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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

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://aerofred.com/index.php
http://www.hippocketaeronautics.com/hpa_plans/index.php
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“Junior-*

‘* Javelin

em

STOCKTAKING CLEARANCE LINES
Brand nrw a! rrdured prior*» ! !

11lin. dam. Anodised SpinncM |n
gold. red. blue ., 43 inc
tformerly 6 9)
Booster plugs (ideal lo» R."C woik) 1.3 »nc. P.T

formerly 1 10)

CONTEST
KITS

14 in. span

solid Balsa Chuck Glider 16 inc.

Minor ” 20 in. span rub-

ber model inc.

M ajor ” 30 in. span rub-

ber model 6 9 inc.

Andy ” 20 m. span sport-
plane. Can De frown as
glider (cow or rjand
launch), rubber powered
" 50

or with the '~ Je'ex

unit inc.
50 in.
free flight power model

span

(suitable for engines

around 1.49 c.c.) 27 6 inc.

MANUFACTURERS

IMPORTERS

GREEN MOUNT WORKS

PROVED

P.T.

P.T.

P.T.

P.T.

P.T.

given tttouylil

co the fact that “ TITANINE" Dopes and Finishes
are usc-d exclusively by leading full size aircraft
manufacturers.

A branded product giving you the finest cellulose
dope obtainable.

Specially formulated to *uit all aeromocJcldcrV

requirements.

H ghly s<::ied laboratory technicians to give- yo- the
latest developments in the field of cellulose science.

. and 100 per cent, delivery service.

TITANINE

MODEL AIRCRAFT DOPES AND FINISHES

AMENDED PRICES AS FROM MAY 1st

cckcnts

1951

*OWOIA 9 * Price 6d. And 1,3 tube.
*0*, *U * C- Q™ Q- I%?Ne *rrtlfs 5d. przar tube[.)er e
DOPtS iof- lof. 20i 4of. 40f i
Clear Dope. Kw««dJ® tanten: r‘? and su.table HPr
a arelJ medium models _ 9 13 23 33 43
Gllder Ogx¢  t«tri strong tautenr.g ad
ELERETET Y o« n e
il . : :
Banana Qil. Non-tautenln vvater rqof s 33 43
Suitable »or |IghlV\BI superlo*
" banana oil *finish it used as afinal
suffice treatment on Iarge gliders.
seaplanes, etc, etc. ...l — 9 13 23 3J 43
.- Supergloss.'-  Glossy coloured dopes avail-
able’m the follovvlng g|
Whue, Light, Medium and Dark Blue.
Green, Slack. Cream. Brown. Oran e.
RedentYeIIow Silver. Grey and Ti . 5
. i Mo 1- 4 4
Thlnntlaog For use wsth all *Tiaacoc” Cel- < 34 o
lulose Dopes and Lacquer* - — 1- 14 2- _
WOOOFILLEAS
Sending Sealer ﬁt ear ? sanded K.'*."*
col h.t m Mti a perfect finnh
on aWo — _ 9 13 23 33 43
POLISHES
Htndon " compound
used for on ckr
d surf . . —
Herrﬁgiopﬁ f%aie p i thing medium co 13 23
obcam 13 23 —
FUEL PROOFER
Spenally p'epi'K . medium which
«iV ivia. f l.cation.
Readen>: >I ¢ v frgma?r&&a]l?r'h
and deaei 5 4
(Replacement Hardener. | - bottle).
Phone: HALIFAX 7729
03U L™
" Crams

HALIFAX YORKSHIRE a« omodci.” haufax



The

“ CHIEF”

LADYBIRD

42/N\span semi-Knle *rec
flight modelforthe E.D.
Sec or similar capacity
diesels.

For those who prefer
realism in their models,
chc Ladyb«rd s* a natu-
ral choke. A plane you
will be proud

to own.

inc. P.T.

SKYSTREAK 26

Capable of every stunt
possible on lines. fh»$
supersonic controlincr
is ideal for the F.D. See
and simitar capacity
engines. A | | f'T
K.K. winner. 11 f/

STUNT QUEEN

Winner of the 1950
National* Gold Trophy.
Top stunt mode! of the
year, and a really good
lookingptone.ForYulon
29 or 49. Prgs ->T f8
O AMco3) i 3 f

inc. P.T.

PIXIE 2r
T>ovtaod* c7 Px«i

see- x>e li'oe?
i)_lro- ? t'-:: the. st»
hrfal bed#wifi ialt
planeis Z * right Pcy
for the young » J |
modeller.

inc. P.T.

SENATOR 32'

A true rubber powered
contest modcl.thc Sen-
ator is straightforward
to builc and fly. Multc-

ip*r flying surface*
Z*vc strength
with lightness.

inc. P.T.

WINS!

at the South African Nationals, itgi

st. A-2 GLIDER. CLASS B

Tom/ zone of
12793teesnds for

START BUILDING
YOUR CHIEF

TODAY

2278 ae

Finest kits In the

FLYING
SCALE
SERIES

(RUBBER POWERED)

GLOBE SWIMT

ivnrid 1

PIPER FAMILY CRUISER

PERCIVAL PS*

Each hi factories

FINISHED PLASTIC
PROPELLER

Plastic Noseplug and Wheels,
Full size Plan, Instructions and
ample materials (less cement
and rubber).

ALL ONE PRICE 318 TAX

Models in this soriet arc :—

FOKKER D.8

See them at your
dealers today

Luscomb* Silvair*. Fairey 17.
FoUker D-B. Globe Swift.
Piper Super Cruiser. Auster
Arrow Faircy Junior, Perci-
val P.56, Cvwna. BcecScrafc
Bonanza, Piper Family
Cruiser, D. H. Chipmunk.

WE REGRET that owing to the rising costs of raw materials the following

Stems are now omitted from ail Kw?frrafc kias —

AUSTRALIAN D-STRIBUTORS FOR
RE.LKRAFT
Hcearcc YTt Jft. *
N iwW .
A M HOW S, 367. ftiirg ScnA
yu,*ovn~. CJ1

Street.

K

soemhrc hobby dotubu tors.
30. E A 0 *0 - Srtttee.
MODEL AIRCRAFT NOUSTR2ES. 3.

Street. G/*i.x. S. A.itnJci.
MODEL :-4CiNt:s-NG SUPPLY CO..
P.C S n N» lv:1, Pmrth. W. Australia.
NORMAN L LYONS Md CO” I. Bond
Arle_ vt W

AUSTRAL-a n
SI Gterpi
f m i

R. E h *-"’
Street. -ta*e

bethel THURSTON LTD..
Street. Fzrcr. W . Australia.

MQCE1I AXRODROME. 352.
leeL North Rcxroy. N.7.

& SC-N. <-g House. Queen

75. William

Cement, Tissue Paste. Rubbor.

SOUTH COAST MODEL SUPPLIES. 69,
King Street, Newcastle. N.S.W.

MASSEY BICYCLE & SHORTS OEPOT
(PTY.) LTD.. 201-205. Elizabeth Street

Brisbane, B.M.

GORRIt CYCLE $ SPORTS DEPOT, 604.
Stanley Street. S. Brisbane, S.2.

BA;RD5 (PTY.) LTD.. Murray andWollng-
ton Street, Perth. W. Australia.

CENTRAL AIRCRAFT (PTY) LTD.. 5,
P'faCCS W alk. Princes Bridge. Melbourne,

c.l.

KEILKRAFT CANADIAN

BUTORS

HENRY MORGAN & CO.LTD.. Montreal!

WESTMOUNT HOBBY SHOP. 4926.
Shcrb'ooV.c.W ., Westmcont 6. MentreilL

G. D. HAMILTON, 2269, E «t Sltt. Avenue,
Vancouver, B.C.

DISTRI-

Manufactured by E. KEIL & CO. LTD., LONDON. EJL
(Wholesale only)
DrttriNrtort for E.D.. ELFIN. YULON. AMCO. and NORDEC

engibei ;

JETEX motcr* and Kits :

LUAIC & 5ATI Accessories ;

SOLARBO : E.C.C. Radio Control Equipment.
ALL EXPORT ENQUIRIES TO BUTLER ROBERTS & CO. Ltd.. 4, DRAPERS CDNS., LONDON. E.CJ.



| fintroducing Our
A5H-HIT SUPER STUNTER >
PRI-FABBFD'7 7 /7 777 A

1M /n /i/im

5M
RI

COMPLETE L

PJRE-FABRICATET

KIT FOR FOOL-

PROOF EASY PitiM P.T. 56
CONSTRUCTION

AND ASSURED

PERFORMANCE

Fitted with combined !lup «ml J b*Mt-‘r

develojK™N Symmetrica! Keflex ><yqyr t*
THE TIGHTEST UICU-$PEED LOOPPsC RvDIL> LVER 3IAQLYED 1

Purchase thi* brilliant PANTHER Sumter bv Yeron dr*bjnw Pliil Bald iw ... - it tbrxF crrxy possible test and
we pxanuriM* it will OUT-FLY, OUT-STUNT, and Ot 1-PERFORM kam m U ontk
SPViV 41ill.  AREA (Including; Flap*) 310 m(. in*. — 60 m.p,h. Wa- ! for K.D. Mk. IV. Amco 3J
Fro# 300 and others "nntaLsr W all Dv-ri & * Pjus Mivior*. (Beam mounted for
A .inti-vibration) up to 1Find Tank n Iri N 6d. piu* P.T. I*

HERE ARE SOME OF THE PRE-FABRICATED PARTS YOU GET

SHAPES LEADING
t0G &*4- 1

FUSELACE
PODSSHOTTED  SHAPED COWLS

'd o w e | s /M ﬁ)). )

TAIt AHZ CZniQ PLV PARTS

AUSTRALIAN D ST- SUTORS: Scientific Hobby Distributors. 350* Queen Street. BRISBANE. AUSTRALIA

@OO0L- (Bournem ta Norwood Place.

*Phone SOUTHBOURNE*178i



June 1951 MODEL AIRCRAFT

A n & 4a& o n .*% L/

Directors:
J. V. PATERSON. A.M.I.C.E. F.B.DURRANT.A.C.A. H. N PfcLMORE. R.T.FULLER

COMMERCE WAY. LANCING, SUSSEX.

T«l«pboo«: LarXiftt 2090-2099
Telecom* SOLARBO. WORTHING
CODE: 3ENTLEYS SECOND

To Aeromodclicrs at home and overseas

Wc are sorry that the trade can no longer carry the increased costs in importation, production and
distribution which have been steadily mounting and that the retail prices of “ SOLARBO ” balsa wood
must be increased. We would point out. however, that this is the first increase since the war.

W e know, of course, that our specialised plant for cutting balsa wood is unique in this country, but wc
arc also assured by overseas visitors that they know of no comparable organisation abroad.

We have, as our customers, all the leading model aircraft manufacturers and wholesalers ir. thiscountry,
but in addition wc sei! abroad in 22 different courier « to A0 distributors. With our varied uses of balsa
wood in many industries,we are able to make the best selection pounbfo in every trade. Inthe model
trade, not only do we sell oar " SOLARBO " sheet and it' ? ba sa wood, but we prefabricate parts for
many of the lead ng manuitecuren for their kit production.

Any visitors from overseas to the Festival cf Britain wii! be exceptionally welcome should they care to

visit our mill.
Yours faithfully.

PLANTATION WOOD (LANCING) LTD.

RETAIL PRICES FOR SOLARBO BALSA WOOD IN MODEL SHOPS IN ENGLAND AS FROM
APRIL 26th, 19SI

Strip Price Stop Price Sheet Price S*xet
36" kxgths Mdi 36 faaftfa each  36* Jert/ths ecch 34 tcch
1/16- x 1/ 16* .. lid. i ~ lid . 13r*r 74d. r Is. 5d.
r lid . r ~ 3d. r 14:4. 4* 2s. Od.
3/16" ... . Itd. |* 314 4* Is- 2d. I* *r Is. 2d.
r ... 2d. 3 16%*3 - 2id- . y Is. 9d.
r 15.4. r 2s. 6d
i - 34, - oa.
r 2id. ¢ ar 1*. 2d.
r xr Is. Sd.
r . 3d. r - 34, S Tr.r Sd. y os 24
S.
3.32'x 3/3T . .o lid. r naL r I*. Od. ,
« 4 3s. Od.
. : L 4 Is. Sd.
i ..o lid . r * 34. R
3/16% ... ... 2d. ' 3«4, 1" »F td. Trotting £0ge
r le- Itd. VXV 6}d.
r .. 2{d. i _ 44,
4* 1». 7:-d. k vr 5d.
r - Lo2{d. oy ox P S4. i o .
iw oo io;d. VW XY Sid.
*k - 3d. r — 64 r Is. 3d. 3/16-x r 6d.
it oxit .. ..2d r .. bC Vi ki | xr 8d.
316’ .. lid . I Is od. r «r lid . V Xr l0d.
Leadrig Edge Pe>C* per ft ran
% lid .
r - 74. llJ I». 2d.
r 74. »r * ¥ . s, 2xd. LOOK
. Is. 5d.
Vcde Price per {L nm ... U. sd.
r Xr T)(/\. x T Is. 2d. FOR
Supplied only to Manufacturers and through Wholesalers THE

SOLARBO is always the BEST BALSA STAMP



MODEL AIRCRAIT June 1951

WESTLAND A/r»'=SN T.F.2

FajchfuSy P-wocuce” by WE STOCK A FULL VERSON tI)D,gl\rI'HER
uper cjich
PY]{/OOM RANGE OF ENGINE KITS AND ACCESSORIES ComplegeFlesicPFreafg%ricated

TERMS FOR LATEST KIT ENGINE COMBINATIONS

WeM r Monthly W '**/] Monthly

Control Line P/vms. Prvty. Free Flight Pymts. Pyr?ilr
Cosh Over 5 Cush Orer 20 Ore S
Pice  Deposit WceAvor Alms. Price r/tekior Mihs
Yulon £xfjc—Panther .. 117*4 23~ 20.". Bl 2.49—Monocoupc 136/- 276  5/9 23/-
O.C. 3S0——Panther oo, ... 118/- 24." S,- 20. fc.D. Comp. Special—Monocnupe 126/- n 6 5/6 22/-
es>. MK MV—panther...... ... 105 19/4 47 18,4 Mills 2.4—MoNoCoOUPC  coooereeesereee 1688  34/6 7, 28/
O0.C. 350—Wyvern .o .. 1167 726 SI- 70:- Allbon Dart—Junior Mallard 79,6  is;6 3/6 13/6
Frog yvam e 77*5 18/6 4 3 17/. Mills P.75—Junior Mallard  ............... 7516 116 3/6 13/-
O.C. 350—PhJibvster ... 116/2 226 S/ 20 - Alison Dart—StinsSon ..ceveieievennens 91/9 17,6 4/ 16,
Frog 503—Philibuiter ... 97I5 18 6 43 17/ Mills S.75— Scinson 93/10 196 41. 16/-
Flf.n 1.49—Ranger ... ... 72,3 12/6 3/3 13, E.D. Bee—Ladybird . 75/2  11/6 3/6 13/-
E.D. Bee—Ranger ... 85/4 11/6 r- 12/- Milk S.75—Ladybird ... . gor11 16 4> 16/.
SEND FOR FULL LIST AND HIRE PURCHASE FORM
FLASH ! Keii Krafts late*'. flying scale range complete with 5in. plastic props now in stock. Pr»cc 3,8
Raeburn Model Service, 9 Arcadia, Colne, Lanes.
trade distributors MODEL AIRCRAFT (Bournemouth) LTD.
HAMILTON MODEL SUPPLIES Norwood Place. BOURNEMOUTH
61, 69-70. Handyside Arcade, NEWCASTLE-ON-TYNE. |

\Y



The Motor 1/ou
can trust!

+ INSTANT STARTING

+ TOROUE-FREE POWER

« INEXPENSIVE RUNNING

W orldey Mott Popular Jet !

JETEX MOTOR OUTFITS CONTAIN—

Motor, Fuel, Wicks, Moontirx Clip. Spare Part», Acces
scries and Fail Instructions

JETEX 50

JETEX 50 OUTFIT

SPECiFICAT -Of— ~ .« : ot Y.otor run
50<t. W e.rrt 2" -irutt*._ Length | Damcur
Weight ot tool charge j } drams, me- »nc. tax

JETEX 100 OUTFIT

SPECIFICATION—Thrust | ©z.
Weight 10 drams. Length 2}".
of fuel charge A\ drams.

JETEX 200 OUTFIT

SPECIFICATION—Thrust 2 oz
Weight Id drains. Length iy.
Weight of fuel charge 5 drams.

Motor run 20 %%
Diameter I'. Weight
Price me. tax NT .5

Motor run 20-30 se<*
Diameter | S/32™.
Price inc. Ux 9

JETEX 350 OUTFIT

SPECIFICATION—Thrust 3M o0z. Motor run 12-36 t#c
Weight 2} oz. Length 3J\ Diameter I}'. r-} g
Weight of fuel charge 6; drams. Pr«ce INC. tax

@ A special jet can no# he supplied which hcreases rhe
zhnrtt of the 350 motor to 5J-6 Vzs.

JTEX
200

The first successful helicopters ever to be
produced in kit form !

ETICOPTER 100 107jncP.T.

ETICOPTER 50 7 - inc. P.T.

| EASY,<TO BUILD AND FLY.
) WILL R.O.G. AND RISE APPROX. 100 FT.

I AUTO-ROTATION OF THE BLADES
GIVES A PERFECT GUDc

WILMOT, MANSOUR A CO-
SALISBURY ROAD. TOTTON, HANTS
cle U.SA. Distributors:—MESSRS. AMERICAN

HOT-DOG
rig*  oertkyr-arre*
00C< b5C@r >e:c* SC.

DURA-JET

Contest model for the 350 motor.

Kit includes a special jet
to g.v«iextra boostto your
350 motor.

Canadian Distributor: —MESSRS. MODEL CRAFT HOBBIES LIMITED. £6.

All other export enquiries to :

™ T

inc. P.T.

Enter for the 1951

I NT ERNATI ON AL

DURATION
CONTEST

I P f P Y
3¢ | E A

WPS THE

CHALLENGE
TROPHY

AD £20 CASH

2nd £17 3rd £10

L Also £5 for the best flight by
4 Ifi CD any competitor under A 16

|.C.1.

. This is a decentralised competition,
Uie finals being held at Fairlop Aerodrome,
Essex, on September 29th. 1951. Fares in
the U.K. and
finalists

10s. expenses will be paid

lon~all competing at Fairlop.

You'can obtain particulars and entry forms
your model shop, from your club secretary, or
dircct_from Wilmoc, Mansour & Co._Ltd.

“ OPEN TO ALL

LTD. -
TELA5CO LIMITED. 55. WEST 42nd STREET. NEW YORK IB. NEW YORK.
WELLINGTON STREET. WEST. TORONTO |I. CANADA
BUTLER ROBERTS & CO. LTD.. 4. DRAPERS GARDENS, LONDON. E.C.2



/5 C.e.

60(9

Inc. P. ™

.3 c.cC.

91i0

Inc. P.T.

2*4 c.cC.

102-

The world’s most reliable diesel—famous for
. . Inc. P.T.
easy starting and smooth performance. With
this trouble-free engine you can really get down
to flying and enjoy every minute.

75 c.c. (Il oz.) 60s. 9d. without cut-out
.75 c-c. (1J o0z.) 66s. 9d. with fuel cut-out
13 c-c. 3% oz-) 91s. Id. " M,
2.4 c-c. (5* ox.) 102s. Od.
13 Marine Unit 99s. 7d. ,, v .
(Including P.T.)
SOLE DISTRIBUTORS (TRADE ONLY)

MILLS MILLS BROS. (Modci~Engineersy LTD.

Blue Label Fuel 143, GOLDSWORTH ROAD.

3s. large stan-
dard bottle. WOKING. SURREY.

(Re-fills 2s. 6d.)
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PERCIVAL

1

MARSHALL

E D I T O R I A L

Once again the attention of the Council of the S.M.AE.
is focused on the problem created by the cvcr-incrcasing
volume of work which now has to be undertaken by the
Society's Hon. Secretary. Mr. D. A. Gordon, and his Secre-
tarial Assistant at Londonderry House. Miss C. Phiipot.

Some indication of the size cf their task can be gained
from the fact that every week some 250-300 letters are
received at the S.M.A.E. Offices and in addition to dealing
with these there are the myriad other duties to be coped
with.

The Council has long been aware that the growth of the
model aircraft movement since the war has been so great
that it is now almost impossible for the Society to function
really efficiently, especially if it is to be entirely dependent
on the spe™e time efforts of voluntary officials to carry out
its important work.

Two years 3go the clubs rejected at the Annual General
Meeting a Council proposal that the affiliation fees be
increased in order to make possible the appointment of a
full-time paid secretary. It is still considered by the Council
that this step must be taken scon and that it would be
necessary to raise the affiliation fees before such an appoint-
ment could be made. Faced by the possibility of a complete
brci-down in the administration, the Council have now asked
the clubs to reconsider their previous decision.

*t s 10 too easy to criticise the S.M.A.E., to expatiate on its
real or imagined shortcomings, but it should be realised by
all that, as in most other things in these days, you get what
you are prepared to pay for. It now seems obvious that if
the Society i$ to function efficiently as the controlling body,
its affiliated clubs must be prepared to contribute more to
its funds in order to make this possible.

Launching large glider* .n
a strong wind is s difficult
procedure which caiii for
skilful team work.

At the recent Sur-
biton Glider Gala held
recently on Epsom
Downs many models
cur-* to grtef before
they coaid be suc-
cessful; * launched.

Cur cover picture
shows entry
by D. Bradford
getter m v.

PUBLICATION

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

23. GREAT QUEEN STREET, LONDON. W.C.2.

Tcl: Chancery 668M

Annua! Subscription 70s. Orf. post paid.



A GOOD Although the competition seas* -1
S,GN has only just started it k already
obvious that lliis year wr shall
see a phcnominal increase in the number of entries
in S.M.A.K. contests. At the time of writing only
live such contests have been held, one of these, die
Kipmax R/C event, attracted only 35 entries due to
the prevailing weather on the day of the contest
bring hopelessly unsuitable for R/C. flying. In the
Gamage Cup contest, however, tlicrcwere 156 entries,
in the Pilcher Cup event 272. whilst the S.M.A K.
Cup and Astral Trophy contests had 507 and 307
entries respectively. Thus the total number of
entries in the five contests were 1,277, which exceeds
a third of the total entries in S.M .A.R. contests during
the whole of last Season. What this year's total will
be it is impossible to estimate, hut with 35 S.M .A .E.
events still xebe held it b obvious that ali previous
records will be broken b-. x %crv Luge margin.

It ii difficult *-ivrrnm ali ofthe rcuoi fcr this
astounding, but nnrrthelesi -.er.- wrjci-rr™e. -«tfc
in the interest in contest flying. CeYtsmH nr—
wearher corxiitions cannot be held to hr entireh
1 e,
incut in ibis direction this year, the five contests
mentioned were held in anything but ideal tlying
conditions. One fact is clear and that ks that the
Nordic A-2 class glider has definitely £-caught on f
in this country- helped no doubt by prospect of
entrants in tire trials winning a trip to Yugoslavia
in August as members of the British Tram. At any
rate, given reasonable luck with the weather, a
“ best yet % contest season is assured.

BLACK MARKS From Capt. S. 1). Taylor, the
FOR COMP.SECS. S.M.A.K.tlompciitionSecretary.
\vc have learned a less pleasing
feature of dm \ear's contests tlian that mentioned
above. |I: that .\i present his biggest problems
arc caused. .-t bv the large number of entries
about which he it very pleased, but by Area and
i-lub cmmpet *eiretori« who are apparently
incapable of doing thru ; hs efficiently. He tells
us that his biggest headaches arc due to the follow-
ing:—
(@) Indecipherabfe writsra; on the entry forms.
{Block eopiioL- and initials in future. please.)
(b; Entries not given in thr correct order of placing.
(This causes a great deal f extra work in tabulating
the final results.)

264

c¢) Times entered in seconds.

(77/0- should he in minutes and second*.)

d Junior entries not entered as such.

This makes it impossible to allocate junior prize
awards-)

\c¢) Variation in the entry fees charged to junior:;.
{The correct fees are: Power contests is. lid.,
other events 6A)

(fi Some Areas making no deduction from the entry

fees sent to the S.M.A.K., and others deducting
10 per cent, or if, per rent.
{All Areas should deduct 15 per cent.)

If attention is paid to the above points, not only
will Gapt. Taylor's difficult task be made much
easier, but ii will also be possible to announce the
results of the contests earlier than at present. May
we suggest that next lime you led like complaining
about the late publication of the results, before doing
so you check up to find out ifyour particular Area
< dub cmprritxin smwury r- anr of the culprits.

BLIND 'EM W A%: i- rig thr problem
WITH SCIENCE Of (he advancement of model

design with one of lhr country\s
leading modellers the other day and came to the
unanimous conclusion dial a little applied science*
would be a very good thing- Tin- one vital factor of
design which remains relatively unknown is the true
airspeed of the model at any particular time or
attitude. I we knew (his, we could really design
propellers, for a start.

Neither our expert friend or ourselves could think
of a satisfactory airspeed indicator— or, preferably,
airpxccd records:?  which could properly be applied
to a model in flight. Nor did a club discussion help.
V. tote sure' lii.;; one pet scheme advanced in all
seriousness —of tying a length of cotton to the model,
knotting tii# cotton at It. intervals, launching the
n;udrl and counting the number of knots paid out
per *. must have a snag in it somewhere, literally !

Wr h- uld like to put this problem up to readers.
Try it out a* a subject for club discussion and let
us know tin results. The pages of this journal arc
open for the publication of a practical airspeed
indicator or recorder and we are prepared to con-
sider and test out, if necessary, any suggestions wliieh
show promise.

Broadly speaking, the chief requirements arc —
ITie instrument should have minimum weight (say

fij
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£ 07.. maximum to enable it to be used on rubber
models and small gliders). It should not affect the
trim of the model to any marked extent. It should,
preferably record airspeed over the whole Uighi
It should he capable of bring calibrated accurately

A.M.A. RULE
CHANGES

( lhaugc.s in the American comes
rules for the 1951 season. giv«
considerable prominence to the
Wakefield specification. For outdoor rubber event-
all the existing classes arc scrapped and two new
classes introduced. These are, unrestricted (no size ot
loading figures, launching optional), and Wakefields
(as IXT Wakefield rules and spccifieation). Maximum
flight time for the “ unrestricted ” class is 6 mill.
Other rules aHerring outdoor free flight include
grouping towlinc gliders into two classes- <'lass (:
(130 to 260 sg. in. wing area) and Class D (over
w60 sq. in.) There arc no changes in the ftce flight
power classes, although C()a has been eliminated
as a separate record or contest class. Indoor free
flight rules eliminate the r.o.g. and r.O.w. stick classes.
In control line, models can now be flown on one
control line instead of two, ifdesired. This probably
follows the introduction of SranzePs successful
numoUne control system which uses a single line and
operates the elevator linkage by means of torque
applied to that single line. Minimum line diameters

for single line operation arc as under. Figures in
brackets refer to twin lines.

Class A 0.016 in. (0.010 in.)
Class B 0.018 in.  (0.012 in))
Class C i, 0.020 in. (0.014 in.)
Class D .o, 0.024 in.  (0.0i6 in.)

And just in case readers are still unaware of the
American class sizes. Class A is 0.00-0.20 cu. m. :
Class B. 0.201-0.30 cu. rrt. ; Class C0.301-0.50cu. nt.:
and Class D 0.051-0.65 cu.m.

American stunt control line rules remain the same,
except tfiat the “ special manoeuvre ” has been
dropped from the. schedule.

THE WAKEFIELD .Vs our contemporary has rightly
“ 100" pointed out. it is considerably

more difficult toget a place in the
Wakefield team than to win or place in the first six
in the Wakefield itself. Record number for any
Wakefield was 89 entrants, in the 1949 event, when
19 nations competed. Jn 1948 there were only 30
entrants.

Getting a place in the Wakefield team, then,
would appear at least, as outstanding as winning
some minor decentralised event. The new S.M.A.Ji.
prize winners’ badges have been exceptionally well
received and it occurs to mind that a timely gesture
would be to present the six Wakefield learn members
with “ winners’ ” badges and. to get the records
straight, start with the 1948 team. How many
people now can quote The six members forming that
team? Chesterton should be easy, for he won the

MODEL AIRCRAFT

1948 Wakefield ; Copland (for he has been in each
of the three British teams to visit the United States-
but ran you name the other four ?



THE DESIGNER . .

Ane 28 ... Sinj:l.?2 ... S;:hoolmaster (B.A. Hons, London Univer-
sity) . . . £x-Sccrrt*ry, Exeter M.A.C. . . . Modeller for 12
years ... Keen scale fan, free flight or confrol-linc . .. Detests
pylon models - . . No other hobbies.

& ill. short out to shape. Web the spars between
R\ and R%.

The tailplanc and elevators arc normal with tape
hinges and a id-gauge wire bridle to brace belli
elevator halves together. Mount the completed tail
on blocks set on a length of in. sq. between A5
md F6. This permits ample ” down ” elevator
Hovcmcnt. The leading edge should cement against
he rear face of'/'f,, The control system may now be
tiled on a platform in the centre section, the port Ri
icing suitably stiffened for safely. l.ead-out wires
if 18-gauge pass through the ribs and emerge through
>mss Ulbcs at the tip. and the push-pull rod is of
14-gaugc wire. Trim the holes in the formers to
dknv absolutely free movement, and the rod should
be able to ris:: along the port side of the tailplanc
mounting when the elevator is *f up.”" Adjust the
movement for more “ down " than up. since the long
wing chord tends To blanket the elevators when
“ down '’ is most needed.

