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QUALITY KITS

HELLCAT in the 
16 in. Flying Scale Series. 12 
models at 2 9 each including P.T.

· · ·■ " '  >

JEEP— 20 in. SPAN GLIDER 
4 - including P.T.

24 in. span CURTISS H A W K  C L 
19'- including P.T.

- x * . .
w-*· · r;...

*; ' M
.

— -  « .

20 in. Span H O RN ET  Class "  A  "  
Team Racer. 10 5 including P.T.

31 in. Span PO INT FIVE Free Flight 
Power. 9 6 including P.T.

26 in. Span FLEDGLING Rubber 
Duration Beginner 5 Model.

5 3 including P.T.________

SEND 2 U  STAMP FOR FULL DETAILS AND ILLUSTRATIONS OF THE RANCE

Manfd. by BRITISH MODEL AIRCRAFT MFG. CO. LTD,
180, L O N D O N  ROAD, M ITCH AM , SURREY
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UNIQUE SCALE MODEL of an 
OUTSTANDING PLANE!

Beautiful sca le  m odel of the Saunders 
Roe A 1 sing le seater je t  fly in g  boat.
The first of its type, both as a full size

craft and as a m odel k it. This kit 
is produced to the highest stand
ards and builds into a first c la ss  
plane of 20" span. P rice  in c . tax

IO '7
AUTO RUDDER
A special feature designed to compensate for any 
slight differences which may occur in the motors 
or fuel. Automatic in action.

JETEX

SAUNDERS
ROE

A/1 Flying Boat
Pow ered by two 
Jetex  50 m otors 
and fitted with 

autom atic rudder

•  p “ tip.

„  ,  , c°Ver. ° c k P f t  

• etc.

T H E  m o to r  f o r  youn g m o d e lle r s  !

J E T E X  50
O U TFIT

C on ta in ing  M o to r ,  
Fuel, W ic k s, M o u n t 
ing C lip . Sp a r·  Parts. 
Accessorie s and full 
instructions-

Jetex 50 m o to r  o n ly  9/2 IN C .  1314 TAX

SPEC IF ICA T IO N — Thrust J  or. Motor run approx 15 sec. 
W eight 31 drams. length l | \  Diameter {J*. W eight of fuel 
charge 3J drams.

Other QUALITY kits in the Jetex 
flying scale range

AVRO 707B METEOR VAMPIRE
U n iqu e  jet propelled  scale A ccura te  scale m odel o f the  A  popula r m odel in  tw o

Buy a Jetex kit and M o to r  and 

enjoy inexpensive flying !

m ode l o f one  o f  the  new 
D e lta  W in g  planes, powered 
by Jetex “  50 "  
m oto r. S im ple  to  
build and fly. inc. tax

7/-

fam ous B ritish  fighter, p o w 
ered by tw o  Jetex ** 50 *? 
pow er units. Lo o k s 
and flics like  the  
real thing. inc. tax

10/7

sixes. A n  easy-to-bu ild  plane 
that look s m ost realistic in 
flight
V A M P IR E  "  50 *» ... I f .
V A M P IR E  ”  100 ”  ... 10/7

All trade enquiries for J E T E X  GOODS should be addressed to the Make

r W I L M O T , M A N S O U R  & C O . L T D . ^ 3 = 3

L S A L I S B U R Y R O A D ,  T O T T O N . H A N T S

Sale U .SA . Distributors.— M E S S R S  A M E R I C A N  T E L A S C O  L I M I T E D .  5$, W E S T  42n d  S T R E E T ,  N E W  Y O R K  18. N E W  Y O R K .
Canod,an Distributer —  M E S S R S .  M O D E L  C R A F T  H O B B I E S  L I M I T E D .  U .  W E L L I N G T O N  S T R E E T ,  W E S T ,  T O R O N T O  I,  C A N A D A .  

AJI ether export enquiries to — B U T L E R  R O B E R T S  6  C O .  L T D . ,  4, D R A P E R S  G A R D E N S .  L O N D O N .  E.C.2.



C A M  A C E S "  Model Aero Corner Service
Etch m onth we present a few selected items of outstanding quality and " u p  to the minute "  design. O u r  very large 
r in g #  of all the bzz: Kits. Engines and Accessoria l is o f course too  largo to  adver* you can be sure  that
your o rde r o r  enquiry w ill receive individual attention from  terom ode lling 's finest "  by return '  mail o rde r service.

FROG Junior Series—Wing span 12 ins.
A  really grand new series of miniature, semi-scale, rubber-powered racers. K its include 
all ready cut parts for assem bly; plastic propeller, wheels, undercarriage, 
rubber, etc.

Pout and Pkg. 4d. each 3 ' 6 "  M innow

••Skippy M

E. D.  O N E  -  F O R T Y  -  S IX
Diesel Engine - Only 6 0 ' -

Post free

1.45 c.c. W e ig h t  3 o * .  H e ig h t  2J 
in. B e a re r  h o le s  I A  *  Tt in. 

13,000 r.p.m .
O nce  again we have a notable 
addition to the remarkable range of 
E.D. engines— the N E W  “  O N E -  
F O R T Y -S IX .”  Beautifully compact in 
design and construction, this entirely 

new engine features 
disc induction, 360 
deg. transfer and 
exhaust porting. 
Dom ed piston head 
for 100 per cent. per. 
formance and effi
ciency.

“ X - A C T O ”  N o .  86 Set
T h e  w o r ld 's  f in e st ra n g e  o f  m o d e ll in g  to o ls

J U  Three handles fo r light, medium and heavy w ork , built on  the 
* ' chuck ·* principle fo r easy changing and firm grip.

Blade replacement is cheaper chan 
regrinding and a new blade makes 
a  new knife.

J L  A ll blades made of high-carbon 
Λ  tempered steel, w ith  the same 

shapes, curves and angles as 
surgical scalpels.

Post 8, Pkg. 1/3 84' -
So u lie r  set.
No. 77. 2 V -.
N o . 78. 37/6. Pen I/-

G A M A G E S .  H O L B O R N .  L O N D O N .  E.C.I. HOLborn 8484 C o n ju r in g  Catalogum  I/·

T H E  HUMBER O IL CO . > LTD . m a r f l e e t  ·  h u l l



N O R T H ER N  H E IG H T S  '52

Ask your dealer for our FREE POCKET FOLDER

V e r o n '·  L a v o c h k in ,  d r iv e n  b y  * I M P , ’ g a v e  a n  im 
p re s s iv e  a n d  s c in t il la t in g  p e r fo rm a n c e  a t  th e  
L a n g le y  N o r t h e r n  H e ig h t s  G a la  . . . t h e  usual 
p e r fo rm a n c e  o f  ' IM P . ’
' I M P  * is t h e  re s u lt  o f  18 m o n t h s  in t e n s iv e  h u n t  fo r  
' k n o w -h o w . ' N o w  i t 's  a v a ila b le  t o  y o u  ! 1 
' A lw a y s  sta b le ,  a lw a y s  s te a d y ,  a lw a y s  a  j o y  t o  
fly,’ a  s u m m in g  u p  b y  th e  e x p e rt s.  V e r o n s ’ 
L a v o c h k in  h a s  b e e n  se en  a n d  p ro v e d ,  b y  30,000 
peo p le .

Try the SENTINEL . . .
O u r  latest C om p e tit ion  D u ra tion  M odel. Into  
th is Phil Sm ith  design goes years o f p rove i experience 
in  contest performance. Th is m odel w ill outclass 
any s im ilar k it  on  the  m arket. A  w ing  section. 
N .A .C .A . 6412. is a so a re r ; i t ’s a therm al catcher ; 
and it has wonderful glide. K it  com plete, including a 
semi-finished propeller.

Span 34 in. Length 25j in. W e ig h t  oz.
Pow e r : S ix  strands o f j in. x  1/30 in x  30 in. long.

Ι 2 Ί 0

D A T A .
Span 37 in., ength 34 in. Designed  fo r  use w ith  D ie se l o r  
G lo w  Plug m oto rs from  .5 c.c. up to  .87 c.c. such as the A llbo n  
"  D a r t  ”  .5 c.c.. F ro g  50, Elfin .5. M ills .75 and the A m c o  .87. 
The  com plete  kit contains stage by stage plan. R E A D Y  M A D E  
IM P E L LE R  and S T A R T IN G  P U LLE Y . G raded strip  and sheet, 
qua lity p rinted  w oods, and all the m aterials including m oulded 
cockp it cover, at well as a w onderfu l photographically illustrated 
in struction  leaflet sh ow ing  every  sta te  o f construction , also 
hints and tips o n  starting  and flying.

K IT  PR ICE

3 0 ^ 6
Inc. P .T .

. . . ★  OUR SOLID RANGE
1/72 SCALE

‘  . . .  the finest 

ever produced 9 
N O W  A V A I L A B L E

T H E  R A N G E :

H a w k e r  P. 1081 
Sup erm arine  510 
F-86 Sabre 
Sup e rm a n n e  508 
V enom  N .F2 
H u n te r (P. 1067)

S U P E R M A R IN E  508
(Photo courtesy o f  '  Flight’ )

F 7 U -I.  Cutlass 
Boulton-Paul P. 111
M iG  15 .............
La 1 7 .......................
M e te b r 8  .............
C anbe rra  B.l

MODEL AIRCRAFT (Bournemouth) Ltd. Norwood Place, Bournemouth
■ ......................... ..........  ..................... ... —  ' Te l. : SO U T H B O U R N E  2783
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Y o u ’v e  got to be alert and highly skilled to fly or service a plane like this. But plenty o f  young men not 
much older than you are doing it. They took advantage of the R.A .F.’s Apprenticeship scheme and 
joined when they were between 15-17  V. Because they joined young they’re now out ahead. The Royal 
Air Force has made them important people, and given them an exciting life. You could follow their 
example. Post the coupon for full details.

Armstrong-Whitworth Meteor N F I I  Flying at a speed approaching 600m.p.h. it 
can detect enemy aircraft in almost zero visibility, thanks to the Observer tcho teat cites 
the ‘ blips * on his radar screen. Four 20 m.m. cannons provide intense fire power.

( A )  T H E  A P P R E N T I C E S H I P  S C H E M E (B )  T H E

(tide
NAME

T O :  R O Y A L  A I R  F O R C E  { M . A . C . 1 4 6 )  V I C T O R Y  H O U S E ,  L O N D O N ,  W . C . a

I am over 14. Please send me derails o f :—

ADDRESS

AGE ...DATE OF BIRTH...

VI When replying to Advertisers be sure ίο mention MODEL AIRCRAFT
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DO YOU KNOW 

HOW TO GET TO THE

« M O D E L  

G I N E E R ”
E X H I B I T I O N ?

i t  A large and attractive display o f  

model aircraft o f  all types.

i t  Model cars true to scale hurtling 

round a miniature racetrack.

i t  A pool with radio controlled 

ships and boats o f all types.

i t  Working engineering models.

Held at the N ew H orticultural H all, London, from 

O ctober 20th to 29th. This is you r opportunity to 

show your friends just how interesting M odel Engi

neering can be. Entries are received from all over the 

world and valuable prizes are awarded in the various 

com petition sections. A lso  on view' will be all the 

latest developments in new tools and techniques for 

model makers, while the Services and Industry will 

have many attractions on their stands.

i t  Steam railway passenger track.

The Exhibition open* at 11 a.m . (except on opening 
day when it will be 12 noon) and closes at 9  p.m. 
Admission 3s. Is. 6d. for under 14’s.

The New Horticultural Hall is well served by 
London Transport. :
B e sts  11. 24, 29. 39. 76, 134, 290. ask for Army & 

Navy Stores.
2. 36, 57a. 57, 169. ask lor Rochester Row.
3, 59, 59a. 77, 77a. 159, ask for Horscferry Road. 
10. 46 . ask for Royal Horticultural Hall.
88. ask for Horse!erry Road.

T ubes to St. Jam es's Park via Circle Line.
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COMMERCE WAY, LANClNC. SUSSEX

Y o u r s  f a i t h f u l
PLMffATlON V/OCD (LANCS Π'£Ζ) /J

MANAGING D lKaCTOR

AND A VERY 
SPECIAL 

OFFER TO  
ALL CLUBS

TRUTHFUL
JAMES

A V E R Y  ENCOURAGING NUMBER OF REPLIES

Please mention MODEL AIRCRAFT in your reply to Advertisers
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E D I T O R I A L
4

London A era  Model Flying Clubs may soon be faced w ith  a 
serious flying ground problem, for there is a d istinct possi
b ility that recent developments in connection w ith  Fairlop 
Aerodrom e w ill result in its loss to model fliers.

W e  arc informed by the M inistry of C iv il Aviation that the 
aerodrome is to be de-requisitioned in the very near future 
and handed over to the C ity  of London Corporation. W hat 
effect on the future of Fairlop this move w ill have, no one can 
say at present. It may become a housing estate, farming 
land, o r possibly an open space for recreation, though this 
latter is unlikely. It w ill almost certain ly never be used 
again as an aerodrome.

The London Area is very poorly provided w ith open 
spaces large enough for model flying, and the loss of Fairlop 
would be a really serious blow to the London clubs on whose 
behalf an agreement was only recently concluded w ith the 
M inistry of C iv il Aviation , allowing some 50 clubs to be 
granted flying facilities. The S .M .A .E . have therefore en
quired from the C ity  of London Corporation w hether they 
would be prepared to enter into a sim ilar agreement to allow 
model flying to continue at Fairlop for as long as possible, 
and their reply is anxiously awaited.

It may take some months before a decision is made regard
ing the future of the aerodrome, but the warning has been 
given, and clubs would therefore be w ell advised to start 
searching now for alternative flying grounds in their par
ticu lar locality.

Blue skies and white clouds 
b le sse d  th is  y e a r ' s  
Nationals at Gosport, but 
only at the expense of 
continuous high wind.
E . A rnold , of W elling
borough was only one 
of many stunt fliers in 
the Gold Trophy who 
found aerobatic fly
ing more than usu
ally hazardous, and 
that all one's skill 
was required to 
keep the model 
in one piece by 
the end.

T H E  J O U R N A L  O F  T H E  S O C I E T Y  O F  M O D E L  A E R O N A U T I C A L  E N G I N E E R S

Published on the 20th of each month prio r to the date of issue by P ER C IV A L  M A RSH A LL & C O M PA N Y LT D . 
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C O M M E N T S  O N  C U R R E N T  ^TOP ICS

H O L E S  IN  T H E  According to the latest ideas on 
W I N G  M A Y  full size sailplane practice, punch-

ing a large number of holes in 
the covering of the wings and then sucking the air 
out gently front inside each wing, can reduce wing 
drag to one quarter of its normal value. What 
actually happens is that separation of the airflow is 
delayed and the wake consequently reduced.

On this basis, perhaps torn covering on model 
w ings may even be helpful— but only if some means 
of sucking the air out of the wings is applied at the 
same time !

BIG One of the few features of out·
PROPS.  standing technical intcrcst’at the

1952 Wakefield contest in Sweden 
was the use of large diameter propellers. Joe Bilgri, 
for example, most successful member of the American 
team, was using one of 24 in. diameter. That it 
proved both effective and efficient is borne out by 
the fact that several observers confirm that Bilgri’s 
model pretty definitely had a potential “  still air ”  
performance in excess of five minutes.

Now large propellers for Wakefields are not new. 
Early this season that outstanding Croydon flier, 
Jack North, was using a 24 in. diameter propeller 
with a 1.3 : 1 pitch : diameter ratio. Other modellers 
have used 20 in. diameter props. Evans used a 22 in. 
diameter folder on his single skein Wakefield. Not 
until we saw Bilgri\s model perform, however, was 
any outstanding difference in performance noted 
from the employment of such oversize airscrews.

Ron Warrino with on experimental 24 in. diameter propeller 
fitted to one of his Wakefields

Funnily enough, all the wind tunnel tests which 
have l>ccn made on model propellers— and a lot of 
propeller tests have been made by “  full scale ”  
engineers using propellers of approximately model 
size and at model speeds— seem to indicate that 
whatever the shape or form of the propeller the 
actual efficiency is not likely to vary much. Over
size diameters, however, may prove the exception 
to the rule.

I he photograph show's a 24 in. diameter, 24 in. 
pitch propeller on test on one of Ron Warring's 
Wakefields— the direct result of watching Bilgri’s 
model perform, lie  says it changes the normal 
flight pattern of that model quite appreciably and 
seems, in preliminary tests, at least, to get the model 
higher under power. He promises us some further 
data when more tests have been concluded.

T H I N K I N G  O F  A recent letter from a South 
E M IG R A T IN G  ? African modeller included the

following : “  . . . At present we 
are in winter. Conditions are perfect and definitely 
of the still-air type. It is possible to go flying at 
8 a.m. and fly non-stop until 6 p.m. Have not seen 
a thermal flight for three months and have almost 
forgotten what they are ! "

No comment needed !

T W I N  M O T O R S  One “ grown u p ”  lightplane 
F O R  S A F E T Y  enthusiast wanted a twin-engined

aircraft. Against all the advice 
of people who should know he strapped two Piftrr 
( iib fuselages together, coupled up the tailplanes, 
fitted a new centre section and used normal outboard 
wing panels. T o get clearance the propellers over
lapped one another by a few inches.

No matter what the experts predicted, it flew s© 
well that this enthusiast has built a similar lightplane 

one wide fuselage this tinu— again with twin 
** staggered ”  props. That also flics remarkably
well.

If a modellrr tried this sort of thing, most other 
enthusiasts would think him crazy. Vet. if it comes 
to the point that old adage “  truth is stranger than 
fiction ”  could well be re-written, with reference to 
our hobby full siz.e aircraft design practice is 
stranger than model design.”  Footnote.— One well- 
known American modeller (Frank Cummings· 
did enter a twin-fuselage Wakefield in their Trials. 
Who knows, but some of these so-called crazy ideas 
may not revolutionise model design ?

442
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D U E  FOR W e heard recently of an unusual
A  S H O C K  accident that befell a 15-year-

old Bristol modeller. While 
flying a control-line model, he received a severe shock 
and was taken to hospital. This came about due 
to the model striking an overhead power cable and 
the current being conducted to earth via the lines 
— and the pilot ! However this is not the first time 
such an accident has happened. On two previous 
occasions— once in England and once in America—  
a similar thing occurred but in both those instances 
there were fatal results. The Bristol chap was just 
very lucky.

This is just another reminder to have a good 
look around before flying any model, and really 
make sure there is nothing— no-one— even liable to 
be in the way when it is launched. You can’ t be 
too careful. Accidents happen all too easily, but in 
most cases could have been avoided if a little ele
mentary caution had been used before that new 
model was launched on its way.

READERS It seems that there may exist in
C A N  WRITE ! the minds of some of our readers 

a misapprehension as to the 
sources from which we receive the articles and plans 
that are published in M odel A ircraft. A  reader 
recently sent in an article for our consideration, and 
in his letter he suggested that as we no doubt had 
a  regular team of writers, we would probably not 
be interested in material submitted by a casual 
contributor.

Well, this is just not the case. It is true that the 
work o f certain writers appears quite frequently in 
our pages, but we still rely largely on the “  solo ” 
writer for our feature material. W’c are always 
ready to consider articles, plans, photographs and 
cartoons, and of course anything published will be 
paid for at our usual rates. Working drawings 
need not be finished, but provided they are clear 
and accurate, our draughtsmen can prepare finished 
tracings from pencil originals. In connection with 
plans, we like to have photographs as additional 
illustration, and prefer to reproduce from enlarge
ments about 6 in. X  4 in., but we can make our own 
enlargements from the contributor’s negatives if no 
suitable prints arc available.

Now the contest season is nearly over, our pages 
will be less occupied by contest photographs, so now 
is the time to think about next' season’s projects 
and theories— and get them down on paper.

"  M .A .”  Model aviation is truly one of
O V E R SE A S  thc international hobbies, and a

great many friendships have 
been founded between modellers thousands of miles 
apart in all corners of the globe. Many enthusiasts 
abroad, we know, receive M odel  A ir c r a f t  from their 
friends in this country, while many others would 
like to be able to obtain a copy regularly, but find 
difficulty in arranging a subscription. I f  any of 
our readers care to send us the names and addresses

of their friends overseas, we will be glad to post them 
a free copy o f M odel A ircraft, together with 
details of subscription arrangements in their country

IT’S A N  Although the continuous high
W I N D  . . . wind at the Nationals dashed 

many competitors’ hopes (and 
their models) to the ground, it did make possible the 
innovation of a new class of flying— C/L Stunt 
(Powerless) !

Ken Muscutt of West Essex had been flying his 
stunt model normally, but when the motor stopped, 
he found that the wind pressure was strong enough 
to keep the lines taut on the downwind side of the 
circle. Turning this to good account, he found that 
provided he kept the model downwind, it would 
maintain forward speed and full control. He then 
continued with a display of loops, bunts and hori
zontal eights for a fu ll five minutes, with a dead engine !

This amazing performance really had the crowd 
goggle-eyed, and when Ken eventually glided the 
model in, he was roundly applauded. He then 
removed the spinner and prop., and Len Steward 
hand-launched the model into a further five minutes 
of first-class flying. Alas— after successfully execut
ing a vertical eight, a misjudgment on a second 
attempt ended in disaster and a complete write-off.

However, it was almost incredible to sec an 
advanced stunt performance in almost complete 
silence, the model merely swishing through the air. 
Whipping was not resorted to, for control appeared 
to be quite normal. It seems that here is an answer 
to the problem of what to fly on a really windy day—  
or perhaps, if a contest was elaborately organised 
for this type of model, who knows— the weather on 
the day would probably be ideal for orthodox 
flying !

