK
Veron

Mk 11 T/R
K K Ranger
Veron Nipper
Bee Bug .
Focke Wulf
Wyvern
Minibuster
Vanfire
Vantage

e« WE BUY FOR CASH
Dart. Javelin, Elfin 1.49and 2.49; E.D.
2.46 and 3.46; Mills 0.7S and 1.3.

Frog

Best prices given. Send full details (date of\

purchase, amount of wear, etc.) with S AE.
for best offer by return. Only send engine
when asked.

DELIVERY BY RETURN

We guarantee that ALL lines shown
here can be despatched by us
immediately on receipt of order,
0S well os others by leading
makers. Add |/- postage and
packing on orders up to
1" up to 40/-:

10/-; ;
over, post free. °

RUBBER DURATION

Mercury Mentor (9/-) 1n/-
KK éjax ................ %6 /—) 7{‘4
ompetitor 7/

Gypsy (10 8) 1%%6
JETEX
200 Contest Mode!  (8,8) 10,7
Vampire 100 ... (8'8) 10,7
Flying Wing (519) 7I-
Jcticopter 100 (8,8) 10/7
Zyra Spaceship with
Motor ..eeveeen. (10,11) 13/4
Zyra Spaceship (less
MOLOT) i (5/19) 7,-

ACCESSORIES
STANT machine finished props up

to 10' pitch ... (18) 2/0*
E.D. 6x4 props ... (2/1) 2/7-
Frog 6x4 props ... (1/8) 21/
M.S. Lockfast

engine bolts ... 1/
M.S.F/F tanks large (3/6) 4/3
p m to in*I* 0/4) 31

.............. graduated (1/10) 2/3
M.S. Stunt  large éSM 6/1

Tanks small 36) 4/3
M.S. Airwheels, Trimstrip Trans-
fers; Solarbo ; Alton Valve
Spout Cans; Multicraft and

N-Acto Tools. etc., etc.

OVERSEAS ORDERS
Postage can be quoted on receipt
of order or send sufficient to cover.
Excess will be credited. Prices
for overseas shown in brockets.



C A M A CES Model Aeroplane Corner

feature

THE LAVOCHKIN 17

Span 37 in. (or 0.Sc.c. to | cc motors.
Veron's Phil Smith does it again !
First in the field of ducted impeller propulsion with a grand new kit of one
of the world's latest jet fighters. Complete contents include impeller and
starting pulley and one of the finest step by step plans we n -

have ever seen. M ff L
Pott &Pkg. I/I. j U ' O

Be first with “ IMP ” Propulsion !

M ARINE Enthusiast

KIT WAVEMASTER CABIN LAUNCH
Length 34 in., beam 11 in. for 1.5 c.c. to 5 c.c. diesel
or petrol engines or electric motors. Ideal for radio-

POLICE LAUNCH
Length 26 in., beam 7[ in. for 0.75 to 2 cc. diesels.
Internal box construction gives terrific strength and

completely watertight, hull compartments ample control. Easy construction assured by complete
room for small radio-control unit. Parts A t prefabrication. Rough water tests have /_
are largely prefabricated with simple 1 |« ' — proved its robustness and seaworthiness.  § #/W
instruction plan Post & Pkg. 1/6. Poit & Pkg. 116. w
E.D. Mk. Ill RACE DIESEL
E.D. BEE I.C.C. DIESEL .
The most famous of small diesels— §'46 CHC' .WE'fght 2 U,',"WM'UOO r-p.n
ideal for the Police Launch. ust the jobfor the avemaster
Powerful and dependable. K///L or similar CraﬂA where N
Post free. **1 0 fitted exhaust pipes are o L-'<
required. Post free. n
Fly wheel and universal Fly wheel 12/6. Ball joint
jo>nt 12 6. Propeller, tube -Bp coupling 8/6. Propeller -
and shaft assembly 13/-. or tube and shaft X ]

GAMAGES, HOLBORN, LONDON, E.C.I.

TITANINE

London’s Headquarter’s for Aeromodellers

[‘IM P’ the Sensational New Propulsion Unit/SJ.

“FROG “50* DIESEL
Ideal (or “ Imp " propulsion 0.499 c.c. 800-
1S.000 r.p.m. Weight I.I oz.

Beautifully die-cast and .
machined to watch-making
standards. Performance
figures show  the
unusually flexible ~~<4
speed range of this 7
remarkable engine.
GAMAGE i Ar .