Rudder ribs may now be fitted, ami /' complete
with engine can be cemented in place, a hole for fur
feed having been drilled in the appropriate place.
Greater strength can be built in at this point if
pieces of ? in. sheet are cemented on the rear of A and
sanded Hush with its outline in order to provide
greater surface contact with the planking. This is
recommended as plywood alone will readily break
away from balsa cement. Now install the tank,
bound to two ’ in. sq. strips between !i and I'\ and
pinned through the latter. Their position depends
upon the type of stunt tank used. Finally cut a
hard 3/32 in. sheet former, exactly circular, to fit over
the extended driving washer of the Amro 3.3, and
with it in place, commence planking the entire fuse-
lage with strips of in. X fin., beginning at 12, b,
3 and 9 o'clock to hold this front former in place.
The rest is quite straightforward ; a hole should he
cut where the cockpit cover seals. The windscreen
i-; replaced by a longer, sloping, rounded shield both

(Continued on page ?.~i)
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ET’S strip wing theory of all its mathematics
Land get a practical working knowledge of why
different wing sections have different characteristics.
In other words., let’s lain: a wing section to pieces
to see how it is made, and how we can put it together
again and get different, results.

First of all, if only to make it nu.tc convenient
for ourselves and save a lot of needless repetition,
it is necessary to get a clear idea as to just what the
typical graphs associated with aerofoil chara-:*.eristics
really mean. Graphs arc the simplest way ofshowing
how life, drag and other characteristics vary, when
we alter something that we can measure. And for
any one particular section being analysed, the
simplest variable to measure is the angle of incidence
or angle of attack. This, basically, is the angle at
which the aerofoil is inclined let the aintream. the
difference between, and the reason f<r using, two
terms being explained as follows.

The angle oj attack is the actual angle which the
aerofoil has relative to the airsrrcam. The angle vf
incidence is the angle which the aerofoil has relative
to some datum line—such as the centre line of the
model— and unless this datum line is itself parallel
to the airstrearn, the angle ofincidence has a different
value to the angle of attack. In the <ae of aerofoil
tests, tlie datum line is the direction »/f the airstrearn
itself and hence angle of attack equals angle of inci-
dence.

Now it is very well known that :lv lift (and drag!
of an aerofoil varies with the angle of attack. Set
at an angle ofsome six or seven degrees, for example,
a wing produces more lift and drag than the same
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aerofoil at one or two degrees. The reaction from
setting an aerofoil at some angle of .".track to the air-
stream is actually one single forre. inclined upwards
and backwards, but for convenience we always
consider this as made up as two separate forces—
Lift, acting upwards perpendicular 1- the aintream;
and Drag acting backwards parallel to the airstrearn.
It is these forces, Lift and Drag, the tw< ¢ -mponents
of the resultant force, which are actually measured
in wind tunnel tests, anti which are used in design
analysis.

Taking Lift first. If we take any aerofoil i.e., a
wing) anti incline it al some negative angle, the
Lift force it generates will be inclined downwards.
As we decrease this negative angle of attack the nega-
tive lift force will grow smaller until finally dis-
appears, and the attitude at uhi-rk this occurs
i.e., the wing is generating no Hit force whatsoever,
either upwards or downwardl— tsknown as the angle
of attack for zero lift. All \er> straightforward, but
it must be understood :ha:. the particular angle of
attack is not necessarily w ra F<nr most conventional
cambered sections it is «till uteri' mim a angle. Only
for purely symmetrical r ta » does the angle of
attack for zero lift crcropqod ao ar. angle of attack
ofzero degrees. This inotofparticular importance
in model work, except r-*br- for speed C/I. design.
It may be surrnnanwd: xi zero angle of attack,
all sections other than purely symmetrical sections,
generate some |lift.

As the angle o fc tx i I1* increased from this point,
T.ift also iacman, until a point is reached when,
with further iocreuar in angle of attack, instead of
increasing, the li decreases. This is because the air-
stream ha* broken away from the aerofoil Nvluch has
becotnr rtiffrf

-Ml this i- tho'rtn diagrammatically in Fig. t, the
vertical bright of the arrows corresponding to the
amount of lift generated at that particular angle of
atta 1: v.r now draw a linejoining ihc tops of all
these arrows we gel what is known as the Lift curve
for that aerofoil, showing clearly how lift varies with
angle of attack, and it is in ilxis graphical form that
such characteristics are usually presented.

Similarly with the Drag force. The resultant
tbrer = never truly vertical (i.e., all Lift, and no drag)
although it ran he truly parallel to the airstream
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(i.e., all drag and no lil'i)), at the angle of attack
corresponding to zero lift. But wherever lift is
obtained, there is always an associated drag force.
This again is shown simply in Fig. 2. At a coarse
negative angle of attack there __:a:r amount of
drag, decreasing as the angle of attack gets liner
and reaching its minimum value at smallangle
of attack. Again this does n”: correspond to scr-»
angle of attack, except in the case of symmetrical
sections. Once past this pckrH, drag increase» again
with increasing angle of attack, and is panic:dark;
noticeable as the stall condition is approached.

Join up the topi of the arrows as before sad we
have a characteristic Drag curve. Howesrr, it b
not in its most convenient form, and we can alio
save a lot of trouble by plotting the Drag curve
the same graph m the lift curve. one of 'be:
scales the angle of attack—a cumme-n 10
The drag cursr, as foaad in fig.
turned on its side a&d
of the lift curve _
vertical scales ioc Lii: and Dess, i

There is a third curve
mentally. The pointofappSotica ofthe Bt of the
aerofoil varies as the lift vann. With V-w mcv-« ci
attack, for example, the lift force acts j' from a
point wav back along the chord. As the angle of
attack increases, this point moves forward, reaching
its most forward position at the stall. The actual
amount of variation, and the way in which it varies,
depends largely on the shape arid form of the section.
Fortunately, in model work, it isone of those aerofoil
characteristics about which we do not bolkcr unduly.
A large enough tailplane area generally takes rare
of even excessive centre of pressure (centre of lift)
movements and for all practical purposes this par-
ticular aerofoil characteristic can be ignored, except
in a very few specialised cases. But it isjust as well
to know what this curve realty means when presented
on an aerofoil oltaracimnia graph.

The Other two curve-» which arc usually given are
merely ratios, calculated from the Lift and Drag
figures found experimentally, and they are nta.e
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UFT
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which arc very useful to have for design purposes.

Both Arc. in their own particular way. a measure

of Xhr efficiency and suitability of any particular
for the design required.

iiT3: of these is the Lift : Drag ratio, known

AS the L/D curve, and is self explanatory,

the value of tliis ratio the greater the

« the rv'uitant aerodynamic force

hit. or. :r. more general terms, the greater

«f the resultant aerodynamic force

genera-, '.i by -he aerofoil. For most conventional

aerofoils the L D curve follows, the same pattern,

reaching its maximum value at some fairly low

positive angle of attack and falling away sharply

on either side.

But efficiency expressed in lliis way is only one of
the factors which must be taken into account during
design, particularly for model aircraft. The com-
bination actually giving the lowest sinking speed
(which corresponds to best glide duration, or,
roughly, best rate of climb for a given power) is the
maximum value of a further ratio, Lift 1.5 : Drag
or 1.1.5 D. amd this i> another characteristic curve
of importance 10 the designer. Actually it is more
important to the model aircraft designer than the
rah toe aircraft de-;—." and so ..here data lias beer.

° - —'" - ta. nma 1.1.5/D curve is
*t from a set or graph of aerofoil

these graphical characteristics to prae-
is not all that difficult. The CP curve
akiradv mentioned can be ignored. The

I-of -.hr other curves is then as follows:—-
Lit) curve expresses the gliding angle. In
the flight forces balance out as shown
a and the. actual flight path of the model is
b car: : proportion to the L/D ratio of the model
it that particular rigging. But before proceeding,

arc two major points to clarify,

hunt, the characteristics of the aerofoil alone—
r tubjeci of aerofoil curves— arc modified by the
of the machine. |If nothing else, the fuselage,
tailplane. etc., contribute Drag, and 10 the L/D
ratio of tiie whole machine will be lower than that
the aerofoil itself, thus making for a steeper
gilding angle. But to combine all the possible
factors affecting the final result b a complicated
business, and liable to be considerably in error
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unless accurate data is avialablr. For the purpose of
simple analysis, where our main aim is to choose the
best aerofoil section for our model, we can safely
assume that, these “ extra effects ,f are the same in
each ease and jutlge the respective merits of different
aerofoil sections for the wings on the characteristic
curves of the aerofoil sections themselves.

The second point winch must hr clearly under-
stood is that when a model is * trimmed,” i.e.. it
can llv stably, it means that a balance lias been
achieved between the various forces acting on it.
In the simple case of the glider we are considering,
this means tltai l.ifi, Weight and Drag arc in equili-
brium, the “ Weight." effect being taken care of by
locating the wings and tailplane positions and
rigging incidences relative to the centre of gravity
position. Whatever these incidences, it does not
follow that the flight path of the model will be
parallel to the datum line of the fuselage from
which these incidences have, or can, he measured,
the model may actually glide slightly nose up. or
nose-down, so that the actual angle of attart of the
wings may be more or loo. respectively, than the
rigging incidente. So vtrr-r .- - wist j-. dec-

ter that the angle of —
degrees. 'Inis -will depend oo thr longitudinal
balance of the Ilift wines ami tail a:xi weigh*,
(acting through the c-ntr~fljgggvity) forces.

Again the problem car» be ||taife complex to
analyse properly, particular** at it k very difficult
indeed to actually measure ar_rie ef attack <fthe
wings in flight. About the only «asbie indication
of angle of attack js when I's. model! A*r* arrnaliy
stall with any particular sot of ftwliiwm ,
when wo know that the angle of attack afshe
is then that corresponding to the ae jxunl.
Tliis, incidentally, is a very useful pouter :a tram-
ming for best performance, as we shall «-ca finle
later on.

To return to the L/D Curve. The best rar™ —
and consequently tho flattest glide, is obtained & a
relatively low angle of attack. This, in itself! docs
not mean a great deal, and so wc must relate t
the Lift curve for further information—Fig. 5.
Herr wc see that the actual value of lift is relatr. -h
low the angle of attack for best L/D. This mrarv.
simply, that tf the model is rigged for flattest glide
ehost I. D . the wings will be generating less than
half the amount of lift they could produce at some
lligher angle of attack. Or, in other words, for a
given wing art~. a model so rigged would have to
llyfaster to produce rnouglt lift as compared with the

during flight n there
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same model rigged t-»lly at a coarser angle ofattack -
Sc- Fig. &=

It can 1- shown, in lari, that where duration is
the aim the best performance results when the
model is rigged to fly at an angle of attack corres-
ponding to the maximum value of L1.5/D. Despite
the coarser gliding angle (as the L/D ratio at this
angle of attack is very much lower), tin* forward
speed necessary to produce the required amount of
lift is so much lower that the final sinking speed or
rate of descent is also lower.

Maximum Li.f,.'"D occurs towards the upper limit
of the useful range of angle of attack, and with
fuselage, tailplane, etc., attached the. effect is still
more marked. The addition of these items tends to
push the 1.51. 1) curve of the whole model still farther
over to the right lumd side of the diagram until there
is very little difference between rhe angle of attack
corresponding to LLf,/D maximum value and the
stalling angle. This, in fact, explains, and justifies,
the method of trimming adopted by many contest
modellers who trim their models to Ily slower and
slower until a stall occurs, and then go back one Step
again to eliminate this stall. They have, by practical
means, got very close to the position of L1.5/D
maximum for that particular model. This is more
marked on glider models than on other typos, since
the effect of thrust considerably modifies the trim-
ming conditions under power. The greater the thrusi
the greater the possible difference under “ power-on "
conditions, but glide conditions are the same in nil
cases, for free flight models.

The gap between theory and praetiee really
touttin thin thr application of test aerofoil data is a
v -tv tricky hu-u'nm and nlv begins to he reasonably

a .._e = justify full mathematical treat-
ment when there ;< enough experimental data
avahahi, the same speeds and model sizes concerned

th,- Mime Reynolds Number, in technical language.
Unfortunately there is very little such data available
and data evolved by purely theoretical calculation
i- always suspect until proven in practice. Hut
knowing the significance of the various factors
involved will go a long way towards giving the
designer .1 better understanding of the various proh-
i<-m* with which he i* faced.

A* far as. ariertion of aerofoils
Vrrfbre. a «u "

is concerned,
1. characteristic curves of different
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sections is still of doubtful value, unless specifically
related to the Reynolds Number of the projected
design (or, more simply, of the same aerodynamic
scale in that the product of the chord and velocity
of the airstream is ihe same in each case:. A particu-
lar case in point is that it is known that the con-
ventional sections such as R.A.F. $st, Joukowski
and so on all stall at quite a moderate angle of attack
under model conditions (around Wakefield size)—
some 8 deg. as compared with higher Reynolds
Number test figures of 15 deg. or so. But the
Li.fj D curve docs not appear to lie so much modified
in shape, at least anti would appear to occur very
near the stalling point. Fig. G

A warning must be given here with regard to
many early wind tunnel test figures which were
carried out with chord widths and airspeeds corres-
ponding roughly to those of the present C'l. sfKied
models, ilie fact that here the Reynolds Number
is roughly the same is. unfortunately, no indication
that these iigur-- arc of direct value, as in many cases
they are very inarruratr due to errors in measure-
ment and unc-rrtunnr !l rtterrs. Abo since all
such test data -cc. _M. ar-v< £% or- cone-ird either
to a standard
before
to be £3
modefier

E\ra mx tier ~ fan m katmia”™ the practical
“ and whrreforr»”" and knowing- what to
look far in aerofoil characteristics can lead to interest-
ing, and often profitable, lines of thought.

Summarising, briefly, die more imjjortanl require-
ment: for different types of models, we can say:

Gliders: High L1.5/D ratio; sufficient thickness
of section for adequate spar depth as size of model
increases: reasonable value of I.-'l) at L1.5/D max.;

w,,, tern

for better scale appearance an<l| better streamlining
T:.- double planking immediately aft ofthe spinner is
diaGrammatically explained by the plan.

1- rr the fuselage and fin with Moddspan doped
1: :w -coats, and the wing and tail with double
strength, using plenty of strong glider dope. The
original modd lias been twice dived vertically into
hard earth at full *peed and only the nose planking
has ever --;:T-rcd : so hr generous with the dope.
Th-- : h = :: standard naval camouflage—dark
grey on - p f ..ns. tail and fuselage, and cream
beneath, over all the fin and up the sides of the fuse-
lage to within i u.. -; dir cockpit. Apply standard
roundels with broad white rings ; 1.0 fin flash.

No difficulties *h- -uid b- cncountetvd in flying. The
model is fast and light—o-nlv 13 oz. with 2if, sq. in.,
and i:i spite -fa iha~ no::irr;t arm it is smooth and
steady with preserve. Jr. leaps away from
Itand-launeiu-s ar..i 1: has ber-n standard practice from
its third flight t-, dimb r*3v at Go deg. and lly i;
straight into a high tight loop. At least 50 ft. lines
sliouJdd be used, and there .- still full control at the very
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maximum |. D if tl'e glider is to be used and rigged
for distance flying; reasonable lift value for slow
flight with Hal stall point.

Rubber dumtinn: High Li.5/D ratio; sufficient
depth of section in larger models; reasonably low
value of Drag at 1.1.5/D max. in order to get good
climb.

Free flight power, duration: High L1.5/D ratio for
«>* glide; high I- D ratio for best climb; sufficient
- low drag at L 1) max.

Free Gizkit ur’-314% G-*od 11.5 D ratio lor good
gbdr: high Eft values for slow flight; sufficient
th:-.kncsi fur ad--qu.ite spar dcptli; reasonably low-
drag figures to avoid overloading the motor.

< f, stunt: Good lift values at low speeds {high
angles of attack), with ** flat " stall feature; low drag;
good 1./D ratio throughout; good hfi at low angles
of attack; symmetrical characteristics.

CjL speed: Minimum drag at small angles of attack:
reasonably good lift at low angles of attack; high
1.T>; high max. lift min. drag ratio.

{OCeHitMuedfrom page gfiGj

cr.d ot a long glide. The «lightly raised position of
Ilir low wing and the slight dihedral obtained through
tapering the % : spar holds the wing offal! hut the
worst obt ruetkna. and no damage has ever been

cm- - i bv : .rrr-il landings at low- speed, and pro-
> 1. ;. Lu: airuc»: indefinitely with careful position-
ing on the shaft.

No off*-: either on fin or engine has ever been

found n—every. Speed takes care ofeverything, ami
ir. fa<i the las: three-quarters ofa wing-over has been
mnictrd with absolute safety after a sudden rut in
Hmb. In flight, the model looks stylish and
deck and very smart in its contrasting colours. It
has pr. v.-d its ruggedtiess and manoeuvrability, the
former ::: spite of, and the latter because of its light
- sght. It is easy to build, and it lasts a long time.
Scale fans will enjoy building and flying the
- it.--- and those wJto have not yet tried fliis fas-
cinating branch of the hobby might well start with
this model. They will not be disappointed with
cither its appearance or performance.
Build it and see.
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Held In rain and a strong wind at Fairlop Aerodrome, on March 15th,
1951, the Croydon Gala attracted quite a good entry. Only one contest
Wwa« held and in this each competitor could enter either a power, ruhiher,
ofglider model. Alternatively three flights could be made with one model
Ofeach type. The highest aggregate of three flights w»ch any one type of
model gained first place.

The weather conditions favoured the gliders and rubber driven models
were a distinct disadvantage. It was an interesting experiment, however,
and wc would like to sen it repeaced in more favourable weather conditions.

as-- &K=

P.Gilbert of the Pharos Club
launching his power model
entry.

X J. A. Gorham of the Ipswich
Club launching his W akefield
model. He finished seventh.

4. St. Albans Club member. E.
Higginbotham, with his power
model entry.

X Les Ramon (West Essex Aero-
modellers) who entered a
robber driven model.

4. A.:bough looking quite chcer-
f-' P- Gilbert was dogged
5? e«t»®t-u*rtint trouble
tkrparW ut the comrtL



e PART TTOl ‘

ROM the first pari of this series the reader

may have concluded that, lie is expected to
improve, from casual knowledge, upon an engine
designed and produced by specialists with several
years of intimate knowledge and experience of that
engine.

This Is not strictly true, because neither the reader
nor the writer can be expected to improve upon the
fruits of expert research. Wc arc, rather, trying to
improve upon the workmanship of a mass produced
article that has been sold at a price we can afford.
In short, we arc not altering the original design,
but merely making the copies as good ;ts the original.
Our ultimate benefit comes in better performance
and longer life. We arc not mangling a perfectly
good engine by **file and error methods,” ami we
are not “ hopping up.”

Afain Bearing Assembly

The riot step is that of pushing die back ball
bearing on to the balanced crankshaft. This should,
be done by praare on the saner race with a piece

up against the crarJcshafi thnac firr.

Next, press the small bearing :n: i the front piate
housing, applying only sufficient pressure to ensure
that it Is right home- This pressure should be
exerted via two flat and parallel surfaces to avoid
rocking the bearing.

1? ftjnp e:e, turned from dural,
Standard .29

fig. L Homerr.cc-*
to lake standard Hoffman Sez'-m fief:).
freosptes i- r-r.

ING

Bv TED MARTIN

Ahvav* ml bath components when fitting bearings
to avoir: “ picking up.”

Check that both bearings still run freely, and,
ha.,6;? previously ascertained that the larger shaft
diameter <a free fit in the front platehore, push the
crankshaft into the front plate, as far as you can by
hand. Push it finally home with a piece of tube
against the front inner race, a block of wood On dir
crank and disc and a vice.

Fit all tile driving attachments, tighten the prop
nut, and firmly tap the outer end of the shaft with a
piece of wood. This method will relieve the end
loading on the bearings. Finally wash the whole
assembly in petrol and then check that the shaft
spins freely.

if (hr bearings arc not true in their housings the
shaft will be lumpy to turn and you will have to
strip the assembly and try again. However, the
more often you remove them the looser the hearings
become in their housings. If the bearings begin to
creep the front plate must he replaced, which is at
best a procedure involving much transatlantic

Is Fig. i. the ft— firrf ffrArar* 0.29 frontpiatc is
Tttp an il ahoee brewed version incorporating
Ec:' H :r:vi- fersrisn» thatisa | in. X 7/32 in. X
f in. from bearing in ptaoe iff the cruller outside
diameter original. Thb: back b-uring is of specified
size.

Tliis frontplate allows more convenient bearing
replacement and as it is turned from dural, stands
up to landing better than the original. The new
1950 Redhead 0.29, however, has a considerably
stronger frontpiatc, (Ims eliminating a hitherto
common source of failure.

Crankcase

Before starting work on this component the
cylinder liner must I>e withdrawn. This is easily-
done with a 16 gauge piano wire hook, while heating
the crankcase over, not on, a gas ring. The liner
will drop out long before you reach the melting
point of aluminium, but watch the temperature
nevertheless.

Taking the liner first; on all models of McCoy
up to 1950 the material used is high grade cast iron
which can be filed, but later models have hardened
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Fig. 2. Modified piston for the. McCoy .29 (eft), with o

standard piston (right).

steel liners which must be ground, or softened, filed
and rehardened, or jus: left as they are.

The modification consists of thinning die exhaust
and transfer port bars down to 0.025-0.030 in. wide,
taking great care not to make them too narrow on
the inside.

lie careful that you do not alter the height of the
ports as this will obviously affect the timing, and also
take care to preserve the square corners.

As a matter of interest the writer has experimented
a great deal with the exhaust and transfer ports of
McCoys, and alsowith liner materials, particularly on
the 0.19 which > the mow critical of the familv.
There is no doubt that the port heights used are
the best compnir::.* for aflrmmi r.--rf -rr -- - an
no increase in height rfwid be «srlr

On the 1950 and older mndA you «3
find two holes in the piste- at E.D.C- For riv
of production they are rimafp dHBsi hole*, but for
best results they should be fikdl Kpu. *

A definite improvement at h.'. swd- exa be
attributed to this auxiliary tramdrr. sad cjc the
0.19 and older 29s when- it is lacking tk lka>;. | be
added.

Fig. 2 shows a standard piston and an
modification. Squaring of the standard bejel M
quire adequate as long as you ensure tliat the eurrr-
sponding holes in the liner coincide at B D.O.

On the crankcase we have the opportunity c£
copying “ all the best people” by turning *br
cylinder Jins dowai to in. dia.. and cutting m |
the back of the exhaust stack. The cylinder head
should also be turned to match.

Fig. 3 shows the finished article and the thinned
liner port bars on a late 1949 model.

Bench performance shows a small increase from
this feature, but air testing seems to show its full
advantage. Although there is not much metal
left holding top and bottom together no breakage
has occurred on any size of engine at this point.

One other small modification to the crankcase
consists of counter-boring the mounting holes to
accommodate tl.;- bolt heads. In this way you can
avoid weakening trie upper fuselage shell by carving
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recesses for the bolt heads, as they will be flush
with the top of the mounting lugs.

Again, over a long period of flying no lug breakage
has occurred as a result of this feature.

Finally, we come to the transfer passage.

It is almost traditional for the hot iron merchant
to polish all gas passages, combustion chamber and
working parts to a mirror finish as a matter of course,
and generally speaking it pays dividends.

However, in the case of the McCoy transfer
whether sand cast or pressure die cast, it is best
left alone for the very good reason that, even with a
first-class toolroom at your disposal, it is very difficult
to polish properly.

Even with rotary files one cannot get at all the
corners and the tendency is to chew lumps out of
the wrong places, and the smallest polishing mop
«.rill give you beautiful curves just where you don't
want them.

The deriding factor lies with the designers who,
haring to turn out the best possible job within the
limitations of the casting at their disposal, have
appreciated the deterring influence of the surface
on gas velocity, and have correspondingly increased
the transfer cross-sectional area to offset it. This
applies only to the models produced from 1949
onwards. The older models with smaller transfers
can be definitely improved bv successful polishing.

In evidence, the writer went to great pains to
polish up a series 20 transfer and found from results
before and after that the only improvement came
at 19-20,000 r.p.nx. and upward*. Bring beyond
the useful speed range i: was a waste of effort,
althm~h increasing the mxaaSary ports did produce

Abu=x£3? tSu.. m hxtc searched the auxiliary
m s-r ports ¢c: putEn oou aat the next step is to
shrink @ T hro-r hack ioao the casting by the method
used foe removing K.

Pirzm

Removal of the mgs a the trickiest part of the
v hole p-"*» blIl is accessary for checking the
{Moo o fender dearaacc.

Qse can ofibr presrnbe care and eoinnumsensc,
sad stake tie observation that initially someone

Shows modification to a late 1949 Redhead .29
crankcase and cylinder liner.

Fig. 3.
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managed to pul diem on without breaking them.

h is quite easy once you learn how.

In the ease of the 0.19 and 0.29 the writer has
found that modifying the piston crown in such a
manner that all the exhaust ports arc completely
uncovered at B.D.C. slum-t a Gain in pert rmar.ee.
This would seem obvious. - %<:Lail- . ihczc is
plenty of metal to permit it Itvror. d tha: it is
nol manufactured this way ir. the fin*, place. The
larger McCoys on the other hand, have a merit
efficient combustion chamber and p&on scape.

Polishing the crown of the piston it again, of
doubtful advantage because a couple of
run on nitrated fuel will burn it hark in*.-, a
surface.

This applies particularly :> the o to and «020
which apparently reach higher

With regard to the piston riromnee-
be 0.003 in. on the diameter for
0.0, and 0.002 in. for the 0.19.
in. actual clearance m the fern» 1
in the latter.

These clearances arc
limits and will not -*gmr-
cornmon trouble found by te
‘litis. incidentally, is neither frtrawtrnf acr inten-
rionol, a::d is easily produced in a very thin walled
piston. It u most evident round the shirt, and may-
be easily rectified by carrful micrometer measure-
ment and squeezing with the fingers. But do not
be misled by the slightly reduced diameter about
the ring grooves. This is to allow for a greater
expansion of the piston crown.

Having produced a perfectly round piston its
suitability may be cheeked by placing it in the
cylinder bore, free ofoil. and measuring the clearance,
approximately, with feeler gauges. If a 0.0025 in.
feeler will enter all round the piston of the larger
engines it may be taken that the bore is sufficiently
round. A (Inal check lies in the fact that if all is
well a dry piston should drop through a dry bore
with no hesitation whatever.

Before leaving this subject it is probable that the
diesel minded will be horrified by the finishcl M<( -
cylinder bores, particularly the older modek
are several good, if convenient- atit— s
of slight roughno-, to do not hr fonpeed to lap k

Fig. 4. A modified d
intake end new type
Redhead rcc' .

MODEL AIRCRAFT

%.?5. Old type McCoy needle assembly (top). New and
improved type fitted to the iciest Redheads (bottom).

«mood:. Loss of compression at operating tempera-
ture. and bad starting wall result, and a tendency to
«Overheating and loss of power. The rings arc also
Surly rough, and between the two surfaces a fair
: of metal is removed by the engine itself
running in. The result is a good compression

W Vs you at- IAti nrri with the piston the rings
T.a-. hr -rpLicni. The ring gap, should be arranged,
when aurmbfing the complete engine, to reciprocate
on the imported walk of the bore, and on opposite
sides from one another.

(,'onrod

The mollification 10 this component consists of
drilling oilways into big and little ends, as shown in
Fig. 2, and then cleaning up the forging marks and
polishing all over.

if you have the facilities a new gudgeon pin may
be made and fitted with advantage. A certain
amount of crankcase leakage occurs through the
gudgeon pin bearings whim the- piston passes the
exluiust ports. The sloppier the:- bearings the worse
tile charging efficiency becomes, then-fore, a gudgeon
pin should he ground to a really « -;-_ -in the piston.
Silvcr-steeL or better, cur hanksnng nickel chrome
should be used.

ta both pirn Uk appropriate

the braringi and inspect

» mmus cylinder head and

and the various working parts
fri-rtionless operation, if satis-

>or of a little oil to the bearings
eaginc ready to receive the hackplate.

T v r -T bearing pin may be removed in the rase
<iit anand .0 by meansofa piece of Lube, a (i-B.A.
bak 3rd th- indispensable vice, |ake great care
apt Codamage the 0.001 in. spacer washer as it muss
be kept perfectly flat.

The 0.19 and 0.60 rotor require no alteration
«corps balancing. Th-- 0.29 and 0.49 rotor, how-
ever. should 1x: opened out to match the indu*:-n

in the backplate. Fig. . clearly show:, the
comparative difference- Under no orcumsranees
it necessary to increase the angular operatur
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Much has been written on this last point with
regard to McCoys and increasing the length of
time in the cycle during which the valve is open
has frequently been recommended.

Curiosity’ has led the writer into a great deal of
tinkering with McCoy rotary valve timing-along
with cylinder jx>rl liming and the results have not
justified any increase. Rather the opposite has been
found to apply. Experimental backplates with
smaller angular openings but of considerably larger
cross-sectional area have proved slightly superior,
and. as a matter of interest, carburation and starting
were improved-

The general idea is to get as much air as possible
into the crankcase during the time allowed by the
cycle of operations at the most useful speed.

As atmospheric pressure is the only force acting
on the air entering a normally aspirated engine,
there must be as little obstruction to the flow as
possible.

The greater the resistance to flow the more the
air expands and the less the oxygen induced into
the crankcase.

However, as the air nwh.es in at liigh speed it
gathers sufficient momentum to continue rushing
in even after the piston begins its downward com-
pression stroke. It will pile- up inside the crankcase
and then, in effect, bounce out again. If the rotary
valve closes at exactly the right time the maximum
amount of air will be trapped.

Any delay in closing caused by increasing the
angle of dwell will allow some of thin air to escape
and thus reduce efficiency.