Ken Muscutt during his powerless C fL demonstration at the 
, Nationals. Chas. Taylor is beside him
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W ORLD MODEL GLIDER 
CHAMPIONSHIPS

H E L D  AT  G R A Z ,  A U S T R I A

Heading picture. The opening ceremony at the Thalerhof aerodrome, Graz,
where the contest was held.

1. The victorious winner, Bora Gunic, is shouldered by his delighted
Jugoslovian team mates.

2. Gunic's winning model, a well proportioned clean design, features a
short nose.

3. The Jugoslavian team with Guttman of Israel (2nd from right bottom
row) and Honig of Austria (standing, left).

REPORTED A N D  PHOTOGRAPHED BY G. M. LEW IS

UNLIKE the Wakefield Contest which was flown under thermal 
conditions, the Swedish Cup or the World Glider Flying 

Championships as the Austrians called it— was largely flown under 
that elusive condition of the atmosphere known as still air. T his had 
its expected impact on the results, in fact, only two countries from 
Northern Europe (where still air is difficult to find) placed in the first 
ten. Although, had it not been for a certain amount of ill fortune in 
the third round, Byrd and Farrancc of Great Britain would also have 
been in the first ten.

The story of the British team starts at to o’clock on 
Tuesday, August, i2th at Victoria station, when British 
team members Bill Farrancc, Max Byrd, Mike King 
Peter Royle and team manager R. F. 1.. Gosling, boarded 
the Golden Arrow bound for Dover, together with the 
writer and the New Zealand proxy team— I larry Hundleby 
(Aeromodtller) team manager, John Lamble, Dave Waters 
and F.rnie Farrancc. On the train a large bundle which 
the Farrances had brought from Yorkshire was un
wrapped, and the contents proved to be dark blue blazers, 
one for each team member. Silvio Lanfranchi was res
ponsible for the suggestion and the initial purchase of 
the blazers, which the lads themselves bought, and I 
must say that they were a complete success, the teams 
looking smart and distinctive the whole time.

The crossing on the boat was absolutely ideal, with a 
calm sea and a blue sky. Of the train journey across the 
continent, perhaps the least said the better. The train 
was crowded and the weather hot, in fact the further 
south wc went the hotter it became. On the platform 
at Munich we saw people with model boxes and, waving 
to them to come and join tis, made the acquaintance of 
the German team.

Wc arrived at Graz station after nearly 30 hours in 
the train, and were met by a cheerful interpreter who 
conducted us to a waiting coach, which drove us to the 
hotel where all the contestants were staying. This 
smooth transition was our first taste of the excellent organi
sation that was a hallmark of the whole contest. The



cost per man (roughly £ η  charged as an entrance fee) 
seemed high on the face of it, but as we soon realised, 
this covered everything from first class hotel accommoda
tion and all meals (complete with l>ecr), to transport and 
a trip up a nearby mountain on the cable railway to sec 
the opening of a new sailplane club.

Further evidence of the superb organisation was con
tained in the envelope given to each man. Upon opening 
our envelopes, we found two badges— one specially 
struck for the event, invitations to the opening and prize- 
giving ceremonies, literature on Graz and a  book of tickets. 
These tickets, printed in various colours, were for all the 
meals both at the aerodrome and the hotel, for accom 
modation and for travel. In fact, one could tell the date 
and the time of the day to the nearest meal by glancing 
at the next ticket !

After a night's sleep, the teams were out at five in the 
morning test flying and trimming, on the Thalcrhof 
Aerodrome where the meeting was to be held. The  
aerodrome is situated in flat country about 20 mins, 
coach ride from Graz ; distant mountains fringe the 
horizon on two sides. T he surface of the aerodrome is 
for the most part mown grass, providing a good launching 
area, although towards the edges it is somewhat rougher. 
Graz itself is a  pleasant town in the S .E . corner of Austria, 
and stands on a fast flowing river.

At ten o ’clock that morning, outside the buildings on 
the aerodrome, the opening ceremony began. Flags of 
all the nations competing were arranged in a  semicircle 
from a centre dais, in front stood Austrian school children 
in their attractive national costume, and behind the Graz 
Tram w ay band. T h e competing teams stood beneath 
their respective flags, which hung limply in the hot air, 
while several speeches welcoming the competitors and 
opening the competition were made by members of the 
Government and officials of the Aero Club. These were 
translated by the interpreters into several languages. 
Finally, the oath was taken, and whilst the children sung, 
an edelweiss was handed to each competitor as a lasting 
symbol of the occasion. Then, to the accompaniment 
of the band, we adjourned to the garden restaurant 
where a reception was held.

In the afternoon after lunch, the processing took 
place smoothly, in spite of the very hot weather. W e had 
now discovered that Austria was indulging in a  heatwave 
with temperatures over the 100 deg. F . mark.

1. R. F. L  Gosling gets some help to sew on his badge from
Tonia Bern, a W est End cabaret singer.

2. On the boot Harry Hundleby and M ax Byrd watch the
approach o f the Belgian coast.

3. Official o f the Austrian Aero Club, Dr. Josef Goisbacher, 
shakes hands with British team member M ike King, during

the opening ceremony.
4. The British team and the N. Zealand proxy flie rs borrow

hots from the band.
5. Austrian school children singing at the opening ceremony.
6. Co/. N. Bullock o f the British consulate (representing 
the High Commissioner. S ir Harold Caccio) chats with

King and Byrd.
7. A . Degen (Swiss Aero Club) addresses the meeting.



V
THE FIRST AND SECOND ROUNDS - 5  to 7 a.m.

August 15th
With a call at 3 a.tn. and breakfast at 3.30 to catch a 

bus to the flying field at four, the atmosphere seemed 
a trifle unreal, enhanced when we arrived in the cold pre
sunrise light by thin veils of mist which floated across the 
field. Four control points had been established in the 
middle of the field about 200 yards apart in a square. 
Each control had a line check, and a pair of scales to 
weigh each model before it flew. The teams were 
divided roughly into language groups, complete with 
interpreters, and drew for the control from which they 
flew. The start was delayed a little by the mist, but at 
3.05 the sun rose and in five minutes the field was clear. 
Bill Farrance made the first flight for the British contin
gent and clocked 3 : 47, but a little before this, Christensen 
of Denmark found a little rising air, and boosted liis 
flight to a maximum, the only one in the first round. 
Max Byrd was οίΓ next, and made a poor start, the model 
veering off on tow ; however, he carefully played it 
right back to the ground, so that it counted only as an 
attempt. Second try he got well away and recorded 
3 :31. Meanwhile at the control point where Danish, 
Swedish and Yugoslavian teams were flying, both Ame 
and Borge Hansen of Denmark, (Junic and Fresl of 
Yugoslavia and Odenmann of Sweden, had put in good 
flights of around the 4 min. mark. At the Austrian, 
German and Swiss take-οίΓ point, S&mann and Hacklinger 
Germany) were doing well with over 4 min. each, and 

Schnabel put up the best Swiss flight.

The Austrians weren't in such a happy position, for 
last year's winner Czcpa had made an indifferent stalling 
flight with his latest “ toothpick *’ model for only 1 :1 4 . 
Then Stelzmuller recorded a good flight of 4 : 20 putting 
Austrians in the running again. The first round finished 
a little before six, with Christensen and Ame Hansen of 
Denmark in the first two places, Gunic and Fresl of 
Yugoslavia in the next two and Samann and Hacklinger 
of Germany fifth and sixth. FarranCc (8th) and Byrd 
(loth) represented the leading British fliers.

The groups of contestants then exchanged flying 
positions and the order to commence the second round 
was given over the loud-speaker system at 6 o'clock. The 
wind was still negligible and models were towed up in 
opjKwite directions at the same time. The air was still 
with only the merest suspicion of lift here and there, 
enough perhaps to give a good model a few seconds 
longer in the air. In spite of the fact that the take-off 
points were grouped in the middle of the field, very few 
models went to the boundary of the 'drome, and retrieving 
problems were reduced to a minimum. It became

1. Italian '* camp ”  with Franchetti, Kanneworf (proxy) end
Oskar.

2. Team manager Gosling launches Max Byrd’s model.
3. A. Hanson of Denmark launches for Haug, proxy for

Norway.
A. Ossi Czepa (Austria) with his “  toothpick ” model.
5. Sunrise at the start of the first round.
6. The German team hold conference at the end of the 1st

round.
7. Launch by Meixner for Kanneworf proxy for Lustrati of Italy.
8. Frau Samann with her husband’s model, and Hansjorg Pcgel.



evident during the second round that under these critical 
air conditions the majority of the models were returning 
times very close to their actual still air duration. The 
thermal assistance available did no more than reduce 
the sinking rate slightly. O f the top ten at the end of the 
first round, nine returned similar times in the second, only 
the leader Christensen dropping back with a poor flight 
of i : 38. O f the British lads flying proxy for New 
Zealand, Lam bic with Johnson’s model was doing best. 
The N.Z. models had, as far as this meeting was concerned, 
similar faults to the British ones. The models were 
chosen by eliminators flown under windy conditions, 
resulting in a  choice of gliders that were well suited for 
such weather, but not for competing with models designed 
for still air.

The second round finished early at about a quarter to 
seven, and whilst the teams waited for their second 
breakfast, a tremendous amount of discussion went on 
alxnit the first two rounds. There was some grumbling 
about the effects on the models caused by the drastic 
change in the air conditions, from very hot and dry on 
the previous afternoon, to the damp mistiness of early 
morning. Many failures were attributed to this, in
cluding Czcpa’s. He said that his very long fuselage, 
which was made of paper and plugged on to. the wing, 
had warped overnight, putting the model out of trim. 
Ilackliugcr of Germany in second place, was flying an 
interesting model with a turbulator (made of thin clastic) 
mounted about an inch in front of the mainplane.

During the morning the aerodrome was opened to the 
public and a good crowd gathered to sec a  full-size 
glider flying display. Whilst this was in progress, balloons 
with postcards attached were being sent off and the British 
lads, forever showing their ingenuity, built small chuck 
gliders and attached them to balloons with D .T. fuse, and 
fighting the fuses, sent them aloft. The air was so still 
that on many occasions they were able to catch the 
gliders before they landed from several hundred feet.

1. Arne Hanson o f Denmark, with his model.
2. Pierre Templier launches for Pierre Mokry both in the French Teom.
3. Max Hacklinger, Bavarian Champion, features a turbulator in front of

the wing o f his model.
4. The scoreboard at the end o f the second round.

5. Rune Anderson launches for Ragnar Odenmann o f Sweden.
6. A chuck glider soars skyward watched by Bill Farrance.
7. Walter Schoder top Swiss team member chats at the end 

o f the second round.
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THE THIRD ROUND.— 5 a.m. August 16th
Following the same routine as the previous tlay, the 

teams arrived at the Hying ground l>ddrt: sunrise and were 
ready to start to fly at 5 o’clock. 1'his time there was a 
difference in the weather there was no mist, and warm

Euffs of air blew intermittently. Although we did not 
now it at the time, this was the beginning of a wide

spread disturbance which afflicted most of Europe the 
following day. Farrancc was the first British man off 
and had the bad luck to fall headlong over a bicycle, 
which a boy scout (there for retrieving purposes) had laid 
on the ground immediately behind him. He was rather 
shaken up by this, and on his second attempt had the 
misfortune to break a wing towing up. This reduced

F I N A L  R E S U L T S
R o u n d

1 2 ) Total
1. Gunic, B. Yugoslavia ... 4 74 4 : 45 5 00 14 :C8
2. Hacklingcr, M . ... G e rm any  ... ... 4 07 5 : 00 4 23 13 : 30
3. Sam inn, G. G erm any  ... ... 4 12 4 : 1 1 5 00 13 : 23
4. Hansen. B D e n m ark  ... ... 3 59 4 : 19 4 29 12 : 47
5. Stelzm uller, J. ... Au stria 4 20 3 : 40 4 12 12 : 12
6. Fresl, E. Yugoslavia ... 4 18 3 : 40 3 30 I I  : 28
7. Tem plier, P. France ... 3 28 2 : 43 5 00 1 1 : 1 1
8. Odenm ann, R. ... Sweden ... 3 39 3 : 36 3 48 I I  : 03
9. Schodcr, W . Sw itzerland ... 3 20 3 : 39 4 00 10 : 59

10. T ju ic , T . ............. Yugoslavia ... 2 •23 3 : 33 4 52 10 : 48
I I .  Byrd. M. G t  Britain ... 3 31 4 :07 2 29 10 : 37
12. Hansen. A. D enm ark  ... 4 31 4 : 1 3 1 36 10 : 20
13. Pegel. H. G erm any ... ... 2 42 2 : 25 5 00 10 : 07
14. C hnscenscn . O  ... D enm ark  ... ... 5 CO 1 : 39 3 26 10 05
15. Schnabel. H.
16. C hoy . W .

Sw itzerland ... 3 28 3 : 37 2 45 9 : 50

(P) Lamble, J. ... N . Zealand ... 2 09 2 : 26 4 58 9 : 33
17. Sandberg, K.
18. Skalla, G.

Sweden ... 3 30 3 : 30 2 29 9 : 29
Austria ... 1 54 5 : 03 2 22 9 : 16

19. Farrance. W .  ... G t. Britain ... 3 47 3 : 35 1 26 8 : 48
20. Schober. J.
21. Lustrati, S.

A u str ia ... 4 20 2 : 30 1 36 8 : 26

(P) Kannew orf, L Italy ... 2 29 2 : 23 1 22 8 : 19
22. D e n im . K. G erm any  ... ... 2 20 2 : 33 3 16 8 : 14
23. Sch rnkcr. R. Sw itzerland ... 1 38 2 : 43 3 17 7 : 33
24. Lapierre, B.
25. Boscarol. C.

France ... 1 29 2  : 57 3 07 7 : 33

(P) Piccini, O Italy ... 2 10 1 01 4 18 '  7  :29
26. Andersen, R. Sweden ... 2 03 2 : 02 3 22 7 :2 7
27. M ok ry , P. France ... 3 03 2  : 52 1 29 7 : 24
28. Czepa. O.
29. Johnson. R.

Au stria ... 1 14 1 : 38 4 29 7 :21

IP ) W alter». D. ... 
30. O 'B r ie n .  J.

N . Zealand ... 2 36 2 : 54 1 28 6 58

(P) Farrancc. E. ... N . Zealand ... 2 IS 2  : 14 2 18 6 : 47
31. Cavatcra. O.

(P) M eixner. A. ... lu ly ... 1 25 2  : 48 1 56 6 :0 9
32. K ing. M. Gt. Britain ... 2 04 3 : 13 50 6  :0 7
33. Christensen. V. ... D enm ark  ... 35 : 32 4 20 5 : 27
34. Mayer, A. Sw itzerland ... 1 33 2  : 23 1 26 5 : 22
35. Piazza. P. Italy ... 2 I I : 41 2 25 S : «7
36. Roylo, P ..............
37. Maug, E.

G t. Britain ... 1 34 2  : 20 1 15 5 :0 9

(P) Neum ann. F. N o rw ay ... 2 05 1 : 23 47 4  : 15
38. C hcu rlo t, M. France ... 1 34 2 : 00 30 4 : 04
39. N csic , L ...............
40. Pem kett. J.

Yugoslavia ... 1 23 1 : 29 0 00 2 : 52

(P ) H undlcby. H. N . 7ea!and 27 : 35 1 31 2 : 33
41. G uttm ann. A. brm*l ... 0 00 1 : IS 45 2  : 00

(P ) indicates p ro xy  flown.

him to his reserve model, which was not as good as the 
broken one. Byrd was our next man and be also shared 
the bad luck. After some little difficulty towing up 
owing to the peculiar cross winds and gusts, his model 
went away well, and finding some rising air, seemed all 
set for a good flight. However, after nearly three 
minutes, the model hit a gust, stalled and spiralled 
straight down from a hundred feet or so. The model 
was trimmed with the c.g. well aft, which gave it a good 
glide in the still air of the first two rounds, but proved to 
have insufficient recovery powers to deal with gusty 
weather. Meanwhile at the other take-off points two 
German models had collected maximuim for their 
owners, Pegel and S&mann. The German boys had a 
bright idea to tackle the trouble of the varying gusts of 
wind. They procured the remaining balloons left over 
from the previous day and let these go at intervals to 
ascertain the wind direction. Tempiier of France also 
put up a five minute flight about this time, which brought 
him up to 7th place. Gunic of Yugoslavia, who was top 
man of the fust two rounds, flew late in this round, put 
up a maximum and was promptly acclaimed the winner. 
Hacklingrr and S£mann, both of Germany placed second 
and third respectively.
1. The Farrancc brothers, preparing Bill's model.
2. Bora Gunic with his winning model.
3. Gunte's model, launched by Gradmir for its winning flight.



During the afternoon, after the contest was over, we 
were taken up a nearby mountain via a cable railway to 
witness the opening of a new sailplane flying base con
structed by members of the Austrian Aero Club.

In the evening we had an invitation from Josef Krainer, 
the Provincial Governor, to attend a reception and prize 
giving ceremony. The building stood in its own grounds 
and the outside, decorated with banners, was flood-lit. 
Several hundred people attended and sat on chairs 
arranged on the law’ll to watch the prize giving. In 
addition to prizes for the first three competitors, each 
team member was given a  souvenir plaque decorated 
with the badge of the Austrian Aero Club and bearing 
the words 1052 Scgclmodcllflug VVcltmeistcrschaft 
(World Glider Flying Championships). After the prizes 
were atvarded, we adjourned to the reception rooms 
inside the building.

There were two outstanding things about the meeting 
— firstly the organisation—which was superb. With 
this meeting the Austrian Aero Club has set a standard 
which will be hard to follow. From the attention to 
small details, to the munificence of the final reception, 
every point was carefully watcher! and no unpleasant 
incidents occurred. The second thing w'as the weather ; 
the still air flying conditions have to be experienced to be 
appreciated fully. It can truthfully be said that the 
modellers from the southern parts of Europe rarely fly 
under fierce windy conditions and consequently, rarely 
break or lose their models flying them. There
fore, they put a much higher finish on their models 
which considerably improves their performance. These 
facts clearly indicate that if we arc interested in placing 
amongst the winners in this sort of competition, we must 
re-organise the method of team selection, so that some 
people with international contest experience arc allowed 
to develop models of a  comparable standard, and do not 
have to spend their time battling through wet and 
windy trials. As a  pointer, the Yugoslavs said that 
next year’s competition would be held as far as possible 
under similar conditions.

Josef Krainer, the Provincial Governor, shares a joke with the British team 
at the prize giving reception.

T H E  W I N N I N G  M O D E L
T he  general layout o f G u n ic ’s w inn ing  m odel is extrem ely  sound, and the finish is 

excellent. The  detail design is also gopd. and of note  are the w ing  and tailplane m ount
ings. The w ings have th ree  2 mm. three-p ly n b s  built in to  the ro o t  end : four s im ilar 
ribs a re  spaced in  the centre  section, and all the  ribs have accurately made slo ts in 
them  to take the  detachable 3> 16-ply tongue. The  tailplane is h inged at the leading 
edge w ith  a Perspex and w ire  hinge, and the rear end fixing is a conventional w ire  hook, 
rubbe r band and D / T  fuse arrangem ent. T he  fuselage is made from  2 mm. ply formers, 
w ith  eighth square  stringers cemented to  the outside. T h e  nose is a soft balsa block, 
and the  w e ight box is fo rm od  im m ediately behind it. The  w ing  section  used is a 
m odified M .V .A. 301, the  undercam ber being increased by 20  per cent.

M.V.A.301
MODIFIED

0  S  K> TO JO 40 SO 00 TO 90 90 lOO

STATION 0 ITS M s 10 TO JO 40 SO j 60 TO j 90 90 100
ij p p c ii 4J TO 9J 99 VO I4T 149 147 0 9  \IT-S /oe! 96 «Τ J S
Lower* 4J *4 JS J 9 4 * s s «Τ 6-S 6rJ \&T S 9  1 S i 4-3 J J

SCALE INCHES



V

Viqilant
j . B R t o e e w o o o

T HIS is my seventh scale powered model within 
three years and it has proved to be the best, 

being most stable and least difficult to trim.
Providing the weight is kept down to i8oz., 

any engine from .75 c.c. should supply ample power.
Commence by building the tailplane, as this is 

needed before the fuselage can be completed. 
Elevators are made separately and lightly cemented 
together after the tailplane has been fixed to the 
fuselage and covered. This gives more scale detail 
as well as making it possible to crack the cement 
joint and adjust the elevators for trimming.

Fuselage
After building the crutch, attach the top half 

formers F4, 9, to, 11 and 12, add the top stringer 
from F9 to 12, then window frame stringers from 
F4, F9 down to 12. Now fix eight J in. · X J in. 
strips between these and the crutch. The remaining 
six stringers can be fixed after notching the formers. 
The tailplane can be cemented in position and the 
end of the stringer cut to correct length and fixed.

When thoroughly dry, add all bottom half formers 
and stringers, not forgetting to bind and cement all 
tubing for the undercarriage.

Ft and 2 can be fixed along with the engine bearers. 
Fill in with {  in. sheet where shown and plank 
with 1V, in. sheet from Fi to 4.

The two  ̂ in. sheet ribs of the cabin arc faced with 
celluloid to give extra strength. The entire green
house is covered with seven separate panels of cel
luloid.

A U.S. Army spotting aircraft is 
the prototype of this free-flight 
scale model for *75-1 c.c. motors.

leg, bound together with fuse wire and soldered. The 
main and supporting legs are covered with -fo in. 
sheet to form a fairing, the rear leg being covered 
with fuel tubing so that a certain amount of shock 
can be taken on landing.