PRICE4 y '6

A

mJtjd

Pott free. * * v o~
Permanent Magnet 4-6
Volt D.C. MOTORS

RRIEE

Precision built, 1B
low consump- M k
tion motor j
suitable for |
model boats. j*

cars or trains.

Three-pole self

Starting  type

with spring compensated brush gear.
Powerful latest type magnet, felt oil-
retaining front bearing

and two base holes Mo
(or fixing. Today's PR,CE

value 15/- post & pfcf. 7d. W

HOLBORN 8484

DOPES, LACQUERS,
CEMENTS AND
FUEL PROOFERS ETC

The most comprehensive range of finishes and cements, etc., specially

Supergloss  Lacquers,

, W= formulated to suit the aeromodeller's requirements.
Clear Dope, 9d., 1/3,
2/3.

Cement, 6d and ]B

Fuel Proofers, 2/-, 3/--

ESP

HALIFAX YORKSHIRE®
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Combines rapid drying with
the utmost tenacity. ldoal for

Balsa. Hardwoods, Plastics,
Leather. Glass, etc.

Mw»«vr«d . THE HUMBER OIL CO. LTD.

THREE I\/IORE R S

RADIO
RECEIVER
RELIABILITY

COMPLETELY RE-DESIGNED - IVY. RECEIVER

SUPER SENSITIVE RELAY LIGHT WEIGHT
LOW CURRENT CONSUMPTION * SHOCK RESISTING
HARD VALVE AND EXCELLENT STABILITY

PRICE £3100 si,,.. ORDER NOW!

‘CHUCK’DOUGHTY G. S. WARNE

128 ARTHUR STREET. X SOLE DISTRIBUTORS GREAT WEST ROAD.
SMALL HEATH. HOUNSLOW,
BIRMINGHAM. 10 MIDDLESEX.

Xii Itis toyour advantage to mention MODEL AIRCRAFT when replying
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MODEL AIRCRAFT

R.S. FOR RELIABLE SERVICE

NEW ENGINES
E.D. .46 c.c. Baby

Elfin " 50 ” .5 c.c. diesel
Dan .5 c.c. diesel
Mills P .75 c.c. diesel

Mills S .75 c.c. diesel

Amco .87 c.c. Mk. Il diesel...
E.D. Bee | c.c. diesel

Elfin " 1.49 c.c. diesel

Comp. Special 2 c.c.

FREEFLIGHT KITS
55 - Veron Cardinal .51 c.c. ... 17,8 All
67.6 Piper Super Cruiser .5-.75 c.c. 22 8 back if not satisfactory.

65,2 Luscombe Silvaire .5-.75 c.c. 22 80K. Cub 099 " (1.6 c.c)
60 9 Cessna " 170 " .5-75 c.c. 22/8 Arden " 199 " (3.2 c.c.)
66 9 Monocoupe " 40 ” .51 c.c. 27 10McCoy " 19" (3.2c.c.)
72.6 Stinson - 105" .5-1 cc. 34,7 Forster " 29 " (5 c.c.)
57/6 Chr>slea Skyiecp .51 c.c. 34/7 Forster " 99 ” (16 c.c.)

22 8 E.D. Bee | c.c
22 6 Allbon Arrow

59/6 Ladybird .5-1.5C C
65 - Firefly .75-1.5 c.

SECOND-HAND ENGINES
in perfect condition money

TO ORDER
List your requirements and
forward cheque or P.O.— | will do

50- the rest.

65- C.0.D. serviceavailable. Add
70- /- post for orders under 20/
S7:6 X X X X X X X X X XXX