Most model engine, spray fuel out of the intake
when in operation, and the a a sure sign of bud
rotary valve timing or leakage

It will, Therefore, be e\:dr:\: that one tequiro
the biggest opening possible wifi: ~aohstrurtrta,
and many circle-burners fit larger intakes to their
engines for this reason.

ANTk-ilkx you can do this depends entirely upon
one thing. Do you fly clockwise or anti-clockwise?
If you fly clockwise you will have fuel feed trouble
by lining a larger intake. There will not bo enough
suction to pull the fuel through the tube to the engine
against centrifugal force. In fact, when flying
clockwise it is necessary to lit a smaller intake to the
Series 20-60 to get a decent (light at top speed.
Tlierc arc several ways round this, but they arc not
within the scope of this article.

On the oilier hand, if you fly anti-clockwise you
only need enough suction to keep the fuel feeding
on the ground, so large intakes arc quite satisfactory.
Centrifugal force more than meets die fuel demands
of the engine.

A common modification L\ the fitting of a 0.49
intake to a 0.30 engine or a complete 0.36 backplatc
assembly to a 0.29.

The spraybar may be replaced in the 0.19 with a
standard needle and jet, to reduce obstruction.
Before balancing the rotor, reassemble it loosely,
but without the spacing washer, and lap the two
faces together with a mixture of oil and metal polish.
Take care to rxert pressure evenly over the entire
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Fig. 6. Frontplatc essembly using stondard prof), driver
(top). Assembly using turned spinner backplatc as described
in previous instalment (bottom).

area of contact during lapping, and only continue
until the faces arc mating evenly.

Polish the outer rotor face ami diameter to a high
finish and wash away all traces of metal polish.

Balance the rotor by mounting it on a piece of
5 ilia, silver steel rod and using the same method as
for the crankcase.

Lightening holes should be drilled as necessary
through the outside diameter inwards towards the
centre. On no account drill holes through the face.

The unit may now be finally assembled, not
forgetting the spacing washer, and leaving 0.002-
0.003 ir_ clearance fcetwr«-n the facet an the 0.19
1iad -i'4 anti - 3-0C*; cn :hr 0.49 and 0.60.
tiedt «nth fader tysgrs and lubricate before
fstsac 1 » the <aginr_

VN« 4 1'd* aad

V¥ 5she* theeaso -
of MeCo. wnfir « m fair.

The tasalrr assnmmfiord to the :950 Redheads,
and has tie a ufmore accurate and positive
adjustu--:." a- wrfl a= a tapered nut to take up
thread wear

Those wb*luwe built speed models around engines
fitted > .th the efi ratchet type needle will appreciate
the 'r:_el ere f this new fitting. Where we require
dead sennit fuel adjustment it is a big improve-
ment.

With r-Tjard to thejet, a right-angle type is avail-
able which greatly simplifies fuel tube problems,
ar.i if aot obtainable, is well worth die trouble of
making.

A piece of brass tube soldered at right angles to
the itaadard jet is quite satisfactory.

lha: completes die general cleaning up ofa normal
racing engine, and we hope later todcal with compres-
sion ratios, fuels and handling.

Meanwhile, however, you may be confident that
nothing but good can come to your engine if you
follow the procedure outlined here. It has been
tried and proved worthwhile on nine different
engines.

between both types



A new Frog 1.5 c.t:. diesel is scheduled for early
production. Price of this new motor, which has
been thoroughly type-tested, is expected to be under
50s. (including Purchase Tax) and first supplies are
anticipated by retailers within the next month or so.
International Model Aircraft also have a number of
other prototypes of different sizes under test.

The Frog “ 500 ” is shortly to be issued in spark-
ignition version, aimed speeially at the radio control
enthusiasts. Tr seems possible that two-speed contact
breaker units may also be made available.

* * *

Model aircraft are, almost without doubt, one of
die most fragile of all working models. *“ Crash-
proof" wing fixings, “ crashproof” construction and
features itk" that, so readily claimed, arc seldom
realised in practice— a: least not to the degree of
being really V. --errr lorr.rvs;_r. staggered,
therefore, to laid a — «d ymrwdW is rrsh-
proof. This is the Ch.iii-nr™*rr r-*£e-5cnsC5r*i oettre-i-
lincr. made by Caseluid and vseaeda' ani thrE_ D
lice engine. Itisa moulded
buy the Challenger you car., if
fuel handy, go rightalong to t:.- -
and get flying right away. It L» i wtee bmr
performance in the “ trainer™ -e0-ry .a m ad
appear 10 have an almost indcfuuw Hfe. brrwé&cr
hadly treated. Quite an investment, ictEadpCMBP~
ally for the novice or “ Sunday flier."

fcaw sfaarikef
opea «raesad

LEEDS AEROMODELLERS SUPPLIES LTD.
?4, WOODHOUSE LANE. LEEDS. 6

Started by R. Hcppcnst*lJ in I. t ix claifncd to bo one
of the best model shops in the North of Enjtfsnd.

Ry giving fine clAl$ service. Mr. Heppenstall his proved
that it is possible to bmlid tip a successful mod*! bu*Sn«t
without havinj; premises situated in the centre of a town or
on 2 main road.

In the heading photograph the popular shop manager,
who. like the proprietor, i* a keen modeller, is seen giving
his weekly order to the Kcilkraft Northern Representative.
Mr. J V/oollard.

Japanese tissue has, again, become in short supply.
Most of Lhe usual sources of this favourite covering
material appear to have dried up. Rubber model
fans will be particularly hard hit by this. Modelspan
— lightweight and heavyweight grades— has largely-
become the standard for power models and medium
and large gliders. This British tissue is generally
much more satisfactory than the American Silkspan.
etc. ‘vm r modellers, however, cannot be persuaded
to tr-. i: inr Wakefield'. 1-: : i*o team member.
Adazss of NanhoBaptaci mrd i: xvith success.

<&

TuBb Nic i xr*v v*r uiul-rsiaml, tapering off
kjt temporarily. at F;i-:. and conccn-
tranng rarer on tbar range of Titaninc cements,
i ol Many of the Halfex kit models
vtendkot coolest designs and anyone wondering
«kdr* or not to buy would I>e well advised to get
-rrtr 2iiH:k. | he opportunity may nut bo there in a
fern naoiit'f time. The original Flying Muuites is
probably the most successful commercial Wakefield
ever ir. this country). TI featured in three Wakefield
Final*.

* * *

Wilmot Mansour and Co. have been experi-
menting with thrust-augmenting devices for their
Jetex motors and we understand that they liavc been
getting some remarkably worthwhile results. When
they are likely to be released for distribution, we do
not know. The *“Jetex” manufacturers liave a
reputation for most thoroughly testing out all ilieir
products over a considerable period before passing
them for production and \%ill not be hurried by the
purely ” commercial ” aspect.
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OVER THE GONTER—Crsd

e A corner of
the Dispatch
Department

r p H K British Model Aircraft Manufacturing Co.
JL Ltd.— B.M.A. to the trade—arc manufac-
turer: of thr Skylcada and Skyrova ranges of model
aircraft Kits. Surprisingly enough the average
“ clubV modeller dot» not appear particularly
aware of these kits— surprisingly because they are One
of the larges* manufacturers in this country with a
production figure ofsome ioo gross of kits uxeklyand a
worldwide distribution. The range includes such
excellent contest models as Dick Korda’'s record
breaking Wakefield and the ZYP/I' power duration
model. We ours<:. .- pnlty of noting the
Korda kit “ out of production” in our tab-.iiar
analysis of rubber model kits \uguc. :950, Ivsuc),
which it Is not. and never has been. Their complete
range of kits is in production, and quantity produc-
tion at that, as our recent visit confirmed. Hm
includes $6 rubber driven flying scale models in three
sizes (approximately 12, tfi and 26 in. wing span) ;
three cabin duration models (including the Hawk
which lias been in production since 1939 and is still
in popular demand) anti the Korda rubber model :
five gliders ; two free-fligkt power models and five
C/L.

B.M.A. are undoubtedly pioneers of the low-price
kit in this country. They have preferred to con-
centrate on large numbers of the analler “ popular ”
models rather than a more limited range of specia-
lised models at higher prices. That this pdicy is a
sound one is endorsed by the fact that tin-, liave
produced something like half a million k::- a year
over the past 12 years and slid many of the older
models art: in as great a demand as ever.

To be able to produce a low priced kit and main-
tain first rate quality— which B.M.A. undoubtedlv
do demands careful designing and efficient pro-
duction. Once again we find an aero-modeller at the
head of the firm, Mr. H. W. Paterson who is the
managing director. Before the war Mr. Paterson
was a very kern model flier and a member of several
model dubs. Some of the older rluh members may
remember him flying before the war a 10 ft. wingspan
ftcim | model— a rarity in rhosc days.
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The other directors are Mr. R. $. Scanes, an
expert on production and wood working machinery,
and Mr. A. E. Finder, Sales and General Manager in
charge of the office. Mr. Scam» was associated with
Mr. Paterson when the firm was originally formed,
Mr. Pindcr joining later and becoming a director in
J947 when the original organisation was reformed as a
Limited Company. He has, however, been in-
directly connected with the firm since its inception.

Back in 1937 Messrs. Paterson and Scanes devised a
method of producing finished balsa wood propel-
lers by machine—the first, and then the only concern
in the country capable of doine this—and it was
largely the demand for, and success of. these pro-
pellers that Ird h-n. :r.. zhr trade on a wider basis.
N retail diop was .-.prnrd in Mitcham, dealing
exclusively with model aircraft items and kit pro-
duction was started from there in 1938. A start was
made with a range of 12 flying scale models retailing
at is. per kit, production of which were considered
impossible in this country at timt time. These
proved so successful, however, dial B.M.A. quickly
became a manufacturing company only and soon
one of the “ big 5 names of the model aircraft trade.
Having pioneered the “ shilling kit " in this country
they have followed that policy ever since and even
today the SkyrovaJdunior series still sells at only 2S.,
including purchase tax. This policy* of producing
kits within the reach of the most modest of pockets
lias without doubt: won many thousands of adherents
to acromodclling by proving that the hobby need
not be an expensive one.

More space was needed once large scale production
got under way ill the early part of the war. Part of
their production was concerned with model aircraft
kits, the other part in the manufacture of balsa rafts
for the services, and so another factory was taken over
in Mitcham. With this working to full capacity there
came a near-tragic set-back. In 1041 a lire destroyed
the mill, stocks, machines—everything. Many a
lesser man would have given up but Mr. Paterson
on his own then, his other executives being in the
Services— took over new premises at 176/180,
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I/ondon Road. Mitcham. installed new inacliinery.
worked day and night to get things moving again
and by the end of four weeks was not only in full
production once more but had actually delivered to
wholesalers kits to a retail value 0f£2,000. B.M.A.
have remained at this address ever since.

All the woodworking side is handled in the factory,
including the turning of wheels, etc. Most metal
parts and all plastic, components are put ouc, as is
plan printing. Printing of the sheet wood, however,
is done on their own machines.

For the very considerable factory space they have,
and the large production, the number of staff is
relatively low. The works account for 1j people
and there are six packers, but they are ali expert at
theirjob. A realty skilled packer, lor example, can
pack a total of something like a thousand kits a day.
By the time it takes an average person merely to
unfold a carton and tuck in the flaps at one end to
forma box. B.M.A’s expert packers would have got
four or live complete kits packed, boxed and sealed!

B.M.A’s present production is largely confined to
kits— a total of in all, and four plan packs”
but they continue t produce finidicd balsa propellers
for the; model aircraft trade, and also a range of
power model propellers.

B.M.A. kits are distributed direct to some thousand
retailers throughout the British isles. Thev are also
handled by five factors (or wholesalers). These are
Model Supply Stores (Manchester}, Model Aero-
drome (Birmingham;. Atlantic Models (Birming-
ham). Hunts (of Croydon) and D’Arby Distribution.
B.M.A’s chief overseas markets at present are
Belgium. Holland. Germany, Switzerland, Denmark.
Pakistan, India, Malaya and New Zealand. In the
overseas markets there is the attraction lliiit the prices
are lower than those ot' comparable American Kits,
with the quality at lea-t as good, if not better.
Exports are being rapidly expanded and Skylead.a
kits promise to he as popular abroad as they are in
this country.

Currently the A-tsl<r C I. b their most popular
kit anti the Auster is also in the greatest demand in
the other flying scale scries.

With the re-awakening interr : in flying scale we
can confidently predict that B.M.A. will hr even
busier during the coming month» ar.d ii some readers
are of the opinion that small Hying 1.J-- models ate so
many “ toys " we think a fitting answer h given In-
die adult customer who wrote to B.M.A. t.. >y :

“ 1 have been building model ...: plane, of all
kinds and sizes for about 20 years : none has given
me so much pleasure as your 14 in. Skyrcna Grow-
hopper. The sight of this true stale little model
scale flying surfaces and pro]).) flying .<r— the
valley is in almost every way better than remits from
models four times as large and ten times as exp* - dve.
1 like my planes small anyway ! *

Cutting balsa strip.

Band sawing gl der fuselage pods.
Printing balsa sheet.

Filling tubes with balsa cement.

A WDN e

MODEL AIRCRAFT
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ATLEAST JO * UPAND MOTOR MAY BE OFFSET
OON'N

0]

C.G. POSITION AFFECTS MANOEUVRABILITY. ALSO LATERAL BALANCE

FLIGHT PATH
WIND
DO °u &
CHOOSE YOUR SITE FOR FLYING CAREFULLY WINGOVER TESTS LINE STABILITY
WOUND CIRCLE
SIMPLE. THRILLING—THE LOOP! NVERTED FLYING NEEDS PRACTICE

HORIZONTAL EIGHT
SMOOTH CECSE MOTOR CUTS

HORIZONTAL EIGHTS SHOULD BE SMOOTH TWO POSSIBLE TROUBLES IN STUNTING



(A) The modern C L model is very much more
manoeuvrable and easy-co-stunt chan its forerunners.
With little previous experience even beginners can
put up acreditable performance with most commercial
designs— although crashes will probably be frequent,
at first. For learning, the small model is definitely
best since it is light and generally more robust, and
turns and loops in n smaller radius.

A free moving control system and correct balance
is considered essential. The elevators should droop
with the model at rest and lines not connected. If
lifted up with the finger they should fall down again
under their own weight, they will then continue to
respond on partial!/ slack lines.

Centre of gravity position t generally between the
front line and the prvot point* never farther aft and
seldom in front of the front ne. The former will
tend to make the model come in on the lines. A
forward c.g. position will make the model nose heavy.
Correct lateral balance is also helpful. Ballast added
to the outer tip for balance or overbalance— the weight
of the lead-out wires is now common practice. Offset
motor mounting is still used, but not so prevalent as
previously. Most models still employ an offset rudder.
The wing should be free from warps.

Shorter moment arms on the modern stunt model
have led to reduced elevator movement. Forty-five
degrees up and down used to be the accepted standard.
Now a thirty-degree up and down movement is
generally adequate.

(B) An experienced stunt flier docs not usually worry
too much about wind strength or even direction,
but for a start it is as well to pay these factors acertain
amount of attention. The leeward side of zz trees
and buildings is always turbulent and such areas do
not make for smooth flying. Rather choose s more
open area* even if the wind strength docs appear
greater, 'z wifi be more steady.

There < also the position of the sun to consider.
The p ot has to watch the model the whole time and
this rnay frequently involve looking into the sun.
The resu!l: A temporary loss of vision which, if only
for a second or so. car. be disastrous. A good pair
of sunglasses, therefore, isa ” must Mfor stunt work
on sunny days.

Normally most stunts arc carried out on the down-
wind part of the flight drcle so that the wind is actually
helping to - cep the ;.ncs taut. Loops or similar man-
oeuvres earned out upwind— particularly wich light
models—can ead to :csi of control. At the same time
there should be space tr retreat downwind, if neces-
sary. In other wercs noz fly immediately to tho
windward side o' trees or buildings.

(C) A wing-over requires that the model be pulled
up into a vertical climb with full " up.” then easing off
elevator to hold this attitude over the top of the arc.
Recovery is with full ” up ” at the opposite side of
the circle.  Judgment is needed to get a truly correct
ninety-degree wing-over and this is good practice for
a beginner. If the model shows signs of slackening
right off on the lines at the top of the arc then more
line stability is required otherwise it is likely to get
into trouble in mere advanced manoeuvres.

(D) The first “ real Mstunt the beginner attempts is
then the loop. Most modern stunt models will
loop readily from level flight simply if full up elevator
is applied and hc=c on. easing off as the model comes
over the top »nto level flight once more. The older,
more sluggish models generally needed putting into
a steep climb first and then pulling over into a loop.

(E) Inverted flight requires practice to master for
here the controls are reversed. Once inverted,
“up” becomes “ down ” and " down M becomes
up.” The instinctive movement to correct any
deviation from the flight path is the wrong one !

The safest way of entering inverted flight is from
the cop of a loop, easing on down elevator and then
taking just enough off again to maintain level (inverted)
flight. The common fault is to pull the model into
the ground with Mup.” In case of trouble apply
full ” down ” which will then bring the model round
in a loop from the inverted position when it can be
recovered to level flight once more when the correct
way up at the top of this loop.

(F) Horizontal eights, which can be performed
consecutively with only moderate power* are a very
pretty manoeuvre to watch, if carried out properly.
Since it is so easy not to get the two loops of the eight
together and even, this is an excellent lesson in stunt
flying for the stunt beginner.

(G) Tv/o troubles which may be experienced—one
avoidable and the other not—is ” mushing ” at the
bottom of a sharp pull-out. Excessive elevator power
stalls the wings and the model sinks downwards
instead of recovering to normal level flight. Reduced
elevator power is the cure— the recovery from the
” mush ” a touch of ” down ” elevator. The other
trouble— motor cutting when in the inverted position
— happens to most stunt fliers. Some have managed
to recover to normal attitude without power, but the
general rule is simply to land the model inverted.
It will come to very little harm, if any— far less harm
than an attempted half loop, without power and the
model plunging m vertically !
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r PH E Yulon Eagle is the fifth Yulon engine to have

1 been tested by the writer. Two previ- u* r .<
have been published in this series : »:: the
Yulon model, the “ 30.,” in the July, issue. and
on the “ 49” type in the September. : - issue.
Other tests have been made on another, later type,
“ 30,” and on last year’s “ 29.”

Against these earlier tests, therefore, the perform-
ance of the 1951 “ Eagle ” model was watched with
considerable interest. Although similar externally,
the new model departs from previous Yulon practice
in both design and construction and in two main
essentials—porting arrangements and cylinder con-
struction.

On inspection uf die Eagle, it was remarked that
the new features should result in improved per-
formance and running characteristics, and that this is.
in fact, the case, was subsequently borne out by the
tests. While wc have not, as yet. personally con-

ducted Hying tests
on the new motor,
wc arc assured by
designer Norman
Long that the
sturilabilitv” of
the design is not
arv way im-
paired and accept-
ing this fact, are
of the opinion that
this Ls the best
Yulon engine pro-
duced so far.

The cylinder f
the Eagle diner
from previous
Yulon designs in
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that it is of ‘rr; instead of mcchanite and now
has integral, turned tins, with an aluminium head,
in plai c of the screwed-on finned barrel previously
employed. Trie merits of this form of construction
have been frequently mentioned in Model Aircraft
ardl die improved running characteristics attribut-
able ! >the new cylinder were most marked during
the tests.

I hr v—v :*irting layout features four deep exhaust
ports whichSubstantially increase port area and now

d .. <msiderabJc sub-piston induction. This, in
eur: allowed a smaller carburettor choke-tube
to b< tilted. Transfer is effected via four very deep

groove ” type passages. These arc arranged
between the exhaust ports and extend above their
lower edges, thus overcoming the usual 360-dcg. port
disadvantage of a limited transfer period and/or

a badly timed exhaust period, due to the transfer
being entirely below the exhaust. The Eagle
port design is believed to be original and different
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from that used by any other commercially-built
model engine.

The crankcase is similar to the previous Yulons,
liaving an integral main bearing and detachable rear
cover, u1 now has a plain aluminium finish instead
of Lite black iecrackle finish which characterised
the * 30,” 1129 " and I1t49 " Due to the ahsenccofa
separate cylinder barrel, the overall cylinder dia-
meter is substantially reduced. With
the new all-steel cylinder, the
weight of the Eagle has gone -ip
very slightly to a checked figure of
just on 6-0z. (The makers’ leallrt
gives weight as 6]-0z.) This
fractional increase, however, is but
a small price for the advantages
gained and is more than compen-
sated by increased performance.

Specification

Type: Single - cylinder, nir-
coakd. two-cycle, glow-plug igni-
tion. Rotary-valve induction

through crankshaft. Circumferen-
tial exhaust and transfer porting
with sub-piston supplementary air

induction. I-appcd llat tup piston
and hemispherical combustion
chamber.

Swept \'oiumc: jGj c.c. (0.290
cu. in.).

Bore: 0.743:- . Stroke: 0.687 in.

Compression Rata-. : 7:1.
Stroke Bore Ratio: oL

MODEL AIRCRAFT

Timing : Rotary-valve opens 155 deg. before
TDC, doses 35 deg. after TDC. Transfer opens
55 deg. before BDC, closes 55 deg. after BDC.
Exhaust opens 70 deg. before BDC. ciosc 70 deg.
after BDC.

Weight : &4/

General Structural Data : Die-cast DTD.424
aluminium alloy crankcase with removable end-
cover. (Minder of EN.3G nickel-steel, hardened,
ground and honed. Meehanite piston, ground, honed
and lapped. Nichcl-cliromc-sieel crankshaft, ground,
hard-chromed all over and honed. DTD.424
aluminium alloy connecting-rod. Tubular, silver-
steel gudgeon-pin. Cylinder-head machined from
DTD.424 alloy.

Test Engine Data
Total time logged : 30‘minuie.s. (See text below.)
Ignition equipment used : K.L.G. Miniglow ”
long-rcach glow-plug. 1.6 volts to start.
Fuel used : Record-Powcrplue Racing Blend.

Performance

One advantage of the large ports, of the Eagle is
that one can prime the engine accurately and posi-
tively. The lest engine showed extremely good
compression sea! and when choked and primed fairly
generously, proved to be an unfailing quick Starter.
From 1. 1d. the engine was started practically on the
firs: Mick and a similar performance was obtained hot
ami without priming being essential.

The first thing that wax noticed about tin: running
characteristics (and one which had, in view of the new
cylinder construction, been looked for) was the
engine’s complete freedom from any tendency to lose
poweras itwarmed up. There was, in fact, a mar ked
tendency, at speeds above 10,000 r.p.m.. for the
Eagle actually to pick up speed after the first few

(Contimtfd on pagt 306}
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3rd A/crtukeul Madete

Or(4m»ed by th* NoriNrrn A»%ocul-
of Model Enjinfpn in collaboration w#
the International Radio Control Mod
Society and the North W citcrn Aroa
the Society of Model Aeronautx
Engineer* and held »nthe Corn Exchanj
Manchetter. on March lich-tOLh, M

The winner of the Champions*
m the model aircraft class. C.
Ficzpatrick. of Southport M. & E
receives the AcromodcHcr
from Mr. W. J
M.l.Loco.E. The Exhibition
R. Lawton, looks on.

OMF. very tinc examples uf m«xicl aina-aO
and workmanship were to be seen at the

Northern ModeU Exhibition, and it would be
exasperation to say tluit they @stole the
The fib aircraft entries represented almost hall
the total number of in«xlch on show at. the exhibhd
and the Soiih YVcxlem Area Gomniitire of
s.M.\.E arr in Ik ciwigntnloterl on arranging >\
4 vinmébitt Hidple)-

Tkr iudccL. Meun D. Sallo\va\ (1 S. Ki:
brvokr ar*i E F H- Ckmh. had a vrr\ iliflirult
in derefing tipna fhr wem eg models* partu uh

1. The Ncrd»c A2 « G.:6¢cr by R A. Faulkner

Whitefield M_A.C -or fir*: prize m the Jur
Sailplane Clan.

2. Winner of lootor Rubber-Dnvcr. Class.
F.A.l. rubber-dr vt- bv G. Evans (Cheadle
D.M.A.C)

3. A »r» or { ~x oower durayon mode! by A
3ailcy. of Oodte & D.M.A.C. which won the po*
modet cuss.

4 %c*t co“Stnjction and finish won first place m :
Witaficid Oats for this fine model by C. B. Jackson,
Ashton MFA.C.



< *

in illr living M*idr * | . w Ih«* winning entry in thi*
class, n line «in.-i fi. H.\.( . Drone. > \V. 11
I IcRinIx/thiun, mPF Ashton. was. a very workmanlike
job acid quite apart from its c\<client finish ii looked
«@pablc nf having a very good flying performance.
It was .1 close thing for fir.t place, however, between
this model and the D.H. (,hiptnw:\. entered In K. I).
Johnson, of* Southport. (>ther Hying M.Je models
winch allineted our attention were a ii in. to (I
(i.A. Monospar / mrmnL b\ wo Nditon nuwlrllrrx
Il. I'arridt and K. Ward: also two fine models !
\vro aircraft by Is. Koi il: of Didsburv. the i\in.
io i fi. Arifftt Sf/vils* and llie prototype of the | in.
P i It (Hub flaw'l which \v.n featured ii: last month -
Monkt Aircraft.

The championship model m the aircraft m  w»
was a xemi-sr-alc sailplane by (* 1). Kit/pauvk
Southport). The finish ol this model was iujwrb
the fuselage in particular having an almost pl.vt.*-
like appetrance which was obviously the if ui:
of rnanv hours nf pain~takiin* work.

The arena was rather small for C I thing. hut
nevertheirs members of the <)Mh im. t mrei Pnwet.
North Manchester and Sale ( lid» lieu on iJMt
line, a variety of models limn Irani rarer to speed
jnb<.  On thr Sunday aUernoon Harry <lei!l.. %
Huddersfield, decided to ia\i Ins till, span
forties'- for the lint time Ilhe model, which weigh*4
Vb lb. and s pmtm| by four \iuco engines
ntlri a few laps with otih one engine running il«Sided
to get airborne murlt to the romtcrtialioit ol it
mvuei

\Ve understand - I\ \j -.: the *»elubt ir. tir
North We teril \tri of the v M VK »JIC Me!
esliibition. and whilu tir% n to be MMCfIBd bt foti »
rrcpertv, :i i\ obvious that if the m-
club» hud entered model* thr . : woul-*
luive nvrrshadowed the rest of the rshtbu* even
more than it did this vr.u Uhrtljcr tfcit
have been a giKxl tiling or not iron tV-
jHiint 84 view- is problematical.

5. B2rry Rawnun. of Liverpool M.A.S with * - A's-?
field which gamed second place in its class.

6. W. Gregory (Sheffield) won first prize in the r. C
class with his L-7A Monocoupe.

7. A Class t team racer by C. R. Sinclair, of Southport
M. & E.C.. winner of the C | (other than scale aaiv

8. Winner of the Championship and first placed »n *"
class, a fine semi-scale sailplane by C. D. fitzpatr.cit. o*
Southport.

9. The winner (and only entry) *n trie Static Scaif Clui

j 16 in to ft. Bristol Brobcuon by H. Parmrv c*
Ashton M.A.C.

10. The flying Scale class was won by w B Hefin-
botham. of Aihton M-A.O with this B.A.C. Drone

11. A scale C L 'nodel of the B29 Super Fortress entered
by H. Clegg #Huddcrrfieid S.A.M.) was a class winner



No, Il. THE FAIREY SWORDFISH

UR choice of prototype tkis month wall no
doubt raise nostalgic memories for some.
Tills aircraft had probably the longest record of any
in operational serviceaai oar cfthenot! honourable-
It hasa lottoc ;> hr 2fmr rLciu raodr-L
moment arm. w;dc . k _ itarris*and pun)
ruggedness.

I he Su vrdfish ft»llow*t! t\pical

'Hie fuselage liad a b.. .. jirutturr Cf ajpekrM S
built up into L&\ form.  IVrw.iM t;.,r rmm e
c<H'kpit was covered in detachable Ah lad panefa and
fabric aft. The centre section stmts were r* :
a group of four in pyramid form forward and :v.r»
short struts just in front of the windscreen. As thx
wings folded it necessitated the fitting of two inter-
plane struts at (he wing roots of the wing hays. An
inverted vee itrut to take care oflanding loads braced
the lower centre-section.

One of the most noticeable features on the fuselage
was the large fumed oil cooler which was placed on
the starboard side only. Just above this feature on
the nose and lined up to fire over die motor cowling
was a Vickers .303 machine gun. The only Other
defensive gun was a single .303 machine gun on a
Faircy mourning fitted to the aft cockpit. A
of three was the u*ual complement, pilot (in front),
navigator, and wireless operator-rear gunner. The
split undercarriage ;iv-- room for a standard 1ft in.
torpedo, or a parachute mine, and in the later marks
of Swordfish an A.S.Y. manner in a streamlined
fairing. Tim mark also luul two K.A.T.0.G. rockets
jusl aft of the centre-section. The motor was a
Bristol Pegasus XV 11l or .1 Pegasus 30 nine-cylinder
air-cooled radial, giving a level cruising speed of
129 rn.p.h. at 5/100 ft. Duration ofabout ",j hours.
The wings followed usual practice all metal con-

cW *JdiM .

{Prdiagro(th bf courier/ cfFh~ht "*>
BY C. B. MAYCOCK

struction with liigh tensile steel spars and drag mem-
bers. The ribs were duralumin. The leading edges
of the top wing had Handley* Pace automatic slats
The tail unit followed the tame mixed fteel and dural
aa”™ ructloQ aad all fipog azad co~ rd uxriacrs were
tafanr t.tqqi A F~rrr-ltrrd thr~-biade airscrew.
tffleAwniBadbeji& CAmepr'Kd u- shape, deck
aisse*r haafc”~cmi-* paimx and tkr fully castoring
tad*>*- essure :ir srrfsan anne

Up b d already seen

- wtrol CMNEB. ar? iuvt doped a.l over

crwliflltfAr naadd cr. The fuselage sides.