The Engine Cowl is made of two rings of £ sheet 
spaced with i  X  i  strips and covered with two 
laminations of 1/32 in. sheet before cementing on the 
cowl ring. It is held in position by two rubber 
bands attached to F t. The old type compression 
lever of the E.D. “  Bee ”  had to be extended to come 
through the top of the cowl. The needle valve is 
set horizontally, and an Elfin type tank was used. 
Not liking too many holes in the model, 1 choke my 
engine by blowing down the tank.

Finishing
The entire model was covered with Jap tissue, 

but lightweight Modclspan will do. Give two coats 
of thin dope, one of banana oil and two of silver, 
the latter being very thin to avoid brush marks. 
R.A.F. roundels can be used, but whichever markings 
are decided upon, they will have to be self-made. 
2 in. black letters are used for the words U.S. 
A R M Y  under the wings. J in. black numerals are 
on both sides of fin.

Fin and Rudder
These are built as the tailplane, the fin being 

covered before cementing on the rudder.

Wings
These arc fairly straightforward except for the 

rear spar which has to be notched and the ailerons 
which have to be built up of in. sheet. It is 
worth this trouble, as they give the model more 
scale appearance and arc useful for trimming the 
glide.

Undercarriage
This consists of a 16 g. main leg and 18 g. rear

Flying
Check all surfaces carefully for warps. With the 

c.g. in the position marked on the plan, it might seem 
a little nose-heavy from a hand launch, but it i> 
better for it to flv down, than to climb in a series of 
stalls which will prove disastrous in the end. For 
turning under power, use the rudder trim tab, and 
use the ailerons for the glide. If the latter is steep 
with no turn, lower the starboard aileron, providing 
the turn under power was in fairly large left hand 
circles. Circling both under powder and on the glide 
should be to the left, with the power turn tighter 
to avoid a stall as the engine cuts.
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Technical Report 
on the W akefield

>

Π Γ Ή Ι8  year’s Wakefield has brought up a number 
X  of questions which, in the main, cannot be 

answered, or at least cannot be answered with 
absolute finality. Firstly, how to account for the 
comparative failure of the British team ?

The team itself was, on the face of it, a very strong 
one. Evans and myself both had, pretty definitely, 
“  four minute plus ”  models. M y own, I know, is 
consistently capable o f 4 min. 20 sec. to 4 min. 30 sec. 
using 1,450 of a possible 1,600 maximum turns— in 
evening air. Evans's modebwere at least directly com
parable, with a faster rate of climb, shorter power 
run, but better glide. O ’Donnell has, without 
doubt, done more Wakefield Hying over the past 
twelve months than any o f the other team members 
— recorded a “  treble maximum ”  in one of the 
eliminating rounds— and evolved a  design which is 
a potential winner in any ordinary contest. Royle 
— well, any model which records three maximums 
in the Wakefield Trials must be in the top class. 
It takes more than luck to achieve that. Nicole—  
with a good, fast-climbing model and excellent glide 
characteristics— has the excuse that his model was 
lost on the first fiight and not returned in time for 
the second round. He could, and should, have 
placed much higher but for that stroke of ill luck. 
Yet it was Nicole who had the only piece of luck 
“  awarded ”  the British team— some thermal assis
tance on his last round flight. Dunkley— a man who 
has hitherto this season achieved something like a 
four minute flight average under a variety of con
ditions, now unaccountably drops down to nearly 
one half this figure in Sweden. None of the models 
was out of trim. All checked out perfectly in test 
flying before the contest. All Hew a normal flight 
pattern during the contest itself, except that most of 
their second and third round flights appeared to have 
been made in air that was sinking at anything up to 
3 to 4 feet per second !

One thing is certain, however. It is just about 
impossible to fix a date for any contest atid, by 
arranging to fly early in the morning or late in the 
evening, ensure “  still air ”  conditions. And by 
“  still air ”  we really mean air that has no vertical 
movement (i.e. up or down), rather than horizontal 
drift. It may be possible in some parts of the world, 
but not in this country, Finland— or Sweden. Look

at our own attempts to run a “  still air ”  Trials in 
1951. Look at the 1951 Wakefield itself in Finland. 
And in the 1952 Wakefield the vertical velocity of 
the air during rounds two and three, after the sun 
had risen, was probably more marked, and more 
variable, than during a normal day or normal 
afternoon.

The first round of this year’s Wakefield was started 
at 2.30 a.m. before the sun had risen. It was quite 
light. There was a fresh, cold wind with an average 
drift of ten to fifteen m.p.h. and the ground and air 
itself was pretty damp after heavy, continual rain 
the night before (which had led to the postponement 
of the first round fixed for 8.30 p.m. on the previous 
evening). It was not nice flying weather, but at least 
the air had no appreciable vertical velocity. All of the 
long flights lost between twenty and thirty seconds 
fiight duration in coming down behind a belt of 
trees on the downwind horizon, higher than the level 
of the airfield iLself. Taking this into consideration 
the majority o f first round fiight limes then worked 
out very much as a competent “  handicapper ”  
would have assessed individual still air performance.

Now take the top sixteen performances and see 
how the flight times cither shoot up or down on the 
second and third rounds. Lift was rather meagrely 
distributed on the second round, but pretty certainly 
a lot of people ran into downdraughts. On the 
third round we get more lift, and more marked 
downdraughts. Models of such a high standard as 
those in present day Wakefield contests arc not as 
erratic as the official flight times would have us 
believe ! Any one of the first thirty models was a 
potential winner, given the right conditions. These 
“  conditions,”  as it worked out, were two thermal 
flights out of three.

The only truly consistent performance was that of 
Kllila’s— 4 : 00, 4 : 16 and 4 139, the last flight 
helped somewhat by the conditions. Maybe he 
was lucky, or had that extra knowledge o f early 
morning flying, in avoiding any downdraughts, but 
I personally would plump for the fact that Ellila 
rates top as a Wakefield flier. Two firsts and a third 
in four consecutive Wakefield contests speaks for 
itself. The only apparent luck Ellila had which 
measurably helped his position was in getting away 
with a couple of “ dicey ”  take-offs.
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After a lot of deep thought it can only be concluded 
that the 1952 Wakefield was won by a good model 
plus good luck. Make no mistake about it. These 
slabsided Scandinavian geared models are good. 
Given just that bit of luck as well, they were, as they 
proved, unbeatable. The mention of luck in no 
way detracts from their performance. But if that 
particular clement were omitted, why should Stark, 
last year’s winner, not have placed up with them ?

If anyone has been frightened off Wakefield contest 
flying by the emphasis that has been placed on “  still 
air durations ” and the number of four-minutc-plus 
models which have been developed during the past 
couple o f years, now is the time to forget it. Develop
ment of models capable of long flights in non-lifting 
air has undoubtedly improved the breed but no more 
guaranteed consistent contest successes than anything 
else. The model with the best “  still air ”  per
formance in Sweden—Joe Bilgri’s— placed only 
fifth. His second flight was a relatively poor one. 

Joe himself, extremely modest over his achievements, 
blamed the fact that on takc-οίΓ his hand hit the 
propeller, and bent the shaft out of line. Other 
observers just say he flew into a downdraught. He 
lost valuable time on his last flight by flying when the 
wind was very gusty, and the model was carried out 
of sight whilst still well up. Both the models he 
flew were, without doubt, capable of consistent 
flights of over five minutes in still air.

Perhaps the most significant fact of all is that nine 
of the first twelve models were geared. The first 
three models were quite conventional— normal 
proportions, fixed twin-wheel undercarriages and 
relatively small diameter free-wheeling propellers. 
Design layouts were all similar— like Ellila’s 1950 
winner or Stark’s 1951 winner. Both Blomgrcn 
and Ellila’s models tended to be unstable under 
maximum turns— the type o f take-off where the 
model chases around near the ground for the first 
two or three circles, but once properly away plod 
upwards smoothly and surely for a motor run of 
approximately two minutes. The one take-off I 
watched of Jan Nilborn was superb— straight and 
nosing up into a steep, sustained climb with very 
little circle. He was spoken of as a youngster of 
great promise before the contest, and will again be a 
strong contender for top honours next year. It will 
almost certainly, too, be the same type o f model 
representing the Scandinavian countries.

Fourth place man, Lustrati of Italy, also flew a 
geared model with a very high rate of climb. During 
the test flying periods before the contest he got as 
high as anyone, probably by using a finer pitch 
propeller than most other geared jobs. Kannerwolf 
of Italy, in sixth place, also flew a geared model of 
similar proportions. Again fuselage length was 
orthodox— accommodating a total motor length of 
something like 60 inches.

Bilgri flew two models— a geared machine for 
the first flight, which was lost in the forest, and a 
long-fuselage “  still air ”  model for the other two 
rounds. He was a bit doubtful as to whether the 
“  still air ”  model would stand up to the conditions, 
but this it did very successfully. Both models had

453



V

MODEL AIRCRAFT OCTOBER 1952

one feature in common— and something which, 
from the technical viewpoint, was probably the most 
interesting feature of the contest. The propellers 
used were 24 in. diameter, folding on the glide.

The Americans, it seems, arc always willing to 
try something different— and make it work. These 
24 in. propellers certainly did. Using parallel 
chord blades with an aspect ratio of about six, speed 
of rotation was maintained at a reasonable rate, but 
the thrust developed certainly seemed in excess of 
that produced by a normal propeller. This enabled 
the model to assume a high angle of climb, fly 
slowly, but continue to gain height in a very positive 
manner. The result is that at the end of the power 
run the model is very appreciably higher than any 
other type of Wakefield flying in the same conditions. 
The geared model then glided in fastish, tight circles 
with prop, folded ; the single skein model slower and 
straightcr. Glide in both cases was good without 
being outstanding, but even with a poor glide a high 
flight time would have been inevitable from the 
height reached.

both Bilgri’s models, incidentally, were over
weight. Even with airframe weight reduced to about 
3 ounces, the six ounce motors used to power the 
giant “  fans ”  were regarded as a minimum. We 
thus have a practical exposition of a theoretical ideal 
once advanced that “  rubber weight for optimum 
performance should be two thirds of the total weight 
of the model.’*

Another model which followed,the same formula 
was that of Ted Evans. Again rubber weight was in 
the region of six ounces on both his single skein and 
geared machines. Even reducing structural weight 
down to a practical minimum— as Evans can do 
probably better than any other builder— total weight 
must inevitably come over the eight ounce minimum. 
If this trend is followed, in fact, the eight ounce 
Wakefield will become a rarity. The Scandanavian 
models, by comparison, were near minimum weight 
— using that much less weight of rubber.

Both of Evans’s models, too, featured large dia
meter propellers, 20 in. on his geared model (which 
feathered for glide) and a 22 in. diameter folder on 
the single skein model. The most marked difference

was that Evans used higher pitch angles than Rilgri. 
A  typical American 24 in. diameter propeller has a 
24 in. pitch.

The possible advantages with a large diameter 
propeller bring with them potential disadvantages, 
it seems almost certain for example, that these 
propellers will have to be folded for the glide 
Possibly feathering may work satisfactorily up to 
20 or even 22 in. diameter, but above that “  side 
area ”  troubles may be experienced. Free-wheeling 
seems out of the question as drag would undoubtedly 
be high with the relatively low pitches used.

With a folding propeller, and remembering that 
the motor cross section is somewhat higher than, 
average— tensioning the motor in a positive way 
then becomes a matter of extreme importance. If 
the motor does not tension properly— slight bunching 
at one end— the glide trim will be upset. Most 
folding prop, models are particularly sensitive on 
this score. In fact, inconsistent glide performance 
with a folding prop, model is more often due to 
motor bunching trouble than all the other causes 
put together.

The direct way to avoid such troubles is to use 
motors taut between hooks— gears or a long fuselage. 
O r you can use a fairly long fuselage and pre-tension 
the motor in some way. Pre-tensioning the motor in 
a short fuselage is not so satisfactory.

Again Evans came up with what is probably the 
l>est solution to date for pre-tensioning. lie  was 
using a fairly long fuselage on his single skein model 
and a normal corded motor. Motor ran out in the 
usual way and the propeller disengaged from the 
shaft and started to freewheel. In less than one 
revolution, however the disengaged clutch picked 
up on a stop on the noseblock and locked the propeller 
in the desired position, when the blades immediately 
folded. In folding, incidentally, one blade tripped 
a mechanism releasing the single leg undercarriage 
“  down ”  lock, enabling this to snap up into the 
retracted position.

This method of using a freewheel-type clutch on 
a folding propeller is not new, but Evans’s method 
of utilising the system was certainly foolproof and 
worthy of note. The method docs seem a direct
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answer to motor bunching troubles with single skein 
motors and folding propellers where the hook 
distance is less than the motor length.

Joe Bilgri, on the other hand, was not content to 
use just taut motors with his folding propellers. A 
normal spring-type tensioner was fitted to the nose- 
block adjusted to stop the propeller when the power 
output had died off to the level where the model was 
no longer climbing. In other words he cut out the 
“  cruise ** part towards the end of the power run 
where many folding prop, models have a tendency 
to nose down and pick up speed. His airframes were 
also worked down to a minimum of weight— to a 
point, in fact, where the wings were definitely 
flexible in the wind. Yet they were strong enough to 
meet all flight load conditions— even a loop under 
full power which his geared model had achieved in 
one of the American trials. Getting the model 
back to the flying area intact after a flight in a high 
wind, however, might well be another problem.

The only other American model to place high was 
a long fuselage job  by MontplaLsir. This had a 
beautifully built airframe, again down to a very 
low' weight. The Americans, undoubtedly have a 
natural advantage where wood selection is concerned. 
The quality of wood they can get— although they, 
too, have to search for it— is superior to anything that 
reaches our own model shops.

The strength of this light, long fuselage with 
Warren girder construction wras demonstrated by 
an incident which occurred well downwind during 
the course o f the second round flights. Returning 
with my own model, Montplaisir’s long fuselage 
Wakefield was identified gliding in over the top 
of a row of trees. The air was extremely turbulent 
and reared the model up into a stall. From a height 
of over one hundred feet it then put its nose down and 
camestraight in in a vertical dive, and acrash, it seemed, 
that could be heard all over Sweden— a remarkable 
demonstration of the poor stall-recovery characteris
tics of models with the centre of gravity aft of the 
trailing edge ! Changing direction to pick up the 
remains, I was more than surprised to find that the 
only damage resulting was that the wing pylon had 
sheared off the fuselage. The fuselage structure 
itself was virtually undamaged and the model was 
soon repaired and completed its third round flight. 
Long fuselages, it seemed, need not be weak. And

certainly this particular long fuselage was light 
enough.

With the 1952 Wakefield over, however, the main 
thing is— what have we learnt to improve our models 
for 1953 ? This report has mentioned only a few 
models and placed stress on weather conditions, 
rather than technical development, affecting results. 
In fact, apart from the use of large diameter propellers 
there was nothing very new in design development. 
Novel detail design improvements there were in some 
number, but it was still the conventional model 
that more than held its own. Gears certainly 
carried the day, but they have won every Wakefield 
since 1949.

Unless the next Wakefield is flown in true “  still 
air ”  conditions— and that seems most unlikely—  
the main requirement seems to be a team of models 
all capable of a four minute “  still air ”  average and 
capable of getting really high under power. A t least 
one should then get the necessary breaks to approach 
three maximums.

The type of model to do this need not be any 
different from those which formed the 1952 team—  
or so nearly made the team at Digby. But since we 
feel it obligatory to “  improve ** our designs each 
year, then the most obvious suggestions are, in
creasing the weight o f rubber motor (even if this 
brings the total weight to 9 ounces or more) and 
experimenting with larger diameter airscrews. The 
writer chcck-flcw both his models on returning from 
Sweden, just as they were, and recorded 4 min. 20 
and 4 min. 23 on 80 per cent, turns in evening air ; 
checked the trim by departing from the original 
settings and got correspondingly reduced perfor
mance ; and then tried one with a 24 in. diameter 
folding propeller and single skein motor of increased 
cross section (same weight o f rubber). The large 
propeller appeared to be worth at least another 
hundred feet of height under power on propor
tionately less turns (about 75 per cent, maximum). 
More rubber and an even bigger propeller— and 
who knows ? After all, the Americans have tried 
a 30 in. diameter propeller. Main trouble here, 
according to reports, is getting out of the way of it 
when the model is released ! If you arc satisfied 
with your original model, then remember that the 
last four machines to win the Wakefield have been 

(iContinued on page 474).
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T HIS receiver is the result of some six months’ 
work in an endeavour to produce, without too 

much regard to cost, an extremely reliable and long- 
range equipment. Since some features of the com
plete unit do not follow present day practice, it may 
be instructive and interesting to examine existing 
types of R/C apparatus in order to sec where this new 
receiver fits into the picture.

In general receivers fall naturally into one of two 
categories depending on the method adopted for 
signalling information.

i. Interrupting (i.c. keying) a continuous wave. 
2. Interrupting the modulation on a continuous 

wave.
A  simple analogy may emphasise the difference. 
Mode i may be likened to signalling with a lamp 

by switching the light on and off. Mode 2 is different 
in that the light remains on continuously but the 
brightness is varied in some way in accordance with 
an agreed code. This permits easy multichannel 
control, since various codes can be sent simulta
neously, and simple electrical, or electro-mechanical 
methods used to sort them out. Apparatus using 
Mode 2, however, is very expensive, since at least 
three valves must be used in the receiver and the 
transmitter must be capable of sending the desired 
code.

Advantages and disadvantages of Single-valve 
Receivers
Advantages are three-fold, viz.:
(λ) Low initial cost.
(b) Low all-up weight.
(c) Simplicity.
Against these desirable attributes there is a formid

able list of disadvantages viz.:
(a) High quiescent anode current, (from 2 to 5 

milliampcrcs) resulting in short battery life.
(b) Comparatively small change of anode current 

on receipt of a signal, necessitating a heavy 
relay if reliability is to be assured.

(c) Under practical conditions, a limited range.
(d) Operating conditions dependent on state of 

low tension battery.
(e) In the case of a gas-filled valve, short life and 

expensive replacement.
It is to be noted that the present use o f self- 

neutralising escapements has largely come about 
because of the inherent unreliability of the small 
single valve receiver.

M ultivalvc Receivers
When the model to be flown is fairly large, say

6 ft. or more in span, the multivalve, multichannel 
receiver comes into its own. The only disadvantages 
here are high initial cost, and the extra complication 
of the additional control surface actuators.

The receiver to be described will operate with any 
Mode 1 transmitter, but will only give control on one 
channel. It uses two valves, both normal “  hard ” 
types and weighs somewhat more than the single 
valve type, but is ideal for a model of say, 5 to 6 feet 
span, when the extra range provided is an additional 
asset.

The major advantages of the S.H. receiver are as 
follows :

(a) Low quiescent anode current (of the order of 
a half milliampcrc).

(b) Extremely long range, easily reducible if 
necessary.

(c) l)uc to the use of a pulse-operated escapement, 
negligible actuator battery drain.

(d) Very large anode current change on receipt 
of a signal, the implication being that an 
insensitive relay may he used with complete 
reliability.

It may be thought by some readers that a return 
to multivalve receivers and pulse-operated escape
ments is a retrograde step, but the author’s defence 
is that many hours of completely reliable operation 
have been obtained, as members of the local club 
will verify.

Description of S.H. Circuit
At the risk of going over ground which has already 

been adequately covered by other writers, it is 
intended to give a brief technical description of the 
S.H. receiver circuit which appears on page 457.

V j  is a normal self-quenched supcr-rcgcncrativc 
detector, with the grid leak, R ,, returned to a positive 
potential, in this case the aiuxlc of V ,.  On receipt 
of a signal from the transmitter the anode current of 
V , will decrease slightly. In the normal receiver, 
this small dip in current would cause the sensitive 
relay to open, and operate the escapement. In the 
circuit above, however, the anode current of V j  
flows through a resistor of high value, R ,. When the 
transmitter is quiescent, the steady current drawn 
by V j  causes about 20 V  to be dropped in R „  so 
that roughly 40 V  appears at the anode of V j. 
When the transmitter is keyed on, however, the 
anode current of V j  drops slightly, so that less 
voltage is dropped across R a and the anode potential 
of V j  rises by a few volts. If the rise lasts for a short 
time only (i.e. a quick press on the transmitter 
button) the rise at V j  anode will be passed almost
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without loss of amplitude via C 5 and R« to the control 
grid o f V ,. In order to sec what happens next we 
must consider the operating conditions of V ,.  The 
anode and screen grid arc both returned to H T-f· 
(an essential condition for the flow of anode current), 
but the control grid, on the other hand, is connected 
via R 3, the grid leak, to a few volts negative, ad
justable by P,. When the control grid is made 
sufficiently negative, electrons leaving the filament 
do not reach the anode because they arc repelled 
by the negative charge on the control grid. (Elec
trons carry negative charge, and like poles repel, 
remember ?) In fact, we do not cut the anode 
current off entirely, but allow a small current to 
flow, which is quite inadequate to operate the relay.

When considering V j  we have got to the point 
where, when the transmitter is pulsed, a rise of 
voltage is passed to the control grid o f V 8. This 
overcomes to a large extent the inhibiting bias we 
have applied from P x, and the anode current of V t 
accordingly increases. A t the same time, the anode 
voltage o f V t drops, due to the resistance of the 
relay. Since the grid of V j is connected to the anode 
of V f , the anode current of \; l drops further, which 
again causes V ,  to take more anode current. This 
state of affairs is called a cumulative action, and V t 
is rapidly driven to a very high anode current. The 
relay now closes, and operates the escapement. At 
the end of the pulse, which may last for say 4 sec. 
the reverse action takes place, and V ,  is rapidly cut 
off, so that the relay has no option but to fall out.