210--- NECESSARY ACCESSORIES

Bafflo free-flight tanks
- Anka Grip C/L handles

Elfm ” 249" 2.49 c.c. diesel  78/-- XX XXX XXX E.D. Mk IV 3.46 c.c. 50 - 15cc. T.R. tanks
E.D. Mk. Il Racer 2.46 c.c. 82.6 Elfin " 249 ” beam 47 6 30c.c. T.R. tanks .
Allbon Javelin 1.49 c.c. diesel 68 6 Elfm" 149~ 40- K.L.G. Miniglow plugs
E.D. Mk. IV 3.46 c.c. diesel 8  Mercury Marauder A2 17/9krog « 100" lc.c ... 27.6 XFG-I valves
D.C. - 350 ” Mk. Il 35 c.c. Veron Vortex A2 22 Tgrog * 160 " 1.6 cc. glow 25 - EIfm jet assemblies .
diesel 6 invader 40 ) 7 WErgg "500 -5 c.c. glow 52 6 Universal jet assemblies
Eta " 19" 3. g 1 Soarer Minor 48 9 9 Amco 3.5 c.c. diesel.. 57 6 Britfix cement 7d, 1/-, 1,9
All above available from stock Cadet 30 npcC 35" glow 4716 Brass tubing I1/-per ft.
Chief A2 - 22/8 Yulon Eagle 5 c.c. glow 47/6 i' rubber bands .. 6d. per pkt.
X X X X X X X XXX Prince 60 Full List on Requesl K.K. Steel control lines 26
CONTROL LINE KITS oo age ) Pilots Class " A 1 25
; Fortuna 48* ... XX X X X XX XXX XXXXXx Pilots Class " B " . 31
ElIf King 1.5 cc. stunt
PN X X X X X Kaylce Cuties, pinups .. 7)d.
Ranker Class “ A " T.R. .. 1270 x * x * * x x
MK. Il Team Racer Class * A 176 JETEX EN GINE SPARES P.A.W. props, as advertised
Mi - " " 50 " 100 ” | have a very large selection of Truflex props, as advertised.
inibuster Class " A " T.R. 18 4 Jetcx "5 13,4, Jetex 1 0| S a
Pacer Class1B * T.R 184 275 Jetex "200 " 38,9, Jetex new and second-hand spares in “ Solarbo " (minimum order 5/«)
MK. | Team Racer Cl-as.s «pgr 214 “350" 52/9. Fuel charges " 50 * stock. Send S.A.E. for quotation. Valvespout fuel cans

Light Lay Strate 70" 3/4, 100 49

Phlllbuster Class " B " T.R.
F.W.

190 " Scale Stunt ... 258 unit 3/2,

New Junior Monitor 23 6 units 7)d.
12/11, * 100 "

XXX XXXXX XXXXXXX unit32, " 350"
RADIO CONTROL KITS A" Ki*
Skyscooter 1.5-2.5 c.c. o 306 X X X XXX XXX X
Junior " 60 355(:0 48 3 JAP SILK
Southerner " 60 ” 2.5-5c.c 48 11  Cover
Aeronca Sedan 2.5-3.S c.c.
Monocoupe " 66 " 1.5-3.5 c.c. 69'6tl) *q. yds
Radio Queen 3.5-7.5 c.c. 85 6’ Chute complete, 16 panels

model

CELLON

Clear Model Dope ...
Glider Dope 1/3
Glossy Coloured

Dope (12 colours) 1/8
Aluminium Dope ... 6
Fuel Proof Lacquer 19
Sanding Sealer 1/3
Banana O il............ 1/4
Model Dope

Thinners ... 1-
Anti-Blush Thinners 1>
Fuel-Proof Thinners 1/-

2/-

2/4
2/4
3/-

21-
2/4
1/9

9
1/9

288 unit2 2, " 100" unit2 10, " 200 ” New or S/H for your damaged parts.

” unit 3 5. Wicks

Gauzes
unit 2/4,

next model
69 6 Jap silk for strength and durablllty

50 "

unit

© 200 "

,dvertit*d
X X X X X

with

60-

ROLAND SCOTT

THE MODEL SPECIALIST
185, CAMBRIDGE ROAD, 147, DERBY STREET,
ST. HELENS, LANCS. BOLTON, LANCS.

fuels
and finishes

2-0z. jar 4-oz. jar i-pt. tin
13 21. 4/-

4/-

No.
No.
No.
No.
No.
No.
No.

No.

Mercury Ether

More Mercury Fuels are sold than all
other model fuels together.