Thit hug A r iBB0—ai air ralr combination of
ieirrri only. white on blue,

blamt» fft * yellow. Here are a
U\l Airhiratcry No. 1.7701 on rudder and

.a? jec fanori </ ladplane leading, edge, no
. gagSe IrCiT K ::i black on fuselage sides
fr "Yrlrn * A M Vo. La74» as previously,
namrrah ~>mi»r.:r. full depth ol fuselage sides OH
d:...; bbKcrioor fet..; -ft of roundel. L9781 with
o.'jr *Ih * Cja « three colour diagonal band
:-r~v'daffaaaki 1-7672 was .VjF, and L.2731 was
" ihnlfaiiii “r three colour band.
LKirsaj tbe war they were shadow sliadcd dark
-rr-v dark slate grey for northern waters,
1 8Uck underneath and sometimes duck
I hr latest marks were while all over
veept f : the dark sea grey and slate grey upper
uirtT * the undersurface of the upper ccntre-
*>n w;v mall black to reduce glare. Pre-war
a--tT were finished natural metal with the after
matt black; subsequently they were matt
black all over with the usual target yellow 4 in. lip.



FA/RBY SWORDFISH

ruselac* stcntuts
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By I. Il. r»rii<”~H Kk

OPS) *“just growed” from the desire to make a nice mood for

general purpose flying. It is a sport model in the real sense of the
word— being capable of putting up a good performance in any reason-
able weather conditions.

Fuselage
Begin by selecting two pieces of good medium hard xin. > ; in.

strips. Pin these on to the plan and assemble the crutch in the «fra!
manner, go sparingly die cement or the ibuucrs will net fix
accurately. Cement former:: j r4mwpm - under arriige

in position and double coat the joim in the crutch. Use a set-square
to line up formers and check to see that they remain upright whilst
the cement is drying. Now lit the cabin roof, top and bottom Kkeels,
and allow the whole framework to dry for at least two hours.

The £in. sq. stringers arc now cemented in position. Engine bearers
of I in. X {in. arc added after being drilled and fitted with toggle
bolts, the engine bolted in temporarily and Fi lined up to give sufficient
clearance for tire particular prop./spinner combination that is to be used.
The cowling should now be made from soft balsa block. It is made in
three stages.

(i) The lower cowl.

Cut and sandpaper the ends of the block until it is a snug lit between

Fi and Fa, then lightly cement in position. Cut away surplus wr<d

and sand the outside to correct shape. Remove from fuselage and

hollow to | in. thick walls at the side, widening to 1&in. at the
bottom.

(g: The top cowl

Construction as above. Hollow walls to {in. thick all round ur.-

cement *in. {in. hard balsa spacers at each end of it tc ay *d

distortion.

(@) hill"in the space between the top and bottom cowls the depth

of the engine bearer, with I in. soft sheets and sand to shape.

Cut the necessary holes in the cowl and sand all surfaces smooth,

l1he leggings are cut from { in. sheet and sanded to a tear tir p
section. Slots are cut .dong their leading edges with a round needle
file anti razor blade. This slot houses the undercarriage.

f-ULL SIZE DRAWINOS ARE O
OR BY_ POST PROM_THE _-MO

33. GREAT QUEEN ST.. LONDO
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The leggings art fixed in pennon with the ::n
(which is soldered to the undercasmge— not shown
on plan) and bound on with strip» o f rag testae w-aked
in dope. Do not attach i nri» unt.l fuselage is
covered and dop-d.

To make the cab;:, xiti.r-- Tart hy ailing in all the
spaces round it with ,, m ;n-': awl transfer the
actual outline front try plan b> measuring and pin-
pricking with dividers. Finish by cutting along this
line and sanding the edge.

H'rwg
Startjby cutting out all ribs. Make a template by
tracing the profile of the rib on to a piece ofpaper ami
{Coniinutd on page 306)
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Clerical Errors
Recent publicity has hern focused on a 4flight Mof
S. African Wakefields. which finished up elsewhere but
fheir Finnish destination. Failure of these models to
participate in the Wakefield event is alleged to be due to
ihe dim-witted action of an airline clerk in misdirecting
the precious cargo to quite another part of the globe.
Not that he Lsby any means the only clerical type to
*held responsible for models failing ro reach the Wake-
field Finals. There is another, and more notoriout one
lamed for the RttKomta” not of a II'M
idle mnadmni immfji on the short
route to Australia vi* the tarmac.
I am referring, ofcourse, to that senile old urner knee:-
as the Clerk of the Weather.

I hat three new world records ha\r been claimed can
I>r taken as Red.

A Feteful Day

We hear the lament from home and abroad
That the Wakefield event, our premier award.
No longer enhances

'Hie novice's chances

And poorLady Luck hasgone by the board.

4 It's loo scientific, Dear Editor Sir,

With gadgets prolific and expense to incur,
And totally unlit

For the live shilling kit

And any odd thermal the fates might confer.”
Such cries ofdismay, now growing apace.
Bring nearer the day, that day we must face,
When world fame will invest

Ile who flirs best

Jib Ibtirpenny balloon in a novelty race

Model Exhibition-inm

I>0 you fly model aircraft ilmplv and odoindv Le
the good, clean, wliolesotnr fun of it? Do you
the goggling admiration of the* sprrtatorial hordes, ar’™:
wish only to retreat into some quiet corner of the airfield
where to Jly the humble rubber or sport model in p<=ie»
and solitude?

You do!

'Veil, read no further, my self-effacing friend, for eh*
advice | am about to give is not ofyour concent. 1 seek
only to instruct those who aspire to the cutting of a nifty
dash in the glory of the centre-field limelight.

Well, bovs> having thus disposed of the pleasure-boat
mob, let's get down to bran tin-tacks.

About those forthcoming rallies. Now, | know it's a
bind having to blush unseen in the back row of the chorus
while the radio, ten-foot glider and scale jet types are
getting all the up-$tage spotlight treatment, but even if
you don't happen to be a genned-up genius or work-
bench weasel, there is no cause for despair—absolutely
none. In fact, quite a gixxllv gasp can be squeezed from
the gaping gallery with nothing more elaborate than one
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soiled rublxr model ar.d a couple of wild-eyed oppos.
An optimistic claim ? Not a bit of it. At least, not with
the super-special *“ Mystery Man ” technique; a sure
fire winner in arty rubber-necking stakes.

First requirement is vour "™ Mystery Man’* outfit;
some highly dramatic get-up such as full motor-cycling
regalia, duffle coat and jack-boots, or, equally effective,
a fur-lined airman rig.

Thus arrayed, the next step is to lurk on the fringes of
the field and await your cue. Don’t be over eager, but
give the comp, plenty of time to warm up. Then, when
you see the arena surrounded by a dense mass of gaping
gargoyles, the stage should I>e all set for the grand entry.

Come charging in upon the scene with all the bustle
and cavorting» of a rroop of cavalry. Start shouting in
art urgrnr. imperiousvoice. Engage in a scries of brcatii
le* conferences with yaurrhirfii nftfsff. that is, the couple
of wild-eyed oppes. Keep up the tension with a loud
vo*nr ¢:; R*rht/' - Afl-set.~ and similar terse epithets.
Above aB. don’t relax, especially if there arc any ten-foot
[-iier and radio job* in the vicinity ready to steal your
thunder.

The grand finale comes in the chase. Quite a good
dramatic effect can be achieved with a single high-revving
motor-bike, but the larger the hunting pack the better.
One skilled exhibitionist 1 know always manages to deploy
two cars and three motor-bikes; not to mention the lighter
reinforcement* of cycle-squads and foot-men. And very
impressive, too.

The general idea is to give the impression that the
snarling, quivering model is all but impossible to hold
in check; tension being built up by pointing it at different
sectionsofthe crowd. A process, which if maintained for a
few minutes before finally releasing the model, wall have
the gallery swooning in admiration.

Got ihe idea ? Good. Now quit dreaming about that
ten-foot glider anil go to it.

*Yes, the fuwlngc is completely remistant to any
torsional stress and you can’t twist it either.”

No Holds Ba;t-ed

Some festival visitors, not too conversant with our
weird rural nomenclature and fearful of that perverse
characteristic known as the British Ser.se of Humour, have
tended to evr with the deepest su.t-- :: n an item in our
Gemma Calendar jum anog * mope soaring meeting
to be bdd at Shrrpwh, Omoeberiy.

Tht™ r fy lititamgrritiocmki Rdisd—
tbrr hove to be thrown ai But, even to, let n;c hasten
to 2M-I** our worth?vetoes that there is no intention of

p iffin: the - %r thair Sheej)w.ish does, in fact,
nit.
Ybitun 1. Atlrr? * Buie bat kwater would, perhaps,

express only onr ;-:,0 « g : the bleating noise the sheep
make. However, the journey to Shccpwash is a most
interesting one. Weaving your way through the wild
and woolly Ewe -.. by wav of Itchy Comms, you will
evemuallv come d> a notice which reads: ” Vetting ami
Gamboling Strict% hoiiiw tnl” Just bgxwxl this point
is to I>e found the a*tual site of the meeting; the famous
Sheep Dip, whtrh, as you may guess, is a shear slope.

Naturally, ail :).r models flown there arc of the Rani-jet
type, and . . . Editor! W-what arc y-you d-doing with
ihat g-gun ?



SURBITON
GLIDER GALA

Br.chGon club member
H HW»wiy, launching the model
fu.t» W Nicholas N*v«.

Above). A it AIUK/.-

entry by M. Ctyno belrtj

launched on its first **irht
attempt

A60v»k D Brjulfor* mi ow Tnd iirigfuon
Southrrn Cross A.C pr f >rsi iaochin cr*w hivm s difficulty
Nil model. mifud by W Am Boxstl** elidot
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BY BILL DEAN

e WE start off this month’s * Model Talk " with
some news from Abyad— from Sqd./lidr. Laurie
Ellis, who is out there with the Middle East Air
Fbrce. The Abyad (R.A.F.) club is only a dozen
strong, but members are very keen—all types of
models being built:, including speed ami stunt CL.
Laurie has been nominated Model Aircraft Adviser
to H.Q.. 205 Group and has started action to get the
Canal /one clubs enrolled in the R.A.F. Mode |
Association. In the near future, it is hoped Coarrange
a contest between the clubsin the Clanai Zone and the
Model Division of the Egyptian Royal Aero Club.
The main headache of the Abyad club lir* in the
difficulty of obtainin'.» rr.ixiel mpplL:- Y
balsa, cc-ment and fuel. However, in the case of the
latter, various mixtures have been (fitted and the most
recent concoction ofequal partsofLockheed hydraulic
oil, parafHn and ether seems to be as good as arty
branded diesel fuel. Flying conditions arc of the
type that British imxlcllicrs dream about and dc-
Lhextnaliscrs are essential lor all IVee-flight models,
except when Hying in the early morning or late

evening. Laurie goes on to give some details of his
personal model activities. He writes. :
“ My latest cllort is a 54 in. span .Wanacou/w,

powered with the Mills .75. It will I>eunderpowered
ofcourse, but it is suprising what this little motor will
do with the right airscrew combination. | used the
Mills .73 for th- initial testing of my big 7 ft. Hying
wmg. The weight was 3) oz. {plus engine !), but
with a q prop, turning over at about fj.000 revs,
the model climbed sufficiently well to give me the
answers or* adjustments for higher power. This
design issimilar to A.J. Cockle’s SeyUa, but nmnerous
alLentlions and moihlkuii. v. have been incorporated.
Sweep-back is 22.) deg. : upturned tip fins are fitted
and the elevons ate vernier controll<-d for precision
adjustment. A tricycle undercarriage is fitted and
the engine nacelle is positioned above the centre
section. File thrust line -{in. above the wing
and the engine is set a: z-ro zero. The .75 was
replaced by a Mills 1.3, then by an E.D. Comp.
Special and finally by a Movo 1).2 for contest Hying.
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The Movo 13.2 is not a fast motor,
but it gives a good performance with
art 1: 8 prop. About 60 flights
were needed to determine the best
trim, which gives a 9 : 1 flight ratio.
The best flight to date is b min.
to sec. on a 22 sec. motor run and
flights have been made in winds of
up to 30 m.p.h.”

“ 1 have another smaller *wing *
of 5! ft. span {weight 22 o0z... This
one has a Republic Sevbee type
fuselage 30 deg. sweepbaek and was
originally powered with the Mills

.75. Now fitted with an E.L). Bee
several flights of .1-3 min. on a 25 sec.
run have been recorded. This is
the most stable model 1 have

ever built, as it will fly in tight vertical turns of
about 30 in. diameter in cither direction, without
spiralling in. The design has recently been adapted
as a dub model.”

"The favourite job in my stable at present, is an
original cabin type of 70 in. span. This is powered
with an inverted fully cowled E.I3. 3.46 (13 v. 6
prop.). American contest settings arc used— that is,
3 deg. left thrust, left wing washed-out <J in., right
wing washed-out £ in. and the rudder oilset * in. to
right. The climb is really something to see and |
seldom use more than an 18 sec. run, which usually
gives a 3 min. flight. 1 hope to have a living boat Or
seaplane flying soon and my ultimate aim is to pro-
duct flying wmg versions of the-*- type*.”

Launch h-I'-tx «a of cor own enjoyable
IT. day* mm. a:. R \J. stations in
> att -+ R . L. *-<. We too had our
i :r. obtaimr.? r. d-i ruppiie- arA in order to
carr-. on. had often '-- u* '-brti:_-r materials and
parts salvaged from <id modrfci Irutrad of balsa,
local soflwotxis were uicd. w3kb aim -_.-athey lacked
the strength (weight for v,n.:r.j> cf rh former, were

suitable for even the largest powtr tc drls. Clement
was made hv di&ohm? «cf... id :n clear dope and
models were usually rimed r ilk. American

free-flight design* were s » : popular with .Servio-

uuxiellers -«pc.-tally Golcdx-ryV. Saityltwe. .Smirk’s
New Rulrr am:: Tab-’* fmax. Firing from aerodromes
as high as _hover- " level took a bit ofthe 1*-p

out of engin- -*rf rrnxme, but strong thermals
more that>. made up . r :hri. When we eomj>are the
firing comiiii - lwith those of this country, ii makes
us very, very -a:

. Of the balsa sheet on sale nowadays is
badly warprd. Sheet affected in this wav can lie
ibutrncti 6 dampening both sides and pinning down
to the budding hoard for at least ™ hours. This
uvaallv don the trick with all except the very' worse
waifw. Warped strip should be avoided at all costs
when vircting wood for spar>. leading and trailing
f-dgf-. r longerons—although slight twists are not
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important in strip to lie used for stringers or spacers
. .. Chuck gliders and all-sheet Jctcx models often
develop twisted living surfaces when flying in damp
weather conditions. When this happens, die original
circling trim can be regained by pushing a drawing
pin (or pins in one wing tip.

e rill ford, of Liverpool passes on the following
method of improving the longitudinal stability of
Wakefields. It appears that frogs, when confronted
with a sloping surface, promptly start climbing --so
tha: wonders can be worked simply by popping a
small truer into the fuselage of your model just before
launching; As soon as the nose starts to rise, off
trot<:hc frog towards lhe prop. assembly. When the
rc-disposition of ballast brings the nose down, the
frog turns round and . . . but you probably get the
idea from tills point. Introvert frogs arc not ivcorn-

as *nry may become hysterical and bale out
through the nearest tissue covered pan"] 1

+

r>Cf. we have received 1
from A Htfl Irmwwon

® still on a vVvi-
following
American nvxSeilrr :
“ 1he Easier Bunny brought my young son some
baby chicken,. Fra going to try and teach them to
fly $ that | can enter them in this year’s flying scale
events. O f course, this type has high wing loading
and a very low power loading, so in their natural
(White Leghorn, Mk. 1) condition have the drawback
of extremely short range and low service ceiling. Wo
are considering the addition of extra wing area and
Jctcex boosters to shorten the take off run. If you or
your readers have any ideas that may prove useful,
please rush them over."

. THE BEXfairs cum, of Drigh-ort-Sra, Essex, h
their annual model exhibition recently and we were
invited to go along and judge the models. Cub
secrctar-. Dave Willrnoit told us that the Foro: iiu-.
claim'd. many of the older m-mb.-iy and as a

til.- a- - a?e of the remainder is about to y -.ir-_
The chib was foruv-d in 19.13, llit-present member

- ; - .vf.rr looking over the entries, wc dc-;:u--d
that the standard of building compares favourably
with Thar -; many larger ar.fl more mature clubs.
Models were divided into Juitior and Senior rhrars,
the best entries F-ing by .Man LongStaffc ijasiyear’
Junior Cliampion and Dave Willmott who both
tied for the Sen; itnpion award. In all, 68
model-. Were oh hiw about half of them kit and
magazine design* ng from a ra ft. span radio
controlled glider to a midget Kemp .2 powered
live-flight. M of the models were well built, but
about ao per cent, fell short of exhibition standards
when it came to covering—and in a few cases,
sandpapering J It scent that covering is .still the
hardest part of aeromodt-Uing for most builders.

MODEL AIRCRAFT

= ix a recent article, Denny Davis— one of the
top F. F men of the U.S.A.— -passed on some useful
tips on how to avoid crack-ups and win contests.
He considers that it is attention to detail that is
most important -such as making firm seating* for
the flying surfaces, eliminating warps, building
sturdy structures, choosing the correct combination
of fuel and prop— anti not brooding over such
:rumb:>jumb. -as gyroscopic effect and the Reynolds
number. His formula for a successful model is: A
well tried conventional pyioti layout, casy-to-build
construction, at least t deg. difference between the
wing and tailplanc rigging, C.G. at about 85 per
cent, of the wing chord, 46 per cent, (of wring)
tailplane area, flat it>per cenr. wing section and flat
8 per cent, tailplanc section.

e «W E mentioned in the March issue. Frank Zaic is
working on a new book— which deals, amongst other
things, with stability and trimming problems.
Frank says that he has come across quite a few new
idea* and theories and in his latest letter he touches
41 a few of th'-m. He writes :

" I -erm., that power models automatically shift
1 1=-Aangles ofattack under power- -meaning that if
you have glide setting or trim for 6 deg., the model
will shift to as low as o deg. while under power, the
exact shift depending on the power, of course. The
position of the c.g. will determine ihe size of circle

John Hume, youngest memoer of the BeJfairi Club, ptifes
with his stunt C‘'L model m front of a poster advertising
his dub's IVSI exhibition.
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under power. A c.g. dose to 35 per cent, of the wing
chord gives rise to looping tendencies., while a c.g.
towards the too j>cr cent, position allow? a gradual
and fairly safe climb. However, a model with a
too per cent. c.g. set up should not be allowed to
glide in tightcircles. C.G. position will determine the
angular settings of the Hying surfaces and the thrust
line angles. Close to 35 per cent, calls for lots of
downthrmt, while too jx-r cent, can get away with
practically no thrust line adjustment. How does the
model ad just, itselfto low angles? Well, it’s all due
to circular airflow. When the model circles, the air-
flow angle is decreased on wing and increased on tail-
plane. Which means that the tailplanc hast greater
lift on the balance, which in turn lends to bring the
wing to a lower angle of attack. At high speed dir
idea is to decrease lilt to much less than the actual
weight ofthe model as the thrust takes a load. | have
the prop, blast at a high angle tailplanc to achieve a
low angle of attack under power.”

“ With regard to rubber, | have an idea that we
arc using too much power lor the take*oil. On
checking the torque values, 1 lind that we have as
much as 70 o/... while a 0.0q on. in. glow-plug motor
only develops about to oz. Hilda's salvation in the
19 x> Wakefield was probably his comparatively low
power at take off—as he did not have to fight the
torque and the wind at the same time. Itseemsagooti
idea to lake of:'a few turns before launching— to get
off the high peak of rubber power. Will not be a bit
suprised ifwe eventuallyend up with a torque meter
on the model I””

*

. IT was a pleasantsuprise to recent-a L——
Hungarian postmark the other da\ from Gyula
Wagner, of Budapest, who is a keen model builder
and holder of two National power records— for
Duration (50 min. i<sec.) and Distance (30 miles).
Gyufa is 20 years old and hat been building models
since 19-jo— his favourite typ:-s being Wakefield, free-
flight power anil indoor models. In 194.9, he won the
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power event at the Hungarian Nationals and at this
year's National Indoor Meet (March tilth), he took
first place in the Flying Wing class (6 min. 32 sec.) with
a microfilm model. Gyula enclosed some snaps of his
latest free-flight pylon (McCoy “ 19" powered) and
a three-view of his 19.51 Wakefield desigh— the latter
a very clean shoulder-wing slalwider, with, a single
leg retracting undercarriage. Gyula would like to
exchange model news with British modeller» and his
address is : Budapest 11, Alvinci ut 30. Hungary.

In Brief

e the nfw Car-Plate and Auiobrite liquid car
polishes arc ideal for protecting the finish of colour
doped model surfaces- These polishes are applied by
spreading on with a soft cloth, allowing to dry
(about 20 min.) and then wiping off to leave a hard
glossy surface . . . P. E. Norman has built a free-
ilight version of that famous fighter of the'thirties—
the Hawker Fuiy Alk. Il. Scale dihedral, scale tail-
surfaces and a completely cowled Amro 3.5 are
featured. The lower wings plug into the fuselage and
the one-piece upper wing is seated on a parasol type
mounting. The undercarriage is internally sprung
ami the cowling formed from Uiin Aldad. The
model r.o.g.'s beautifully and when conditions are
fairly calm, P.lv. lets the motor run for 7 min.

We hear that Dave lying, well known Piper air-
craft designer and model builder, was killed in his
hreund Ix-g Midget on a cross-country flight. . .

. . .Johnny Nunn sends in some detail:, ofthe to e.c.

ha Batting clubmaics arc

tried wing areas of

UuaHy settled on the

to c.c. racing motors.

The models arr Sraa ea 70 ft. fines and at the time

of writing, only :.. t Ic thing lias been tried.

Mercury pressure tank» are brine used, but slightly

larger 2 fluid oz. tanks would d- better. Johnny’s

own model laps at about the : - m.p.h. mark and
is fitted with a McCoy Series ao.



ACCENT
ON

POWER

John Chinn *tth his Aill
Dear, designed " Cessna
By P = C hinn 170/ Model has side*

mounted AJlbon Dart d»tst\

Y the hard-working contest flier! With
P screaming pylons, hurtling speed models,
jumping stumers and whirling team-races seldom
can he stand back, relax and enjoy ius flying. The
passing of those more Ixappy days when competition
flying was a little has intense and possibly had more
of the sporting element, lias oft-times been deplored
by older modellers. How fortunate i: is that there
are model aeroplanes, now appearing in greater
numbers, for those who like a more leisured pace.

We are noL decrying C/L or power/duration— far
from it, having mostly favoured these types during
the past live years— nor is any criticism of COntcsC
flying in general intended. In any case, the vast
majority of models built from kits and published
plans, which liavc been designed for competition
work, arc -rueted by modellers who never enter
them in big T.:.-.t- : -<'dh'y i”™-rause, even if they

The " Cetsno 170 wtiu cowling

undercarriage

removed. ,Vocc dare

make a reasonably good mode!, are under the
erroneous impression that they “ wouldn’t stand an
earthly ” (visits to some comps, should soon dispel
such notions !) or, in a few case's, live in out-of-the-
way places from which the big events are difficult
to reacii. Probably by far the greatest number,
however, build and fly simply for the fun of it and
are not inclined to enter the fray. |If they build
strictly competition types, this may be because they
wish to achieve a certain standard of performance for
their own satisfaction or, equally probably, because
the majority of available designs have hitherto been
ol these types.

Because of all this, Lire apparent revival of interest
in Irce-llight scale models and such like “ pleasure ”
types., seems to be most timely. For those who ily
only for pleasure, an occasional scale model adds a
little more spice to the fun of mode! flying : for the
inveterate “ spindizzy ,f or powrr/duration addict a
good scale or semi-scale type can provide flic sort of
busmans holiday thai may serve to show him how
raci-h he nay be misdng.

c. upie of month? ago an interesting small .scale

was is ritjed these columns: Bill Deans
I>-.rr-r--. red Ct-rrz :70 a replica ofwhich was also
thru i- o,mulcted bv the writer's brother. Bill
ha:- now - iced vwo more models of the same type :

a Lum;cm be Sikcire and a Piper Super Cruiser and
er---a" - r wall shortly he available in kit form,

experiences with the Cessna may be of
sntexest.

The model was built exactly to plan except for the
adrihiom of 1/32 in. sheet balsa to the upper leading-
edge surface of the wing and two stringers to each
corner ofthe fuselage. Despite these minor " extras ”
the finished weight came out at 81-0z.— i or. less than
the original. The upper cowling section behind the
engine calls for stiff paper covering and three-sheet
Biistol-board was therefore used here. However it is
felt that tl'.c sheet balsa filling-in between stringers,
which is used to cowl the enginecould profitably be,
extended back to ibis section at the expense of slight
extra effort. The c.g. location was found to be almost
exactly in the specified position and no ballast was
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The 3.2 c.c. McCoy 19. an American “ sport " type engine.
needed to obtain a satisfactory longitudinal trim.

Since the Alihan Dart motor provides far more
power than is required, or iseven desirable for a model
of this typ.\ ii was decided that litis power should be
used in ili;: most inefficient possible manner witliout

this appearing too obvious. A 7 in. scale type
propeller with narrow but ven. thick section sym-
metrical section blades was, therefore, made and

painted black and a metal sheathed leading-edge
was simulated by means of metal foil doped on. With
this prop, the Dart can be run steadily on a rich
needle, setting without recourse to excessively low
compression (and the resultant misfire

gives) to obtain low thru«t for a shallow- chn-.h. The
only disadvantage i< riiat torque. 1: course.
relatively high and thus induces a fkirfy *trep left
hanking (urn. hut this was counteracted by the use of
extra sidethrust.

From the first flight the model flew very satis-
factorily and the only adjustments made were to give
a total of 1deg. right thrust to the engine in order to
produce the flight pattern now used. This is a wide
left turn under power, with straight glide. Due to
the generous fm area, the model lias a natural
tendency to rudder into wind in the glide and a
straight approach is usually obtained.

Perhaps the most convincing argument of the
Cessna’s “ livability ” is that, despite the accepted
sensitiveness to trim (particularly in such small sizes)
and vulnerability, of scale types, the. model remains
guite unmarked, after a score or more flights,
including a number made under moderately windy
conditions. The dural undercarriage seems to be
guin- ws serviceable as a normal wire type, with the
advantage that ir will not bend back easily in a heavy
landing or collision. The need Iter' Lx to glue and
brace the whole unit really firmly to the interior of
the fuselage ::i order that shocks are transmitted
through the airframe.

f* In addition :» the Dan, one or two other small
diesels will shortly- he making an appearance, suitable
for similar models. These include the EIfin .49
and Frog “ 50 each of 0.49 c.c. capacity. Both
these, like die Dan art- annular port shaft rotary
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valve engines. Other suitable, units can be found in
the popular American L\ ” glow-plug motors.
These are of up to 0.8 c.c. displacement (0.049 cu. in.)
but do not deliver any more power— rather less in
fact— than the Dart, so dull the difficulty of reducing
power with die glow-plug type should not arise.

One of these latter engines was, a short time ago,
received by the writer from a friend in the U.S.
"This was the Atwood Wasp .049 which is probably
the most powerful and certainly one of the best
“ 'A " class engines so far turned out in the U.S.
Like the Anderson .045. described a few months ago,
the Wasp is sold complete with al) the necessary
oddments, including fuel tank, an excellent moulded
prop., glow-plug connector and combination spanner.
It is a very neat and compact little- engine as tile
photograph shows and the finish of all the component
parts, ineluding the polished die-east crankcase and
tank, is excellent.

In these baby g.p. engines, a nitroparafliu content
alcohol fuel is generally a necessity and it is most
essential to avoid overloading with a large prop.
By “ large ” is meant anything over ii X 3. The
Wasp was tried out on the 5? in. “ Kay.sun '’ prop,
supplied and, after a short running-in period, was
checked at 11,500 r.p.m. The engine needs to be
primed hut not made loo weL and one need have no
fears for onefs fingers. The exhaust note can best be
described as sounding just like a miniature Yulon.

In addition to the new .49 c.c. Elfin, the 1.49 and
2.49 Ellin models show detail improvements for 1951.

in.-hsdr .-lea.-.er ur.d a new tvpe
mpe- * > --r. 1 _ Lit:-r iV. a -hallow “ V *
1 —tj* which, b moch. <u<rcz to grip and thus

] her msrr - tiek-“rHarrr-irxe diesel which
we have recently tried otf a daris”it \er\ion of the
342 c.c. D.CI350 produced bjr Mesm. Davies-
(‘harlion & Co.T<- K midk* iLancs. who, of
course, also built “ UiM--.it 7 5 c.c.
diesel.

This is a purpoefui ioi Msg «agxne, the crankcase
and cylinder burr-. »aadhiipr -.uc.-d <n bloc, being

Tr> Z.C. 350 diesel, a well made addition to the ranks
of high-performance 3.5 c.c. class diesels.
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very cleanly die-casl with tin- lins machined and then
(wished in the attractive matt grey treatment now
featured by many leading make:?, including lita,
Dooling and McCoy. The cylinder head i- similarly
(wished and is now attached with *:x machine
screws, while the compression lever is now of the
“T 7 ty|x.