G e n e r a l I n s tr u c tio n s  a n d  S e tt in g  U p
Construction can follow along established lines,

since the layout is in no way critical. The main 
difficulty lies in obtaining physically small compo
nents. In the case of Px, it is a good idea to dis
mantle an ordinary carbon potentiometer, and mount 
the carbon element with two small screws or rivets 
straight on to the paxolin receiver base. A  simple 
wiper can be made from a thin piece of brass, or 
better, phosphor-bronze, soldered to a 6-Β.Λ. screw 
which can be arranged to pivot in a bush made from 
a 2-Β.Λ. screw. The relay can be any type o f from 
2,000-5,000 ohms resistance, and capable of pulling 
in at 5 to 2 m A respectively.

In order to save weight, the bias battery can be 
made from a section of a discarded layer-built H.T. 
battery. Most discarded batteries will be quite 
good enough for this service since the current drawn 
by Px is practically nil.

Tuning is easy once the knack has been obtained. 
A  good way Ls to switch the transmitter on and then 
rapidly swing the tuning capacitor C 8 to and fro. 
When on tunc, V’ , anode current will kick up. 
Having done this, adjust P1 to give a standing anode 
current of say £ milliampcrc, and you arc ready to go. 
One word o f warning : If you do not pulse the trans
mitter, but press the key and hold it down, the relay 
will close, but after a second or so, will fall out again 
and the receiver will be insensitive to a further pulse 
for a second or two after the key is released. There
fore, key the transmitter with brief pulses, and use, 
for preference, a three-way actuator, then you will 
not have to remember a sequence.

Finally, if any reader gets into difficulties the 
writer will be pleased to answer any queries, but 
please don’t forget a stamped, addressed envelope !
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Quite the majority of model aircraft have parallel 
chord wings. These are the simplest type to make, 
for all the ribs are the same size to start with, spars 
do not require tapering and, provided the tips are 
rounded, the finished wing looks ** right.” The few 
who have apparently been impressed by the theoretical 
advantage of elliptic wing planforms, and have often 
gone to great pains to produce such a wing shape, 
seldom gain any practical advantage. Their models 
fly no better and, more often than not, warp more 
readily. So why bother about the plan shape of the 
wing at all ?

Well, appearance comes into it, for one thing. 
Some people prefer a ” pretty ” model and are more 
concerned with actual outline shapes than pure 
performance characteristics. At the same time the 
simple facts concerning the relative efficiencies of 
different wing shapes 3re quite readily understood, 
so there is no reason why “ eye appeal ” and good 
aerodynamic characteristics should not be combined.

Most wings, whatever their shape, are capable of 
producing much the same lift per unit area, with 
similar sections. Only if the wings are tapered off 
very sharply so that the resultant chord is small (say. 
3 inches or less) does efficiency appreciably fall off. 
What is rather more important is the actual shape 
of the tip.

Modern full-size aircraft design is tending to 
standardise on wings with blunt tips. But these 
aircraft are designed for quite different operating 
conditions to models. They arc designed for high
speed flight, and one of the characteristics of high 
speed flight is that the wings are operating at a low 
angle of attack. W ith models, best performance, 
and particularly a good glide, only comes from operat
ing the wing at a high angle of attack. For the best 
glide, this angle of attack is only just below the stalling 
angle of the wing.

At such high angles of attack a square tip shape is 
relatively poor. Rounding the tip reduces the air 
disturbance, and thus saves drag; whilst a more 
elliptic tip gives even smoother airflow conditions, 
as indicated in the first line of diagrams. Broadly 
speaking, then, irrespective of wing shape, a rounded 
tip is to be preferred to a square one.

The same does not apply to the tailplanc tip shape. 
This is always operating at a lower angle of attack 
than the wings and so tip shape is not so critical. 
It is quite all right, in fact, to use blunt tips on most 
tailplancs without producing any marked increase

in drag. The only thing 
is, that for the sake of 
appearance the tailplanc 
tip shape is generally 
made similar to that 
of the wing. A  wing 
with elliptic tips does 
not really look right 
with a square tipped 
tailplane.

Tapered wings and parallel-chord wings differ in 
one way. W ith a parallel-chord wing, if it is a "  true ” 
wing with all parts at the same incidence, the centre 
section of the wing will stall before the tips. This 
can be used as a stabilising factor. If the wing is 
given sweepback, the centre part will stall first with 
the tips still lifting strongly. The result is that the 
point of overall lift (now reduced in value) will move 
back and thus tend to correct the stall.

This property of swept, parallel chord wings means, 
logically, that a smaller tailplane could be used on 
such designs, if desired. The actual wing correction 
is small, compared with the action of the tailplane, 
but it docs exist. Another property of a sweptback 
wing is that it requires less dihedral. Sweepback 
has a similar effect to dihedral— ten degrees of sweep- 
back being equivalent to about one degree of dihedral, 
in effect. Hence it is common on all aircraft using 
swept wings, model or full size, to use smaller dihedral 
angles than usual. In full-size practice it is often 
found necessary to use negative dihedral with heavily 
swept wings, although this is not likely to apply to 
models. Dihedral angles used on models are always 
higher than full scale figures.

The tapered wing stalls first at the tips and thus 
has not got the same stabilising action as a parallel 
chord wing, if swept back in planform. A model with 
tapered wings may. in fact, tend to be unstable at high 
angles of attack due to the tips persistently stalling, 
perhaps one before the other.

The cure, however, is simple. The incidence of the 
tips is reduced or, to give it its proper name, washout, 
is incorporated. This delays the stall of the tips, as 
required. The fact that washout is incorporated docs 
not mean that the tips are operating at lower lift 
values. Airflow conditions over a tapered wing tend 
automatically to give the tip sections a higher angle of 
attack. Moderate washout simply brings conditions 
back to where the whole wing is operating at the 
same angle of attack. Only if the washout is excessive 
will there be any loss of lift.

The one thing to avoid on tapered wings is over
doing the taper. A  tip chord no smaller than about 
two-thirds of the root chord is a good rule to adopt. 
Sharp tapers promote early stalls and add drag.

Many designers using tapered wings quite unwit
tingly incorporate sweepback (or sweepforward) in 
their planform. If all the taper is on the trailing edge, 
for example, the centre of pressure line of the wing 
is actually swept forward. If the taper is all on the 
leading edge we have, in effect, a sweptback wing.

The final diagrams show how closely a straight 
tapered wing can approach the theoretical ideal of an 
elliptic planform. The straight tapered wing is very 
much stronger and less likely to warp, since the main 
outline members extend virtually from root to tip. 
Only the tip itself is of curved outline and is, in fact, 
the weakest point. This is a strong argument in 
favour of the "  practical "  blunt tip. which can be 
made much more rigid.
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40. The Reeves “ Goblin" 
2.49 c.c.

IN conducting this test of the Reeves Goblin diesel, 
wc formed the opinion that our particular example 

was somewhat sub-standard in several respects. It 
is necessary to make this clear at the outset to 
account for subsequent remarks, from which it might 
be judged that wc were being unduly critical.

I'he Goblin is not a very well-known engine and 
our judgment could not, therefore, be based upon 
previous experience of this particular type, although 
the marque has figured in the writer's earlier ex
periences in the shape of the old Reeves 6 c.c. model, 
a  sound and likeable spark-ignition engine. Nor 
were we able, at short notice, to get hold of a second 
example against which to test our findings.

It is, of course, our usual practice to give manu
facturers the opportunity to comment on any 
unusual developments during tests, hut this has not 
been possible in the case of the Goblin due to our 
inability to establish contact with the manufacturer.

The test engine was obtained from the stock of a 
retail model shop. It is reasonably priced at 70s. 
inclusive of purchase-tax, and is supplied with an 
instruction leaflet and is guaranteed for a period of 
sixty days against defects of material or workmanship. 

Externally, the crankcase is cleanly cast although
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the finned aluminium cylinder barrel is of less 
pleasing finish. The engine is of the disc-valve type 
and unusual is the use of countersunk head screws 
to secure the crankcase backplatc.

Another unusual feature is the double exhaust 
tract, a separate casting which is clamped between 
the screw-on cylinder-barrel and the crankcase. 
The carburettor intake is integrally cast with the 
backplate and the nccdlc-valvc is mounted vertically, 
the stem extending above and behind the cylinder- 
head.

Specification
Type : Single-cylinder, air-cooled, two-cycle, 

compression-ignition. Disc type rotary-valve in
duction. Annular exhaust and transfer porting with 
conical psiton crown.
Swept volume : 2.45 c.c. (0.1495 cu· »n.)
Bore : 0.566 in. Stroke : 0.594 in.

Stroke Bore Ratio : 1.049 : 1. 
Compression Ratio : Variable. 
Weight : 4.1 oz.
General Structural data : Die- 
cast aluminium alloy crankcase, 
rcar-covcr, valve-rotor, exhaust- 
tract and cylinder-barrel. Hard
ened steel hollow crankshaft run-
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OCTOBER 1952 MODEL AIRCRAFT

T est Engine Data
Total time logged : i hour.
Fuel used : (Recommended mix

ture) equal parts of ether, kerosene 
and S.A.E. 60 lubricating oil.

ning in plain bearing. Hardened steel cylinder- 
liner, flanged and threaded to crankcase. Piston 
and contra-piston of hardened steel. Connecting- 
rod of hardened steel with plain eyes. Spray-bar 
type needle-valve assembly with ratchet needle 
adjustment. Beam type mounting 
lugs.

compression adjustment and the compression-screw 
rapidly spun back from its setting.

On lighter loads and, thus, at higher speeds, this 
tendency for the contra-piston to move disappeared, 
possibly due to its becoming a better fit when in its 
lower positions.

There was not quite the power available, however, 
that one might reasonably expect from a 2.5 c.c. 
unit of generally modern design, although this was 
by no means inadequate and due to the light weight 
of the unit, the power-to-weight factor is still quite 
good.

Neither control was at all critical and the nccdlc- 
valvc held its setting firmly at all speeds tested, aided 
by' the ratchet fitted. It was not necessary to read
just the needle between starting and running settings 
(3^ turns open) but when starting, it was found 
advantageous to prime through the exhaust port in 
addition to the recommended three or four choked 
flicks. The exhaust tract was particularly effective 
in keeping residual oil away from the engine and its 
immediate vicinity.

There was a slight lass of power after warming up 
from cold, but this was not abnormal and the engine 
held even speeds for prolonged periods after the 
nominal onc-hour running-in period. Unfortunately, 
however, it was not possible to carry the torque 
tests through to completion for, when running 
at a little over 11,000 r.p.m., the engine sheared 
its crankshaft close to the web, and thus precluded 
a re-check on the performance figures thus far 
obtained as well as further tests at higher speeds. 
Because of this it is not possible to say with cer
tainty where the peak performance is realised, 
although it appears that the power curve was 
flattening at 11,000 r.p.m. where approximately 
.17 b.h.p. was shown.

{Continued on page 470)

P e r fo r m a n c e
'Flic Reeves Is fairly easy to start, 

although, in the test engine, this 
was not assisted by the fit o f the 
contra-piston, which was very much 
on the slack side— so much so, in 
fact, that, if equipped with a large 
prop to hold the revs, down which, 
o f course, entails slackening off the 
compression) the contra-piston was 
actually sucked down the bore 
fractionally every time the prop 
was flicked over. When running 
at these speeds the contra piston 
was, presumably, agitated some
what, with the expected result : 
the engine would not hold its

R E E V E S
•GOBLIN1
2 -4 5 c.c. D I E S E L
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1. B i l l  T ic k n e r  la u n c h in g  S id .  S u t h e r 
la n d *·  m a c h in e  in  th e  R / C  e ven t.
2. J. H a n c o c k  ( S u r b it o n )  la u n c h in g

fo r  P e te  W y a t t  o f  Ip sw ich .
3. M i k e  G re e n  ( M e n  o f  K e n t )  w h o  
c a m e  th ir d  in  th e  r u b b e r  co n te st .

4. A .  S e tc h f ie ld  s t a r t s  u p  h is  m o d e l
fo r  the  p o w e r  co n te st .

5. R o n  W a r r i n g  w h o  to o k  se con d  
p lace , f ly in g  h is  W a k e f ie ld  a fte r  it

h ad  b ee n  re t r ie v e d  f r o m  th e  sea.

6. K e n  M u s c u t t  o f  W e s t  E s se x ,  w ith  
th e  G o d a im in g  T r o p h y  a fte r  w in n in g

the  C la s s  11 B  ** te a m  race.

7. P ia c e n t in i o f  S a l i s b u r y  s t a r t in g  
P.. T u t t e 's  C la s s  ·· I 11 sp ee d  m o d e l.

8. E .  R o g e r s  la u n c h e s  h is  h u ge  m o d e l.  
“  S iz z l in g  S h a d o w / *  in  th e  p o w e r

event.

9. W .  E d m o n d  (B e lfa st  P h o e n ix )  
s u r r o u n d e d  b y  h is  c o m p a t r io t s  b e fo re

f ly in g  h is  r u b b e r  m o d e l.

10. A  c le an  la u n c h  b y  D .  In g le d o n  of
W e s t  M id d le s e x .

11. A  G o s p o r t  c lu b  c o m b in e d  e ffo rt. 
B u i l t  b y  C . S a w y e r  (le ft), th is  s le e k  
m o d e l w a s  sp ra y e d  re d  b y  D . T a n n e r .



"BRITISH
NATIONALS"

HELD AT 
GOSPORT

1. J o h n  O 'O o n n e l l  o f  W h ite f ie ld .  w h o  w o n  b o t h  th e  

T h u r s t o n  C u p  a n d  t h e  “ M o d e l  A i r c r a f t ”  T r o p h y .

2. D e n  A l l e n  a n d  K e n  M u s c u t t  w i t h  th e  l a t t e r 's  w in n in g  

m o d e l  in  th e  C la s s  "  B  "  t e a m  race . C h a s .  T a y lo r  has

th e  h an d le .

3. T h e  m o d e l  it se lf— a  d u m p y ,  s t u r d y  d e s ig n .

ME L D  this year at the Royal Naval Air Station, 
Gosport, Hants, the 1952 British Nationals were 

blessed with a pleasant, attractive airfield, good organisa
tion and warm, sunny weather— all factors making for 
enjoyable flying, hut once again with the usual Nationals 
bugbear— a high wind. As a result many free-flight 
models cam e to grief through no fault of their own. 
blown back into the ground shortly after takc-ofl’. Even 
control-line was adversely affected by the wind. Model 
after model in the stunt event cam e to grief on*the first 
day as gusts slackened off the lines or delayed the pull
out at the bottom of a dive. Yet putting disappointments 
aside, most modellers seemed thoroughly to enjoy the 
almost restful atmosphere prevailing in certainly beautiful 
surroundings.

Undoubtedly this was Joh n O ’Donnell’s Nationals. 
He achieved the “ impossible"  in winning both the 
nihl>cr and glider events on the first day, when the wind 
was at its strongest. T o  add a further touch of dram a, 
last year’s winners in !>oth these events were close runners 
up this time. The Gold Trophy for stunt rontrol-linc 
went, as we have come to expect, to Alan Hewitt again, 
whilst well-known names were liberally distributed 
amongst the top places in all the other events. Entries 
were not as numerous as they could have been, whirh was 
a  pity. If the Whitefield club can journey down from 
Manchester— and there were other modellers from much 
farther afield, even Wales, Scotland and Eire—surely 
m ore “ local ”  support could have been forthcoming 
from, say, the London area and the Midlands. I^ondon 
undoubtedly provided the greatest proportion of entrants, 
and each competition had its fair share o f expert entries, 
but there should have been more ‘* willing to have a go.” 

As to the flying itself, the first day brought a freshening 
wind threatening to carry models right on the peninsula 
into Portsmouth harbour. Several long glider flights 
did, in fact, terminate in the water. O ’Donnell's model 
used up just about all the land available on a 4 min. 
20 sec. first flight, whilst W arring’s model disappeared 
upwards in 3 : 45 later to land in the Solent off Southsea 
p ie r ! Gliders making long flights at this time also dis
appeared high up and it became evident that getting 
models back for a  second flight was to Ik.· a major problem. 
Fortunately, however, in few cases were models lost 
entirely.

Top times were closest in the glider event. Two or 
three gocxl first flights and models irretrievably lost left 
these unfortunate, but hopeful, fliers at the top of the 
list until late on in the afternoon. Then as more models 
cam e back and more tw'o-flight totals were computed,
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down they dropped in the results. Nobody looked like 
overhauling the two top rubber men once they had 
completed their flights— both, incidentally, flying the 
Wakefields they flew in Sweden.

Frec-flight power cm the second day produced higher 
aggregate times since the drift hail lessened. It became 
largely a matter of who, amongst the top men after the 
first round, would record the highest “  in sight ”  flight 
time on their second attempts. Anyone who made a 
mistake at all was automatically eliminated. Under 
the conditions the times of the first five were outstanding.

Radio control was most disappointing. Having missed 
seeing the winning model in action, wc can only say of 
the others that not one, once airljome, appeared to have 
any chance of doing anything but lose ground downwind. 
Wc saw better radio flying, in fact, in higher wind, at 
the York Nationals two years ago.

Meantime on both days the other control-line events 
continued to run with creditable smoothness. The team 
race events produced their usual moments of excitement 
whilst the speed classes, although not particularly well 
supported, did result in one new record— 104 m.p.h. in 
Class II by Pete Wright of St. Albans. A fine perfor
mance, this, in view of the weather, and the first time in 
this country that the Class II record has been boosted 
past the “  century "  mark.

If conclusions are to be drawn we would say that the 
frec-flight duration events (rubber, glider and power) 
provided the mainstay of the meeting. Here, whatever 
the conditions, you always get a hard core of expert 
entries guaranteeing top class competition. Control-line 
has its lesser number of expert entries. Stunt no longer 
seems to be a close fight for the top places as so many 
previous stunt experts seern to have deserted that cause. 
Team racing is undoubtedly the most popular type of 
control-line contest and one which should have a very 
bright future. Speed was most disappointing. We have 
all too few people keen to specialise in this field, as sjx-cialise 
they must to obtain consistent, good results. Hence, we 
get the peculiar situation of the lowest number of National 
“  class ”  entries competing for the greatest number of 
individual awards ! It is not fair, above all, to the sjxxd 
fliers themselves.

Our final word on the subject of the Nationals is to 
congratulate the organisers on a thoroughly competent 
effort, and to thank the Navy for their invaluable help 
and co-operation.

I·  T h e  H i g h  W y c o m b e  te a m , w in n e r s  o f  C la s s  ·· A  M
te a m  race.

2. O f f  o n  its w in n in g  f l ig h t  g o e s  th e  m o d e l e n te re d  by
E. G . S a l l i s  o f  C a m b r id g e  in  th e  R  C  con te st.

3. S k in n e r  a n d  C r o w e  o f  H a r r o w  w ith  th e  la t t e r ’s C la s s
"  B  ”  te a m  race r.

4. C h a s .  T a y lo r  a n d  M S t o o  M r e s t a r t  B i l l  M o r l e y ’s  t h i r d
p la ce  C la s s  44 B  M m od e l.

5. N o r m a n  B u t c h e r 's  C r o y d o n  t e a m v w h o  c a m e  th ir d
in  th e  C la s s  44 A  M



N A T I O N A L S  R E S U L T S
T H U R S T O N  C U P  (G lid e r )

1. J. O  ’Donnell . W h ite f ie ld  ............. ... S  : 49
2. J. Lam bic W ay fa re rs ............. ... 5  : 16
3. E. M ason Sevenoaks ............. ... S  : 00
4. N .  N o v . B r igh ton  ............. ... 4 : 2 6
5. R. Law . W .  M id d x ..................... 4  ; 14
6 . P. W y a t t  ............ R .A .F  Fe lixstow e ... 4 : 1 1

M O D E L  A I R C R A F T  * T R O P H Y  (R u b b e r )
1. J. O 'D o n n e ll  ... W h ite fie ld ... 7  : 24
2. R. W a r r in g  ... Z o m b ie s ............. ... 6 : 5 1
3. M . G re e n M en  o f  K e n t  ............. ... 5 : 3 0
4. A . Bennett ... W h ite f ie ld  ............. ... 4  : 36
5. A . M ecchan  ... . D u b lin  Phoen ix
6 . P. Busltell ... Su rb iton

G O L D T R O P H Y (S t u n t  C / L )
1. A . H e w itt ... So u th  B irm ingham 348
2. P. Sm ith . ... C h in g fo rd  ............. 332
3. A . Piacentini .. . ... Sa lisbu ry  ............. 241
4. C. Plant . ... S to c k to n  ............. ... 205

E A S T B O U R N E  T R O P H Y  (T /R .A .)
1. Edm und s ... ... H igh  W yco m b e
2. T u t t e ....................... Sa lisbu ry
3. N .  Bu tch e r ............. C ro yd o n

S .M .A .E .  R / C  T R O P H Y
1. C . Sallis .................  Cam bridge .................  2 1 1
2. O . H em sley . . .  Bushey Park .................  134
,  / S. Su therland  ... W e st  Essex ............  100

T ickne r ............. W e s t  Essex ................. 100

G O L D A L M I N G T R O P H Y  (T/R .B .)
1. K. M u scu tt ............. W e s t  Essex
2. G reenw oo d ... ... W o r t h in g
3. W .  M o rle y .............  W e s t  Essex

S I R  J O H N  S H E L L Y  (P o w e r )
1. A . B ro o k s ... G range ............  8  : 46
2 L. B a rr ........... W .  M iddx. ................. 7  : 47
3. B. W h e e le r
4. A . Bennett

.................  B irm ingham

.................  W hite fie ld
................. 7  : I I
.................  7 :06

5. W  Dallaw ay .................  B irm ingham .................  6  : 43
6 . P. Buske ll ................. Su rb iton .................  5 : 48

S P E E D
1. W .  D illy . . .  . . .  C ro y d o n 126 k.p.h. 80  m.p.h.