MODEL FUELS AND FINISHES LTD.,

Export enquiries to Ruder,

Please mention MODEL AIRCRAFT in your reply to Advertisers

Model Fuels and Finishes Ltd., is an organisation which
has been developed specially to market two very famous
products for aero-modelling, namely, CELLON finishes
and MERCURY fuels. This specialisation has enabled
considerable progress to be made both in the quality
and variety of the products handled, whilst prices are
kept as low as possible. Two other lines, Mercury Aerolac
and Mercury Rubber Lubricant complete the programme
so far. All these products are available to modellers
through regular Mercury Stockists.

for the modeller who wants the best

mﬂ@m»www

— and knows it
MERCURY FUELS AEROLAC
In 8 ox. Bottles CLEAR LACQUER
Comp Petrol 2/3 Non-streak, fast drying, high
Racing M_ethanol 3/- grade. In seven glowing hues
Comp. Diesel 3- 40z. jar 2/6. 2 oz. jar 1/6.
Comp. G. Plug ... 26 Aerolac Thinners:
Racing G. Plug 3/- 2 oz bottle 1/-
All-in-one Diesel.......... 26
gaclng %pema}l ;‘/- MERCURY RUBBER
oy ese o LUBRICANT
A genuine blend of pure

glycerine and soft soap.
loz. bottle

I L

40A, PARSONS MEAD, WEST CROYDON, SURREY

Roberts & Co. Ltd., 4. Draper’s Cardens.

E.C.2.

All



MODEL = A
AIRCRAFT GUni
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N\ I
ADVERTISE ON THESE PAGES

TO REACH THE LIVE MOD-
ELLERS IN YOUR TOWN

ABERDEEN fef. : 24412

Union Supply Co.

(Model Engineering Branch)
266,268. GEORGE STREET
stockists foe Oll ADA Mi. rngmes OE acctuo'-**. by Kﬂt, Vtror.

frog. Merevry, Skyltoda and Jett*

BIRMINGHAM

Chuck 1Daughty,

128. ARTHUR STREET, off COVENTRY ROAD
MIDLANDERS- Your first model shop Dby aero-

modellers for Aeromodellers

BIRMINGHAM Tel. : Central 1223

Model UexacOuune £td.

43, TEMPLE ROW,

Ships, Railways. Aircroft, etc.

BIRMINGHAM

fffie ,Model Alecca.

204 WITTON ROAD. 6
Personol ottention of Mr. G. |I. Rowand, Aeromodeller and
Model Engineer for 20 yeors

Jloland Scott

The Model Sbecialist
147. DERBY STREET

The best shop for miles around

BR IC HTO N Tet. : br'ghton 26790

Model (Zexodxome £td.

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

READERS
YOU CAN DEAL W ITH
THESE MODEL SHOPS W ITH
COMPLETE CONFIDENCE
BRIGHTON Tel. : 2794J

CUthwt Mullet!
16, MEETING HOUSE LANE, NORTH STREET

World wide moil order service
Visit ut for personal mention & expert advice

AUSTRALIA

OXUC o
604. STANLEY STREET. SOUTH BRISBANE. S.2.

The home of hobbies, and the choice of Model Aviation
Champions in Queensland

Tel: 23744

MoAhieo 1itd.

30. NARROW WINE STREET

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

She .Model (lixpott

51, COLSTON STREET

Get your supplies from the leading ALA shop in the
town

CANTERBURY Tet. : 48212

JieetA (Enyincexing) £td.

22, SUN STREET
(Under the Shadow of the Cathedral)
Agents and stockists for leading Model Manufacturers.
Personal and Postal Service.

Tel. : 29C6S

03ud Moxwxn

THE MODEL AIRCRAFT SPECIALIST.
22/22a CASTLE ARCADE

Largest model aircroft itoefc in the country, PLUS first class mjil
order service. Send for my 1952 price-list. No 2.— FREE

X 1V When replying to Advertisers be sure to mention MODEL AIRCRAFT



YOUR BEST MODEL SHOPS Co*»o.

w srana.i

She. Model Shop

45. CHAPEL STREET. CHORLEY.
LANCS.
Comprehensive stocks of oil Jtirs. engines, accessories. Open until
7-30 p.m. for benefit of out of town modellers

rw-; 3j*’

*5TI3fTniSQ3SIt Tel: 4,2,4

W. S. Wedt ci Sxm

18. MARKET PLACE
Lincolnshire's newest Model Shop. Send for our
lists (free). We supply everything

Oleeileyd

89. SPON END

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

Couentxy.’0 Model Shopd

21. HALES STREET & 62. LOWER FORD STREET
YOU WANT IT

W
Pho for C.0-D Orders

Aiadexn AladelL:

12. THE MARKET. LOWFIELD STREET. DARTFORD.

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

3205

irthe Scotia Aladel Co.