The D.C. 350 is a shaft-valve rr.i:r- with induc-
tion below the main bearing and drawing furl from a
detachable plastic tank mounted on tin- rear crank-
case cover. The engine is of :i. annular port type.
The cylinder casting, however, iniludr< an exhaust
belt, expended gases bcinc - - through ducts on

cither side.
The D.C.350 has the 7. ;- :ugh revs which wc
have now become - tst :r--1 to exerting of high

performance compelit»gi dieeit and the makers
state that the- 1 rt -rh-acr. tue, been adopted to
combine high 7 *<er a*.-.-rate fuel consumption,
giving, as examples c£ this, performance figures
obtained with a 1 C. y o fitted to a Mercury Aik. |

team rarer. *'-- j of fat!, 77 laps were obtained
at a speedrf 7*-5 ap h . an extremely good per-
forman ct At _ aiichtly raijc-:

(69 m.pJs.),hpi «UL-iaacHEdaoSs,which, with the
desirable atlddio- of aodn tmo or three laps*
safetynanpe,ataa Aatec& s modeldodd cowr
a ro-ostie race with x ;v oee pit «op.

The D.C. 350 falls into the - .£.“ B ,rand
“ HI cLi.v-',and another engine of thisgroup which
the writer recently sampled was the American
McCoy ™" 19’ tront rotary valve model. Tliis
ic-rr.-". although not u> Im confused with the McCoy
“ Red Head 1 9 disc-valve ball-bearing racing
mod-*!, emphasises the marked differences between
contemporary British and American model engine
i.-.t.. Both engines are designed mainly for the

- types of installations : general purpose C/L
and free-(light. Of only slightly less capacity
(8 . e.r.i the McCoy is also a shaft-valve engine like
the D.C. 350 (and, for that matter, the Amco 3.5
which is of identical bore and stroke), but here the
similaruv ends.

POKING HIS NOSE IN

?Ay» THAT'S A KfALISTK:

Pu.or/ uft*S have A
CLOSER LOOK/ .

CA.;.*- 10j R M*NCER iN Tn5
‘ YCQUSHOO-C

------ cmelis7r***
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A particularly goad example of the ™ IA ™ class engine
which is now so popular in the U.S.A. The Atwcod " Wosp "
of 0.8 cC

The McCoy is a glow-plug engine. It uses a
lightweight piston with two rings and lias i80-deg.
«-x-.00A: ;»-rung with a large volume transfer passage.
Adw ugh has a one-piece crankcase/cylinder
racing like the D.C. 330 an uncommon feature in a
B:uuh engine' the front bearing housing is separate
while no detachable rear cover is used.

The McCoy peaks at quite high r.p.m. anil shows a
similar level of performance to the Amco “ (do. 3.5 "
hut in the case of the example tested was consider-
ably more difficult to start than the Glo. 3.5 which
is particularly easy in this respect. This was due to
relatively poor piston seal and would improve some-
what as the engine was run in and the piston rings
became bedded-in. The only method of guarantee-
ing a reasonably quick start with the new engine
however was to liberally prime the cylinder through
the plug hole with castor oil turning the engine over
so that a fairly thick was distributed over the
cylinder walls and piston surfaces and in the ring
grooves. With compression thus improved, and a
- n r ui printer : iuel. tiic engine started readily.

By Harry Stil

297



MODEL AIRCRAFT

The 3.2 c.c. McCoy 19. an American **sport " type engine.

needed to obtain a satisfactory longitudinal trim.

Since the Allban Dart motor provides far more
power than is required, or iseven desirable fora model
ofthis type, it was decided that this power should be
used in the most inefficient possible manner without
tilis appearing too obvious. A n in. scale type
propeller with narrow hut very thick section sym-
metrical section blades was, therefore, made and
painted black and a metal sheathed leading-edge
was simulated by means of mrtal foil doped on. With
this prop, the Dari can be rut: steadily On a rich
needle setting without recourse to excessively low
compression (and til- resultant rntuirr- which this
gives) to obtain low thru« for a shallow climb. Ur-
only disadvantage i* that torque, of eourv. tenuun
relatively high and thus induces a (airfv steep left
banking turn, but this was counteracted by the use of
extra sidethrust.

From the first flight the model flew very satis-
factorily and the only adjustments mad*- were to give
a total of4 deg. right thrust to tlu- engine in order to
produce the flight pattern now used. This is a wide
left turn under power, with straight glide. Due to
the generous fin area, the model has a natural
tendency to rudder into wind in the glide and a
straight approach is usually obtained.

Perhaps the m**st convincing argument of the
Cessna's “ flyability ” is that, despite the accepted
sensitiveness to trim ‘particularly in such small sizes)
and vulnerability, «if scale types, the model remains
guite unmarked, alter a score or more flights,
including a nt:mb*r made under moderately windy
conditions.  Ih* dur il undercarriage seems to be
quite as servicvabl &ba normal wire type, with the
advantage tliat i: will not bend back easily in a heavy
landing or collision. lhe need here is to glue and
brace the whole unit really firmly to the interior of
the fuselage in order that shocks arc transmitted
through the airframe.

In addiiion to the Dart, one or two other small
diesels will shortly be making a:i appearance, suitable
for similar models. These include the F.Ifm .49
and Frog “ 50” each of 0.49 r.c. capacity. Both
these, like the Dart are annular port shaft rotary
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valve engines. Other suitable units can be found in
the popular American * 1A ” glow-plug motors.
These arcofup to 0.8 c.c. displacement (0.049 Cu- in-)
but do not deliver any more power— rather less in
fact than the Dart, so that the difficulty of reducing
power with the glow-plug type should not arise.

One of these latter engines was, a short time ago,
received by the writer from a friend in the U.S.
This was the Atwood Wasp .049 which is probably
the most powerful and certainly one of the I>csl
“ JA " class engines so far turned out in the U.S.
Like the Anderson .045, described a few months ago,
the Wasp is sold complete with all the necessary
oddments, including fuel tank, an excellent moulded
prop., glow-plug connector and combination spanner.
It is a Very neat, and compact little engine as the
photograph shows and the finish of all the component
parts, including the polished die-cast crankcase and
tank, is excellent.

In these baby g.p. engines, a nitroparaflin content
alcohol fuel is generally a necessity and it is most
essential to avoid overloading with a large prop.
Rv '*large ” is mean? anything over G X 3. The
Wasp was tried out on the 5.1 in. :i Kaysun * prop,
supplied and, after a short running-in period, was
checked at 11,500 r.p.rn. The engine needs to be
primed but not made too wet and one need have no
fears for one’s lingers. 'Hie exhaust note can best be
described as sounding just like a miniature Yulon.

In addition to the new .49 c.c. Elfin, the 1.49 and
2.49 Elfin models show detail improvements for 1951.
These include cleaner dic-ca>iing and a new type
compreeoo-lcver. This latter iiina shallow “ V ”
fcirmatioo which :1 modi to grip and thus

diesel which

VAr caw rrrwttli tried out I» tint vrrsioa of the

8-42 ex. D.G-350 product M Davies-
Charlton St Co., of Barn.. c. lancy who, of
course, also built the wrJi-k: - Wildcat M5 c.c.
diesel.

This is a purposeful 1 it
and cylinder barrel whifin a

Bkr, the crankcase
teed cn bloc, being

The Z.C. 30 diesel, a well made addition tc the ranks
& r.gh-performance 3.5 c.c. class diesels.



BOWDEN TROPHY CONTEST

Dear Sir. -Pa*i supporters ofthe Bowden International
Power Trophy may feel that thisyear's nilc* have deserted
their interests in favour o f#duration." which has become
universal in ail free-flight competitions. | feel it is
therefore necessary to sav that through an oversight ilie
original intentions behind the trophy were lost sight of for
tills year, and that those who have found an outlet for
their activities in the 4 Bowden " may take comfort for
the future years from 1952 onward*, when the originally
stipulated intentions behind the trophy will 1*- considered.

Duration of all types is very well catered for in the
major competitions. ‘Hierefore, when | originally gave
the trophy to the S.M.A.F.. | made certain stipulations
which would encourage a wade range of engine types and
capacities, and also flying other than just pure duration.

These stipulations covered the following points :(—

(1) To encourage all types of internal .combustion
engine (except jets; of any capacity up to to c.c.. the
S.M.AK. limit. (Even jets were not ruled out if (hey
became safe for free-flight as advance progressed.)

(2) Realistic type of flight, as opposed to duration
climb only.

Precision rontr*J «i flight.

(4) The encouragement of vaneis
aircraft.

(5) To hold the competition yearly «nihr I
in order to encourage foreign entries to :<mr to
country.

In conclusion, | would say that 1strongly feel there area
numlter of people who still like realistic Might and experi-
mental variety, and it is these people | wish to encourage,
for 1 consider they are somewhat neglected by the clula
who have very adequately catered for the duration
enthusiast. It Is therefore up to those who support the
* Bowden Min interest and in active competition, to let
1* have their views on how we ran best frame rules to
complv with the stated intentions.

Yours faithfully,
C. K. Bowden.

in deapi rf the

area

Poole. Dorset.

TO THE 4POWER AND GLORY 9 BOYS

Dear Sir,— I'bCc * power and glory * iwws of the anti-
Wakefield movement come very near to clinching the
argument in favour of a merciful end to the anachronistic
reign of King Rubber. They plausibly condemn the
diehard attitude which clxng\ to thr use of such an archaic
method of propulsion in the premier international event,
and convincingly suggest that the ]>opular miniature
engine has all but erfipecd the old fashioned arid in-
efficient rubber motor.

Yct with all their potent arguments they cannot over-
come the incontrovertible fact that (he rubber model
remains the only form of competition model which can
bo fully extended within the limitx of the type of power
prescribed. The power model outranges its suitability tor
duration competition by reason of its all too efficient
propulsion unit, and some arbitrary means of reducing its
range potential must be imposed to bring it within thr
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scope of competitive activities. The energy available to
the rubber model, on the otlirr hand, is in no way pro-
scribed by such arbitrary limitations. A Wakefield, for
instance, could cam* more than twice its weight in rubber
strip, if that were practicable : and such energy could be
freely arranged, in terms of power run, to suit the flying
characteristics of the particular design.

This latter factor is. | think, a very important one, a* it
gives rise to that great diversity of design and variety of
living techniques which open up a field of debate, con-
troversy and speculation without parallel in any ocher
form of competition flying, lit thr world of power only
team racing enjoys any similar freedom of individual
choice in the conversion of energy into terms of range.
Frcc-flight competition merely limits the range by
restrictmg the motor run and engine capacity : thereby
giving no scope for the jiossiblc development of a slower
climbing model with a more economical, and thus more
efficient, utilisation of energy.

The prime objective in free-flight power competition is
always to achieve the greatest possible height in the shortest
Jx>ssiblc time.  This, admittedly, calls lor a high degree of
trimming skill ami technical ability, but performance of
this nature ultimately depends more upon the science of
1V raspne manufacturer than upnr; :hc skill of the

model the compeiifor can
OQ the last few turns it
It he will be living his
?id incapabilities.
tkithfullv.
Romford, K . L

readh*- have a
b the
model to thr utmost

Kanscin.

CAPACITY AND POWER

Dear Sot, -In > Mar-h ~H'rr and There” a
paragraph entitled " Clapanrr Power " asked readers
loi* their ViIlWX On er.<tH»>Q T*nS:'-1).

May | iugern: the toSoem”r iW'-m, which Is primarily
basei loon AmaL\rr “ Engine Test * reports.

1he performance thrersni\c in b.b.p./litre should hr
multiplied bv th** vright ratio in h.p./lb. The
resulting figure should then ik-divided by those for a ver>
welldcnt/wno rrr r/. Milk. Bee, etc.), the remit being
then expresueti v a number.

I have t©>rcpami a chart. using a .glow-plugged Arden
txjg a\ datum, and —ung your published test figures. It
was ho:: - :La:, :n general, the modem engines
gradually crept up thr scale, and that two engines of
different could be compared in a general way in
terms of the * performance number."

Such a meth«*L of courxc, depends essentially on the
availability c: jroirate test data, and perhaps the manu-
facturer» CTRild co-operate in this respeci, with curves
obtained o» the average of a number of tests, to eliminate
the odd ~super ” and 4dud ” cases.

Perhapn I'am sticking my neck out, writing this but thr
results would, | think, be interesting.

Yours faithfully,

James F. Murbon

Hayes End. Middlesex.



ATHF.R ninrr numerous than the compression-

r. tvpn deal: with in Pari !. the spark-

ignirit® ad doer-pia? raginn fisted in ihn review

in-.-jde * =sbrr .1popular hrrnran um'i many
of iacixaeitqfcfcin «rrs a

X N tkfv Ty TVvLe Xrr

uriuM rmiM M C fc
tar aoili: apedn » hr manufacTuzed. a the
K.4 i " LaEm--Torpedr>*0f0.02 cu. in.—approxi-
gjgrf* @wtnn-,' capacity British Kalper diesel.
LiLt aH thr | A types, trim is a shaft rotary-valve
nacat \ *in. 1 2in.prop, isrecommended for the
“Isinri." which may be used for free-Highl models
at tnrad a- 24 in. span. Two other K. & B. AA
raftnrt Live since appeared, of 0.035 and 0.049 cu.
9K respectively, suitable for the A class frec-flight
cer:~t models now popular in the U.S.

kly following the small K. & B. engine, were
<fesagia from the Mel Anderson and Hcrkimcr-

O K." concerns. The well-known Anderson
- Bair.-Spitfire ” of 0.045 cu- in. was, last year,
w-v-id merited by a new low-priced version known a-
the ' Spitzy.” For 1951. an improved “ Spitzy
with - larger integral fuel-lank, heavier Crank:--hoit
and higher compression-ratio. is available. .
Us-"* \ndcrson product isjust outside the AA croup
and i>a 0.065 cu. in. engine {i.c., just over 1 c.c.i
kao”™a a- the “ Royal-Spitfire.” This engine retain»
the ;T*1deg. porr layout but features an exhaust cur:
with eu:-ei on the left-hand side. The engine is of
itm ctiw appearance and has the saint- good finish
displayed by other Anderson engines.

Th-* Herkimer “ Cub ” range comprises four
models : two in the half-A group, the 0.039 an"
1>,050. and two A class engines of 0.074 cu. in. and
1. cu. in. All four engines are of similar design
and i'-aiure - :>a:rntrd porting system designed by
Chari- - B:-b- >. president of the Herkimer Tool and
Mode! New York.

A retru:i> mtr--in,-cti 1A engine wltieh has already
gained a numb r-; r.irstdistinctions is the Atwood
“ Wasp.” This is a ;nv neat radial mount 0.049
Cu. in. engine of rati.- : Minilar layout to the popular

British Class I radial port diesels. A low stroke.'bore
ratio is employed and the engine reveals the same
clean, polished dic-casting as found on many other
leading American types. I-atcst addition to the 'A
rank- :s from the Duro-Maric company, makers of
® Thighly .- McCoy engines, and is known as

.M Fulldrtoils of this model have not
y*t been reerrred.

Ir. srmrtal. these small glow-plug engines do not
show such high specific output figures as are obtain-
able with the latest small British diesels. They art:
essentially high speed engines and must be allowed to
run ai speeds of 12,00¢' r.p.m. or more to achieve
maximum power. but on a power/displacement
basis, the small g.p. types do not equal the perform-
ance of such engines as the Mills “ 75 ” and AJibon
Dart wiltieh, at 0.45 cu. in. and 0.33 cu. in. respec-
tively, are well within the JA class limits.

Within the S.M.A.E. Class | classification is a new
British glow-plug engine, shortly due to reach the
model shops : the 1.48 c.r. Frog “ 150” * Red-
Glow.” This will replace the “ i(k) ” model and Is
< be accompanied by a diesel version of the same
englne and also, by a new 0.49 c.e. diesel known as
e Information on these latter were
recelved o Late tor inelusion in last month’s article.
Ail three rnrmo aider from previous Frog designs
and tekkn* the - popular small liigh-pcrformance
ague lays us of shaft rotary-valve, short stroke and
«malar porting with cylinder screwing into the
crininise and '.hr cylinder head threaded on to die
c-vhrai - Ihr diesel “ 150 ” lias the same bore and
‘srokr dim.rndons as the glow-plug version for which
data < listed. Tin: “ 50” model has a bore of
0 343 :ru and stroke 0f0.330 in.

All the smaller types ofg.p. engines are, of course,
lapped piston units. The smallest engine having
e j=<~A rings (in this ease one ring) is the McCoy ” 97
of :tir.c. Tills is the smallest of the three “ sport-
e jx- " McCoy engines now built. The oilier two are
dir “ 19” and ” 29.” Each of these is a shaft

mry-valve engine and the two latter types arc, of
course, rather cheaper than the McCoy “ Red
Head ” <Usc-valve racing series. The shaft-valve
"to” and “ 29 " have aluminium pistons with two
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compression rings.
They are primarily
intended for free
flight and general-
purpose C L use.
Within the British
Class A and CL
Class Il categories
will be the new E.D.
2.46 which, first ap-
pearing as a diesel,
will  later become
available both as a glow-plug and spark ignition
engine, the latter type with two-speed contact-
breaker if required. As described last month, this
engine features two ball-bearings and a disc admission
valve.

Other small engines to use ball-bearings are :hc
popular Arden 0.099 and 0.199. 'Tlv— engines
pioneered the now widely used 360-d--.;. 1- rtmg
system in winch the normal transfer passage is
replaced by a grooved lower cylir.drr section. De-
signer Ray Arden also originated the model glow-
plug in 1947 and tile two Arden engines, originally
designed for spark-ignition, were the first units to be
offered with glow-plug ignition. These engines have
always been noted for the exceptionally' high degree
of accuracy and finish which their component parts
display, standards which have seldom been equalled
in miniature engine construction.

'n the .r<) cu. in. and 3.5 c.e. groups are a number
of I>olh glow-plug and spark-ignition units suitable
for different types of models. For control-line speed
there are the two leading raring 19’s, the American
McCk>y Red Head w'rvich lias returned speeds of
up to 128 m.p.h. in the LLS.) and the British Eta.
O f similar general design, these are disc-valve en-
gines, having twin ball-bearings and aluminium
pistons with two rings, and are capable of delivering
outputs exceeding .35 b.ll-p. cm witablc nitrated
fuels. An outputof.40 b.h.p. K infirf. now claimed
for the American unit. The Eta he a rollctt type
prop drive as fitted on most racing engines, while
the McCoy lias a normal serrale-i dac driver.
The current McCoy Red Head 19is an improved
version of the original .19. model introduced m the
autumn of 1948, wlxich had a sing!.- baS-bearing
with cast-iron outer hearing. A small, yrt t-rfnl
feature of the new mode! is the right-angle I\/\th.
a standard fitting, which is of considerable asysaaacc
in accommodating the fuel pipe within the t-.*»'—
limited space of a speed model fuselage,
engine, like the Eta, is primarily a g.p. e.rse.
is also available with spark ignition. The F<3 :-tata
is to the same high constructional standards a: tfi
company’s well-known u 29 ” model.

One of the earliest “ ig’s ” was the original thre -
|[K>rt Ohlsson spark ignition model. Rotary valve
and glow-plug conversions <f this model and of the
slightly bigger Qldsson 23 later became available.
lhe three-port Ohlsson is now no longer manufac-
tured. but the current shaft-valve 19 and 23 may
IX: purchased either os spark or g.p. units. The
<hlsson models are unique in the form of crankcase,
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cylinder and cylinder head construction used. Those
are welded into an integral unit with only the front
bearing housing detachable.

Also dating back to pre-war days is the well-proved
disc-valve Bantam * 19 ” engine which, originally
designed by Ben Shoreshaw. has, since 1947, been
produced by the Herkimer company. This compact,
lightweight engine has been widely used for all kinds
of competition models, including speed and power;
duration types.

A new 0.19 which is due to be. released by the time
these words appear, is the latest K. & B. model, a
shaft valve engine which, incidentally, has the same
bore and stroke dimensions as the Eta “ 19.”

A txjssible rival to the McCoy “ 19 ” in Lht: shape
of Hornet Motors’ new 0.199 model was suggested
by reports of this engine’s impending appearance
some time ago. but the Hornet docs not now appear
to have been put into quantity production.

Outside the American Class A group, but still
witliin tin*S.M .A .E. Class 111 category, (here remains
the Arnco “ Glo. 3.5 ” which was recently featured in
the Model Aircraft “ Engine Test” series. Of
light weight and high performance, this engine, with
its good compression seal, obtained by the use of a
lapped piston, is easy to start and is suitable for most
model designs for which 0.19 cu. in. types arc
specified.

By far the largest group ofg.p. and spark ignition
engines is found in the 5 c.c. and 0.30 cu. in. types.
These include-such well-known British examples as
the Eta “ 20,” Yulon “ 29” and * 30 ” and Frog
* 300.” Of these, the Eta * 29” and Yulon * 30,”
appearing in die winter of 19.48/49, were the first.
The Eta “ 297 is essentially a racing unit and has
undergone a number of detail modifications since its
introduction. From tile outset, this engine estab-
lished a standard of performance considerably higher
than any other British f, c.c. engine and. in its 1950
Series 11l version, for which outputs of up to 0.65
b. h.p. have been achieved at speeds approaching
16,000 r.p.m., the Eta iscomparable with its American
counterpart, the McCoy " R--i Head 29.” for which
similar figures arc claimed. Originally rated at
.54 b.h.p. at 13.400 r.a-—-, the porting was later
modified to give a Baiter p1 e-r curve with the peak
occurring at l4jooo to 14.500 r.p.m. The Series
Il and 11l rnodris have further amended porting
with larger rh-t- t ;r<area and. in the Series IlI, a
larger transfer pas-
sage and ccCHzst

duct. The Yukm
has attracted ".-r.-
uderah- atten-
carc stunt
mthsizio and
rana-c the distinc-
tion. of winning

‘«of', the ;949 and
:950 Gold Trophy
C-ccrt-. Three 5
c. ¢c. mixlcls have
so far been pro-
duced, the (949 The popular Sritisfi Frog " 500."
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“ 30.” and 1950 “ 29" and the 1951 ” Eagle.” (>f
somewhat wunusna] design, ihe 1949/50 Yulons
featured 360-deg. porting:oforiginal pattern in which
complete rings of small circular ports were used for
both transfer and exhaust. The latest. “ Eagle,”
model uses an entirely different 360-dcg. arrangement
which has bc-n developed as a means of overcoming
certain of the inherent disadvantages of the normal
annular pert layout.

The Frog *jooy’ which gained wide popularity
during 1970 Lccomparable in design and performance
to the \mrr>can general purpose units of similar
cap: - 6-45 Mfcp- at r3*000 r.p.oL ha

obcJLiari with one of these engines on trst -ind
urin.. i -\--r.Jv nitrated lucJ, wliiie 0.37 b.h.p. was
n?rrvdcti w.rh the same engine using standard furL
Thr spark-ignition version of this engine, loos
a3z R C enthusiast, should lie available very
shortly.

Aosscg the older American 29's"  xrc T?-
K. 4 B. Torpedo, horsier. Herkimer-**0O.K.”,
Dc Case “ 30” and Ohlsson * 29.” All thr*e arc
lapped piston shaft valve engines with dir exception
ol rirr . :stcr and Dc Long which have disc valves.
Thar two engines have also been p.-.dv in
racing versions with aluminium pistons and two
rise».

3oth Forster and Torpedo date hark 1040. The
Fencer was one of the very first commercially built
diac-valve engines. The output of the standard
i mer petrol engine is given as Q.32 b.h.p. at
zs,6co r.p.m. On methanol fuel this is raised to
0 — at 12,300 while on g.p. ignition and a nitro-
aaesirane mixture the b.h.p. is further boosted to
c 4c jt 13,400 r.p.m. The entirely new G.29 model
whkh was introduced last year, :- r©-.umaicii to
~ ~ better than 0.5 b.h.p. at 14/15,000 r.p.m. Both
these Forster models arc also produced in American
“ C "™ class versions, the bore of tin: cylinders in each

being increased by 0.010 in. to push the dis-
pbeement up to 0.304 cu. in. At 4.98 c.c., hbvrt
:bry engines are still just within the British Glass B
aad Qass IV groups. The G.29 and C.31 modelsare
dsSECgxhshable from die standard “ 29 ” and ” 305"
by at inclined carburettor intake. No contact-
breum are tilted to the racing models as these arc
tli «prd oepressiy for g.p. operation.

iJteK. k B. Torpedo is also produced in a larger
ry*r. as C. version, known as the Torpedo-3- and
the - w r " 29 also has its Glass (1 counterpart in

the “ 33 ” model, the
increase in capacity
in tixis instance, how-
ever, being obtained
by stroking ” the
engine from 0.663 in-
t0 0.729 in. .Similarly,

the Fox “ 35" lias
appeared as a * 29 '*
with bore reduced

from 0.800 to 0.738
in. Yet another ex-
ample of* two-class”

Anoutstaying "49"— Tra Y. z- design is found in

MODEL AIRCRAFT

Lhe new Veco
“29” and “ 31"~
in which a 0.025
in. increase in bore
is used to bring the
0.29 cu. in. engines
up to 0.319 cu. in.

Alone among
the non-racing-
tvpc “ 29V the
MCCoy “ 297"
from rotary engine
is the only unit
having an alumin-
ium piston with rings. This engine replaces the
same company’s earlier “ Sportsman 29 ” engine
which had a disc admission valve. ALso now
discontinued are the Sportsman Junior and Senior
models. No less than 11 different McCoy models
have been marketed during the past three years,
excluding improved or modified versions of existing
designs.

The British Nordic R.G. 10

I he outstanding American 0.29 at the present time

undoubtedly the Dooling. This engine differs
considerably from its nearest rival, the Red 1lead
McCoy “ 29 ” already mentioned, and features the
very low strokr/bore ratio successfully used on the
to c.c. Dooling. The engine Ls exceptionally well
made and an unusual departure from standard
practice is the non-mctallic valve-rotor employed.
The engine has a very light aluminium piston ancl
transfer of the crankcase charge is effected via large
skirl jx>rts in the piston and corresponding ports in
the cylinder wall. An output of 0.75 b.h.p. is
claimed and independent tests would seem to
indicate that this claim can he substantiated.

Sole British example of the 0.49 cu. in. group is the
Yulon “ 49,”. which is basically similar to the 0.29
engine but with greatly increased bore and a slightly
longer crankshaft. This engine is remarkable for its
very light weight and thus good power/weight ratio.
The American Class C speed group is represented by
the McCoy “ 49.” The only oilier high performance
“ 49 " js the Atwood Triumph and this is, in fact, the
only engine to offer any competition to the McCoy
in the U.S. A disc-valve version of the Triumph
“ 49" was actually used by speed expert Don
Newberger to record his winning speed of over
136 m.p.h. at tiic 1948 American Nationals. The
Triumph has an aluminium piston with two com-
pression rings and is available either as a spark-
ignition or glow-plug type. Here again a to thou,
oversize cylinder is used to increase capacity from
0.491 cu. in. to 0.503 cu. in. in the Class D Triumph
“ 51 ” model. This latter engine, at 8.24 c.c. is. of
course, slid within the S.M.A.E. Class V (8.5 c.c.)
group.

Tire 0.60 cu. in., or to c.c., engine has not achieved
very great popularity in Great Britain since the war
and in the U.S., too. the “ sixties” have Ilately
suffered a decline in all except C/L speed. British
10 c.c. engines have yet to equal the performance of
the leading American types, namely, the Dooling and
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Series “ 20" McCoy, although a Series TI model
NordooSpf-cial engine leslecl for Mot>i'L A «koxaxy
lias produced some i.23 b.h.p.. a von.- good ligurc
and one which could doubtless be further improved.
This engine is very similar in design and construction
to the Series “ 20 “ model McCoy

Both Dooling and McCoy have returned speeds of
150-160 in.p.h. in American contests and the latter
currently holds the A.M.A. Class D record at
162.54 m.p.h. ivi well as tin- British record of 132.6

GLOW-PLUG AND SPARK

Class
Swept
SM.AE. A.M.A. Volume
Bore S
Type F/IF C/L F/IF c;l ctiin. C.C. in.
<. & B. *Infant

Torpedo * A 1 *A A .020 .33 ,281
K.& B. *Torpcdo-

Jr. A 1 iA A C35 .57 .343
Herkimer-* O.K.’

Cub .039 A iA A .039 .64 .390
Anderson *Baby-

Spitfire ' A AA A .043 74 .375
Anderson SpiUy' A 1 AA A .045 .74 .379
K. & B. Torpedo-

049 * A 1 £EA A .049 .80 406
McCoy *Saby-Mac* A I 1a A .049 .80
Atwood *Wasp * A 1 JA A .049 .60 421
Herkimer-* O.K.*

Cub 049 A 1 »A A .049 .80 .390
Anderson *Royal-

Spitftro * A 1 A A .C65 1.06 436
Herkim«r-0O .K .-

Cub 074 A 1 A A .074 1.21 478
Fro2 *150° 'Red-

Glow * A 1 A A .091 1.45 .503
Allbon *Arrow * A 1 A A .091 1.49 525
Elf 1Single * A 1} A A .097 1.60 463
*Glo-Mite* A 1l A A .098 1.61 .SCO
McCoy *9 * A 1] A A .098 1.61 .500
Herkimer-'O .K.:

Cub 099 A 1l A .099 1.62 .515
Arden 099 A 1 A .099 1.62 495
Frog * 160 * ' Red

Glow’ A Il A A 101 1.66 .485
*K ' Tornado A 1 A A 119 1.96 .520
E.D. 2.46 A Il A A .150 2.46 .590
ElIf - Twin ma-cyl.) B 1 A A 195 3.20 468
McCoy: 19-

<194649) B 1l A A 195 3.20 .625
McCoy "19 * (Shaft

valv#) n 3 1l A A .195 3.20 .625
McCoy ‘ Rcc-Hcad

19 - B 1 A A .19% 3.20 .625
Ohlison 8 Rce 19

0*51) 3 D A A 196 321 644
Oblwon 6 Rice 19

(3-port) B Il A A 297 323 <973
Arden 1$9 3 11 A A .198 325 .635
Herkimer-'O.K.’