II. P. W r ig h t .................  St. A lbans 167 k.p.h. 104 m.p.h.
(new  reco rd )

IV. H . T im m s ................. H a r ro w  . .. 176 k.p.h. 110 m.p.h.

Speed results arc provisional— subject to check by Comp. Secretary■

1. T h e  G o d a im in g  la p -c o u n t in g  c lo c k s  w e re  u se d
t h r o u g h o u t  t h e  te a m -ra c in g .

2. "  S t o o  "  la u n c h in g  K e n  M u s c u t t ’s  s t u n t  m o d e l  fo r  
o n e  o f  it s  p o w e r le s s  f l ig h t s .  (Se e  *· H e r e  a n d  T h e r e . " )

3. B i l l  D e a n  s t a r t s  u p  h is  p o w e r  e n t r y  a s s is te d  b y  a
y o u n g  la d y  a n d  w a tc h e d  b y  L a u r ie  B a r r .

4. R. H a r r i s  ( V ic t o r ia )  s u s t a in e d  a  c ra c k e d  s p a r  in  th e
h ig h  w in d .

5. R o g e r  C l a r k  la u n c h in g  S id  A l l e n ’s r a d io  m o d e l  
w a tc h e d  b y  t w o  N a v a l  ty p e s  w i t h  a  ·* w a lk ie - t a lk ie  ”

ra d io .



A  L O  W - W IN G  R U B B ER -  
D R IV E N  S P O R T S  M O D E L l l v  K .  1 .  I1. K i l l  l o r

r  I "Ή IS model was designed just for fun, without 
JL any contest aspirations to worry about, and is 

ideal for sports flying in small fields, or if you ever 
get tired of chasing Wakefields and A .a ’s for miles 
across country. Construction is robust, with knock- 
oil'wings, and the original has survived many contacts 
with obstacles, so far without damage.

Build the fuselage as a simple slabsider in the usual 
way, then add the top formers and spine. Add the 
sheeting on top of the nose and around the cockpit. 
Make up the undercarriage of 18-S.W.G. wire, with 
the wheels, and bind with thread to the inside of the 
lower longerons. Smear the binding with cement. 
Add the -J-in. sheet fairing at the extreme rear of the 
fuselage and sand to a knife edge. Finally bind and 
cement the two & in. long pieces o f 20-S.W.G. brass 
tubing to the longerons at the cockpit.

The wings arc built flat on the plan. Use the 
angle template to ensure that the root ribs are inclined 
from the vertical at the dihedral angle. Make up 
the struts from 20-S.W.G. wire and be certain that 
these arc the exact size and shape shown on the plan, 
or the dihedral will be wrong. Bind the loop of 
each strut to the wing and add the gussetts. Then 
add the |  in. square “  tongues ”  to the root ribs, 
making sure that they are in the same position on 
each rib. Insert the hooks— bent pins— through 
tongues and ribs and cement well.

The tail and fin are built flat on the plan in the 
usual way. It is better to cover first, then assemble 
the rudder to the fin, and the fin to the tail.

The propeller construction is shown on the plan 
but if you prefer it a normal block 9 X  i f  X  f  in. 
can be used. There is a ^  in. diameter hole through 
the propeller, with pieces of tin, drilled with 18- 
S.W .G. wire, set in at back and front to give a bearing. 
The noseblock can be carved from block or laminated 
as shown, with an 18-S.W.G. brass bush. T o  make

the shaft, bend the front winding hook first, slip on 
the washer, propeller, more washers and the nose 
block, and finally bend the motor hook and cover it 
with plastic or cycle valve tubing.

The whole model is covered with lightweight 
Modelspan, and if you want it to fly don’ t plaster it 
with coloured dope. When the covering is complete 
add the windscreen and head fairing and the key 
of £-in. sheet under the tailplane.

1 'hc motor is four strands of &-in. X  1/24-in. 
rubber, 15 in. long, tensioned with 50 turns on each 
half, and lubricated with castor oil. The model 
should weigh about i f  ounces ready to fly.

Before flying, remove any warps that inferior 
dope, tissue or climatic conditions may have caused 
(it couldn’t be you, of course) with the aid of steam. 
Check that the model balances at the point shown 
on the plan. If it doesn’t, up to $ in. each way can 
lx? trimmed out without trouble. If it is more 
than that off balance try changing the wheels, or 
ballast at nose or tail with modelling clay. Then 
test glide in still air on to long grass. Fore and aft 
trim is not very sensitive and the best glide position 
will easily be found by packing up the L.E. or T .E . 
o f the tail.

It will he observed that a certain amount of 
upthrust is built in. The model may need a little 
sidethrust and rudder to make it turn, but the rudder 
is sensitive and should be adjusted a little at a time. 
It will be found that the layout is very stable under 
power, with less than the usual stalling tendency 
under the initial burst. R .O .G . is foolproof and a 
still air run o f about 12 ft. is required on 500 turns. 
The motor will take about (>50/750 turns but for 
sports flying a motor will last indefinitely if the turns 
are kept down to 500. On this, duration is about 
50-60 seconds.
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By Bill Dean

Z. Datkiewicz of the Polish Air Force Model Association— and 
his superb FjF scale Luscombe Silvaire, which was described 

in the September issue.

Leading tlie field by the middle of the year, were 
Col. Somers, Arthur Gorrie, Dos Slattery, Leo 
Phillips, Ron Crick, and Burton Searle— in that 
order. The recent Queensland Championships 
were a great success— with an Air Force Station 
l>cing used for the free flight contests. Events for 
just about everything were included— even chuck 
glider, Jetex and F/F scale.

Arthur goes on to tell of the difficulties experienced 
by .Australian modellers since their government 
clamped down on imports of British kits and engines. 
Apparently Jetex flying is virtually at a stop, since 
supplies of fuel pellets dried up some time ago. 
Also very much missed are diesels like the E.D., 
Mills, Frog and Elfin, which all enjoy a high reputa
tion “  down under.”  Arthur’s own interests cover 
speed, team racing (he swears by the E.D. 2.46), 
stunt, F/F power, sailplanes and chuck gliders 
(wot— no rubber or R/C !). Frce-flight scale interest 
is awakening out there, but as yet shows no sign of 
becoming a craze like it has in this country and the 
U.S.A. W e enjoyed looking through the latest 
edition of the monthly “  Gorrie Newsletter ” — an 
obvious labour of love, consisting of fifteen pages of 
concentrated news, gen. and gossip about Australian 
model matters, with only a modest little trade blurb 
on the very last page.

★  ★  ★
•  i f  y o u r  club manages to persuade the editor 
of the local paper to send along a reporter to your 
annual model gala, make sure that a reliable member 
of the club sticks close by him to explain just what 
it is all about. After all, it is a far cry from the 
vicarage garden party to a · full blooded model 
meeting— as Miss Feathcrspoon of the Puddlethorpe 
Clarion was heard to remark, as she watched her 
parasol disappearing into the blue on the end of a 
glider towlinc ! Ignore our warning and the report 
o f the event in the local paper might well read some
thing like the following ’orrible example— which

•  t h a t  b r i e f  paragraph dealing with the globe 
trotting activities o f Australian modeller Adrian 
Brygnt (July issue) caught the attention of Queens
land hobby shop proprietor Arthur Gorrie, who 
knew Adrian before the wanderlust made him 
leave the model shop he ran in Lismorc. After 
seeing that photograph we used as an illustration, 
Arthur swears that Adrian was wearing the same 
blazer and pullover the last time lie went flying 
at Hickics Paddock, Stafford, Brisbane— which is 
the place the local lads get together at weekends. 
A t  the time,' Adrian casually mentioned that he 
was taking a trip to Britain as if it was just around 
the corn er!

Arthur Gorrie is secretary of the Newton Model 
Aeronautical Association— one of the largest indi
vidual model organisations in Australia. A t the 
moment their elimination contests for the 6th 
Australian Nationals (December 29th) arc in full 
swing— competition being keen as the top six model
lers will have their expenses paid or at least subsidised. 
These eliminations are spread over the entire year, 
which means that it is the all-rounder, rather than 
the specialist in one type of flying, who comes out 
on top. In fact, all team members are expected to 
compete in three or more events at the Nationals.

Seen at the 1952 National CJL Championships at Brisbane, 
Australia, are Col. Somers and Arthur Corrie, mentioned

above.
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dealt with an actual club Jetex contest last June. 
W e quote :

“  These jets have been in the development stage 
for nearly five years and only now are they ready 
for general release and view to the public . . . power 
is provided by small tablets similar to those used by 
Victorian ladies for heating hair tongs, or jungle 
fighters for boiling billycans. This pill fits in a 
small aluminium chamber, which is then clipped to 
the plane’s undercarriage. Refuelling, an operation 
taking about 5 min., is carried out with the aid of 
a pair of scissors and a bent pin. After launching, 
the plane will soar and mount and turn until cutting 
out it glides till landing . . . Sometimes, after an 
initial climb of forty feet, a blockage will occur and 
one can imagine the pilot feeling anxiously for his 
ejector scat. Though the meeting was primarily lor 
jets, there were also some old fashioned diesel and 
petrol driven * prams * on the field.”

So help us, we haven’t altered a word— and in 
case you think there is a misprint in the last line above, 
the word in question really is “  prams.”  Anyway, 
let this serve as a grim reminder to your club. If a 
reporter visits your next meeting, throw a cordon 
round the airfield and don’t let him leave until 
you’ve given his note book the once-over. Mind 
you, this particular account is pretty meaty stuff 
and no doubt the most colourful report of a Jetex 
contest ever published. Just imagine how this same 
writer could go to town after seeing a radio or jet 
C/L event. . . .

★  ★  ★
•  a rf.adfr writes in to ask if  we know of a sound 
book which covers all the fundamentals and theo
retical aspects o f flying, without becoming too deeply 
involved in the mathematical side of the subject. 
Λ title which quickly springs to mind is44 The Science 
of Flight,”  by O. G. Sutton— published in the 
Penguin Scries at the modest price of half-a-crown. 
In some 200 pages, Mr. Sutton covers practically 
everything likely to be of interest to the layman 
(or average acrom odcllcr!)— starting off with a 
fascinating account of the earliest experiments in 
aerodynamics by Leonardo da Vinci, Otto Lilienthal, 
Professor Langley and other pioneers.

The main body of the book deals with the prob 
lems of air resistance, turbulence, aerofoils, stability 
and like subjects— all written in casy-to-undcrstand 
language with recourse to simple mathematical 
formulae only when it becomes absolutely necessary. 
T he final chapter is devoted to a discussion about the 
ultimate developments in aircraft design, and touches 
on rockets, je t propulsion and interplanetary travel. 
Anyone who scofls at the idea that aerodynamics 
can be really exciting, will soon change his tunc after 
reading this useful and instructive book.

★  ★  ★
•  vve cf.rtatnly stirred up something with that 
suggestion for the introduction o f 1/2 A  team racers 
some time ago— letters on the subject still continuing 
to reach us. Latest news is that the Cambridge club

A. G. Albone (Croydon), who qualified fo r the ’52 W akefield 
team, with his 3-finned original design.

have drawn up a set of rules for this type of model 
ancl will hold a contest this month. Wing area and 
tank size arc as we suggested (35 sq. in. min. and .75 
c.c. max. respectively), but line length has been 
cut to 20 ft. (42 laps to mile) and the maximum 
permissible motor capacity raised to 0.99 c.c. 
Should be real “ circus stuff”  with four-in-a-circlc 
on these lines ! Other requirements arc that models 
should be scale or semi-scale, have a moment arm 
(wing T .E . to tailplanc L.E.) of at least one chord 
and that the fuselage depth at cockpit should not 
be less than the height of the powcrplant. Where 
relevant, general S.M .A.E. T/R rules apply.

Coventry reader, A. J. Ashby, writes in to say 
that he likes the idea o f small team racers, but hopes 
that designs will not degenerate into the same 
“  anything-but-scale ”  types that predominate at 
most of the A and fi contests nowadays. He suggests 
that many o f the low priced scale kits on the market 
are perfect subjects for small T /R  conversion and has 
himself modified a 20 in. span Chipmunk (rubber 
powered) to take an inverted Frog “  50.”  L.A.C. 
Dumble, of R .A .F., Debden, believes that small 
team racers will catch on as more and more o f the

Beautiful stunt model entered In the N .H . Gala Concours 
(builder unknown). Powered by a Pacemaker 44 6 0 .”
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midget motors get into circulation. This modeller 
is beating a drum for his Dart, which continues to 
give good service after being lost in a cornfield for a 
month.

K. Venner, of Dunfermline, thinks that T  R 
minimum wing areas in general should be increased 
to give slower and more manageable models. Like 
many others he deplores the present non-scale trend 
in team racing design. But then who is to say when 
a model deviates from the semi-scale rule ? One 
solution is to hold separate races for scale types—  
or, perhaps, tire judges could handicap those models 
which bear little resemblance to full size aircraft. 
However, when one considers that nowadays quite a 
number of “  real ”  aircraft look rather like large 
model planes, just how can anyone enforce such a 
vague specification as “  semi-scale ”  anyway ?

★  ★  ★
•  our EFFORTS to hitch-hike from London Airport 
to Sweden for the “  vou-know-which ”  contest were 
all to no avail, so it was a pleasant surprise to receive 
a duplicated copy of the results and a brief report just 
a few days after the contest. Man responsible was 
Ron Warring— who sent these out to all Zombie 
club members. Wonder if any other British team 
members did the same with their respective clubs ? 
Ron reported that conditions were typically English 
(strong and at times gusty wind, with average air 
temperature). First three models were all typical 
Scandinavian tyj>cs— all characterised by “ dicey ” 
take-offs. Best still-air model was probably Joe 
Bilgri’s, while most consistent flying was put up by 
Arne Ellila.

On the eve o f leaving for Sweden, Ron threw 
a small party for the American team— a film record 
of the proceedings being taken by Zombie member, 
George Gower. Food and drink were forgotten when 
Eric Hook turned up with his electronic rev. counter 
and the R.H.W . drawing room was turned over 
exclusively to rubber motor testing ! Efforts to 
sabotage the American team with a potent brew- 
may or may not have had something to do with the

An outstanding “ solid ” of the Westland Wyvern, built by 
the parent firm for display.

K. J. A. Strowger (Belfairs) built this colourful Rumpler—  
rubber powered, with a F;W  prop.

fact that Kd I.idgard (who replenished his glass 
several times) placed 28th down the list— while 
Joe Bilgri (who waved the stuff aside on seeing the 
way it hissed and bubbled) managed to get 51 h 
place !

★  ★  ★
In Brief

Met Pete Westbrook and his wife at a recent 
model contest and it was good to see him with one 
of those lovely scale control-liners again (he dropped 
out of modelling for a time after getting married last 
year). Later in the day we heard that said model 
had well and truly dug its nose into the dirt and 
Pete was swearing that he had half a mind to take 
up fishing instead ! . .  .Talking of scale— P. Donovour- 
Hickie’s latest is a Dynajet powered Sabre. Mind 
the MiGs don’t catch up with you Pete . . .

MODEL "  

AIRCRAFT
Entfinv T ests
(C o n t in u e d  f r o m  p age  4 6 1 )

T his, the fortieth of the M .A. “  Engine Tests ’ ’ 
series, is the first occasion on which a structural 
failure has occurred and since the maximum opera
tional r.p.m. for the Goblin is given by the makers as 
14,500, it would seem that the breakage must be 
attributed to a material defect in the particular shaft 
in question.

As mentioned at the beinning of this report, it 
would appear that the test engine was definitely a 
much below average example. However, despite 
these unfortunate faults, the engine’s good points 
should not be overlooked : its general ease of hand
ling, moderate weight and particularly good flexibility.

Recommended propellers given in the maker’s 
leaflet are 9 x  fi for free-flight, 9 X 6 or 8 X  8 
for stunt and 9 x 9  for speed, but on the test example 
it was necessary to reduce these sizes somewhat to 
allow the engine *0 approach nearer to its peak out
put.

Power/weight ratio* : .663 b.h.p./lb.
Power displacement ratio* : 69 b.h.p./litre.

• Based  o n  a b  h.p. o f .  17 &hov*n at 1I,Oik) r.p.m.
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¥ A S T  month we mentioned two highly suitable 
JL/beginners’ kit models: The. Magpie and the 
Gnome. We are therefore basing these notes on these 
two models, dealing with the construction of them 
concurrently.

Usual practice is to start off with the fuselage. 
Pin out the plan, leaving sufficient room on your 
building board for a cutting surface— otherwise 
you will find yourself slicing holes in the plan. T o 
prevent the framework from 
.sticking to the plan where the 
cement joints are piade, dial 
section on which you arc 
working (c.g., fuselage panels) 
can be covered with a piece of 
transparent waxed paper, as 
recommended in the instruc
tion leaflet, or you can rub 
a thin protective film on the drawing with a piece 
of household soap as shown.

One disadvantage of mass-produced model kits 
is that the quality o f the balsa wood supplied varies 
considerably. Thus, in our Magpie kit, the £ in. 
square strips supplied for the fuselage structure, 
and for certain wing and tail unit parts, were of 
varying hardness and stiffness. Before making 
a start, therefore, sort out the strips, allocating the

stronger wood where it Is needed most. On the 
Magpie, for example, the two hardest strips should 
be reserved for the wing leading-edge spars. Medium- 
hard strips will be needed for the fuselage longerons 
and tailplanc leading-edge and ccntrc-spar. The 
softer wood can be used up on the fin and for those 
spacers situated near the tail end of the fuselage.

Another thing to watch when selecting fuselage 
material is that the strips arc of equal thickness, 

for, although in. sq. strip 
shoujd, o f course, be |  in. X  
l  in., this is not always the 
case; there can be fractional 
differences between the thick
nesses of nominally identical 
sizes. If longerons of different 
thicknesses arc used for the 
two fuselage sides, for example, 

one side will lie slightly smaller all round than the 
other when the spacers arc fitted, and small errors 
such as this tend to build up into larger ones, in the 
finished model, unless checked at the outset.

The method o f setting the longerons on the plan 
is to position them with pins cither side o f each strip. 
If your longerons arc hard and difficulty is exper
ienced in bending them to the curves required, 
they can be steamed to shape. In the case of a lower

^ O -------- ~~~1
/ Beginners j 

/  C o u r s e  » ■  /

Two methods o f stopping the structure adhering to the plan— le ft, covering with wax paper. Right, rubbing with soap.
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longeron being required to conform to any sharp 
bends, for example, take both lower longerons, 
bind them together lightly with cotton and steam 
them over a kettle, gently bending the curves where 
needed.

When making the fuselage spacers, which arc 
invariably butt-jointed to the longerons, cut these in 
pairs, so that an identical set is ready for the second 
fuselage side. For the actual cutting, there is nothing 
better than the ordinary steel-backed single-edge 
razor-blade. It is better than most modelling 
knives because you can judge more accurately the 
precise angle when you arc making your cut. The 
accepted method is to hold a length of strip across 
the longerons in the required position for the spacer 
and make shallow preliminary cuts with the razor- 
blade held at the desired angle, then to slice through 
vertically on the building board. After checking 
the fit of the new spacer, a duplicate is cut, using it 
as a pattern.

Fitting the upright spacers, with the fuselage longerons
pinned in position.

You can now either cement in your spacer or make 
all the remaining spacers first. The latter is probably 
the quicker method of working. When making a 
cellulose-cement joint, it is in the interests of strength 
to “  pre-cement ”  the surfaces to be joined. When 
fitting the spacers, therefore, cement the ends and 
apply them to the longerons so that some cement is 
rubbed on to the spot where the spacer will be 
fitted, but do not fit them in place. When the cement 
is dry (this only takes a minute or two, even with the 
slowest-drying cements) apply more cement and fit 
in position.

When all spacers arc in position forming the 
fuselage side, do not remove it. or the pins, from the 
plan. Instead, build the second side on top o f it. 
Lay the longerons of your second side between the 
pins and cut some small pieces of waxed paper to 
slip between the longerons where the spacer joints 
occur. Make sure that the second longerons arc well 
pressed down into position before cementing in the 
spacers and, if necessary', give the pins another 
tap to make them firm.

It is preferable to leave the two completed fuselage

Building the second fuselage side over the first, with small 
pieces of waxed paper inserted at the joints.

panels pinned down for half-an-hour or so, to let 
the whole assembly set hard. In the meantime, 
both sets of upper and lower spacers can be cut, 
using the plan view of the fuselage to obtain the 
correct lengths. When the fuselage sides arc even
tually removed from the plan, withdraw the pins 
carefully with a pair of pliers, at the same time placing 
a finger either side on the longerons to avoid possible 
damage through lifting.

Now follows a most important stage and it will 
pay to work without haste and to constantly check 
your assembly' for accuracy.

With some simple slab-sided fuselages, the top 
(or, occasionally, the bottom) is quite flat and this 
simplifies assembly byr allowing the two sides to be 
erected directly over the plan view, one pair of 
longerons being pinned down to the correct shape 
for the greater part of their length.