40. CHAMBERS STREET

Let Mr. Wade advise you. Leading stockists for Kits.
Kcitk-cft, Balsa and Model Aero Supp'ics, etc.

v/ U lirr* ™ 174

AlodeCatafl -

M2. HIGH STREET.

Mr. Cibb offers you expert attention. Stockists of all
leading kits and accessories

raroBM » 71-c'n,*l 5410

Caledonia Aledel Co.

5. PITT STREET. C.2
THE engine repair specialists. EVERYTHING for the
enthusiast, with personal attention from GEORGE LEASK,
A.M.I.B.E.

Tel 1 WfIA

». (jlasApvid
89. CAMBRIDGE STREET

Full representative range of all leading M.A kits and
accessories

d. iDcvauoed
17. MARKET ROW

Free postal service.

Record Fuels. Solorbo Balsa supplied to the trade

ITM :l:!» VA l«L. *tti

ijlJic. Aladel Stadium
5. VILLAGE WAY EAST. RAYNERS LANE.
HARROW. MIDDX.
The only hire purchase specialists offering no deposit
terms to established customers

1:WU3WMI» Tel. : Hounslow 433S

(fteut Weal Aladel Supplies
474. GREAT WEST ROAD. HOUNSLOW MIDDX.

We have everything for the Model Aircraft enthusiast
Call, write or phone

Tel. : 511«

iad Qjujlian Aladel Suppliesx
37. UPPER ORWELL STREET. IPSWICH

Wakefield geo's : 3». each, pose 2\d. Context * Avenger " sailplane
Nordic A;2 design. Plantand cutnbs. \0*. Kit. 13*. 6d.. both post free

:KaMicO ftd.

10. QUEEN VICTORIA STREET

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

W ru-im *. 17991
£eedd> Qxxam cdeltexA Supply.
94. WOODHOUSE LANE

M.A. fans “touch down" here for tngines, kits & accessories
All mail order» deipatchcd xame day— poxt free

C. 2)P e fid.

178, FALCON RD.. CLAPHAM JUNCTION, S.W.II
The local modellers' Mecca. Service and Courtesy from
an EXPERT

It pays to say you saw it ia MODEL AIRCRAFT XV



YOUR BEST MODEL SHOPS-Contd

Tel. : Museum 2975

MoMiel Jitd.

78A, NEW OXFORD ST.. W.C.I

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

W I\w

Ttl. : Ch'swick 0858

Janet Sitct. of (Ihi&wicfi

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

L-t:t-t- Teh : Het> 3482

Model OLvtcKafi Supplier £td.

171. NEW KENT ROAD. S.E.I

The oldest established model aircraft shop in London
Service with satisfaction from Harry York

Ttl. : North 4272

3ten*ty J. AUchaita £1td.

308, HOLLOWAY ROAD. N.7.
The M.A. enthusiasts’ complete stockist. Britain’s No. |
Moil Order house. H.J.N. will be pleased to see you

Ttl.: Sloane 4914

Steplica Jitd.

159, SLOANE STREET. S.W.I

The exclusive model show rooms combining a large range
of the latest toys

MH» Ttl.: Gulliver 1818

JU prrutac. Jitd.

39. PARKWAY. CAMDEN TOWN. N.W.I

Everyman’s Model Shop
The post service with the personal touch

Tel. : 3147

futan Alodel Supplies

la. WALDECK ROAD
For all modelling requirements. Personal attention and

satisfaction to all. From Ron Hinks and George Fuller
(Escablithed 1938)

MANCHESTER Tel. : tlockfnan 9221

5he Model Shop.

13. BOOTLE STREET. DEANSGATE

e hove EVERYTHING in stock for the oeromodeller
r Kits, Engines and Accessories

MANCHESTER Ttl. : Blackfriors 6159

Model Supply. Staxeo

17. BRAZENNOSE STREET

for absolute scasfoct>on come to us for your model aircraft requirements
Northern factor* for SKYLEADA Kkits

M ITCHAM Tel. : Milcham 1514

Mitcham Aiodela Co.

243/5 LONDON ROAD. MITCHAM

Model aircraft kits and accessories specialists.
Model engineering tools etc. Yachts and trains.