* Bantam * 8 nr A A 199 3.26 .656
Eca '19:- G.P.

Series 1 3 1 A A .199 3.27 .640
K. & B. *19* .. B 1] A A .199 3.27 .640
Amco *Glo .3S # B 1 3 B .209 3.42 .6875
Ohlsson & Rice23

(198 B IV B 0 .330 3.77 .604
OhUson & R?cc 23

|3-porc) B IV B 5 .232 3.80 .68/5
K. & B.*Torpedo-

24 i a v 5 3 249 4.ce 662
Campus *29 * . a rv 3 B .278 4.56 .803
McCoy *Sports-

man-29 * a v 3 B .293 4.80 746
McCoy *29 -

(Shaftvalv-» B \% B 3 .296 4.85 .750
McCoy " Red Head

29* <1950) B vV B B 296 4.85 +7S0
Forner ' 29 * B v B 5 297 4.87 -750
Forster ‘' G.29 *... 3 \Y B 3 297 4.87 .750
Eta 29 Scrres 1

(1948,9) B \Y B B 297 4.87 .750
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in.p.h. Other racing type engines are the American
Hornet, Ball and Fox “ Hi-Spectl " tmtl the British
Rowell, Conqueror and Pioneer. .All these are disc-
valve ball-bearing engines with lightweight ringed
pistons, with the exception of the Ball which has
crankshaft induction. The Fox, alone, differs from
standard racing practice in having a relatively low
compression ratio and in being much lighter in weight.
This engine is also available with a lapped steel
piston for general competition work.

IGNITION ENGINES 1948 51

Com -

trok- We.gbt Inducc.on
m. et Rat/o B.H.P. at R.P.M. $ysten> Mounting
J3lI LO 8:1 —_ ShaftR.V, Radial
.383 1.2 8:1 Shaft R.V. Radial
.334 1.5 9,1 Shafc R.V. Radial
AC6 1.0 10: 1 Shaft R.V. Radial
.405 14 — .025 at 12000 Shafc R.V. Radial

1
.330 15 — Shafc R.V. Radial

1.4 — .- Shafc R V. Radial
.356 1.3 8.1 Shafc R.V. Radial
415 1.5 — Shaft R.V. Radial, Beam
437 1.9 6.S:1 o Shaft R.V. Beam
-418 17 : Shaft R.v. Radial; Beam
460 2.9 B:1 Shafc R.V. Radial
420 2.2 10: 1 08 ac 11000 Shaft R.V. Beam
564 3.0 71 .08 IC ICOCO 3-port RadiihBesm
.500 17 _ Shaft R.V Beam
-S00 2.6 8 :1 _ ShaftR.V. Scam
.480 2.0 9.5 11 .. Shaft R.V. Beam
-516 2.6 9:1 12 a :12:13000 Shaft R.V. Radial
.550 3.2 .09 at ICOCO Shafc R.V. Radial
562 4.2 — Shafc R.V. Radnl. Beam
.550 5.0 — 2 f- ac 12000 Disc R.V. Beam
-S64 5.0 7:1 .16 ac 10000 3-port Radial
.630 4.9 9:1 -3 at 1400C D scAV Beam
.630 4.5 .22 sc ;- J4ooC Shaft R.V. 8eani
630 SO — ac 14000 Disc R.V. Beam

41 7:1 _ Shaft R.V. RadiaJ;Beam
-3l 4.0 6 :1 .14 ac 7000 3-port Radial; Beam
-625 42 9:1 72 as 13000 Shaft R.V. Radial
.590 3.5 7 1 A 12003 Disc R.V. Beam
.620 4.7 8.5:; -25 ac 1ISOCO Disc R.V. Beam
.620 6.0 ShaftR V. Bram
.5625 4.2 85 . ac J3000 Shafc R.V. Radial. Seam
.625 5.0 7:1 Shaft R.V. Radial,-Beam
.625 4.5 6:1 17 ac 7500 3-port Radial‘Beam
724 7.0 7:1 Shaft R.V. Radial,'Beam
.550 — 4] Shaft R.V. Beam
,670 6.5 — .46 ac 13/14000 Disc R.V. Beam
.670 6.5 « 4 *  at 13/14000 Shaft R.V. Beam
.670 7.0 85 :1 .6 ; ac 15000 Disc R.V. Scam
672 64 9.1 .40 at 13400 Disc R.V. Bcam/Radia!
672 6.6 10 : 1 5 » at 14. 15000 D.tc R.V. Beam- Radfall
672 7.0 10: 1 .54 ac 13400 Disc R.V. Beam
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Cum
S.M.AAL A.MA. Volume - Com.
pore Frekt  Ayidits  ttwofl enevtiwri  Mounting
Type ff c;l f;f C/L cu.in. cc. A, In. OX. Aat*o B.H.P. at ft.B.M. System
eta 79 Senes 1
<1949) B IV B R .297 4.8/ .750 672 7.0 9:1 54 at 14500 Discft.v.  Beam
tta 29 Senes Mand
JO m , ft I\ 6 8 297 487 750 672 7.0 85:1 6 - it 15 16000 D>sc ft.V.
oof-rg *29 B IV B 6 .299 433 9» 594 68 8>:1 .75 ot I750D D.sc ft.v. Beam
YUO-' » - e v B B -29% 489 743 .687 $6 -33 at UQCO Shaft ft.v. Beam ftad.al
YVO« - title - ... B I\ ft » .298 489 743 -6S7 60 — -4 f at J4000 Shaft ft.V. Beam
<.4B To»pee®©-T9 K v 0 B 299 490 72% 724 7.5 6.9:1 Shaft R.V. Brim fta«ial
Veeo 21: ft v t .299 490 725 724 70 85 1 3S 40at 11 12000 Shaftft V. Beam
Hr. merO.K/29 ¢ v B ft 299 490 760 .660 75 7:1 Shaft ft V. Beam Rad-at
Horfc.me* e O X
"Hothead * ..
OSHsorlift.ec-29' B v B B -299 491 .759 .663 5.4 .40 at 10500 Shaft ft.v. Beam Radial
ho* *29 B I\ B R .29? 4.90 73* 700 $.5 7:1 .40 at 13000 Shaft R.V. Beam
De long *30* ... B v a g .300 4.92 .748 6&0 8.0 10: | Disc ft.vV.  Beam
De Jong * 30-Spec-
el* B vV e B 300 492 .748 .680 85 9:i -$0  at <5000 Oise ft V. Beam
frog SCO' B v C C 3005 4.92 750 6» 75 8 | .40 1c 12S00 Shaft ft V. Beam ftad.a
Title® - )0 - ft v C C .302 4.95 746 .691 55 .57 at ISCOO  Shaft ft.V. Beam ftad*at
fleetra PtOft«er-5 B v C C .303 4.7 -750 .687% 9.0 6 or 10:1 42 at 12000 O.scft.v. Beam
tOU'Ma*k’ .. B \Y C C .303 497 750 .6875 90 O»s< ft.V. Beam
X * Vultb_lre G.P. B \Y% C C .303 4 97 750 .637% 7.5 — 25 at X00 Shaft ft V. Beam
fprster *i05 ' ... B rv (o] (o] 304 491 760 672 4.5 9:1 40 at 13400 O«k ft.V. Beam ftadia
forstsr -GJI"... f# v C C 304 493 760 672 66 10: 1 5 at M IVCOO Oise ft.V. Beam ftad-at
V«o *3*° C v C C .319 S.i3 750 724 70 85 1 .35 .40 at 11 12000 Ss»fi R.v. Beam
K. 6 ft. 'Torpedo
32" s C \% C C .32! 5.26 .750 725 7.5 85.1 Shalt ft-V. Beam Radial
Ohhsonh R*te*33' C \ C C .330 541 759 .729 S.S 78 :1 .40 at 11000 Shaft A.V. Beam ftad-al
fov *35°, C Vv c ¢ 345 5.65 ao o 5.7 7:1 -Sf at 14000 Shaftft.v. Beam
McCoy Sports-
man Jr/ C \% C C .349 5.72 8C9 670 70 85 .1 41 at liCOO Pk ftv. Beam
fteevts6c.<. C \ C C 359 558 781 .7%0 7.9 6 .1 17 at 6.500 Shaftft.v. Beam
Media*** -S.9- C vV C C 359 588 781 7$0 80 3port Beam
Iff “four “(4-£/].) C v C C .399 6 38 468 $64 9.0 71 3-porc Beam
Aif-O'Mighty
Mdgct C \% Cc C 451 7 39 87% .750 7.5 8:1 60 at 12400 3->ort Beam
Mad«well *49* C vV C C 483 8.00 891 733 90 S$ 1 Shaft ft.vV. Beam
Atwood ' Triumph.
49" Cc vV C ¢ 491 80% 890 790 8.5 75:1 75 at 14000 Shaft R.V. Be»*" ft*l.at
McCoy fted Head
49 . C v C C 491 6 05 890 .790 116 9:1 90 - ae 15500 Disc ft V.  Beam
YyVon ' 4V (od v C C .498 8.16 .960 638 6.7 551 at 12000 Shaft R.V. Beam
Atwood ' Triumph
51 ¢ C \% C (0} -503 8 24 700 790 8.5 7-S 1 -7S at 14000 Shaic ft.v. Beam
McCoy *Sports-
man Sr/ C VI C 0 .548 898 .940 .790 HO 9:1, 69 at 13800 O”c ft.V. Beam
»0» 59 M..Toro*** C \ (o D .$93 9.72 .937 .360 9.5 6: SO it >0000 G.sc ftv Beam
eow54 Mspeed ¢ Vvi ¢ O $93 972 937 J : 1.12 at 16000  D#sc ft.v. Beam
Coocestor D vOA C VI C B 596 9.77 .945 .850 1A * 61 at 10500 Drum RV Beam
Bill BC ... c Vilc o 603 9+9 924 TOO 160 10:1 100 U 16000 ShaftR.V. Beam
Wasp-Twin I c M c o % K < 702 12.0 7.1 SO at  900: Shaftftv. Beam
Herkimer:- 'O.K.*
so c W|lc o 99C «X 50 120 Y%rs 1 it 8W 9000 Skafi ftv  Beam
riectrafionecr-l0* C vi lc 1bp 1 - 9C 917 *75 140 12 1 .62 at 12000 DrICft.v. Beam
Ohlfsonl- RiC* 60* C \| C o | *n * p n 10.0 4 1 5 at VOOO 3-pom or
Shaft Beam, Radial
1066
Conqueror C Vi C 0 W 875 15.0 13:1 0.sc R.V. Beam
Honec........ cC VI C «> «90 937 875 140 10 : i 1.2 at ««000 D.acft.v. Seam
Rowell ' 60 * c vi ¢ 1 9K 917 fi?S 190 >2:1 10 at >5000 Discft V. Beam
Anderson Sp.:ire
C Vi C (@] 37 875 12.0 6:1 .5 at 10000 Shaft ft.V. Beam
J2 7L ' Speeiii e
(Stroke) C VI C b 174 . K 937 .875 195 65 * A2 at 10000 O.HV, Beam
Super Cyclone ... C VI C ¢ % 9%C 45 937 100 55:1 .55 at 10500 Shaftft.v. Beam
No'<l« R.C.IO ... C \| C (o] 995 940 875 16 3 10: 1 .63 at 122» D'*< ft.v
NordccR.lIO C VI C D 6C7 M | 9«3 87% 170 10 : | 74 at 13000 D<k ft.v. Beam
Nordec-Spec-sl
- C VI C O .60? 99S 940 875 16.5 10:1 .75 at 13000 Disc R.V. Beam
Nordec-Specal
Series I & \YZi & d 607 *n %< .875 160 1.23 at IS2C0  Disc ft.v. Beam
McCoy Senet20 VI 0 607 en X 87S 160 95:1 1.4 ac 16000 Disc ft.v. Beam
ool rt_ il c Vi C (0} .607 995 tot S 750 16.0 95:1 15 at 16000 Discft.v. Beam
CraitsmiA.Tw»n
(27yf.) C Vi C D .607 995 * -6875 IS.S 7 :1 1f- at 4700 D.vc ft.vV. Beam
Arwood Champion
Type Oft. .. & Vi C O .624 10.23 94C Vo» H.S 8:1 90 at 12S00 Dual R.V. Beam
Super.Wasp Q-oyl) VI C D .645 10 57 74Q 750 12.0 6.5 : - 75 at 100» Shaftft.v. ftad<jl
Arderson-Sp~tfre
(i« SC) — C Vi C O 647 1060 w 9J7 «2.0 6:1 5] ac '0000 Shaftft v. Beam
Orr To'nado-65 Cc VI C D 647 10.6C 9J7 937 128 1 Due R.V. Beam
Massac ' Swo
lireak * C VI C 0 663 1067 9 » 9X4 JI ;1 1.0 ac 150D0 Shaft ft.v Brim
llurgcss M.5 (S-cyL
radial) 15.00 .625 400 22.0 55:1 3 at 3500 O.H.V. Radial
forte.r *99# ... — — — — 997 16.34 1.062 1125 ISO 8:1 62  at 7000  3-port Beam
Merk*mer-O.K.'
Twin (2-eyf) ... _— _ _ _ 1208 19» Ico .950 23.0 6:1 50  at 6000  3-port Radial
T>*« data are asa: April 1st. 195.. Weighu g-oced i't actual cheeked weights wherever possible. O pki-

«<* <sweptvolume) ar* calculated from makers' bore and stroke measurements. Performance figures are prepared e«cher
from manufacturers' ,r.form»:.on. or from independent test data. or from estimates based thereon Wherever poss-We
these indicate. in round figures, average production model performance. rather than figures obtained w.th any one example.



glider
Merseyside
Meeting
Wales.

on Tin. third stroke vi the gong :t will be so:no-
where round thereabouts and your local station
denouncer will be giving you the usual garbled
version of events and happenings in the North.
-Stand by for a very important announcement from
the Northern Area, one which should lead ro re-
joicing in all parts. At long last, and after a great
deal of effort, sponsors have been found who arc
willing to assist with a real Northern Area Meeting,
Ilhe help mentioned has come from the Yorkshire
F.vemng JVrzvj, who, in their desire to assist modellers
in the county, arc willing to stage a meeting of
meetings. It lias been suggested that this meeting
be held at Shcrbum (between York and Leeds)
and that it take the place of the usual Northern Area
Rally, due to be held at Baildon. on September pth.
further details will be given as soon as available,
but from what your writer has already heard, several
imposing trophies have been assured, apart from a
tremendous individual prize list. Make a note of
the date.

A" i vndkkmwn'ii t.,0 that the arrangements arc
well under way for an All C/L Rally sponsored by
the Scarborough Corporation, to be held at Scar-
borough sometime in August. Here again 1 am
informed that the Corporation arc presenting
imposing trophies with supporting prizes, a good
blow out for the competitors after the event and also,
if |>ossiblc. provision ofaccommodation at a nominal
ligurc lor stopjK-rs-over-night. It should be noted
that both the events already mentioned are not
confined to the North, or, in face, io any particular
area, but we hope to see a large entry of competition
fliers from anywhere in the country. Again, full and
finalised details will hr given in these columns as
soon as available.

304

ie and how did you do on Carnage Day, Daddy ?
Did you manage to find your way through the
blizzard, blinding snow storm, howling gale, typhoon
(cross out inappropriate words, if inappropriate.)
So far as | can gather there were only about two
people brave or crazy enough to turn out in the
North, since during the early part of the day, rain was
proceeding at about 40 miles per hour horizontally
from one horizon to the other and during the after-
noon the only change in the conditions was Uiat
snow and haii was substitut'd for rain. Your
corresj>ondcnt made careful examination of the
weather at intervals throughout die day and each
time decided that discretion was the better part of
valour and got back into bod. N.E. Area report
that models were out of sight in 20 see., but Leeds
rgx>rt that Henry Tubbs managed to pile tip 315 sec.
in the Carnage. Also | hear that York managed to
brat <lIretwcll in die Area Knockout, (‘«swell Iraving
the bad luck to smack up every model tliat attempted
llight.

And so we draw a veil over this dull and dismal
day, remembering that Carnage Day lias never been
a success yet and placing it to coincide with Easter
Sunday tliisyear was absolutely tempting providence.
What we asked for, we certainly got.

<k A note toclub secretaries ofall the three Areas in
die North, please, please do NOT send affiliation
fees to your Area Secretary, they must be sent direct
to the Society’s Secretary at l-onclondmy House,
and do NOT send I Londonderry House for a
ha'porth of transfers or a penn’orth of handbooks,
they should be sent to your own Area official. Com-
pliance with these two simple rules will save your
Area officials a great deal of worry anti the Society's
officials a lot of unnecessary work.

7k  from the North West comes news that they
have had some success in arranging a venue for
Area competition», namely at TiUtock, near Whit-
church (Salop;. | may add that this arrangement
k.. n tmade with- it a great deal of difficulty and |
hope that competitor: from the Area and visitors
will not forget the Ghost of Sealand and model their
behaviour according';. As far as 1 can make out,
if anything liappcn- at Tdstock the only other place
left open to them will be (hat aero-modellers’
“ paradise ” on the outskirts of the great metropolis,
where they can thoroughly enjoy themselves mucking
in with the footballers, picnicking parties and other
odds and ends who flock there over the weekend.

-fa from Tint 1and of the frozen North | hear that
the arrangements arc well on the way for what is
hoped will be a very successful season, the N.E. Area
has taken a leafout of the book ofthe Northern Area
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and laid on an Area knock-out competition. The
rules have been kept to the absolute minimum—
in fact, the news sheet hardly mentions any rules
at all. After secine v me of the happenings in the
Northern Area Knock-out Trophy, may | advise
the N.E. committee to be well prepared for the
inevitable argument’. They are bound to conic.

ic Guist; back to the Northern Area, fliers were
looking : r-.vard to a really good day aL RufForth, on
\pril 15th. but the only man who met with any
«uceoB was that well-known Yorkshire Chinaman,
How Ling Gale. The R/C competitors were wise
enough to keep their models in their boxes, 24 coin-

L r> met with mediocre success in the Astral
IV. r.hv. 45 entries smacked up about 40 models in
the A-a contest and nobody at. all ventured forth
> r the Area rubber contest. It's a great pity that
the weather was so bad because there really was a
;g>-". turn out, in fact. | should say it was one of the
best attended meetings that the Area has held. One
surprising fact emerged, and iliat was, the number of
people who were caught out by the demand for
templates at the check point. 15 min. alter the
opening of the meeting all the coaches on the drome
-«ere full of bods hastily carving out templates from
any entertaining literature suitable for the purpose.

MODEL AIRCRAFT

S.M.A.LE. CONTEST RESULTS
GAMAGE CUP

>l E. Harwood Ipswich 11 min. 37 sec.
2. J. Gorham Ipswich 10 min. SO sec.
3. M. Gilbert Flying Saddlers ... 10 min. 37 sec.
4. f Smith Icirian 9 min. 35 sec.

/ W. Smith Upton N\ .
5\w . Rockell Gamsborouxh ...J 9 min. 27 *<.

Juniors

1 D Berri-nan MM wWolverhampton 7 min.

2. C. Marsh IHford ..ooooveeieens 6 min. 44 sec.
3. H. O'DcnncM W hitefield 5 mm. 24 sec.
156 entries. 141 Seniors. 15 Juniors from 74 dubs.
PILCHER CUP
1 G. Gates Southern Cross... 13 min. 3 see.
2. T. Noel Wayfarers 12 mm. 23 $*e.
3. D. Kemp -1 Chelmsford J2 mm. 23 sec.
4, B. Gardner Surbiton 12 min. 17 sec.
5. M Simpson P.M.A.L. 11 min. 20 sec.
6. N. French Central Essex ... |l min. 15 sec.
Juniors
| A. Hink* Luton 7 min. 35 sec.
2. J. Mace Upton 7 min. 9 sec.
3 G. Evans ... Cheadle 6 min. 28 sec.
272 entries, 243 Seniors. 29 Juniors from 93 dubs.
ASTRAL TROPHY
1  W. Trow Dudley .o 10 min. 13 sec.
2. J. Hudman Birmingham 3 min. 51 see.
3- N. Marcus Croydon 8 min. 6 sec.
4. B. Vtrivillt Solihull 7 min. 47 see.
S. Bickerstiff Accrington 7 mm. 43 sec.
6. R. Lewis . Eastbourne 7 min. 42 sec.
307 entries.

S.M.A.E. CUP
1 C. Aitkcnhcad louRhboro' Coll. 11 min. 32 sec.
2 T. Gccesing __ Croydon 9 min. 44 sec.
3 P. Gilbert er. Pharos 9 min. 39 sec.
4 D. Smith < toushboro’ Coll. 9 min. 30 sec.
5 M. Wood Blackhcath 9jmin. 0 see.
6 C. W hitworth Kettering 8 min. 59 sec.
$07 entries.

N.W. Area reports that conditions at Tilstoek were
extremely bad— even the Area experts being well
and truly confounded. Fhcrc were two people brave
enough to fly in the Ripmax. Clemtneu. of Bolton,
and inkestor. of Wallasey— scoring 50 and 25 points
respectively. Faulkner, of YVhiteficld, led die A-2
list with an aggregate of 6 min. 3 .sec., followed by
Targett, of I'rcsivvich, and Wrigley, of the same club,
liickcrstaife, of Accrington, topped the poll in the
Astral with over 7 min., Lawton, of t'yhle Coast
and Rcc, of Wallasey, second and third. | under-
stand the (50 . at Tilstoek was very helpful and
co-operative and welcomes the use of the drome for
future .Area contests. The Area Committee must
feel very pleased 1 The conditions.On Newcastle
iown Moor must have been much worse than either
Tilstoek or Ruflorth, since reports state that the only
models left in one piece were those that didn’t come.
out of the boxes! Again there were no Ripmax
contenders and none of die top three in the A-2
completed three flights (what, no reserve models!}.
Lning, of N. Shields, docked 103 sec. for two flights,
second was Smatles, of Braydon, third. Short, of
Sunderland- Times were not given by my informant
for the Astral, but top three were Cairns, Ncweasde,
Stephenson, of Newcastle and Hymers, of Bishop
Auckland. What a disappointing week-end for all
concerned
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IJS&Jr Elisino Tests

{Contfsiveo Aasi prifu

seconds running anti as ii approached its normal
running temperature. While it is still possible that
some extra hours running might improve perform-
ance slightly, it was obvious, from the first, that the
engine would not require a long and tedious running-
in process anti a nominal time of 30 min. only was
therefore given. Subsequently, the engine was run
up to 17,000 r.p.m. with not the slightest tendency
towards overheating.

I'or torque and b.h.p. tests, tlie Eagle was run at
speeds ranging from 7,500 to 17,000 r.p.m. There is
little object in operating an engine of litis type at
lower speeds and five figure r.p.m. should always be
aimed at. B.H.P. and torque curves, therefore are
shown for speeds between 8,000 and 16,000 r.p.m.
The makers, in their leaflet, emphasise their recom-
mendation ofa nitroparaffin content fuel for optimum
performance and at the more moderate revs, in
particular, a fuel of this type is desirable. The Eagle
was tried on a standard mcthanol/castor fuel but at
ethe lower speeds a certain amount of fluctuation and
sensitiveness to needle-valve adjustment was evident.

A nitroparaffin content fuel was, therefore, used
exclusively for the tests.
The actual power shown by the b.h.p. curve

paste this on to metal short. Cut out with tin-snips,
including all the necessary slots. Drive a pin through
each end and the template is now ready for use. The
two centre ribs are cut separately. Select a good piece
of ft in. x Jin. trailing edge and, after cutting slots
and cementing dihedral brace, pin one half to plan
(prop, the other tip up to a height of 5A in. The
main spar is next pinned down after cementing
dihedral brace. Now cement ribs in position and
then the leading edge, which should be of ft in.
sg. medium hard straight balsa. The leading edge
assumes a curve towards the next chord and to pro-
duce this it is necessary to cut two pieces of £in. sheet
to shape required, laminate them and rut the dia-
mond section to conform with the leading edge.

Tips are made from soft block hollowed out to | in.
thick walls.

Trdlplane
The tailplane is simply constructed. Rib blanks
arc sanded to shape after cementing in position. The

leading and trailing edges are tapered towards the tins
to conform to tin: section.
Fin

Construction needs no explanation. It is made in
four parts (top, bottom, leading and trailing edges).
Use £ in. medium sheet throughout.

Covering and Finish
The whole of die model is covered with lightweight
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reaches a maximum of 0.42 b.h.p. This is remark-
able for the fact that it is achieved at over 14,000
r.p.m.—the highest peak speed recorded by a “ non-
racing ” type unit in this scries. It is, in fact, the
high peak r.p.m. which are responsible for the Eagle
showing a greater specific output than any previous
Yulon model tested as, although torque recorded
was slightly hotter than for the “ 30" and “ 29,”
higher maximum torque figures have, in fact, been
recorded with one or two other 5 c.c. glow-plug
units, yet seldom with such a high b.h.p.—except in
the case ofspecialised racing units, of course.

No trouble whatsoever was experienced with the
Eagle during tests. No excessive vibration was
detected at any speed. Like all Yuloits, the Eagle ran
with a sharp, penetrating exhaust note, but re-
mained smooth running and showed not the slightest
'ign of stress even at the seemingly excessive speed of
17.000 r.p.m.

Props, recommended by the manufacturers are :
Frec-fiighi, to ' j; C/L stunt, 9 - 6 ; Speed.
7 x 10; Team-racing, > x 8, and commercial

examples in these nominal .sizes should allow the
engine to utilise an appreciable proportion of its
available power in the air. Cheeked on a 10 x 5
“ Statu ” prop, (tips rounded off) the lest engine
achieved 11,600 r.p.m. 12,000 r.p.m. were exceeded
with homc-macle 9 X 6 stunt props.

Power/weight Ratio (as tested) 1.12 b.h.p./lb.
Power/displacement Ratio 85.9 b.h.p./ litre.

{Continuedfrom page 289;

Mud'-Ispan including cowling inside and out).
There is no tided to water .spray. Give the tissue one
coat of “ 217” dope and then lightly brush on
yellow Aerolac. The undersurface i< painted with
ordinary black dope plus 50 per cent, thintiers.

The cowling should be given a coat of fuel proofer
inside and F2 should be cot- red with linen gauze
soaked in cement. This isto cover up the holes where
the undercarriage is bound on. preventing fuel
seeping through into the fuselage.

Flying

Before attempting to ily check u>see that the c.g.
is in the correct position -the model should balance
on the: mainspar . that the living surfaces arc not
warped or out ofalignment.

A few hand glides should be made before attempt-
ing power flights. If you are using a Mills 75, a
7 X 4 Slant will ix- ideal For preliminary test. Do not
use less than half power with this propeller or the
plane will not fly. Make sure the motor is running
evenly before launching, a gentle push is needed for
launching with low power. Trim the model to
climb dead into wind : when the motor cuts it
should turn in a fairly tight circle and unless the

ground Ls exceptionally rough will make a liirec
point landing without nosing over.
For best performance with a Mills “ 75 ” use an

8X 4 Tru-For8 x 4 Tniflex.



From

REPORT <E THE S.M.A.E. COtNCII
LONDONDERRY HOUSE. PARK | \M
M ARCH 31st, 1951. at 2JO p.m.

MEETING HELD VI
. LONDON. W.l. ON

The following were present : M mn A. 1. Houlberg (Cbairrrun”.
R. P. I . Gosling, D. A. Gordon. H 'A Barker. S. D. Taylor. C. S.
ftushbrooke, M. A. L. Cootc. K. J A Brookes, E. F. H. Com
(London), G- S. Foden (Past Anglia*. H J Towner (South Pastern).
M. V. Hmsman (North Western.. O $. B:»hop (Western). W. W.
Lowery (South Wales). R. C F Da? .Southern). L> S. ScofiTham
(Royal Aero Club).

W akefield Sub-Cotnrtiilier

This Committee consisting of L W. Evans (Northampton), F
Holland (Swans»). J. B. Kentnh Nomads) and R. H.
W arring (Zombies), had met under tSr chairmanship of the Competi-
tion Secretary, Captain S. D Tayfcsr. u> ducuv* the method to he
adopted in running the Wakefield Tria&k.

Ilhe Committee were agreed that
non-thermal conditions

thould take place in as near
% panfell *=d submitted two alternative

v:hemes.

Scheme A
First Round 8 p.m.-9.X) — Saturday. June 9th
Second Round 6 a.m.-7 30 * 2. Sunday. June 10th
Third Round 7.30 a.m.-* aex Sonday. June !0th

Sememe A
First Round 7 p.m.-8.30 7at Saturday, June 9th
Second Round 8.30 p.m.-I0O r — Saturday- June 9lh
Third Round fi a.m.-?.30 X s.-d*y. June 10th

The voting on the two schemes be--g c*uxl'n divided between tlic
members of the Committee the Osar—xe p Kk hit casting vote for
Scheme A and the Council conurmed XA y*-6 .

“ Model Aircraft Clilb OyA>j

Only three Area Committees having -Ararat the Council of their
decision concerning tliis matter, it w”.. drioed u» refer the matter
bock +u the Area Committees icquevling *5=s to wrrd details of lheir
to'.mc for and against the supply of free zctxz.t0 the clubs.