With the Magpie, this is not possible, due to the 
angle of the tail platform, but the two sides can, 
however, be erected vertically in position on the 
plan, with drawing pins, at the widest point, with a 
suitable block (or a small book will do) packing up 
the tail end to ensure correct alignment.

The four widest spacers (i.c., two top and two 
bottom) are now fitted, after pre-cementing, of 
course. A t the same time, two long rubber bands 
are stretched across the two frames at these points 
and pinned down on either side about 6A in. apart. 
By carefully adjusting the tension of the rubber 
bands it will now be possible, with the aid of a set-

The simple fuselage framework after fitting the sides 
together with top end bottom spacers.
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Using a metal straight-edge to ensure clean edges on cut-out 
parts.

square, to get the two sides absolutely upright and 
true.

Use plenty of cement around the vital joints at 
this point, allowing ample time for the whole as
sembly to set, and you will greatly simplify the process 
of getting the fuselage true.

Now cement the tail end together and then insert 
the other spacers working towards the tail. The nose 
section, being the most tricky, Is left until last. 
The nose is more difficult because it has to be drawn 
in more sharply and so the rest of the structure is 
stiffened up as much as possible first.

When cementing in the nose spacers, start front 
the widest point and work forward, using rubber 
bands around the fuselage to hold the sides in posi
tion.

Once the basic framework is complete, the tow- 
hook, and the piece of £-in. sq. balsa to which it is 
bound and cemented, can be added, also the |-in. 
balsa sheet fil!ing-in to the nose section (ballast box) 
the small piece of similar material at the tail and the 
celluloid windscreen. When making the latter, 
first cut the celluloid to the depth required, then

The simple pod type fuselage frame o f the “  Gnome ”  
glider, showing one o f the sheet balsa sides to which it is 

cemented.

mark off the widths, as indicated by the fuselage 
width at the top and bottom, and then bend to shape 
over a sharp edge. Do not scribe the celluloid to 
facilitate bending as this will in all probability 
cause it to split. The windscreen is simply attached 
with balsa cement.

Finally, the noscblock is fitted and, after scribing 
a guide line to the approximate outline (a cheap 
ball pen is useful for marking balsa, incidentally) 
it is roughly cut to shape, then finished off with 
glasspaper. Use a glasspajx-r block for this about 
4 in. by in. The framework itself can also be 
rubbed over with fine glasspaper, the edges of the 
longerons being rounded off.

Although we have dealt first with the orthodox 
built-up slabsided type fuselage, this being the most 
w'idcly used, the all-balsa pod-and-boom type 
fuselage featured by the larger Gnome model is even 
simpler to construct.

The basic pod structure of the Gnome consists solely 
of a i  in. thick outline, built up over the plan from 
■|r in. X  |  in. strip balsa. There is no need here to 
pin on each side of the wood ; this material Is

The "  Gnome "  fuselage ports ready for final assembly.

wide enough to allow' pinning straight through the 
wood directly on to the plan.

The frame consists simply of ten pieces of  ̂ in. X 
in. stock and a double thickness of in. sheet 

(forming the base of the wing-platform) cut from the 
printed sheets. When cutting out the latter (as 
w-ith any other sheet parts having straight edges) 
use a metal straight-edge with your modelling knife 
or razor blade. Once again, the steel backed razor 
blade will be found invaluable when cutting off the 
$ in. wide strips at the required angles.

When complete, the pod frame Is removed from 
the plan and cemented to a piece of £ in. sheet balsa. 
Because of the comparatively large sections of balsa 
that have to be cemented together, the Gnome will 
consume at least twice as much cement as the .Magpie 
and you arc therefore advised to invest in a large 
tube of cement for its construction.

The |  in. sheet is then trimmed to shape, the rear 
slot for the boom being carefully cut out. The tow- 
hook, bent to shape, is recessed into the centre of the 
\ in. frame thickness and plenty o f cement used to 
hold it firmly. At this juncture, the ballast-box
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The completed "M a g p ie "  and "  Gnome”  fuseloges. the 
former with noseblock, towhook and windscreen fitted and 

the latter ready for finishing.

access hole is made by cutting a slot in the basic 
frame and the wing-dowel hole is drilled in position, 
after which the second side can be added and trimmed 
to shape when dry and the dowel hole carried 
through.

The boom consists of a piece of f  in. X  A in. hard 
balsa and must be tapered down to g in. square at 
the tail. Scribe a guide line, using a straight-edge

or rule, from just behind the pod to the tail, on the 
lower side of the boom, and work accurately to this, 
using coarse, then fine, glass-paper. When the 
boom is cemented into its slot in the pod, use ade
quate cement and make quite sure that the two 
arc accurately aligned with one another.

The structure is completed by adding the wing 
and tail platforms, and underfill, all of which are 
cut from the printed sheets, and the £ in. diameter 
wing dowel. Note that the wing and tail platforms 
are printed so that the grain of the wood runs across 
them. This makes for a stronger platform which 
does not split, in the event of the wing being knocked, 
as would occur if the grain ran longitudinally. 
Intelligent use of the grain direction, in model 
aircraft construction, in addition to the selection of 
balsa grades to suit individual requirements, can 
result in considerable gains in serviceability and in 
weight reduction.

T o complete the Gnome fuselage structure, it only 
remains to sandpaper it, rounding off the edges of 
both the pod and boom.

Finally, a word about fuselage structures in 
general. Remember that it is the fuselage that holds 
practically all the other components together. 
Therefore it is essential that it is strongly built and, 
perhaps, more important, accurately built, for, if 
the fuselage is in any way out of alignment, it is 
likely to throw the flying surfaces, i.c., wing and 
tail, out of the proper line-up for satisfactory flight.
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T e c h n i c a l  R e p o r t  o n  t h e  W a k e f i e l d  (Continued from page 455)

“  old-fashioned ”  by modern 
standards.

However, do not lose sight 
o f the fact that the standard 
of Hying in the Wakefield 
itself is now higher than it has 
ever been. In other words, 
anything much under four 
minutes flight time in anu 
round is almost certain to

AUAI VCIC ΠΡ PI IflUT TIMPC R O U N D  1 R O U N D  2 R O U N D  3

Stil· A ir Variable C ond ition s

Place Contestant C o u n try
Flight
T im e

Nom ina l
T im · ·

Flight
Tim e

Flight
T im #

1 A rn e  B lom gren Sweden 3 : 30 4-41 5 : 0 0  * 5 : 00 t
2 Jan N ilb o rn M ··· 3 : 23 4 4 : < 6 t S : 0 0 f

3 A rn e  Ellda Finland 4 : 00 4 i-4| 4  : 16 4 : 39 f t

4 S ilvano lu tt ra t i Italy 3 : 28 3J-4 3 : 16 5 : 00 j
eliminate you as a potential 
winner, whatever lucky patches 
you may strike in the other 
two rounds. Your model has

5 Joseph Bilgri U.S.A. 4 : 53 51-* 3 :00 i 3 : 4 2 t

6 Lou»s Kanncw orff Italy 3 :4 9 4-4* 2 : 48 | 4 : 49 f t
7 Em ile Gerland France 3 : 08 3i-3| 5 :0 0 1 3 : 00

to be that good for a start. 
And if by any chance the air 
is “  dead,”  then every second 
you can add above this mini-

8 Jacques M orise t ·· ··· 3 : 03 31-31 4  : 3 4 1 2 :55
9 Edward W . Evana G t. Britain  ... 3 : 50 4J-4 * 3 : 47 J, 2 : 4 4 4

10 C lifford  M. M ontp la isir U.S.A. 3 : 23 3 Μ »  > 4 ·' 21 t 2 : 3 3 ;

mum, will be invaluable. A 
good “  still air ”  model can also 
be a good “  thermal ”  model 
for rougher conditions. Or, 
of course, you can have two

I I P ierc G ilg France 2 : 18 21-3 2  : S3 5 : 00 f

12 Ronald  H. W a rr in g Gc. Britain  ... 4 : 02 41-4* 3 : 2 5 | 2:22;
13 T raugott Haslach Sw itzerland ... 3 : 52 •*1 3 : 34 1▼ 2:20;
14 G iobatte  Cellin i Italy 3 : 18 2 :20 f 4 : 06 f

models with quite distinct 
trims for varying conditions. 
Both are checked and pro
cessed and you can llv either, 
at will.

IS John O 'D o n n e ll Gt. Britain ... 3 : 10 31-31 3 : 50 2 : 4 2 |

16 Sune Stark Sweden 3 : 50 ■ n 2 :2 0  i 3 : 2 6 ;

Assessm ent of 4" Still A i r  f perform ances Key : t

r

Therm al Assistance 
D ow nd raugh t 
Timed O .O .S.
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T crp icaJLIww tS
T ig h t Spot»

Once again, we hear that the model checking system 
at the Trials was abandoned ere it began. However, we 
are slyly informed that spot checking was carried on 
throughout the day’s flying. This at least was something, 
although it might have been more desirable to have 
checked models rather than spots.

The spots referred to, of course, were those which 
persisted before the eyes of certain officials who were 
suffering the after-effects of the customary pre-contest 
t>eano.

Though the spots were in the order of the first magni
tude during the earlier stages of the contests, subsequent 
checks revealed that they had been eliminated after the 
third round of aspirin.

•  ·  ·
T h e M arch  o f  T im e

The dream of the ancient alchemists to transform lead 
into gold finds a sort of modern realisation in the national 
Ρ.Α.Λ. load event where the prize stakes took the form of 
magnificent gold watches.

Such munificence is surely a far cry from those not- 
so-distant days when this typical snatch of conversation 
might have been overheard :

Comp. Winner : “  What a frost! Same rotten old 
glider kit.”

Official : “  Well, what d’you expect for is. 6d.? A 
gold watch ? *'

Speaking of the P.A.A. load event, there appears to 
have l»een a noticeable predominance of “  crowbars.” 
Obviously just the thing to use for a good prize.

• ·  ·
H igh Finance

This year the S.M.A.E., has declared a balance of 
4s. 5d. Next year it is hoped to raise this amount to ŝ., 
thus enabling the Society to purchase that informative 
little publication : "  How to Succeed in Business.”

•  ·  ·
T h e « L  ”  o f  it

Other pursuits might admit of varying degrees of’ skill, 
hut apparently in the model world you arc either one of 
two extremes : beginner or expert. Since I have never 
yet met a modeller who was anything but a self-professed 
expert, I think I can safely assume, without any fear of 
contradiction, that 1 am perhaps the most experienced 
beginner in the model game today. A status which, I 
feci, specially qualifies me to give a few words of advice 
to beginners, which they will not find in any of those 
learned articles prepared for them by experts.

The usual instruction to beginners Is to build a model 
aircraft, but let me say at once that this is now considered 
to be quite an unnecessary hardship. Indeed, in most 
modern clubs it would l>c regarded as nothing short of 
sheer ostentation. However, do not get the impression 
that the average model club will willingly welcome any 
newcomer who is not prepared to participate in its 
principal activity, so it is more or less essential that you 
acquire a motor-cycle. Some dulis arc very particular,

hut generally any sort of machine will suffice, although it 
is well to remember that your future success as a modeller 
will depend on the quality and capacity of your machine. 
For the really ambitious, a change-over to a now and 
more powerful machine every few months or so is a sure 
means of achieving success and popularity as a clubman.

If you arc really a glutton for punishment and deter- - 
mined to build model airrraft, 1 can only suggest that you 
join a motor-cycling club.

• ·  ·
Sum  Hopes !

Despite the confusions, arguments and agonies of 
mental torture that even the simple arithmetical processes 
of our present time-keeping system give rise to, certain 
undaunted types arc breezily confident that the contest 
arena would be the happier for the introduction of a little 
higher maths.

One suggested idea, aimed at making everybody happy, 
except perhaps the bloke with the icepack and blunt 
pencil, entails juggling with the times in such a way as to 
give all competitors the same average duration. Yet 
another relies upon reducing all the times to an unknown 
quantity by the use of logs. (Can’ t I make just one little 
pun on logs, Editor ? Not even the one about twigono- 
metry ?)

It may cjuite well be that all this mathematical agitation 
is responsible for the clot system which is so widely- 
practised nowadays. 'Πιο first step in the working out of 
contest results by the use of clots is to reduce cvciything 
to the wth degree of clottcry. The next phase is for the 
timekeeper, who is usually termed RF-\-y to take his stop
watch reading in the usual clot-wise direction, i.e. 2 min. 
10 secs, is recorded as 210 secs. If in the absence of any 
corrective anti-clot factor the o is immediately cancelled 
(being equal to the intelligence quotient of the score- 
keeper) and the final result, 21 secs., related to an in
decipherable variant under Blotscratch’s law of human 
density.

At this point the equation, o.o.s. *=* 300 or else, is 
introduced by the competitor, who seeks to resolve the 
problem by the use of the special symbols, *!%-+■  *?!, or, 
alternatively, by the raising of the first two digits to the 
powers that be.

• ·  ·
The P rem ie r H obby

Upon reading that somelxidy or other had said that 
anyone who could please aeromodellers at all should lx* 
Prime Minister, it struck me what jolly fun it would be 
to have an aeromodeller in that high office. Just think 
of some of the happy consequences : All aerodromes and 
large open spaces requisitioned for exclusive model use. 
Obstructive land owners denounced as enemies of the 
stale. Removal of purchase tax on nuxlel supplies, which 
will then be government subsidised. Capital penalty for 
anyone referring to model aircraft as toys.

• ·  ·
V eteran  Q uiz

“ What, in your opinion, is the most noticeable difference 
between pre-war and present day Wakefield flying * ” 

“  Well, I suppose the chief difference is that Bob Cop
land now uses a car for retrieving his models.”
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• Almost every American kit is now virtually 
completely pre-fabricatcd, as far as sheet parts are 
concerned. Printed sheet is obsolete. Die-cut sheet 
is used where the parts do not have to be touched 
with a knife or razor blade but simply press out. 
In some instances sheets are both die cut and printed. 
It looks like printed sheet but literally “ comes to 
pieces ”  in your hand !

Until recently the only British kit firm to adopt 
die cutting as standard for balsa and ply sheet parts 
has been International Model Aircraft. Now Kcil- 
kraft are also using die-cut sheets in many of their 
new kits. Perhaps by 1953 printed sheet may also 
be obsolete in Britain.

* * *

T H E  M O D E L  S T A D IU M

S. V I L L A G E  W A Y  E A S T .  R A Y N E R S  L A N E ,  

H A R R O W .  M I D D L E S E X .

U n d e r the management o f  K. S. Reid, the  M ode l Stad ium  it 
a m eeting place fo r m odelling enthutia itt from  far and near. 
Λ  large stock  of all supplies is earned  and there  is an extensive 
h ire-purchase business.

W e ll know n  to  v is ito rs are J. R. Sm ith, Jnr., w h o  attends to  
cu stom ers ' m odelling needs, and b  also a keen am ateur 
conjuror, and Thunder, the huge canine shop-assistant w ith 
the  friendly paw-shake fo r everyone.

The American Aero-Trol R/C unit has been 
redesigned for the 27-megacycle band. In its new 
form the transmitter is crystal-control led. On March 
24th, 27 mcs. became a “  free ”  band for American 
R/C modellers, as it is in this country'. It has taken 
United States modellers something like ten years 
to receive the same “  freedom of the air ”  with 
which we started R/C Hying!

* * ★

The Warncford Wasp, mentioned in our last issue 
was, by inference, erroneously given the status of a 
new design. Actually this is one of the older 
Warncford designs which has now gone out of pro
duction. The remainder of the statement (that 
Warnefords are still active in the model aircraft 
trade) holds good.

* * *

For field soldering repairs— and this should be 
particularly attractive to R/C fliers— a new pencil- 
type soldering iron is available which can be worked 
off a  six-volt car battery. (Illustrated below.)
I' Soldering irons of this type are not entirely new—  
there arc already several on the market, for example 
— but since this was designed originally by a modeller 
for “  field use ”  theJNEW OW  pencil iron should 
have a special attraction. The prototype was pro
duced by G. Honnest-Redlich, 52, Roscmont Road, 
Richmond, Surrey, to whom trade enquiries should 
be sent. Price of the iron, complete, is 14s. 6d. 
It can be adapted to work off normal mains voltages 
by incorporating a radio filament transformer in the 
leads— this type of transformer costing about 4s. fid.

Technical details of the N EW OW  pencil iron are : 
operating voltage— 6 ; current drain— 2 amps 
(nominal wattage 12) ; time to heat up— 35 sec.

Almost as far bark as we can remember, an older 
friend of ours, who is not a modeller, has persistently 
said: “  W hy don’t you build a model like the 
paper darts we used to make at school ? ”  This 
comment is advanced every time we venture on to 
the subject of the failings of certain of our model 
aircraft.

Perhaps, after all, there Is something in it. Cer
tainly the full size designers have achieved remarkable 
success with the delta wing layout and the ordinary 
paper dart is one of the most stable types of “  model 
glider ”  we have ever come across.

W e can, pretty certainly, expect to sec more 
“  delta wing ”  kits on the market shortly'. At least 
two freelance designs of this type arc on the American 
market. In this country wc have, of course, the
Jctex flying scale Avro 707B.

★  ★  *
Eighty per cent, o f the Ohlsson and Rice factory 

is now devoted to military productions. T o maintain 
engine output during 1952 they have been assembling 
motors from parts normally carried in stock as 
replacements. It has been easier to get a new 
Ohlsson engine than many Ohlsson spares !

Irwin Ohlsson, incidentally, has now severed all 
connection with this firm. Sole proprietor is now 
Harry Rice. The name of the firm remains the same, 
however, and a complete new range of motors is 
expected shortly.
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O V E R  T H E  C O U N T E R . K I T  R E V I E W

.C Z H H 3 L
la r o c A t f n f r

Phil Smith’s ducted fan method of propulsion was 
fully described in the June issue o f Model A ircraft. 
That this bold experiment in enclosing a standard 
miniature aero-motor in a duct and replacing the 
normal propeller with a fan or impeller was successful 
is proved by the appearance o f the world’s first 
commercial model of this type— the Veron Lavochkin 
17. Anyone who has seen the prototype of this 
Hying scale model in action— and fly it most cer
tainly does— cannot fail to be impressed with the 
possibilities of ducted fan propulsion for scale model 
work. The whole motor unit is completely hidden 
within the fuselage. The model looks, and sounds, 
like a true “ jet ”  in flight.

O ne of the problems of ducted fan propulsion is 
that, for maximum efficiency and thus maximum 
thrust, the entry area of the duct should be twice 
the throat area. Obviously such a shape will not 
fit in a normal scale outline. Hence a compromise 
has to be reached. Again, minimum clearance 
between the duct and fan is important, calling for a 
circular duct section.

These problems have been cleverly solved in the 
Lavochkin model. Although not a beginner’s model, 
the kit design remains basically straightforward. 
T he duct Ls built up in two halves from sheet into a 
hexagonal section. The fuselage is then completed 
around this duct, now acting as a jig. T he swept 
wings arc assembled to the fuselage by tonguc-and- 
box. considered essential for crash-proofness.

The kit itself is up to the usual Veron high standard 
of quality. T he wood itself is clean and beautifully 
cut. Clearly printed-out sheets (there arc twelve of 
them) and adequate supplies of all other necessary 
materials (except cement) are included. Accessories 
include a pre-fabricated impeller (only needing 
bending to pitch) and a starting pulley.

T he plan leaves nothing to the imagination. It Is 
exceptionally well detailed with plenty of construc
tional sketches and numerous useful notes. Every 
stage of construction and installation of the power 
unit is fully covered. There is also a  separate 8-page 
leaflet with photographic illustrations for good 
measure.

Trimming for flight may be a little tricky since, 
as the designer states, it is impossible to adjust the 
thrust line. I f  built and balanced according to the 
plan, however, good results will almost certainly 
be obtained right away.

Ducted fan propulsion gives proportionately less 
power than might be expected from the same motor 
with a conventional propeller. Hence there will be 
no power to spare on the Lavochkin. This means 
keeping the total weight down to a minimum figure 
(reducing colour doping to a minimum, for example), 
and making sure that the motor chosen is already 
developing maximum power.

PARA LLEL

TW ICE
THROAT AREA

ULTIMATE IN  DUCT FORM  
NOT SU ITED  TO SC A LE  

O U TU N E

IM PELLER
P O S IT IO N

BUILT U P
HEXAGONAL DUCT

BOTTOM

IM PELLER
A SSEM B LY SP A N  37

DUCT EN T RY
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No. 26. TH E  SU P ER M A R IN E  “ SEA G U LL  ” . . . .  by C. B. M A Y C O C K

Ί 'Ή Ε  Supcrraarinc Seagull is a very dean amphi
bian monoplane with a remarkable speed range. 

This is effected by the variable incidence wing, 
successfully tried out in the Supermarinc Type 322 
Dumbo which first flew in 1943. The Seagull replaces 
the Sea Otter biplane tractor amphibian, which in 
turn replaced the Walrus amphibian. The original 
type name of the latter aircraft was Seagull, so the 
wheel has turned full circle. The present Seagull 
is designated type No. 381, and conforms to Naval 
Specification 14/44. Two prototypes have been 
built; one o f these, A M  No. P A  147 and racing 
No. 54, finished fourth in the Air League Cup Race 
at Shcrburn-in-Elmet on July 22nd, 1950. In 
this race it regained for Great Britain the too Km. 
(62 miles) closed circuit record for amphibians. It 
was piloted by C . R. Clolquhoun, G .M ., D.F.G., 
D .F.M ., who achieved a speed of 241.9 m.p.h. 
After the deck landing trials on H.M .S. Illustrious, 
in 1949, a central fin and dorsal extension was added 
and the rear coaming of the engine mounting was 
extended rearwards.