ORPINGTON Ttl. : Orp. 7903

Cxay Alodeil Cxaft

68/70, WELLINGTON ROAD. ORPINGTON. KENT
The only model shop in Orpington

ROCHDALE Tel. ;4263

JaAn 31. SWice

13/15. ST. MARY’'S GATE
Full ronge of ENGINES. KITS, AND ALL ACCESSORIES

SHEFFIELD

MoMiei> Hid.

4. ST. PAUL’S PARADE

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

SHEFFIELD

3laij\ Alodel State*

157. INFIRMARY RD..

The Model Aircraft Specialists
All leading M.A. Agencies. Prompt bostof service

Tel. : Vigilant 8292

£. £.S. Alodei Supplier

272. HIGH STREET. SUTTON. SURREY
Surrey's Hobby Centre. By return Postal Service

Complete stock of all M.A. requirements. Personal attention from
No/man Butcher

WESTCLIFF-ON-SEA Tel; Southend 2896

Pa’camaiuit Alodei ChUatiim
695. LONDON RD.. WESTCLIFF

TRY OUR MAIL ORDER SERVICE

XVI Say you saw it in MODEL AIRCRAFT
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GANNANCIA$S/7F/7EPA PSS T R U C LT

Private, 3d. per word. T/ode, 6d. per word. Minimum 18 word*
Box No. 2*. 6d.

Copy matter and replies to Box No’s, to be addressed to " Model
Aircraft ” Advertisement Department, 23, Great Queen Street,
London, W.C.2. Telephone: Chancery 6681-4

BARGAINS GALORE. No trouble atall. Peruse carefully the
advertisements in this issue and see for yourself.

FOR SALE
F.D. Mk.i R/C. unit with Villi-Amp Meter A new H T. Battery,
tested only. Satisfaction guaranteed £12. 10s, A, Pennington, 42b
Kirkgatc Street, Wisbech, Cambs.

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.

DENTAL BURS, assorted sizes and heads, rejects, suitable fine
model work, 20s. gross or 12s. half gross, post paid. Cash with
order.— Wtt PAM Industries L td., 54, Oldfield Rd., Hampton, Middx.

DOOI ING 29's. Two at £7 10s. each. Absolutely new.— Hari*ih,
166, Stafford Road, Cannock, Staffs.

ELFIN 2.49 (Beam) as new, £2. Jnr. Musketeer ki 12s. 6d.
Skylcada 44 in. Zipper Kit, 15s. Both untouched.— W. Hinks, 239,
Bell Lane. Bury.

THE WORLD S LARGEST SELECTION 1/72 Scale Plans still
available from Dept. J.MA. (Harlcyford, Marlow, Bucks.) Send
S.A.E. for list over 550 aircraft from 1914-1948. Special offer :
" Plan Pack " containing 48 assorted plans and chart of 24 camou-
flage colours 5*. post free.

MILLS 0.75 DIESEL, propeller, not run-in. AeromodelUr\
March, 1947 to May 1950 inclusive, one missing, plus twelve odd
copies. S.A.E.— Donald Campbell, The Manse. Luss. Dumbarton-
shire.

NITRO METHANE 5 gallons available. Write for sample and
price. —Box No. A.245, M odel Aircraft Offices.

PERFECT E.D. 2.C.C.. £2. Jetex " 200" 30s. Jetex " 100," £1.
Two Jetex “ 50," 5s. each.— Barker, 32, Gt. Broughton, Middles-
brough.

HARBOROUGH?’S latest publication Rubber Motors by Ron
Warring will surely be this year's best seller ! 64 pages fully illus-
trated. Complete handbook on rubber and rubber motors, together
with basic propeller design data. Easy to understand and a sure
aid to increased performance from your models. Price 3s. 6d. post
free from Dept. J/MA., (Harlcyford Marlow, Bucks.)

INSURANCE
N.G.M. THIRD-PARTY INSURANCE now provides £10,000
cover all types model aircraft (except jets) for 2s. 6d. per annum
join any time. Loss by o.o.s. flight 2a. 6d. per £1 of declared value.
Send S.A.E. for membership application form— Dept. J/MA.
(Harlcyford, Marlow, Bucks.)

WANTED
“PRACTICAL MECHANICS." October, 1949. Write first
stating price.— Donald Campbell, The Manse, Luss. Dumbarton-
shire.