Secretarial Position

D. A. Gordon informed the CouncilthatIfi*Couingham

rtufneC from her Secretarial appointment M-sa C. Philpou had
Actc appointed in tier place. The Scerctarx irr* attention to live
v.lirrt ofwork which both lie and the Sectetana: Am c¢m i now luid to
A th and sug”etted Ibe appointment ofan *Od£i -iai clerk. This
waft«greed to. The amount of Secretarial workeeeNed io oondu< -
the Society's affairs was discussed, the Cotmcij peamI>y agreeing
—- :r< problem could only be solved by the of a
nliTird secretary. U WB pointed out that At ;»mc1l the Society’'s
loako would not permit this and an in. rcj <
weold probably be necessary. The Lbatrman nrgw ftd tha: Area
D rkgitn should present the facts to the clubs hi tber Area, .mil
*n'.-ne ibe Council as soon as possible of tlvcir vrewx

Arm Reudntions

Avh Midland Area. * That for 1952. the F A 1 Ruiex and
b M-A.E. Contest Rules be printed separate from ihe HaodSxik in
the fera of a Rule Book. Thbrito he issued for that aso n:NaeQ”cot
year-. and an * Amendment and Addition Sheet' to be for
future

Th.. rrecceuioo was not Carried.

Lemdm Area, (a)* Thatin view ofthe formalion ofr.uh-coaniciBai
for "PCv'.tx brasebo. of modelling that a Free Flight Power n b
comxnxittc be AppdbBftd immediately.’

The Goarw ‘' -erz a sympathy with this proposition hue felt that Z
would be imncrm n so«ppoiot >uch a committee until next year's
Power Compel: r. Ruiet were being considered.

(b) * Thar mtranu m :he *Aural Trophy * contest be allowed h>
enter models conforming to the new F.A.f. Regulations bin with
motors exceeding 2.5 c,c. and not ha-.* any power loading, but that

DBS

tbc*e entiks he disregarded from thr point ofview ofthe International
Eliminator."

Ibis proposition was not carried.

<r) * That the Council approach the Ministry of Town and Country
Planning and discuss with the Ministry (be provision of suitable
facilities for nx»dcl power flying in the new satellite and oilier towns.
It is suggested that the National Association for Power Boats and
Cars be avked to co-operate.”

This proposition was carried.

id) "That prizes for the 1951 Nationals shall be supplied from
S M.A .K funds in preference lo obtaining kits or'cngincs, etc., from
the model aircraft trade.”

The Council agreed to institute a prize fund for the 1952 season in
order to purchase prizes other than kits, engines, etc.

Other Rcv.dutionx

" That should a competitor be unable to compete in one of the
qualifying Contest* for the Wakefield or A/2 Glider Trials owing to
Military SerV|ce under the *Z %scheme his model may he flown
by proxy.

This proposal was carried unanimously.
rroxy Flying

The question of proxy flying in the Society's contests by entrants
who were disabled was discussed and the following proposal carried :
"That proxy flying will be permitted in S.M.A.K Contois only If

special sanction it obtainedfrom the S.M.A.F. Competition Secretary
prior to the Contest concerned

Finance
The Treasurer presented his Statemento f Account* which showed a

balance in hand of £529 6s. 7d. Outstanding accounts amounted to
£284 16s. 10d., leaving a net balance in hand of£244 fOs. 9d.

Records

The following records were ratified :
Floatplane, J. 0*DonneU (Wniccfield

Lightweight Ruhhcr-Drive:i
M.A.C) 1 miQ. 43.5 we,,

14/1/1951. Lightweight Rowcr-TAillers, M. M. Gates (Non-member).
2 min. 47.0 see., 28/1/1951.

The following Record application* were accepted : Lightweight
Tailless Glider H. I- N. CHnoume (Belfast M.F.C.) | min. 15 see.,

Re42/1951. Lightweight Tailless Glider H.L. R. A. Faulkner (Wfciic-
hdd M.A.C.) | tma. 19.1 sec.. 10/3/1951. Lightweight Tailless
GliderT.L A. R. Lucas(Bridgend M.A.C.). 12min. 00 see..25/3/1951.
Lightweight ,Rubber-Dr»vcn Monoplane, C. J. Davey (Blackpool &
Fyldc), 9 min. 3X5 sec. 11/3/1951.

Merit Crrriflatter
lbese were awarded to the following :
(Loughborough College). 381 Faulkner. B. T. (Chcadle). 450 Oiinn,
J. 1L (Norwich), *57 Shanks, W. A. (Lawk)» 485 Linford, G. W.
(Loughbon'.ue.s C o:icgc>, 486 Sugden. D. (Loughborough College).
C.ass A. No. 485 Linford. G. W. (Loughborough College). 486
Sugden. D. C. (Loughborough College), 487 Martin. G. S. (Black-
pool). 488 Tftsker, R. (Blackpool). 489 Lee. H. (Blackpool). 490
Morrell. R. J. (BLickpool). 491 New-ton, S. (Blaekpool), 492 Rae,G. J.
»rd. D. (HudderMVcld), 494 Jones, A. (B-ackburni.
495 Jamc'.. D. (Saddlers), 49n Cooke. A. \V. M. (Hcrtlcy.) 497
Spr-uun. 1. C. T. (Small Heath). 498 Wheldon. C. P. G. (Blackheath
A H.X 499 Sjndy. R F. (HcnleyX 5tW Gastcr. M. (Manor House).
50! WoMren. J. G. (Henley). 502 Lloyd, K. H. (Solihull). 503 | aylur.
F. R (C”beadle), 504 Andcnon. A. F. (Cheavllc). 505 Scott. A. (St-

Class R No. 249 Wade. S. A.

I'rck, G. (Chclmvford), 507 Shaw. J. (Oldham). 508
Nsebk \\ S. (Cheadle). 509 North, F. (Halilax), 510 Hudson. I. J. R.
<W«: Bromwich), 511 Baker, P. (West Bromwich) 512 Taylor, R.

BoUualL 513 Cartwright, J. K. (Bridlington).

Apchaiitw foe Affiliation
Applications from the followidg new dubi were accepted
Meievr* (London). S.3, J. 7. Fee £1 5s.
Sooety. $.12. J. 14. Fee £2 14*. 6d.
N \ J. 6. Fee £1 Jls. fid. (Midland).

: Sunbury
Leamington & D. M. Eng.
W ellingborough .School Nf.A.C.,

Stapleford K D.M.A.C. (Mid-
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land) S. 9. J. 5. Fee £1 IK*. Oundle A: D.M.A.C. (Midland), S. K.
J. 5, Fee £! 5s. (10s. 6d. o/s). Lambeth M.F.C. (London), S. 12.
Fee £1 10*. Shirebrook A. D.M.A.C. (Midland). S. 10. J. 2. Fee
il 17s. 6d. Hem.suonh A D.M.A.C. (Noitbern). Bridgend M A C.
IS. Walcsi. S. *. J. 6. Foe £! 16s 6d. Crod-dming A D.M.F.C.
(Southern). S. 22. J. 4, Fee £2 19s. Central £ssc.\ AeromodcUcrs
(Fast Anglian), S. J, J. 10. lee £1 IK. <«J. Udmenton M.A.C.
(London), S. 17. J. 7, lee £3. Cotcinaluiw M.A.C. (Northern».
S. 2,J. 17. Fee £1 12s. 6d. Society of Bedford Aeromodclicns, S. 14.
J. 7. Fee £2 12s. 6d. Penanh S. 10. J. 10. Fee £1 I?S. 6d.
Cheltenham M.A.C. (South Midland). Fee £1 19s. <xL reham Model
F.C. (London). Fee £3 Os. W. Phbcenit (Manvfxid) M.F.C.. S. 8.
i. 4. Fee £! 4*. Od.

RealstrotSon of Titnekexport

The Competition Socrctniy stated dial he con>:dered the position
reading the Society** off-ciat timekeepers should be regularised ;
the present I-vt being out of date. Mr. Kushbreoke proposed the
certificauoa of timekeepers Imjs this was no: agreed upon. It was
decided to circularise to all dubs in order to bring the Society’s list
of timekeepers up to date.

The meeting terminated with a vote of thanks to the Chair at
7 p.UL

NORTH WESTERN AREA .
Indoor AYunvia/A, August IN/A. 1951. Corn Esclxinye, M<mctester

)Tee-flight—any type of indoor model. Chuck glider maximum
weight IS 1 07. R.T.P. Speed—no r.Lp. claw A or B ~ but facilities
will be laid on if anyone wishet to attempt a record flight. In the F F
events the best of two flights will count. Contest flying will star,
at | pan. and continue until 9-10 pan. Normal S-M.A.F- entry
fees foe all contests.
=+ Daily Dispouh" Woodford Rally. Augtot 19:ht 1951

The contests will be—F»F Rubber- Glide*- N\>wci Duration—
F.'F Scale for ti>c C.J. Hiding Memorial lrophy—Women’s Trophy
l.vent R,'C and Jerex.

C71. flying will be u:i an exhibition basis ; also Team racing—
details as soon as posable. Important—R,C event will be by
invitation based on the results of the Ripmax Trophy to be held
on April 15th.

JVc-cntry forms for the Indoor N ations and the Dally Dispatch
Roily will be sene to all clubs in June.

SOUTH EASTERN AREA

Report of Extraordinary General Meeting held at S ow iki on
March 11th. 1951.

present. A. F. Honlbcrg, Il. NV. Barker and representatives o f the
following clubs : Brighton. Fasiboumc. Men of Kent. Sevccoaki.
Southern Cross, Worthing, and Mid-Sussev

Minute*. The meeting commenced with Mr Hoalbcrg m Ac choir
and tlx minutes o f the last meeting were read and conf i ned

Stalters arising from the minxes. Mr. H.xjlpcri: had ejected a
reduction ir. the pruning NU tor the C/L Championship programme*.
A loan of £100 hud b”en made by the Society to meet this account.
Mr. Barker had been unable to obtain nny information from Mcsi.fr..
Torch Publicity Ltd., regarding unpaid advertising accounts.

Pittance. Mr. Barker presented the balance sheet for the C/L
Championships and the area's accounts, which, after kr.gihy dis-
cussion were accepted as being a true statement of the area's alfzin.
I he General Reserve Fund showed a debit balance of £53 6*. 4d.
A vote Ofthanks was accorded to Mr. Barker.

ElectionofTreasurer. Mr. Towocragreed to actas Trcasurcr. uuder
the guidance of Mr. Barker, until the a.g.m. 1lcstated dial cash must
fcc enclosed with all orders for badges, transfers, handbooks, etc., no
credit will be pstn.

Letter from tte Brighton z7.A/.F.C. It was agreed to refund £6 in
respect o f a k>an made b> the Brighton club to :hc 1950 ' /L Cham-
pionships. Other clubs will be paid by order of ballot.

Area Raffle. Mr. Donald, joint P.R.O., reported th.it the raffle had
yielded £9 Ibs., the Chairman increased this to £10 and the draw was
made by Mrs. tfoulbcrg. D. Marchant of Sevenoaks woo the Frog
M500."

SLOUCH M.A.C.

We have just completed a successful Winter programme, uliicb
kx M ed a trip to 'cc the London Show M Kiuuhtt O: Madness.” an
exhibition nod a hocinland prize-giving, and now they have opened up
the 1951 Content Season with a successful meeting at the Fdlum Club
rally on Chobham Common on Apal Sth Mr. I"r.gky and Mr.
BiKkland rained lint and second place rcMxclive-ly, m the Power
Duration Contest, Mr. Langley was flying .in FlIfin 2.49 powered:
Mallard and Mr. lluckland an AUbon Javelin powered original design.

SUNDERLAND A D.M.A.C.

" Carnage " morningdawned bright m the North Eos:, racing hopes
of members who had arranged to fly that afrcriMxm as Warden Law
with tIx Seaham M.F.C- However, SiX the serious flying started
tIx xnow began to f.\U, and in spite ofsnow cearing gangs working on
wings and budics time* dropped to the 30 .see mark. Seen through
the murk, these gangs phis odd assistants all feverishly brushing snow
off models gave one the impression ofan Eskimo octopus flaying the
bagpipes—or vice versa ! Some gliders got up and vanishes! in the
soow, but with conditions as they were we would have been better
off with S1 Bernards than " rctnevers.-’

”

Juno 1951

VUKK m .a.s.

\ ork M.A.S. achieved its firstaway win on March 23tb last, against
Creawril at Dote Village (SFxtf.eld) in the Area Knockout. In wmd\
reaching 40 m.pJL it was typrczl ” Ganvage” weaitxr. York ««>
credited with three flights. whiR: the damage sutuirted by Creswell
forced them to defeat. On the home range conditions were a little
better and the top Pilcher times were K. H. Buckham (- min. 1# see. ;
K. Brown 6 min. 11 see. : R. Hodgson 5 min. 00 see. ; T. llcscJwood
4 mitt. 57 see. ; D. Dicktnum 4 min. 2# see. : H. Johnson 3 min.
57 see. ; A. F'inucanc 3 nun. 37 see. : J. E. Sykes 3 min. 14 see. :
L. B.Cnk12min. 25sec, Crovvand Hodgson had only one flight, the
latter la*;og hi* model for a maximum. It turned ap a day later at
BUhop Wilton 12 miles away In conclusion, just a word to tha
Shcfhckl Chib in appreciation for all they did to help the York boys
ut Shcflxld tIx other dny. They were rapidly transported from Use
station to Dore Village, were given a hot supper, and even a suit of
clothes was lent to the York team Rader who got bogged up to his
want. Manvithanks Sheffield, we hope to be able to reciprocate some
day. P.S. That docs not mean we have a bog all round the aero-
drome 2

HALIFAX M.A.C.

On Oamage Day four members went to fly with the Burnley club.
Their ground turned out Co be a vast stretch of open moorland. In
dry weather ihi* should be on almost perfect flying ground due to the
absence of any buildings, but on the d*y was’very boggy. Weather
was very windy with many diowers, viability getting worse as the day
progressed Ihe times were as follows : Carnage Cup K. North,
aggregate 192 see. flying n modified Bazooka.

Pilcher Cup. M. Regan. 42 see. (one flight) flyim* a Word Nordic
A/2 glider. ). Mag”®un. a“gre*ate 220 sec., fly-ng his own design
C iK>r Nordic A/2 glider F.. North, aggregate 66 ice. flyiOg Ins own
design Cranwethan Il A72 glider.

Magson and Regan were dogged by bad luck on the line. - North's
Nordic glider travelled 2{ miles on the lirst flight, Kkn 14 mil» and
finally just over a mile on the last llijtfit. Other members co-operated
In retrieving. .

The club is keen to regain some of its pre war prestige and en-
thusiasm is very' high.

GLASGOW M.A.C.

The K IM Trophy Contest for power models will he held at
Abbotsmeh. Paisley on Sunday, June 17th. at 12 noon.

First prize, silver trophy to be held for one year and free trip to
Hollaed with an opportunity to meet Dutch modellers.

Entry forms from R. Todd. 273. New- Edinburgh Road. Folhide,
L ddiogston. Glasgow.

Contest open to Scottish modeller* only.

A small charge will he made for entry to the drome of vpccmmrs.

NA AF X wllv-TPb tea and aket.

Pan prmeda --£oil rs.”ea fKtool *«1|d j§ cavol clurilicx.

CONTEST CALENDAR

May 77th «K. & M.A.A. CUP. A2 Gke-4-D nwutor.

_ 27th. GUTTERIDCE TROPHY. W.w"cld Elimi.
nator. Area.
June 3rd SOUTH WILTS RAI.LT RMAF.. Old Sarum.

Salisbury.

10th PREMIER SHIELD Et.m.nator.

10th A2 CHALLENGE CUP. A2 Glider Cl.mioator
Centra'-tod. Outwed Aerodrome. Lees

17th  +VEST FSMX GALA. Farlop Aerodrome.

17th «WALSALL M.A.C RALLY.

ot 17eh  SW:NOON K-A.C.SIOPC SOARING MUTING.

Wiltshire Down.

(7th  S.W AREA RALLY. Chudleigh. Knighton Heath,

Dr*or
R 24th . NORTH!RN HEIGHTS GALA OAT. Langley.
Zuck%
. 24th MERSEYSIDE SLOPE SOARING MEETING.
Clwyd HHU. N. Wales
July Kt -+ MODEL ENGINEER - CUP. U;R Team

Ghder. Area.
lit WOMEN'S CUP. U HRubber.Gl.<i«r. Area.

M lit POWER CONTEST. U/R Power Duration
(0.01-1 Sc.c.) Area.
B 14th FESTIVAL OF BRITAIN
National Model Flying Championahips. Empire
Stadium, Wembley. Control Lire Stunt.
Speed, and Turn Ra<e.
KEIL TROPHY. U R Power Ratio. Area.

July I1S:h

. 1StH LADY SHELLEY CUP. Ti.llci*
THE BRITISH NATIONALS

Fa*rwood Common Aerodrome, Swansea.

Area.

» Ptugge Cup evenci.
S.M.A.LE. CONTESTS IN BOLD TYPE
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SURBITON DIST. M.F.C.

Wc befd our annual glider gala on Ep«om Down* oa April Ur. ihc
event being cursed by ihe wont weather possible.

A sharp ihunderstofns with a d<**npo.ir of ha»latones deUved the
Atan *I»*htly. and nude the launching area extremely muddy. Things
eventually got under wav at I11.IS n.m.. D. Bulk* (taking a day olT
from tank polishing) being the first man away. Condition» by thi*
time were vunny with plenty of thermals but very windy.

Tbc strong wmd and slippery conditions tm Jirfbot made towfof
seiy dsfRculc with the resulr that few contestants pot their model* to
the top of the hoe. An exception was Roy YeabsScy whose model
disappeared on a 4 mm. flight quite early on.

The lust maximum was recorded by F. H. Bosall of the Brighton
duhb.fbut his mode.1ltravelled about 5 miles doing it, and he did not get
it haefc-

Tbc wind got even stronger during the afternoon and very few
cooiettanu managed anything like a reasonab” flight

By 4 o'clock. Yeabdcy had builtup a comfortable lead with a three
flight aggregate of 5JO-8 see., his neared rival being G. Fuller, of St.
Albans, wrth an aggregate of 497.4 seC. Rain came on again shortly
afterwards and lasted until nearly 5 o'clock, by which tune the wind
had dropped and most of the competitors Juid gone home !

The stalwarts remaining included the Croydon and St. Alban» hoys
*bho W hard at it trying to beat each other in the team event.

r. kmol. of Surbiton. crab took advantage of the improved
oordrtkxK by towing up fits Fuzime for a flight of 4 min. JO tee..
mh>ch put him into third place. At 3 min. to go, however.Getting, of
Croydon managed a flight o f3 milt. 35 SEC,, which just gave him third
plac*. and Croydon tl>c lead in the team event.

fmal result* were : 1st. Roy YcabsJcy. Croydon. 530.8 see. ;
2nd.George Guile*.St. Alban*. 497.4 tec. : 3rd. T. Getting, Croydon.
A - w - Junior. J. Mimbull. Brighton. 1S6.0 see. Team Event:

tr. Croydon. 2nd, St. Albans. 3rd. Surbiton. 4th Brighton.

Croydon and district m a .c
Th-Croydon Gala wentoC as w«g as the Enter Moediy

D r« ere* - te**pta epby theeotraeta.
pi»cr mad Gaia Champion, thus »:n?mr the ThuntOQ Trophy
Car mm mg*c Bennett, of Ip%wich, wish 12 min. 44 sec.
min. nee.
2ed G. Lcfrvre West Essex Il 46.3
3M. M. Wood BUckheath 1 42-4
4Ck G. Fuller S1 Albans 10 34
5d J. Rumbly Kent Nomads 10 1L5
tab P. Buxhell Surbiton (0 119
Tih- J. Gorh.xm Ipswich 9 597
tzfc Mr. Ellahank PMA.L. 9 4938
9th Mr. Graumokn W. Lsaex 9 251
L Mr. Penny PMA.L 8 38A
Hth 3. Gorham IptwSch 8 2M
12A Mr. Dennis W . Middlesex X 16
Junior Winner
Mitten Sutton By-Pax* 5 43

The Udt were back on form when visiting the Surbiton Glider Gala
as Epsom on April 1st. Roy Yeabsley taking tbc Is: prize and T
Gen-Tg the 3rd, thus making sure of the Team Cup as sdL

HOGSTHOKPE (SKEGNESS) A bisT. M.AX.
Th»s newly formed dob started its activity» *-rii a ncccvvful
at which the >tandsid of constructutti dmoettrated the
pcacssca! abilities of U* 15 members Their flyfag -r. sve
cbectnifhly tCited during A recent club rally, in coeBpetixiog for the
Gr-tf-tb Cup. which will be presented to the best a*, roearulerduring the
year Tbc open glider contestwjuomlined to a flee. . - A 2 «nines all
cC which show great promise.
Rrsiiirs (150 ft. lines, two flights) : Ht. K. Horry 202 wc-.20d T. J.
Hattcnood 166 sec.. 3rd M. Stow |)> see.. 4th. R. Duskky 121.5 sec.
O”mg to the consistent rain which followed thn event. all other
err-testt were abandoned. The club hopes to nuu iix debut this
«raton. in the E. Midland Area Eliminator*.

STOCKTON A DISTRICT M.F.C.

The weatheron the morning o f Carnage cup day was Lae and sonny
and fcrmc Harrison, raised our hopes when he caught a thermal with
ha Amco 0.67 power job which was recovered about 2 miles away.

Our hopes did not least long, however. By tbc time the boys had
finished their initial trimming flights the sky wns beginning to darken
but this did not prevent Tom Chamber* clocking a near maximum
with ba own designed rubber mode! When Torn returned alter
retrvoio* ha job il was raining steadily and it was unanimously

. .ilin hot at lhe ode o f the field to *or
weather would improve (some hope If was shortly after this that
a member literally flattened our “* Carnage ™ hopes by silting on Tom's
wing (he »ui pleased !). Despite this obvious handicap he recorded a
moderate xecood flight but had the misfortune of having h»s model
stall in after 13 sec. oa h»s last ittetapt. Mart Robvon dui quite wed
with his ultra lightweight considenno live conditio-is but Ben Spurr*4
FaffVv right of! form

MODEL AIRCRAFT

PRKSTW1CH M.A.S.

Plenty of thermals, accompanied by a high wind, were in evidence
for the Carnage and Pilcher. S. R. Target! timed his o*o 66 in. snan
sailplane for 10 m»o.. the model being found S miles away. W:ith
600 sa. in. of wing area, this sailplane only weighs 8 oz.

A. I>. Bennett obtained the heiahew total from the club in the
Pilcher, with 320 sec His modeliv 9 ft. :n span. 10in. chord, having a
circular fuselage with a pylon wing mount. This Stioinir *uilpunc
features an N-A.C.A.6412 wing section.

Many Nordic's are bein? built, most of the member, having
at leasttwo or three. A. D Bennett's\j2 clocked a 6 min. flight from
a very short line. This model which revemblex a Ferencs crossed with
a Chief, was assembled frum bits and pieces in a few nights 1

CHESTER M.F.C.

Ted Martin could hardly believe it when »r timed his new McCoy
team racero*cramile at 90 m.p h. So he joined the timekeeper «M e
I-. wilde flew it, result was | m»lc at 97 m.p.h Ilhe engine it tuned
exactly as per hK article in Mow i Aikckaft and is mounted inverted.
Movable trim tab is connected to a sliding bell crank, so that tension
on the lines pulls the trim tab straight.

WHITKF1kM> MAX".

Seveiat model* were entered in the Northern Models Exhibition,
and three pr5?cs were won. The Junior Glider section was won by
R. A. Faulkner with u Nordic Taillessof:' flying plank " layout -this
model is Adevelopment of hk smaller lightweight model which bolds
the British Tailless Glider (Lightweight) ILL. Record, with a time of
79.1 see. Third in the Junior Glider and second in the Junior Rubber
was Il. ODoondl with a Nordic SfIMnie and a Veroa Rascal. The
former has a I.DC2 wing which is quite effective.

The Gamage and Pitcher contexts were held on the Prestwick club's
fie."J, The weather which started very well, with sun and only about
10 m.p.h. wind, rapidly deteriorated and ended with rain and strong
wind, la tbc Garage, copclub time was J. O'Donnell's 557.6 aggre-
gate flyte alastyear's Wakefield—the model being lost on i«* third
diktat Amin. plotin pouring rain. Nextwas M.O'Donneflwho did
323 B vac. aggregate, despite a dipping clutch. Times in the Pilcher
“trre not a-, good, top being R. A Faulkner with 225.4 see- aggregate.

Four flyaway* hive been experienced with Nordics ail due to IXT.
failure. H. O' Donnell lost hi; Nordic Mioinlt for 21 : 10 and hud
it returned undamaged whilst A. Croppers model lost same day for
11 : 50 has not been heard of since. J. OTX>ftocll has lost two, fix*
timet Of 7 : 30 and 6 : 14 and HA\ heard of the latter, live model
having been seen so land 26 miles from launch.

CHINGFORD M.F.C.

Most o fthe illL bods in the Chtagford M.F.C- have been pressing
on regardlesso fthe rough weather, at Fairlop. Note | said C/L bods,
for no free fligh: boys, namely Wakefield and Glider, have been sseo
for the la« couple of months or more. We hope this will change
whesi the comps, conic along. No remarks about the bod who I'eS
down the drain-hole with hla jet job. or the bloke that doss 85-90 with
an Eta '* 19 '* speed job— not bad for a junior. Full m-irk* to Ray
Ferguson (f-pifit) for the most stable Class B team racerofihe month.
Anybody who has flown this thing willknow what | mean.

TRUCUT

AIRSCREWS

PKKCISIO.V - MVCIHXF.. CARIT.I) AND FGOSI1ED

MODEL
CONDITIONS OF SALE

This periodical is sold suh>eci to the

following conditions That il shall
not, without the written consent of the publishers, be
ieot. resold, hired-out. or otherwise disposed of by way
of Trade except at the full retail price of J/6d.. and
that it shall not be lent, resold, hired-out. or otherwise
disposed of in mutilated condition or in any unauthor-
ised cover by way of Trade : or affixed to or as pan of
any publication or ads”ertixing. literary or pictorial

matter whatsoever.

309



MODEL AIRCRAFT

June 1951
Stop Press News for Modellers!'! — Five \ew Starred Items from
Model A<”*ro]ilane Corner
*VANFIRE STUNT CL KIT ! f 5-"Crériuch
Span 40 in. ” *f'olr\t;% '~ r,nktol
hode Wi 8 100 per. ent. Supes aerobar PTRE T eafome g ceda gL
performance. Specially designed i <ha/,,’ a'! tfte

“ 50D” and similar

performance motors. |
Speeds up to 80 -
m.p.h on 70 ft. lines.

Precision cut, fully

) i*mc' V.. oD ,Cn,p*r<
prebicaed pare ) T201'cH K v A o a8
and full instruc- U-$ K'& S :
tions.

\ . 7“ 1
patr (n N°n-Z~ £_0(

t 3\ 2K iV - A A
St ¢ X *2er. N a* Ay, VASSal

-1-FROG *“ 500" PETROL IGNITION ENGINE

* ™ - « . .
s/ The Hi nl|T in —
Produced co supply the

ever growing demand for FROG ‘150" DIESEL and RED GLOW

a really high performance

pertrol engine. The "500" ENGINES

is ideal for radio-control Cabadity h.49 . . .
ind CtL a»xcraft, cars anc P WZ AT OitrortePAMél 'g'co\g_les'%rgg Diesel
boats.” Complete control ) e e ' :

ol r.p.m. through advance Two entirely new motors

and retard -lever. Instant with a " meteoric * perfor-

conversion - co glow-plug rr.ancc. Minimum weight con-

if required.

sistent with strength. In-
corporating many original
successful design features.
Fully bench-tested AA »
and supplied under £1*) |A
guarantee. Post free

CAMAGES. HOLBORN. LONDON. E.C.I LONDON'S HEADQUARTERS for MODELS HOLBORN 8484

THE IDEAL TISSUE
FOR MODEL AIRCRAFT

REGD. AT STATIONERS HALL

# LIGHTWEIGHT FOR RUBBER DRIVEN MODELS
Yellow, Mid-Blue, Dark-Blue, Red, Black and W hite. 20" x 30"-500's

J HEAVYWEIGHT FOR POWER DRIVEN MODELS
Yellow. Mid-Blue, Dark-Blue, Red and White. 20" x 30"-500’s

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

310
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First Jet Bomber oj the R.A.F.

THE CANBERRA

Made by Enjlijh Electric- the Canberra
goes into service wit- Bor*.her Command
this year. Two Roltx-Rovre Avon aarial flow

New, faster, more powerful machines
are going into service with the Royal
Air Force. So, naturally, the men who
handle them must be pretty smart.
The R.A.F. Apprenticeship Scheme
gives bright boys a flying start on a
thrilling career. At one of the fine

R-A.F. residential Technical Schools,

Opportunities \

SRR

MODEL AIRCRAFT

TM.IV*V

i *outwel
avourjfcfcOjtrs

CIWC

*VU.MI

without cost to their parents and with
pocket money to spend, Apprentices
get the education and training that
will lit them for their future as the key
men of the finest air force in tthe world.

nue RAF,

If you are over // this rttupm bring* wvon free a id-fume illustrate*! booh about thrill:»*

rare- '« the R.AI' If you are rj to if
«». kovm. ik load. v.A .1-51.
NAME
ADDRESS _
AGE

it biingi rmi Ji.il Jetaih about the .17.C.

victoky ttex i u>xw«, w.c.3.

DATE OF BIRTH
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WWAC

inriru
V«'lo.\fl'vl

BStrTISH HADE

XFGI-T/ie Valve for
Radio Control Receivers

A gas Filled Triodc
valve in a flat sub-
miniature bulb, espe-
cially designed for use
in model radio control
circuits.

Filament Voltage . 15 V.
Filament Current . 50 mA.

Anode Voltage. . .. 45V.
Normal Anode

Current . . . .1*5 mA.