The wings have an incidence range from 2} to 
121 deg. The wing section is N .A .C .A . 23108 at 
the roots and N .A.C.A. 3410 at the tips. The wings 
arc all-metal, flush-riveted, with full span leading 
edge slots interconnected with the slotted flaps. 
For take-off the wing is set at the maximum angle 
and is adjusted in level flight to suit the loading 
conditions, the incidence gear being operated 
electrically. The outer flap sections carry' the slotted

The heading picture shows the prototype in flight, and the 
picture above shows the same aircraft before the addition of 
the central fin, and with slots open, and flaps and wheels

lowered.

ailerons. Wooden wing lips arc fitted to cut down 
intcrfciencc to the radar search devices.

The hull is of all metal construction with a single 
step terminating in a sweep-up to the dihedral tail- 
plane. The outer fins and rudders are at right- 
angles to the 20 deg. dihedral of the tailplanc. The 
wheels retract into the hull and turn through 180 deg. 
by means of rack and pinion gear. The single 
oleo legs have hinged doors to fair them into the hull 
sides. Above the combined tail wheel and water 
rudder is the “  sting ’ ’-type arrestor hook which is 
extended by' spring gear, f The enclosed cockpit 
houses conventional flying controls, with the pilot 
on the port side and a folding seat for the second 
pilot or pupil on the starboard side. There is full 
provision for dual control. The navigator sits abaft 
the pilot and a passage runs aft between the wheel 
wells to the rear compartment. A removable derrick 
is hinged to the afterside of the centre section trunk 
for loading the rear compartment.

The engine is a Rolls-Royce Griffon RG/30/SM 
12-cylinder V cc liquid-cooled motor of 2,055 h.p. 
rated at 2,250 ft. and 1,680 h.p. at 6.500 ft. It drives 
a six-blade Rotol counter-rotating airscrew of 10 ft. 
3 in. diameter.

The colour scheme follows the usual practice for 
Naval aircraft, viz., duck egg green for undersurfaces 
and the hull, up to the level of the deck. The upper 
surfaces are dark slate grey and medium sea grey in 
large irregular patches. It carries the usual red. 
white and blue roundels and fin flashes. The words 
*' Royal Navy ’ ’ and PA 143 arc in black near the 
rear end of the hull. There arc two vertical red 
lines in way of the propeller blades behind the cock
pit access doors with the words “  Danger, Propeller ” 
in red between them in line with the lower edge of 
the window. Airscrew blades arc black, yellow tipped 
and the spinner black.

The main dimensions arc as follows. Span 52 ft. 
6 in. (folded 23 ft. 6 in.). Length, 44 ft. i \  in. 
Height (tail down) (airscrew in Y  position) 15 ft. 
10J in. Weight empty, 10,510 lb. Max. speed at 
11,300 ft. is 260 m.p.h. Rate of climb 1,140 ft. per 
min. Normal range 875 miles. Take off from water 
16 sec. Take off from deck in 31 m.p.h. wind 
317 ft. Service ceiling 23,700 ft.
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Ί"Ή Ε question lias recently come up for discussion 
as to whether it is desirable to have a strict 

formula for the F.A.I. international class power 
model and, if so, what that formula should be.

It has been said that, as both international rubber 
and international glider have their respective formula 
models, viz. the Wakefield and the Nordic A .2, 
stricter rules should also be enforced in power- 
duration, rather than the present system, which 
merely applies a minimum 
surface loading and power 
loading, a 2.5 c.c. maximum 
engine swept volume and a 
fuselage cross-section rule.

The main argument usually 
advanced in favour of more 
closely defined rules, for any 
contest, is that they simplify processing. A  fixed 
total area, with a few square inches tolerance either 
side, should be easier to check, as is a fixed minimum 
cross-section rule, than making precise calculations 
of wing and tail areas to ensure compliance with a 
wing-loading rate, or making cross-section calcula
tions to see that they agree with that automatically 
fixed by the area check.

Unfortunately, it docs not always work out that 
way. The original idea behind fixed areas— for 
example, the 200 sq. in. for the Wakefield with a 
5 per cent, tolerance either side, was that everyone 
should aim at the basic (200 sq. in.) figure. The 
jo sq. in. “  error ”  allowed was simply to obviate the 
necessity o f disqualifying a model which the pro
cessing officials* measurements had shown to bo 
only minutely inaccurate— and, possibly, to avoid 
the recrimination that would inevitably be piled 
upon officials’ heads by slight errors incurred in, 
for instance, calculating the area o f some irregularly 
shaped wing-tip. It is obvious that in every case, 
some degree of tolerance cither side of a basic 
figure is essential. But, of course, no one now bothers 
about the “  basic ”  figures. Instead, we all aim to 
use the rules to our best advantage and if it is to our 
advantage to use the 10 sq. in. “  tolerance,”  wc arc 
apt to take 9.99 sq. in. o f it, which does nothing to 
relieve the burden on the processing officials. The 
Nordic rules call for 33 sq. decimetres with a 1 sq. 
dm. tolerance either side, i.c. 511 sq. in. with 15

sq. in. tolerance, and, as F.A.I. rules arc based on 
“ projected”  areas, a few more square inches can be 
added to the actual areas. And these few extra 
inches —quite legally gained— are certainly worth 
having, as witness Ossi Czcpa’s Swedish Cup winning 
Toothpick which totalled 536 sq. in.

Another argument for the fixed formula, however, 
is that it docs tend to improve the breed. By which 
is meant that, with closely defined model specifica

tion rules, whether such rules 
are good or bad, everyone is 
given a basis on which to work, 
certain minimum standards of 
performance are quickly esta
blished and success depends on 
improvements over and above 
these standards, which, them

selves, arc steadily raised as the class develops. This 
has occurred, of course, in Wakefields but, perhaps, 
is even more pronounced in the Λ.2 class.

Against this can be placed the fact that, where 
design tends to become standardised, so does the 
luck clement tend to gain a firmer foothold. In no 
class o f contest flying is this more clearly demon
strated than in A .2 gliders— hence the “  might as 
well toss for it ”  suggestions heard in reference to 
thermal-bound A.2 trials. Likewise the remark 
passed to the writer by one who had done three 
regular 4-minutcs-plus flights in an Area contest, 
only to be beaten by a score, from another area, of 
16$ minutes— “  three thermals and a still-air flight! ” 
It could, of course, have l>ccn “  three thermals and 
a downdraught flight,”  but the fact remains that the 
clement of chance was obviously well to the fore.

In power flying, however, there is rather more 
scope for improvement because we have two flight 
conditions on which to improve. In gliders, so long 
as the model will tow right up to the top o f the re
gulation 328 ft. line (and it is no good in modern 
international competition if it will not) there is only 
the glide that can be improved. In power models, 
on the other hand, there is also the climb to be 
considered, which can give much greater rewards 
and demands greater skill. Therefore, provided 
that rules do not severely limit engine power, the more- 
skilful modeller has a better chance of reaping his 
just rewards.

A C C E N T  O N  PO W ER  
By

P . G. F. C H I N N
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Actually, the only rule which the present F.A.I. 
International power class lacks to make it a definite 
formula and bring it in line with rubber and glider, 
is one defining upper and lower limits on flying 
surface areas. As Is generally known, the present 
international class calls for a power unit of not more 
than 2.5 c.c. and a minimum power loading of 
200 grammes (7.06 oz.) per c.c. T he model must 
also conform to the general F.A.I. rules in that it 
must have a horizontal surface loading of 12 grammes 
per square decimetre (3.93 oz./sq. ft.) and a minimum 
cross-sectional area of 1/80 of the total horizontal 
surface area.

These rules have, in fact, been sufficient to produce 
an identifiable “  International ”  model. In this, 
the trend has been to adopt the 17$ oz. minimum 
(power-loading) weight with a 2.5 c.c. engine and to 
then work fairly close to the maximum (horizontal 
surface loading) figure for this weight, i.e., up to 
about 650 sq. in.

It is not necessarily agreed that this produces 
the best performing model under the present rules. 
Some reduction in areas (to around 550 sq. in.) 
can, in the writer’s opinion, produce just that much 
faster climb that will more than outweigh any slight 
increase in sinking speed due to higher wing loading. 
Therefore, we might expect to see too sq. in. or so 
variation in the size o f international 2.5 c.c. engined 
models and, since any engine under 2.5 c.c. is per
mitted, smaller, lighter models arc also eligible.

If a definite formula is to be devised for the 
international power class, however, wc do feel that 
the whole question should be reviewed by the F.A.I. 
in the light of actual international requirements. 
In particular, we have in mind possible American 
participation— which, of course, is essential to a 
truly international contest. At the moment the 
U.S. (and other countries which employ the cubic- 
inch measurement for classification and use engines 
to these displacement limits) are virtually limited 
to the .099 cu. in. (1.62 c.c.) engine for international 
work, since their next standard size is the .199

40-/n. span Luscombc "  Silvaire ”  built by John Vaughan 
from a K-K kit. Model flies excellently and is powered by 

an Allbon “  Dart ” diesel.

C.. G. Soltis o f Littleport, Cambridge, starts his R C “ Junior 
6 0 .” Engine is on E .D . 2.46. Receiver : E .C .C . 9 5 1A 

hardvalve.

(3.26 c.c.) and no suitable intermediate displacement 
engine is available, liven in the .099 category, only 
one model is now manufactured (the Herkimer-O.K. 
“  Cub ”  .099) since the emphasis Is on the two class 
limits above and below this : .094 and .199 cu. in.

One might suggest that the way out of this problem 
is for the American A .M .A . (and other similarly 
affected organisations) to bring their class limits 
into line with the F.A.I. metric system, but any 
reluctance on their part to do this must surely be 
understood in view o f die fact that it wrould render 
as obsolete, vast numbers of model engines ow'ncd by 
model enthusiasts.

The obvious solution would seem to be for the 
F.A.I. to raise the international class limit to 3.3 c.c, 
so as to include the popular American .19 cu. in. 
motors such as the K . &  B. .19 (3.27 c.c.) and M cCoy 
.19 ( 3 ·20 c.c.) 35 weA as European models coming in 
the .19 cu. in. and 3.5 c.c. classes. The only objec
tion would seem to be that, so far as Europe is 
concerned, the popularity of the 3.5 c.c. engine has 
lately declined in favour of the 2.5, but the more 
powerful 2.5’s, such as the Elfin and E.D. 2.46, 
would not necessarily be outclassed by the .19’s 
and the standardisation o f the 3.5 c.c. limit w'ould, 
no doubt, stimulate,the popularity of this type.

As for the remaining rules to complete our Inter· 
national Power Model Formula, we would suggest 
something along the following lines :
S u g g e s te d  F .A .L  In te r n a t io n a l P o w e r  M o d e l 

F o r m u la
Engine ... ... Any type or capacity up to a

maximum o f 3.5 c.c. (.213 cu. in.). 
Weight ... ... 600 grammes (21.2 oz.) minimum.
Total Horizontal- 40 sq. decimetres (620 sq. in.) with

Surface Area 2 per cent, plus or minus tolerance,
i.e. 12.4 sq. in.

Fuselage Cross- 50 sq. era. (7.75 sq. in.) minimum.
section

Motor-run ... 15 seconds maximum, with 30 
seconds penalty for every second, 
or part of a second, excess motor- 
run.

Compared with the present F.A.I. international
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limits, these rules would permit a model having a 
somewhat heavier wing-loading but slightly lighter 
power-loading, both these, in any case, being auto
matically required for larger models. The general 
maximum dimensions have not been increased since 
it is thought that too large a model would not be 
popular. Weight, however, has been increased 
slightly and could go higher, but should, at the figure 
suggested, give a reasonably robust model while 
allowing a brisk climb on which the expert can 
exercise his trimming skill, without too much 
floating in the glide. Using the full 3.5 c.c. the 
power-loading, in fact, comes out at the current 
too oz./cu. in. A .M .A . figure and should, therefore, 
prove eminently acceptable to transatlantic entrants.

A  motor run limit of 15 seconds should be quite 
adequate with such models and should tend to 
contain flights within the 5-minute maximum rule, 
while a sufficiently severe penalty for exceeding the 
limit should be imposed to discourage advantages 
o f height (and thus increased chances o f thermal 
assistance) being gained.

R  C  in A u stra lia
Readers of the June “  A  on P ”  may recall a 

description of an interesting 9-ft. version of Fox- 
worthy’s Hoosier Hol-S/iot by 1). C . Adams of Queens
land, in which two receivers, operating on the two 
frequencies allocated to Australian modellers, were 
used to actuate rudder and throttle control.

From the owner of this m<xlel we have now received 
some further details of it and, also, of another, smaller 
R C  job. together with a number o f photographs. 
These were accompanied by an extremely interesting 
account of activities in Australia, which should be 
of interest to modellers at home, and from which we 
propose to quote. Our correspondent begins with 
the Hot-Shot and says :

“  Basically, this machine is a 1 $-size Hooker Hot- 
Shot. Power is a Forster 99. As you can sec from 
the photographs, the original twin-rudder layout 
was followed. This, no doubt, was good aerodyna- 
mically, but linkage trouble became a bit annoying 
when too much backlash developed. This could have 
been overcome, but a single fin and rudder was 
reverted to and did away with all such problems. 
The monostrut u c was also altered to the affair

16 c.c. Forster-powered R 'C  heavyweight by D. C. Adams of 
Queensland. Design is based on Foxworthy's “ Hoosier 

Hot-Shotscaled up to 9 ft. span.

O C T O B E R  1952

Another Australian RiC model, also by D. C. Adams. Powered 
by a Frog 150, this model is 54 in. span and weighs 40 oz.

shown, built up of & in. spring steel brazed together 
and pivoted about the top of the back leg. The 
airwhccls arc fi in. Z.N. (1 had these air-freighted out 
and the cost was astronomical). The whole model 
is nylon covered. The initial radio set-up had an 
E.D. Mk. 1 receiver working a Mk. 1 clockwork 
escapement converted to rubber drive, and a home
made Hivac receiver on 40.fit) m/cs. in the two- 
speed ignition circuit. (High speed =  signal on.)

“  The all-up weight is ifii lb. This is very- heavy, 
but the wing-loading works out at about 18 oz. 
which is not too bad for a model this size. The 
model is very stable and docile, as you would expect 
from the design. . . .  It can be hand glided and 
hand-launched under power, but it’s hard work. 
However, as I have to handle everything myself, 
there being no other modellers about, and most 
others doubting my sanity, this model is too much 
trouble and I have temporarily given up flying it. 
After checking everything and getting it airborne, 
I ’m in such a state of nervous exhaustion that 
there’s no enjoyment in flying it.

“  The other model is rather like Cyril Shaw’s 
Fledgeling but the span is 54 in. and it lias a Rudderbug 
type wing. Power is a Frog 4 150 ’ driving a 
‘ Truflex ’ 9 X 4 .  All tip weight 40 oz. Receiver 
is home made Hivac circuit. Escapement is E.D. 
lightweight modified so that current is only used 
going from one [xisition to next, (still two-position 
self-neutralising). Nosewheel is sprung with coil 
springs in tension. Incidentally, I have been 
flying a 6 lb. Rudder bug for 2J years with this type 
nosewheel with no sign of failure in this assembly.. . . ”

Mr. Adams mentions that his best receiver is the 
Bolton No. 2 design, using a 3A5, and goes on to say :

‘ ’ Current rise, close up, is 4.2 ma.; at half-mile, 
2.5 ma. This receiver is most stable ; it can be 
shaken about, aerial can be practically any length, 
and tuning done with a potentiometer mounted 
independently of the receiver. These results were 
on the 27 m/cs frequency using a 4 Flight-Control ' 
two-valve transmitter.

44 A  friend of mine in Brisbane has a tfi-ft. original 
design sailplane which is a most impressive model. 
T his model is often flown at night and has navigation 
lights and tailplane tip lights, port and starboard, 
which light as the corresponding rudder is applied. 
It also has a large spotlight in the nose. I think the 
weight is 15-16 lb.”

(Continued on page 483)

482



•  T h e  E d i t o r  d o e *  n o t  h o ld  h im s e l f  r e s p o n s ib le  f o r  
t h e  v ie w s  e x p re s se d  b y  c o r r e sp o n d e n t s .  T h e  n a m e s  
a n d  a d d re s se s  o f  th e  w r it e r s ,  n o t  n e c e s s a r i ly  f o r  
p u b l ic a t io n ,  m u s t  in  a ll c a se s  a c c o m p a n y  le tte rs.

R.T.P. IN A U S T R A L IA
Dear Sir,— After several members of our club had 

read about r.t.p. flying in your March edition of M odel  
A ir cr a ft , we thought you might like to hear what we 
are doing in this respect.

One of our members, G. Barron, consistently puts up a 
speed of 75 m.p.h. with a Jetex 350. This model is flown 
on a 6 ft. line owing to the restricted space.

The model has a span of 5 in., wing area of 3$ sq. in., 
and a length of 10 in. It has a dihedral tailplanc and 
all up weight is 3 oz. Incidentally, the Jetex is completely 
uncow led.

We would like to hear from any club in the United 
Kingdom which has had experience in r.t.p. flying of 
this nature.

Yours faithfully,
9, Deacon Avenue, V. T u let t ,
Marleston. Hon. Sec.,

South Australia. Glenelg M.F.C.

1914-18 P R O T O T Y P E S  FOR F LY IN G  SCA LE
Dear Sir,— Since there seems to be a certain amount of 

correspondence concerning my models (namely the Camel 
and Pokker Triplane), I feel a few points of view of my 
own would not come amiss.

Firstly, Mr. Garry has assumed from Mr. Savage’s 
letter that my models cavort about the sky at scale Spitfire 
speed.

Large numbers of people, including pilots, who have 
flown, or seen in flight or been associated with the full 
size aircraft, have on numerous occasions spoken to me and 
assured me how’ extremely realistically these models 
behave  ̂in the air, both under power and in the glide, and 
how nostalgic memories are awakened by them. This has 
been the case not only with the Camel and Triplane, but 
also my S .E .fs, Hawker Fury, Bulldogs, GamecocksΨ etc.

Mr. Garry will no doubt be puzzled by this possible 
lack of spectacular speed, but 1 think that one or two

Accent on Power
(Continued from previous page)

O ur correspondent concludes : “  I was at Camden, 
near Sydney (1,000 miles from here) early this year 
and judged the R ;C  event in our last Nationals. 
This is another story in itself, but Rudderbugs came 
first and second. The most interesting model had 
bad luck, in that time was up before the three 
flights were in. It was a 9-ft. Valkyrie-type, Forster 
* 99 * powered. It had three-channel gear ; right 
and left rudder and motor cut-out. Its flying was a

elementary facts may help to explain. Mr. Garry states 
that his own $ wale 1914-18 models weigh around t j  lb. 
A Camel of this scale has 3 2/3 sq. ft. wing area, giving a 
loading of aliout 6 to 7 oz. per sq. ft. and the Triplane 
would be about 4J to 5 oz. per sq. ft. The scale propeller 
diameter would be from 13 to 14 inches.

Even with such extremely light wing-loadings and low- 
flying speeds, I should be very interested to know how 
Mr. Garry persuades engines of from 1 c.c. to i£ c.c. to 
drive propellers of this diameter— or perhaps he departs 
from scale here and puts on those tiny screaming props, 
which are so out of keeping with the large, comparatively 
slow moving props, of the World War I fighters, and 
which to my mind, were so much part of those machines.

For my own part, I always use as near scale diameter 
propellers as possible, and in fact my $ Camel has a 13 J in. 
diameter fitted. Perhaps this helps to explain the need 
for this so-called overpowering of my machines. Again 
with such light wing loading as Mr. Garry uses, I think 
that any forward speed in the glide in all but extremely 
calm conditions must be well-nigh impossible, whereas 
I flew my Camel and Triplane at Fairiop during the Whit
sun meetings and most people know how the wind blew 
then!

The last point is Mr. Garry’s mention of the ability 
to make a bam door glide. I would say that it needs 
considerably more skill, patience and perseverance to 
bring about this phenomenon, than to cover a very light 
frame of wood with tissue paper, and achieve a slow 
delayed descent to earth.

Finally, I would rather that Mr. Garry reserves his 
criticisms of my models and their performances until he 
has actually witnessed them in flight.

I would like to endorse Mr. Savage’s remarks about the 
Albatros D.I1I machine as used by Richthofen and his 
Circus. I have beside me my copy of the Red Knight of 
Germany in which there is a photograph of a line up of 
D .Ill's (identifiable by their straight-trailing-cdgcd 
rudders) taken during the first World War.

Yours faithfully,
Banstead, Surrey. P. E. N orm an .

joy  to watch, but it floated a great deal, making 
judging approaches difficult. Weight was only 
7 lb. . . . ”

The recent imposition, by the Australian Govern
ment, of restrictions on the importation of goods 
from the United Kingdom, is hound to affect model 
supplies, including engines, most of which have to 
come from England. Some interesting Australian- 
made engines have, however, appeared from time to 
time and, although there seems to be only two or 
three types currently manufactured in any numbers, 
there will, undoubtedly, now be an added incentive 
to Australian manufacturers to expand their pro
duction in this field.
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IF  the two characters up in the corner never take any good pictures, 
the same cannot be said of our contributors this month, for they 

have sent in a bumper crop for Photonews.
Our No. i this month is by L. J . Neal, of West Middlesex. Club 

member Jim Plank is seen with his O .K . Cub-powered F/F model— a 
change from the Vikings he normally deals with in his post o f landing 
Control Officer at Northolt Airport.