CONDITIONS OF SALE

This periodical is sold subject to tb- following con-
ditions That it shall not without the written consent of
the publishers, be lent, resold, hired-out, or otherwise
disposed of by way of Trade except at the full retail
price of 1/6d., and that it shall not be lent, resold,
hired-out. or otherwise disposed ofin mutilated condition
or in any unauthorised cover by way of Trade : or
affixed to or as part of any publication or advertising,
literary or pictorial matter whatsoever.

PRECISION - MACHINE - CARVED AND FINISHED

6 7& 8 9A 10 1* 12' 13" 14'DIA
/10 'l 2fli 2*4 2'9 3<H 3 7 A .
4-12' 4-12° 4-12- 4-12' 4-8 6-8 6'PITCH

ORDER FROM YOUR MODEL SHOP
PROGRESS AERO WORKS (g

39, Parkway,
CAMDEN TOWN,
London, N.W.I
Tel : GUUiver 1818
(one minute from
Northern line tube
station.)

POST IT TO RIPMAX
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WZ%?I‘GUJ miiibi iVUV» ratv n,s  together with Radio

Kinuu'imiv. kiu kits sot- by £.0. IVY, Flight

D%
central,etc,all engines.
h‘idin tD }M X-actohnives, Pirelli
e/ Rubber-Whatever you

need -1f its available

VE HAVE IT IK STOCK!



MODEL AIRCRAFT

THE ‘NEW BABY "TANK

MOULDED FUNNEL FILLER
GRADUATIONS CAP, INCORPORATES
BREATHER VALVE

“M.S. “M.S.”

TRANSPARENT STRONG MOUNTING
PLASTIC ALUGS & FERRULES
41 M S 44 M S M
LAST DROP TAPERED
AVAILABLE NOZZLE
ALL KITS AT LAST!
AND A GRADUATED

ACCESSORIES
IN STOCK

F/F TANK FOR
THE SMALLER
ENGINE

ACTUAL S!ZE

PRICE 23 o0r 26 BY POST DIRECT FROM
THE MODEL SHOP

3, Ridley Place, Northumberland Street,
NEWCASTLE-ON-TYNE. Telephone: 22016

PARAMOUNT  MODEL ~ AVIATION

695. LONDON RD.. WESTCLIFF

PHONE  SOUTHEND 2896
CONTROL LINE WIRE
150 ft. COILS OF 30 s.w.g.

ONLY 1/6 A COIL

MAIL ORDERS OVER 20 - POST FREE

JULY 1952

ONE OF THE RANGE OF 36 NOW
AVAILABLE

at your local model shop

C-M-A
SOLID SCALE
KITS

(SCALE 1/48 FULL SIZE)

ASK YOUR DEALER FOR ILLUSTRATED
BOOKLET PRICE 6d.or FROM US PRICE 7£d.

CHIMFORD MODEL AERODROME LTD.

155, STATION ROAD CHINGFORD
LONDON, EA4

SERVICE piur FRIENDLINESS

THE NEW MODEL SHOP
54 HENSHAW STREET, OLDHAM, LANCS.

WE SERVE THE NORTH

BEST PRICES PAID FOR
YOUR OLD ENGINES

Offers or engines by return post

Get on our mailing listfor the

NEW KEIL HANDBOOK oOut Shortly, i/-

Sup&cpauiex” ralfiF

I Itt — 97,84 m.p.h. S.E. AREA C/L CHAMPIONSHIPS. British
<<— mpﬁ ALL HERTS RALLY. Speed Records

I e — S m.p.h. LONDON AREA C/LCHAMPIONSHIPS.

D ol«( - 906mph VICTORIA AUSTRALIA CHAMPIONSHIPS. AIRCRAFT

S lit — 112.28 m.p.h. NEW ZEALAND 1950 NATIONALS.

| lie — Junior Stunt  N.S.W. AUSTRALIA CHAMPIONS 1071 m.p.h.
lit — Open Stunt N.S.W. AUSTRALIA CHAMPIONSH
lit — 1032 mp.h WEST ESSEX GALA. RACE CARS
Itt — 107.13m.p.h. S.M.A.E. CL CONTEST 80*36 m.p.h

New Address: ETA INSTRUMENTS LTD.,

289f HIGH STREET# WATFORD,

HERTS

Printed in Great Britain for the'Proprietors by Hiltctrical Pbfss Ltd.. Cnrdwallis Works, Maidenhead- Berks,
and published by Pkucival Mar-hall & Co. Ltd.. 23, Great Queen Street, London. W.C.2.
Sole Canadian distributors—Mews. Gordon & Gotch Ltd.. 43, Victoria Street. Toronto 1. Canada.
RogiMcrrcl lor tranwuiwann by Magazine Post to Canada including Newfoundland.