PS]‘Ilj:I’EP&rZ:rqgseEAI%)'(-L Weight 6J ozs. Price £3-10-0Od.

(plus 16s. 10d. P.T.)
HIVAC LTD

GREENHILL CRESCENT H HOME 01STRISBUDON 8Y
HARROW-ON-THE-HILL. rIOA A I I h YULON ENGINEERING CO.

MIDDX. mm mm S3 Woodland Road. NorthficW, Birmingham. 31
Tc.'e>S*ne : HAR.ro** 26S5 Export Enovtnct to :—

J.R. BISHOP, !5, Ascot Rd.,, BHAM, 13

t CLASSIFIEDADS)

Pricvott. 3d. par word. Trode, 6d. per word Minimum 18 words
Box No 2s. Ed.

Copy mau«r »nd replies to Box No's. to be addressed to " Model

Aircraft * Advertisement Department. 23. Great Queen Street,

tondoo. W.C-2. Telephone; Chancery 6681-4.

BAI-SA WOOD, engine” spare*- -il doesn’t really matter which.
If \\\ so buy or sell any*hrng connected with model aircraft, you
cannot do better than advert» n tha column. Quick returns
low rate”- see above.

FORSAII. Kitrnagatetam wishesto disposecompete designs,
pnnring block*. Mock tn trade of well known long establhftcd range
ofc.\ciu*i*e kitv Full detail in coor-Jencr from John La*kin am »
C'O- Chartered ACCOcnirru. 12. Church Sr?**;. Liverpool. I.

WANTFD. Second hand quarter plate camera. Bellows type.
Age immaterial. With or without lens.—Box No. A/2J6. M«k>»X
Aiiii P.AfT. 23. Great Queen Street, | ondon. W.C.2.

FOR SALI. French 2/ c.c. Micron dic.<d. Specially picked
coipih;. Limited amount of bench running only. Ideal for R/C.
Qilers. -B«*v No. A 237. Moon. AtRinAir, 2), Great Queen Street.
London. W< 2

SITOANON VACANT. Travelder required to call on model
shop*, etc. Catev”coiialL Salary, expenses ami commission. Stale
cxpcrimcc and actual ground oewered iu Box No. A/235, \lox>Ei
AIRCKATrr, 23. <>reat Queers Street. London. W.C.2.

PROBLEMS - IN RVDIO (ON'iRui. jet# boltcopicfs. designs
stowered. Nominal ice*.—SWfNOLLY. 375. Third Street, Trafford
Park, Minchcucr.

AMERICAN MAGAZINES. One year supply, pose tree.

-Model Airplane New?*/* 25*; -Popular Mcclumcc.- 32*;
" Flyiut” *Ai.  For full list send Mamp to NViuin Lux,
(Den. 22). 101. Flecc Street. London. E.C.4.

FOR SALI Flvwood—large olfcutechcap parcels, J, A, |. unused.

Post enquiries only.—P. J. Cahi>m, Syon Hill Garage. Great West
Road, Isleworth, Middx.
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ROLAND SCOTT THE MODEL SPECIALIST

ic KITS *

A super prefabricated kit for all engines
This streamiined scunter
"child’'s play."

1-5 c.c. to 5 c.c.
mmfcei all Stunt*

THUNDERJET

A faithful
tec fighter. 18 in. span.
Kit price 6/8.
outfit 20.'-.

ENGINES *

RADIO CONTROL
HIRE PURCHASE TERMS

If you find present day prices are lard on tho
pocket why not let me help you to *' spread the

load " with my self financed hire purchase
facilities.

SEND FOR MY FULL LISTS TODAY
and be " On the Beu of Terms " with R-$.

X X X X X X X X X X X X
SECOND-HAND ENGINES

| always have a selection of good second-hand

engines available, many are indistinguishable
from new.
E.D. Bee 1lc.c. As new in every way 32/6
Fiog ICO. Perfect condition ... 25."-
E.D. Comp. Special 2 c.c. As new ... 351-
10 o. Frog SCO. 5 Cc. glowplug. As new 55/-
Yulon 49. New and unused. A snip at . 95/
Ohlsson *' 60 ** 10 c.c. Petrol or glowplug 100 -

FULL LIST ON REQUEST
X X X X X X X X X X X X

COMET MK. I R/C UNIT

Months of testing under actual flight conditions
are at the back of this new R/C unit and | am
confident that every owner wtll have superior
performance with this unit installed. Leaflet
on request.
Receiver
Price 75 -.
Transmitter : 3A5 valve, 4 watt input- Pnce 75 -
Actuator: 2-pawl self neutralising. Pnce 21.-
Complrte unit available from stock at 169.6.

185, Cambridge Rd., Dept. M.A.,
St. Helens, Lancs.

XFC-l valve. Siemens 73 relay,

replica of America’s fororaost
Scale performance.
Complete with Jctex "50 ™

IMPORTANT

NOTICE

conditions

* ACCESSORIES *
THE “ ELFKING”

An absolutely prefabricated kit in every

way including : All parti cut to shape.

Ready made tank and all accessories

Suitable for all engines 1 c.c. to 2 c.c.,
but designed especiall/ for a complete
stunt performance with all I-S cc ungincs.
Building time 8-10 hour?. Kit price 12/6.

REEVES 1.8 c.c.
This dicSel is de-
signed to g*vo a
high power out-

put at all speed
range? and is
suitable for all

typos of models.
Weight 3i or.

Having tested this engine in actual flight

| offer it to you w«th every

confidence. Price 62/6

Modeller#, please don’'t blame your dealer, if, when
you go to buy Mercury FueU or GeUon, you find the
prices difforenc from those advertised. And Mr. Oealer,
may w* ask you to help as much as possible in the face
of very difficult circumstances to modellers may
understand tho position too ? Forthe last few months,
tho pricey of raw materials have rocketed, often in
between the times of preparing our advertisements
and their going to presv. W hilst there is no difficulty
in our advising the trade, it will be seen at once that it is
guite impossible to advise modellers before our adver-
tisement appears. Hence the likelihood of your going
to your dealer and finding yet a further change in price.
Now that prices have risen yetagain, we should remind
you that quality is aa good as ever and that in their
respective eta**** Cellon and Mercury remain the best
you can buy.

It rune pays more than ever
to use Mercury Fuels and
Cellon Finishes.

Trade enquiries to:

MODEL FUELS AND FINISHES

41A, PARSON'S MEAD, CROYDON

SURREY

Prices in this adVcn-scmcor are subject to oJccrorion without notice.

No. ! (Red Label) Comp. No 5 (Magenta Label) Racing
Petrol e ro G. Plug e 2/6
No 1 (Green Label) Racing No. 6 (Yellow Label) All-in-
Methanol....... 2'6 onc Diesel .. 2]-
No. 3 (Orange Label) Comp. No. 7 (Pink Label) Racing
Diesel ..., 26 Special oo, 3/6
No. 4 (Blue Label) Comp. No. 8 (Brown Label) Casror
G. Plug i 2’ Diescl ... 2/6

CELLON MODEL AIRCRAFT

2-0l. jar
Clear Mode'. Dope 13
Glider Dope 13
Glossy Coloured Dope {In 12 colours) 16
Alummium Dope le
Fuel Proof Lacquer 19
Sandmc 5c*lcr 13
Banana Oil le
Model Dope Thinncrs 1-
Anti-Blush Thinners 1-
iFuel-Proof Thinner? « 1-

(n 8-0/. Bottfes

4-0z. jar i-pt.
2 A
2 41-
26 5/-
26 5:-
3/ 6;-
2. a-
26 s/-
1,9 3,
19 3/-
19 3'-



Tel.: 111

Wl «CUT.  Jennitityt

| 14/116. BROADWAY. BEXLEY HEATH. KENT

I will poy you to cclt> wrice or phone US. Complete
stockists of all M.A. cccessorics

=SHMMai
Chdfiwt ALuCCett

16. MEETING HOUSE LANE. NORTH STREET.

World wide moil order service.
Vi*ic u* for personal attention & export advice

7). 279%3

M. :U744

Mo&GiBo litd.
30. NARROW WINE STREET

A branch of the firm wh/cA is known to Modellers through-
out the world. A/l /l..A. requirements stocked.

JAe JitadeC (liipctti

SI. COLSTON STREET

Cct your supplies from the Jedding M.A. shop in the
own
L

7>J.. 7TSM3

AladeC Supplies

17. 8ATH STREET (THREE LAMPS)

Wc endeovour to stock o/lJ M A requisites. A visit wifi
surprise you!

Jr 333
Siud Atmyan

22 22i CASTLE STREET

Mf MMK ef Ktii Kraft, jcrct 5 £J). ku%. p*'nm & oi<«w M.
PLUS mjr tr¥*<c viU per you » <iWw, cr ptaec

X1l

7e*\: 63162

Sieetiey’t
89. SPON END

for oil your Model Aircraft requirements. Personal
attention. Mail order

W2rhTUVM Tei-: 633,7

Gaaenbig?0 JitadeC SAepa

21. HALES STREET & 62. LOWER FORD STREET
For oil that's best m M.A.— CONTACT US

E=B=E»
Aled&ut AlodeL-

12. THE MARKET. LOWFIELD STREET. DARTFORD.

KENT
Wr+thtf rov (oU or mhezher you pots, mo o re px m oft SZOCX
ihe* mott
ol > Tel: 451S
JVumaatafL-

8. CASTLE STREET. DUDLEY. WORCS.

One of the largest stockists in this oreo for fall ronge of
AIL M.A. eQu/pmcnt

7*1. . Ccrtfrot 5630

GaCedania JltadeC Ga.

5. PITT STREET. C.2
THE engine repair specialists. EVERYTHING for the

enthusiast, with personal attention from GEORGE IEASK,
A.M./.B.E.

rel. : 28639

Maft&iet iitd.

10. QUEEN VICTORIA STREET

A branch ofthe firm which is known to Modellers through-
out the world Ail M.A. requirements stocked.
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mta g » w -; 27891

£eecL:- Uexem odettw A Supply.

94. WOODHOUSE LANE

dwn M here fur enimer, fats ft <KCO0HL
X —t orders despatched same day—post free

AA N

Y*). Hafftom 625

S atA M -JZ aiafke J Itd

112, HIGH HOLBORN. W.C.I.

Everything for models

uz222a23” TBA: Bctter® 4890

d . 3 3Xyne J ltd

78. FALCON RD, CLAPHAM JUNCTION. S.W.lII

"Tie local modellers' Mecca. Service and Courtesy from
an EXPERT

wW. «%»>» *

M a M ie * J ltd
~ ] NFW OXFORD STREET. W.C.I.

- Stench cf Ib* frm which is known to Modellers though-
out the world. All M.A. requirements stocked.

1AN2257N. Mr.: Chiswick C353

Janet Jfoat. of Chisw ick

56, TURNHAM GREEN TERRACE. W.4
1 min. Turnbam Green Station (Dist. Line)

THE SHOP WITH THE STOCK
OPEN SATURDAY 9 ajn.-6.20 p.m.

Tel.: Hop 3*97.

A ladei (LvLCltaft Supplied
171, NEW KENT ROAD. S.E.

Jitd .

The oldest estobfis/sed model aircraft shop in London.
Service with satisfaction from Harry York

USES® TtL 5°,,h 4272

3 i. J. A iio A aiio it C a.
308. HOLLOWAY ROAD. N.7

The M A enthusiasts’ complete stockist. Brifain's No. 1
Moil Order house. H.J.N. will be pleased to see you

Tel. : s<«r* <>1A

S te plica £ td
159. SLOANE STREET. S.W.L

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

MODEL AIRCRAFT

1 Tcl.: Gulliver 1818

3 lip m a x £ td

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

Everyman's Model Shop
The post service with the personal touch.

12222737 Tcr,: "rosf>soc * %+
S heen Jita d e L
263. UPPER RICHMOND ROAD. S.WJ4

Personal service- Armatures end transformers rewound
to specification. TRIX service specialists

uz222J3B1 Tei-: 3147

£Eutan M odel S uppled

la. WALDECK ROAD
For all modelling requirements. Persona! attention a/xJ
satisfaction to all. from Ron Hinks and George Fuller
(Established 1938)

122222227 re,m 6iock" ,afs 0229

3ici6 A £ tt~ Jla w iie £ td
28. CORPORATION STREET. 4

Everything for models
Tef.: WecVriere

A ladeiS upply. S tates

17. BRAZENNOSE STREET

Forebsofute zouzfacuon conie to us for your model circ.-i Tit regvrrcmCnu
Northern factor* for SKYLfcADA kits

TiA: CMtnriKH

A iolJitH efin M odel C lixoiaft Co.

25. LOWER MOSELEY STREET
Nr. Central Station

The oldeit czisbl'zhcd redd o-'craft 1\op -n Manchester
SOLASO BALSA—trade supplied.

tg jg rm

JaAtt 31. S luice
13/15. ST. MARY'S GATE

Full range of ENGINES, KITS. AND ALL ACCESSORIES
£Ji=id k --*
S ieM ie d £ td

4. ST. PAUL'S PARADE

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

.on
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ALL AEROMODELLERS
A -

O /Jfu

BALSA CEMENT

AND DOPES
CELESTOR MEFG. CO.

FOREST HILL. LONDON. S.E.25

0.0S3 h.p. ci 14.S00 r.p~*.  Wr f>/*f fot raulev of thh
order teoto mcnrfcj ato. but here chocked than hr
thrrr different mcthodi at found ciiem unjje.ieve\V\e.
and rtthockint h*i the <5uu cTsh*de/ey *** There n
f>0 rveed for further comment to th” independent
report from the Director of Research ofthe I.S.A.R.A.
«xcepe to add that Che fuel and -vet Mercury No. 3.

Simlis 14> farts

Motor—Allbon Dart 0.5 c.c. diesel No. 107 bought " offthe ihelf."
Conditions of ten—On* hour's run.-.rj before test.
Fuel used—Mrrcury No. 3. plut ether and 5 per cent. castor oil.

Peak Power o*cr a number of different tests—0.053 h p. at 14,600
r.p.m.

Max. r.p.m. roistered dur.nj test. 18.000.
Max. Torque. 4 in ox. at 12.500 r.p.co.
Power w«ifht ratio best ever, @ 652 inc. P.T.

LttOX HAttT 05 <<. DIESEL

Sold by all Mercury Stockists

X1V

June 1951

STANT

MACHINE-FINISHED

PROPS

The most popular with experts

e STANT Machine-Cut  Preps are
superior to hand-cut because all those

FOR ALL of the same size and pattern are
automatically identical, and their de-

POWER sign is mathematically correct in every
detail.

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

3 d e STANT PROPS arc ready for immediate
use and require nothing more than the

Pc: dia:}meter application of a suitable finish.

Inc

Make no mistake. Ask for
STAST MACHISE-F1SISHED PROP
—it's right every time.

FROM ALL GOOD MODEL SHOPS

(Plus Pur. Tax)

The College of

Aeronautical and

Automobile Engineering
(The Chelsea College)

Complete practical and technical train-
ing for entry co Civil and Commercial
Aviation or the Automobile Industry.

Entry from School-leaving age.

Syiicbuz from Recorder

SYDNEY CHELSEA,

S.W .3.

STREET,
Telephone : Floxman 0021
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ChakUnu

Al Export Enquines To :—

M curt Butler, Roberts & Co. Ltd*
4. Drapers Gardens,
London, E.CL

THE WORLD’S FINEST DIESEL FOR/ TEAM-
RACING. STUNT CONTROL LINE
AND SPEED

PRICE £4-7-6

D . C .
Davies-iliarl(on & Co. 3 5 O
HALL.ROAD. BARNOLDSWICK, Via COLNE. LANCS. Telephone No.: BARNOLDSWICK 3310
35 c.c. DIESEL
N\

IMPORTERS OF TIMBER FOR
MOREI. MAN1I1FACTIRE R&

AFRICA HOUSE. KINGSWAY. LONDON, W C.2
TELEPHONE! HOLBORN 7053 TE LEGRAMS. ‘BAL5AVVUD’LONDON



- means SUCCESSFUL HYING!

M.A.40 HAWKER FURY 3/3
Seek itimi c /1 for t-2 c.c. cng.rm by
R- Warring.
M.A.5S FLY'S EYE
Pore/ <Syrcf.cn «edef fee 1-2-5
tftfrfKi by /- - Knight.
M.A.63 1949 WAKEFIELD
CUP WINNER 56
OvyttMfxiiVii modeJ by present cupholder
Acere E£Ni*.
M.A.67 BRYTON ROC 5/-
Record holding rubber model by F. H.
ftoxolt:
M.A.68 GUILLOTINE ... 46
T4ordc Al2 CIOff 50iJ$Jont by Pbd
Guilment.
H.A.71 CHALLENGER 5-
Umt-sccle Power mode} fee 2-1S c”.
engmet. by ). A. New-on.
M.A. 74 MILES MAGISTER
7/6 (Two Sheets)
Seek free /rode/ for 1-2 <*.
en"mes by C. R. Bigg.
M.A. 75 HOWARDS
HATCHET 5/
Pod-erd-fioev'n type contest sailplane by
J. A. Howard.
M.A.76 ACE OF
DIAMONDS 3/3
rubber driven model by
A- A. T*on*x.
M.A.77 THE TWISTER... 3/-

Stunt control i/nc rnoaW for 1-2 c.c.
enjrinci by C. A. botes,

M.A.78 HESTON A.O.P. 5/-
F;f tcoJe model fee .75-2 CX. by M. V.
Cct«.

M.A.79 THUNDERBOLT 4 6
C/L seofe model for 1.3-3.5 c.c- engine*
by P. M. H. LewiS.t*

M.A.80 SMOOTHIE 46
High performarKt wokeftld by N.
Standing.

M. A.82 MUSTANG

Free flitb t rubber driven scale model by
N. Gregory.

M.A.83 SEAGULL S/-
Scofc amphibious model for .75-1 c.c.
d ffrtf by At. W Payne.

M.A.B4 GEE MAC 3/-
Class " B * tcom racer t>y B. M. Evans.

46

BUILD YOUR NEXT MODEL
FROM A MODEL AIRCRAFT”’
PLAN

M.A.81 HYPERIAN

M.A.90 MINOTAUR

M.A.95 CARDINAL PUFF 3 3

M.A.96 MILL!

M.A. 100 WILD GOOSE 5/- M.A.I0I MAYFLY

M.A.98 THE LITTLE STINKER 5/-
A Scale C,'L model of Betty Skelton's fameut start aircraft

46

5/-

M.A.85 SCRAM .. 3/3
Irghtwftfht Coi-rpciivan robber model
by L Barr.

M.A.86 KLING............... 4/6
A tailless glider by R. C. fCoorn.

M.AAN7 HARVARD S/-
Scc/e stunt C/L model for S c.c. anginas
by 7. Wecrdetl.

M.A.88 REDLIGHTNING 3/3
Clact *3 " W O racer by o. W.Rows

M.A.89 TINIFLYTE 2/-
R ¢ I C/L ipecd to<k/ by
M.A.91 MOONCREST 2/9

bipJone by A. Mafmit/wn.
M.A.92 DRAGON FLY SI-
APTe~0r> u\ bip/an* 6y C. A Wooif».
M.A.93 D.H. BEAVER ... S/-
A .Oyifiz-1'C r. fne-ffitM m»dcl (or
.75-13 r.c. cnfinti by ). H. ibcppon!.
M.A.94 SATYR...ccccceee. 5/-
59in. spon Milpicne by /. von HettMJ).

M.A.97 LITTLE SHINDIG 5/-
Sioni C/L made/ by P, B. O/ney.

M.A.99 JAMBON ... 3/-
Sca'c TJt Cleu “ g by N. 3c(chir.
M .A.102 MILES M.20 . 4/6

Stole T.R. Cfou " fi " by W. H. Smith.

M .A.103 AVRO CADET 3/6
Stole F/Ffor .s C.c. ermines 5/ R. Booth.

M.A.105 WYVERN . 4/6
Ftotwtd in ili-s isioff.
M.A.106 TOPSY 3/-

fco:«r«f in this rfiue
OVER OO PLANS
TO CHOOSE FROM
Send for

FREW

CATALOGUE

Today |

MODEL AISCRjaSfttMANpP DEPT. 23. OT. OTJRBNS-TREET, LONDON. WiC.a
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MASK...MAKE.

GREAT WEST MODELS now offer you a genuine
return-post Mail Order Service.

Here ire afew selected icems from our vast stocks and some are
st»ll Available at :»r*-tax pnc«% No eha*ge for pedt and packing.

GLIDERS

Kei! Kraft Cub ... 3.1 Mercury Norseman ... 1716

Keil Kraft M n.moa e 7, Kcil Kraft Sourer

Ketl KnJi Chief ... 18.6 Baby 5/-

DURATION

Ke i Knit Flying Veror. Rascal ..o 46
Scale e 38 Ke.l Kraft Pixie ... 4.11

Keil Kraft Playboy e 4 Kei! Kraft Gipsy ... 12/10

CONTROL LINE

K*.I Kraft Ranger ...12,10 Veron Midget Mustang .25 8

Keil Kraft Phantom Mice M | Vcron Wyvern ... . 23/8

Mercury Musketeer ...24 9 Veron Panther.......... 30/6

FREE-FLIGHT POWER

Keil Kraft Southerner Frog Powavan ... 25;-
Mite e 12/10 Mercury Stinson... ...26;7

Keif Kraft Ladybird ...2218 Halfax Javcim ...2716

RADIO CORNER

Veron Skyskootnr ... 306 E.D. Mark Ill. Complete e

Kei- Kraft Junior QO ... 48 3 Sec k ............... | £9 17 11

Mercury Mor.ocoupc ... 66 - E.IgétMar I Compeéem 10 0

E.D. Radio Queen . 85'- ED. Mark ﬁf:égcape-

«' H./Creceiver ... 876 ment £1 211

ENGINES

E.D. Bee | c-c. dicsci ... 52 6 Prog 250 dicsvJ ... ... 72/6
; : : DC 350 c.csCl  vvvviriieen 87/6

M'(':'Sut'_70$utc'c' divael with 669 ETA29GP. motor ..1495

E.O. Ma-k IV 3.46 c.c

Elfn 1.49 c.c. diesel ... 59.6 diese i, - 75/-

SUNDRIES

Balsa cemvnt, la'gc tube | 6 Hivac valve ... -21 4

Engine test stands ... 12-6 IS c.c. stunt tank 34

GREAT WEST SPORTS & MODEL SUPPLIES

474, Great West Road, Hounslow, Middlesex
Tel. : HOUr>.uciw 6225 (5 min. from Osterfey Section>

Pl*as* mention M Model Aircraft” when ordering

Your Competition Winner!
1950 ELFIN

IMPROVED IN DESIGN. PERFORMANCE
AND cINtSH

Descrirv# ;«T«a avaldable from ro--
retailor.

LATEST SUCCESSES: In the field and in the workshop, Scllotape is your

Mece! FCégs Buck. Stoke-on-Trent. W orio greatest ally. For masking paintwork, for protecting
diesel record. British Open. £ mil plans, for on-the-spot repairs—for a thousand and
ézrirﬂépr{hbpen one jobs—it's Scllotape every time. It sticks at a
e mI*. 70 m.p.h. ; | mile, 66 m.p.h. touch without moistening. It fits evenly on a curving
'Ifi‘tteitmﬁgtirg”pah' at Derby surface. There’'s coloured Scllotape for identification

Swedish Championship Finals
1stat 63 m.p.h.

Mode/ Piones

British Nationals.

Gold Trophy

3rd. W. H. B. Taylor, West Essex ; 4th.
R. Cook, Rotherham ; 5th. A. P Buck,
Five Town* ; 8th. N. J. Butcher.
Croydon.

Shelley Cup

1st. }. A, Gorham, iprwich ;

3rd. C. J. Oavey, Blackpool.

Clast |I. Speed

R. Scots. 79.86 m.p.h.

CuUtt 2.

D. Free, Surbiton, S6 m.p.h.

Mode br

AEROL ENGINEERING.

Trade Distn'bi/to”s :
E. KEIL A COMPANY. Ltd.,, LONDON, E.2, AND

MERCURY MODEL AIRCRAFT SUPPLIES Ltd..LONDON, N,7

and decorating. You just can't do without it. Get
some today — and remember, if it doesn't SAY

ScUotanc—it isn’'t 1
Stodud
_by/iu
Siarictury

5&C

Xvu



MODEL: AIRCRAFT

< SupexpxuLien ¥

June 1951

Op o 1

WORLDWIDE WINNERS

ltt — 97tAm.p.h. S.C.AREA CL CHAMPIONSHIPS, British
lit — 100 m.p.h. ALL HERTS RALLY. Speed Records
Ut — 95%5 m.p.h. LONDON AREA C LCHAMPIONSHIPS.
Ut — mm.p.h. VICTORIA AUSTRALIA CHAMPIONSHIPS. AIRCRAET
Ut — 11228 m.p.h. NEW ZEALAND It$0 NATIONALS.
1st — Junior Stunt N.S.W.AUSTRALIA CHAMPIONSHIPS, 107-1 m.p.h-
let — OpenSome N S.W.AUSTRALIA CHAMPIONSHIPS.
Ift — 101*2m.p.h. WEST ESSEX GALA RACE CARS ETA 2T ap
ItC — 10712 m.p.h. S.MA.E. C L CONTEST. 80-36 m.p.h.
Literature from — ETA INSTRUMENTS LTD. — HEMPSTEAD RD. -— WATFORD — HERTS

ANNOUNCING

r THE NEW ‘M.S’?
EAM RACING PILOTS

# PRECISION MOULDED PROM CHOCOLATE BROWN
PLASTIC. THCSI MODEL PILOTS ARE THE LAST WORD

IN REALISM.
SUITABLE FOR USE IN TEAM RACCRS, MODFL BOATS.
CARS. SCALE & $fMI-SCAIE FREE FLIGHT MODELS. ETC.

CLASS Height Width | Doth Weight HeightofHead
A..2.6 Ir «' T I Jo:. i inch
CLASS or r | ijr 1 2> linch
B..3/I PLUS 3d. POSTAGE

THE MODEL SHOP

3. RIDLEY PLACE. NORTHUMBERLAND STREET.
NEWCASTLE-ON-TYNE. I. Telephone: 22016.

HAVE YOU TRIED?

It APIOCUAFTS

THE FINEST

BALSA WOOD 1

FOR MILES AROUND |

WE HELP YOU?

10, COODMAYES ROAD, ILFORD, ESSEX
XVUL S.A.E. FOR LISTS

1
Regular Features on
Aeromodelling
with dub news and details
of new models.
MONTHLY Reports on new type» of aircraft.

# Tmjc-Wc experience* within the Royal
Air Force throughout the World

from your nt*n-
afent or mtxUl shop

Place a regular Order for
Your Copy TODAY

BALSA WOOD

We arc Specialists in the Machining of Balsa wood
strip, sheet and block. Send s.a.e. for comprehensive
price list. We also specialise in OBECHE. SPRUCE,
ASH. PLYWOOD, etc., for the Model Trade. Prompt
attention given to Trade enquiries.

E. LAW & SON (TIMBER) LTD.

272/4, HIGH STREET,
SUTTON, SURREY
Phone: VIGILANT 8291-2
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The demand for E.D. Diesels,
Radio Control Units, Kits and
Accessories comes from all over
the World. The E.D. factory is work-
ing day and night at full capacity to keep
pace with this ever growing demand. Such
is the reputation E.D. products have gained
in afew short years !
Remember—only the BEST is good enough for

E.D.and YOU !
DIESEL ENGINES
I s d
E.D. Mk. >* Zee " 1c.c. diesel engine 2 12 6
E.D. Mk. Il 2 c.c. die*cl engine ... 2 17 6
E.D. 2 c.c. Competition Special diesel engine 3 00
E.D. Mk. Ill (Series 2) 2.46 c.c. racing engine 3 12 6
F.D. Mk. IV 3.46 c.c. diesel engine............... 3 15 0
RADIO CONTROL UNITS
E.D. Mk. | three-valve R.C unit ; three-valve receiver :
two-valve transmitter, and clockwork servo. Range
2.C0C yards plus. Complete (less batteries)............... 17 19 9
E.D. Mk. lll * Miniature ” Ri'C unit ; one-valve receiver ;
one-valvc transmitter and escapement. Range 1,000
yards plus. Complete (less batteries)....cccccecvvvveerrennns 9 1711
Ml ED MAGNETO
For two stroke or four stroke engines up to 30 c.c.
Dispenses wjth the old coil and battery system.
Magneto complete e . 4 10 0
Unit Magneto ..o 2 15 0
CLUTCH UNIT
E.D. Mk. Il and Mk. IV clutch unit, complete  .............. 2 10 O
E.D. Mk. Il C,/'S clutch unit complete as above plus taper
NSEIC  ooeiiiiee oottt e e e e eeeeee s 2 15 0
KIT SETS
c.D. ” Radio Queen " aircraft kit set ..o 4 50
E.D. m Challenger " hydroplane kit s e t.....cococeeeiiiirrnnnnn 2 12 6
E.D. " Acrocar “ K«tSet . 2 12 6
Challenger C/L aircraft (engine extra) ......ccccoveiiiiieenenn. 119 O

Prices include purchase tax

ORDER THROUGH YOUR MODEL SHOP

»ELECTRONIC DEVELOPMENTS (SURREY) LTD

KBC*1(*C«1JUJtSS

1223 (8.VILLIERS ROAD. KINGSTON-ON-THAMES, SURREY. ENGLAND.



ONE OF THE SKYLEADA RANGES

16 WINGSPAN FLYING SCALE SERIES

A COMPLETE KIT FOR ONLY 2'6 inc. P.T,
fnruzt, fc SA<7tvy&u Poie-criiizt

Mode by BRITISH MODEL AIRCRAFT MFG. CO. LTD.