ED. JUNIOR CRUISER

beam (built as

30" long. 9'
price £ 13 Q 0

illustration).

TWO POLE
ON OFF
SWITCH
(Can be used
as single pole).
Price

2 6 each

E.D. CLOCKWORK
ESCAPEMENT

Ideal for marine use.

price £2 18 1l

E.D. MARK Il
ESCAPEMENT

Current
saving.

Price

£12 u

E.D.
COMPACT
ESCAPEMENT

For use in small
craft.

Price

£1/2/11

E.D. PROPELLERS

E.D. WATER SCREWS

11' dia x 2* pitch.
Ir . xy
If ..x4
2’ .. X5°

Prices from 5'6 t0 6 6
E.D. REED UNIT
K — JifrOWy,

3 Channel

ALL PRICES INCLUDE PURCHASE TAX.

Cr.1J.ELICTRONIC DEVELOPMENTS (SURREY) LTD

DEVELOPMENT

MISS E.D. 2 LAUNCH

E.D. POLORISED

E.D. RELAY
FUELS
Price

Standard

3/3 30-

bottle.
Competi-
tion 2/6

bottle.

ED. BOBBIN E.D. MARINE UNIT

Suitable for 2 c.c.
to 10 c.c. engines.

Price

15.3

ORDER THROUGH YOUR MODEL SHOP

1123 |8,VILUERS ROAD, KINGSTON-ON-THAMES, SURREY, ENGLAND,



ALL SHEET PARTS
—RIBS, FORMERS,
FIN, PYLON, ETC.

—ARE DIE CUT.
Cub 2r bp»n
-\ Beginners glider, Plan*
me, Jetex 50 L
1 power version *

a

Peroral PM
Popular low wing plane
from the K.K flying
scale series, all priced

at 38 each

D.H. Vonom
® Moat recent addition
£ to the famous K.K
Jet** SO powered fty-

* mg scale range.

Manufactured by E. KE»L t
W holesale only)

Have you seen the

These are the kits that outsell all
others. All over the world discrimi-

semottonal new K.K.

Th«

contest model?

last word In

nating model builders insist on
Keilkraft. The high quality of the
contents, and the great flying quali-
ties of the finished models are
unrivalled.

modern free flight

power

design. Many

outstanding construc-
tion and design features make the
Skylon extremely easy to build.

Insraffottcn droning* given for Don .5,

1.0 . .46, Elfin .49. Frog 50. Amco .37.

M//$ .75 and ££> Bee.
Price 12/10

Chief (Alt 4 4 'span
Nordic class contest
glider Many -y\'n
novel features ®

Piper family Cnsiw
There are H models
:n the K.K 3 8 rubber
powered flying scale

Hawker 1047

There are b mode!» in

ict flymg scale

series. Ask your dealer ]
to show you. All 3™

Outlaw SO span

Outstanding duration

Slicker Mite 32'ipan
Super duration contest

fflen- lor engines * y model lor up 27 6
Inc. tax up to B7t« - - to 2 5 engines
VAW *
’
v
r |r Ajax JO" span Sky*tre#k U ' span
r One of the fir»i K.K. f*H Hunt mode* far
d del . 5 kite, and still a n oA EO. B« Or »
uration mode firm favourite  * * simiier d **fi 11/

TWO GREAT
TEAM RACERS

The 30' spsn PACER tlass B team racer
t> «air to build, and easy to fly. Although
sSRBnigned to comply with S.M A.E team
P racing rules. *t is also an excellent model
for general sport flying. Plan gives full-
a*ait* installation drawing (or seven papular

aahgines. from 2.5 cc. upwards
’ " Prex 184

The RANGER 24’ span class A team racer
for small engine owners. A rugged racer
with installation drawings for five popular
engines up to 2.5 cc. Price 12 10

h th«*e teom rocer km art easy to feurfd
into pfones that you will be proud to own

erd fty.

KITS AND ACCESSORIES

CO. LTD.. LONDON. E2

Distributor* far E.D.. EUIN end AMCO engines : /ETEX motors and ktu &
ELMIC and BAT accessonec ; 5CX.4RBO r E.C.C. Redso Control Equipment