Going from landings to take-offs, we have a very dicey example 
caught by J. L. Gcnlloud, of Lowestoft. The model 
in picture No. 2 is a fine scale Sopwith Pup powered 
by a Frog 100 and built by K. Dean, o f Brentwood 
M .A.C.

However, if No. 2 got away with a spot of erratic 
flying. No. 3 certainly did not! Fred Dunn, of 
Inglewood, California, entered his payload model in 
the American Nationals, and it seems something went 
wrong with the spiral stability. Certainly it caused a 
minor panic, and as usual there’s a bod in tfic middle 
who can’t make up his mind which way to jump. 
Frankly, we wonder what happened to the photo
grapher !

P. L. Gray, of Luton, specialises in 1/72 scale 
solids, and his latest is seen in No. 4. It is a model of 
the “  Last o f the M any,”  the last production Hurri
cane, preserved by I lawkcrs as a flying museum piece. 
The colour scheme is Sopwith blue with gold lettering 
and trim, and the actual aircraft, entered by Princess



Margaret, nearly won the 1950 K ing’s Cup Air Race. 
It was also used, re-camouflaged, in the recent 
Battle of Britain film, “  Angels One Five.”  The 
photograph is by Ken Wingrovc.

Bridget McCann, of Worksop, is well known to 
team-racers, and one of her class A  models is seen in 
N o . 5. It is known for some reason as Fast Cat, and 
powered by an E.D. 3.46, it does 35 laps to the tankful 
at around 68 m.p.h. Maybe there’s something in a 
name after all.

N o. 6 came from Australia, where it seems that 
radio-control is not backward in coming forward. 
Gil Miles, o f the Western Suburbs M .A.C., Croydon, 
New South Wales (Croydon ?— the word seems 
familiar ! ) has made over 60 successful flights with 
this 9-ft. span model. Built some 10 years ago by 
Desmond Bclot, of the Preston M .F.C., Melbourne, 
and adapted for radio by Gil, the model recently gave 
a demonstration at Bankstown aerodrome during 
Air Force Week, spot-landing after an impressive 
15-minute flight. In addition to the usual rudder 
control, Gil has incorporated an engine cutout, 
held in by a control tone from the transmitter. Thus 
he can stop the motor at will, or in the event of the 
transmitter failing or the model going out of range, 
the motor will cut o f its own accord.

Carbon dioxide motors have never enjoyed any 
great popularity among modellers, so it is all the 
more interesting when one appears. J. H. Maxwell, 
the microfilm expert built the model in N o. 7. 
It is a 1/20 scale model of the Anderson Greenwood 
14,an American lightplane, and an American Campus 
A -100 C O , motor has been used to power it. Wing 
span is 20J in. and the imxlcl flies very well indeed.

Another design out of the rut is seen in N o. 8, a 
picture from J. van Hattum. Taken at the Dutch 
Nationals, it shows C. Kempen, who is the 1952 
Dutch power champion, with the model he has been 
developing over the past few years. Power is pro
vided by a Dutch Veenhoven 2.5 c.c. diesel.

Last, but by no means least, is this month’s Star 
model, N o. 9. A  Glostcr Gamebock, beautifully made 
by F. Green, of Garston, near Watford, it has been 
very realistically photographed by A. Boothroyd, of 
St. Albans.



V

j l t j t f c

Another budding Farrance menace—  
Jean Baker, fiance of Ernest, winding 
up in the Women's Cup event. Bill 

has a word to soy about cameramen !

t h e  b e s t  thing that can he. said 
about the last Area Centralised 
meeting is that it was a nice day from 
the weather angle, and that's about 
all that can be said about it ; in 
fact it was hardly worth the while 
of the Area committee's time. Con
sidering that there was a competition 
arranged for every type of model, 
the turn out was a complete let down, 
there being not more than four clubs 
present. It’s not hard to under
stand though, fliers today just haven’t 
the cash to pay for coach scats 
Sunday after Sunday, and after the 
first three Area meetings with their 
eliminators, centralised meetings of 
almost any kind have just about had 
it. The Council would do well to 
remember this fact when arranging 
next year's competition programme, 
and not allow themselves to be rushed 
into five meetings again. Three will 
be ample, and it may be well worth 
while considering the suggestion that 
one meeting, complete with an eli
minator of some kind be placed 
toward the end of the year, thus 
preventing the three important eli
minators being held one on top of the 
other during the early, and often 
unfavourable, part of the season.

• f a  f r o m  t h e  Hying point of view, 
the meet on July 20th wasn’t at all

More at home with gliders, Ernest is 
seen lauenhing Bill's model

bad. O f course, there was the usual 
high wind now associated with 
Rudbrth, but at least the sun was 
shining and the breeze was steady. 
As already mentioned, the Team 
event only attracted four clubs, and 
York had little difficulty finishing at 
the top of the list. Practically 
everybody was flying Wakefields, 
one of the notable exceptions being 
Arthur Wharrie, of York, whose 
Senator performed steadily and suc
cessfully all day. Eric North seemed 
to be having a bit of an off day, 
first piling in his Jctcx job, and then, 
a few minutes later his Wakefield. 
George Cameron, of Leeds, also had 
some bad luck on his first take off, 
necessitating his spending some couple 
of hours on repairs, but to a good 
purpose, since lie finished well up 
the list in the end. Speaking as an 
impartial observer, I would doubt 
that all the models in the Ladies’ 
event were constructed by the en
trants, one or two were seen who had 
but a rudimentary idea of flying, 
let alone building, and there were 
one or two anxious helpers whose 
fingers seemed to be itching to catch 
hold of the tow line. Miss M. Clayton, 
of West Yorks, jH-rfomied most 
creditably in this event, to finish top 
with a time of 12.22 a time which 
many of her male companions would 
have been pleased to record. One 
most peculiar aspect of the Ladies’ 
event was the number of gentlemen 
helpers who were willing to accom
pany the girls on their long and stern 
chase after the models, and the time 
spent in dual recovery during the 
afternoon was quite remarkable.

•Jr s i n c e  m a n y  Areas a r c  now im
posing an Area subscription upon 
their members, no doubt the problem 
now facing the Northern Area will 
be a common one. That is the case 
of the club which, whilst carefully 
affiliating every year, does not, 
cannot, or will not pay the Area subs. 
I think it is now pretty well recog
nised that Areas cannot function 
efficiently on their proportion of

affiliation fees, even when they get 
them, and are more and more 
dependent upon the members of the 
Area themselves for financial security; 
the cost of printing news sheets and 
minutes alone usually swallows up 
the small subscription and those 
Areas who cannot make their com
petitions pay must have a very' thin 
time financially. Rut what can be 
done about the clubs who will.not 
support their Area ? Obvious things, 
like the loss of voting power and 
stoppage of news sheets, etc., are not 
difficult to think about, but what 
about the club one never sees or hears 
from except at Area competition 
meetings? If they' arc properly 
affiliated their competition entries 
cannot be refused, or can they ? 
Yet it hardly seems fair that the drones 
can tap into the efforts of the harder 
working clubs just like that. Maybe 
the Council could throw some light 
on this subject too, it certainly is 
another matter needing urgent con
sideration.

b y  t h e  time you read this, we 
shall be almost at the end of another 
competition season, with only' one 
Area meeting and one centralised 
meeting left on the programme. The 
Area meeting should raise a little 
more interest than the last one, most 
areas agreeing that the attraction 
was almost nil. It is hoped too, 
that the second Butlins meeting will 
attract much more attention than the 
first, the amount of the prize money' 
offered justifies a really first class 
entry. And after October 12th, 
what ? Longer nights and more 
building time, and much more time 
to think up new complaints, or ideas 
to improve the game? May I leave 
you with the thought that it is you, 
and you alone, who makes the sport 
worth while, and the more you leave 
things to the other bod the more 
causes you will find for grumbling. 
Sort out the things that you want 
next year, and then do something 
about it, don’t sit back and expect 
them to happen.
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This is, purely and sim ply, a control line stunt 
section. Many early stunt models featured thin 
almost flat plate sections but it was soon found 
that much th icker symm etrical sections gave 
better results— th icker sections, in fact, than 
those employed on any other type of model. 
The generous rib  depth permits really deep, 
strong spars to be used, w ith  enough room to 
enclose the control plate assembly in the centre 
section, w ires being led out through the wings.

The dotted outline shows a modification 
sometimes employed w here the rear of the 
section is given a concave surface. Incidentally, 
for a good speed section, o r a symm etrical free 
flight (ta il) section, halve the value of the 
ordinates given.



I R I S H  N A T I O N A L S  
T h e  12th Ir ish  N a tiona ls, held  at Ba ldoonc l 

A e ro d ro m e  o n  Ju ly  5-6th, w as a two day  
affair extended to inc lude  events fo r the
neglected glider and  C / L  enthusiasts.

O n  Sa tu rd ay  the 5th the first event got 
under w ay  in  near ideal co n d it io n s  ; fair 
w ind, n o  ra in , and  therm als fo r those w ho 
co u ld  find them. T h e  m ajority  o f  the 
m odels were o f  the N o rd ic  o r  A . 2 c la ss and  
quite  a  few m a x im u n is  were cha lked  up  in  
the first rou n d  w ith  them, hut in  the end  it 
w as D e n is  B ro w ne  o f  the D r im n a g h  A . M .  
w h o  cam e ou t o n  top  w ith h is Scan d in a v ia n  
design U pat. T he  so le  B r it ish  com petitor 
G . Jackson  o f  the L ittlcover c lub  had  hard  
lu ck  to lose h is m ode l o n  the second flight 
and  so  fin ished second.

T h e  C / L  S tun t event held o n  the sam e day 
w as p o o r ly  supported  w ith  o n ly  ten starters, 
but o n  the w hole  the standard  o f  fly ing  was 
go o d  and  the o n ly  m anoeuvres om itted  were 
the square  loops. The  w inner o f  th is was 
J. J. C a r ro l l  o f  the D u b l in  M o d e l Engineers.

S u n d a y  m o rn in g  fo u n d  W akefie ld  and  
Pow er com petito rs m arooned  in  a h an ga r by 
torrentia l rain, but after tw o h o u rs  p o st
ponem ent the W akefie ld  even got started. 
U n fo rtuna te ly  th o ugh  the ra in  stopped the 
w ind  d id  n o t and  r.o.g. w as very tricky. 
M a n y  o f  the m odels met d isaster o n  the 
take-off in c lu d in g  that o f  Jackson, w ho  was 
fly ing  a m odel s im ila r to that used b y  R o y ie  
in  the W akefie ld  T ria ls. A le x  G o rd o n  o f  
the Phoen ix  A .C .  persevered to collect a 
terrific second and  o.o.s. flight w hich b rough t 
h im  the h o n o u r  o f  be ing the first Ir ishm an  
to w in  the tro phy  fo r W akefie ld  models. 
T h o m p so n  o f  the M o d e l Engineers, flying 
h isZ en d ik  in to  th ird  place behind  D c s  W o o d s, 
dem onstrated a pow er-job-like  c lim b  w ith 
m uch  flapp ing of loose  strands o f  rubber.

T he  Pow er event w as held in  between and  
d u r in g  three torrentia l dow npou rs. T hunde r 
and  ligh tn ing  m ade an  im pressive b ack 
g ro u n d  to  the scream ing o f  engines. S a m m y  
W e lls o f  the D u b l in  M .F .C .  fly ing an  A m c o  
3.5 c.c. ve rsion  o f  P izon la  m ade three very 
consistent flights to w in  the m agnificent 
·* A e r  R ia n ta  T ro p h y / ’ N o o n a n  o f  Sh an k ill 
a n d  one o f  the favourite s w as unfortunate 
en ou gh  to lose h is  M a lla rd  o n  a 214 sec. 
m o to r run, just over the stipulated 20  sec.

Late r in  the even ing a m ost enjoyable 
d inner was held  at D u b lin  A irp o rt. T he  
prizes were presented b y  M rs .  K e lty -R o gc rs, 
wife o f  the president o f  the M A C '! .  A m o n g  
the m an v  d istingu ished  guests present were 
M r.  J. I3em psey. general m anager o f  A e r  
R ia n ta , C o l. J. F itzm auricc  o f  tra n sa tla n tic  
fam e and  C o l.  P. Q u in n , officer com m and ing  
A i r  C o rp s. T he  in fo rm a l p roceedings were 
enjoyed b y  all and, as is trad itional. D o c  
C h a rle s  m ade the shortest and  wittiest 
speech o f  the evening.

N O R T H - E A S T E R N  A R E A  
D isp la y  at N a tiona l A i r  Races, Newcastle 

A irport Ju ly  I l t h ' l 2 c h  
A lth o u g h  sunny, a stiff, gu sty  breeze on  

F H d a y  even ing w recked m an y  hopes and  
qu ite  a few m odels, cau sing  sad  hearts am ong  
the Su nde rland  and  T yne m ou th  lads w h o  d id  
the flying. K in g 's  C u p  day  w as even worse.

but about fifty C / L  fliers and  assistants 
converged  o n  New castle  A irp o rt ,  determ ined 
to fly— o r else !

W ’e had  45  m inutes to p lay  w ith, and  it is 
to the credit o f  the lads from  B la yd o n , 
Seaham . T ynem ou th  a n d  Su nde rland  c lub s 
that they kept ’em  fly ing  fo r that pe r iod —  
a lthough  the p rangcry  w as d read fu l at times. 
W h ile  the sun  shone  and  the co ld  w ind blew  
we noticed K e n  M o le  o f  T yne m ou th  d o in g  
well w ith h is  stunt jo b s  un til an  extra s tro ng

K t m ade a  bunt g o  som e  three inches 
er than it sh o u ld  have done  ! K e n 's  

fo u r  foot M osqu ito  (2  X  E lf in  2.49) w as o n  
d isp lay, but w ise ly he m ade n o  attempt to 
fly i t  T h e  veteran T yn e m o u th  Λ  B "  
T ea m  R ace r S n orty  snorted  h is w ay to  a 
m ost d ram atic  fin ish b y  lan d in g  dow nw ind , 
tu rn in g  ove r and  sh ive r in g  in to  fragm ents 
w hich  were w hirled  aw ay  acro ss the field. 
Su nde rland  bod s Tate  and  Stew art both 
flew Ju n ior  M on itors  w ith  E .D .  2.46’s, and  
raised  m an y  a  ga sp  by their unexpected 
(and  som etim es unintended !) m aneouvres. 
T he  Su nde rland  “  B  ”  T ea m  Racer, a m o d i
fied L a z y  D aisy  (A m c o  3.5) bu ilt by A rea  
Secretary P h il M c A lro y ,  had  been hurried ly  
rc-riggcd w ith engine off-set, fin off-set and  
low pitch prop., and  in  the capable  han d s o f  
N o rm a n  R cvc ll m anaged to keep its lines 
m ore  o r  less tight at all tim es— although  its 
d o w n  w ind  speed w as frighten ing ! Pete 
K e lly  o f  B la yd o n  put u p  a po lished  stunt 
• h o *  righ t in  front o f  the m a in  enclosure, 
w hile  som e  m ore  adven tu rou s b o d s  actuall 
flew a  coup le  o f  “  fly ing saucer "  contro!I

— A E R O B O D S  O F N

*· li · k n .

No. 7
P. D O N  A  V O  U R -H IC K  IE

A  leading exponent of C/L 
scale models. Has “ sealed "  
the heights of perfection with 

this type of model.

liners— they had  som e ro u gh  treatment, but 
kept going. T o  su m  up, i f  it had  been a 
no rm a l c lub  day  we w ou ld  not have flow n at 
all, hut hav ing  prom ised, it w as a  case o f  
~  death o r  g lo ry— o r both  "  !

W E S T  O F  S C O T L A N D  A R E A  
O u r  A re a  held their G a la  D a y  o n  June  

27th. T h is  unfortunate ly  d a sh e d  w ith  the 
h o lid a y  period  and  resulted in  a  sm a ll 
attendance, m ost o f  the boy s be ing away. 
T h e  weather was pretty p o o r  again, w ith som e 
heavy show ers a n d  the w ind  w as in  a m ost 
un favourab le  d irection  tak ing  the m ode ls to 
a  large belt o f  trees. J. M c M o s t c r  and  W . 
C h ry sta l be ing o n ly  two o f  the unfortunate  
people w ho  got "  la n d e d ." J. M c A r t h u r  
(S .A .S .)  was extrcm ly u n lu c k y  in  the glider 
event w hen after one  o f  h is flights h is m odel 
w as M retrieved ”  b y  a  cow  w ith d isa strou s 
results. In  the rubber event R .  T a y lo r  had  
burst the nose o f  h is m ode! o n  its second 
flight, but he had  a g o  at repa iring  it. and  the 
m odel proceeded to  fly better o n  its th ird  
flight and  to ok  2nd  place fo r R o b in . T h e  
team  race event was very d isap p o in t in g  fo r 
all the m ode ls were elim inated w ith the ex
ception o f  J. C o ch ra n e 's .  T he  m eeting 
ended w ith the prizew inners hu n ting  fo r the 
area treasurer w h o  had  go ne  to give W . 
M eechan  a  hand  to lo o k  lo r  h is glider. 
D a v id  w as quite ind ignant w hen  som eone  
whispered rather lou d ly  that they thought 
that he had  absconded w ith the m oney. 
R esu lts  :

P ow er .— I .  T . G ilro y , 5 : 30 : 0. 2. VV.
C hrysta l. 5 : 0 0  : 6. 3. D .  M c C o n n e ll,
2 : 56: 1.

G lider.— 1. B . H a rr is .  7 : 27 : 0. 2. J.
N ico l. 6 : 1 6 : 0 .  3. J. M c A rth u r .  6  : 01 : I.

R u b b er .—  1 P. K im an tis. 4 : 4 1  : 5. 2.
R .  T ay lo r, 4 : 1 8 : 0 .  3. W . Shank s, 2  : 44  :7.

T eam  R a c e .— T . C och ran e  (G la sg o w  
Barnstorm ers).

EAST AN GLIAN  AREA
G a la  D ay

T he  cond it io n s  fo r th is  event, w hich  w as 
held  at R .A .F .  Station. D e b de n  o n  Su n d a y  
Ju ly  20th. were excellent the o n ly  feature 
not qu ite  to the lik in g  o f  som e, being a fa ir 
w ind. A s  an experim ent it was decided to 
have a  3J m in. m ax im um  in  the glider, 
rubbe r and  power, w ith 15 sec. engine  ru n  
fo r power a n d  a 150 Π. line fo r gliders. It 
is interesting to  note that o n ly  one  person. 
M i s s  P. R .  H ca ly  (B c lfa irs) secured a doub le  
m ax im um , m a in ly  due to a  lack o f  therm als. 
G lider  (O p en ) 150 ft. line.
1st. M iss  P. R .  H c a ly  (B c lfa irs) : 3 : 30  
3 : 30. total 7 m in. 0 0  sec.
2nd. A . Longstaffe  (B e lfa irs) : 1 : 0 1

3 : 30, T o ta l 4  m in. 3 ! sec,
3rd. M .  A . K in g  (B e lfa irs) : 1 : 18 3 : 00. 
total 4  m in. 18 sec.
R ubber.
1st. J. G o rh a m  ( Ip sw ich ) : 3 :30  2  : 35, total 

6  m in. 0 5  sec.
2nd. D .  W illm o tt (Be lfa irs) : 2 : 4 5  2  : 15 

total 5 m in. 0 0  see.
3rd. J. W a lk e r  (B c lfa irs) : 2  : 2 6  1 : 43,

total 4  in. 09  sec.
P ow er, 15 sec. m ax. engine  run.
1st. P. W y a tt  ( Ip sw ich ) : 3 : 30  2  : 43.

total 6  m in. 13 sec.
2nd  J. G o rh a m  (Ip sw ich ) : 3 : 30  2 : 05. 

total 5 m in. 35 sec.
3rd. D .  W illm o tt (B c lfa irs) : 3 : 25  0  : 48, 

total 4  m in. 13 sec.
S c a le  Pow er.
1st. K .  D e a n  (B re n tw o o d ):  117 points. 
2nd. R .  L a n d ym o re  (B ren tw oo d ) : 82 points. 
3rd. J. Pickett (B ren tw oo d ) : 79  points. 
R ally  C ham pion .
D .  W illm o tt (B e lfa irs) : 2nd  R ubbe r, 3rd 

Power, 6 ih  G lider.
R u n n e r  u p  J. G o rh a m  (Ip sw ich ) : 1st 

R ubbe r. 2nd  Power. 11th G lider.
C lu b C ham pions
Be lfa irs 55 points, Ip sw ich  41 points, 

So u thend  Se n io r  18 points.
In  the S .M .A . E .  C on te sts w hich  were run  

concurrently  w ith the above. M is s  P. H ca ly  
once  a ga in  excelled herse lf w ith  her A . 2
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a n d  aggregated 11 m in s. I sec. in  the W o m a n 's  
C h a lle n ge  C u p . H e r  m ode l is  a replica o f  
the one  M ow n by  M .  A .  K in g  when ga in in g  
a  place in  the Λ .2  T e a m  this year. Γ>. 
L i  scorn be (C a m b r id g e ) fly ing  a n  interesting 
Jetex "  2 0 0  "  m odel in  the Jetex Cha llen ge  
C u p .  aggregated 34.1 ratio. T h e  m odel 
featured a  floating  a ile ron  tab.

M EN OF KENT AEROM ODELLERS
C o n s id e r in g  its sm a ll m em bersh ip  the c lu b  

h a s  had  a  fa ir  am ou n t o f  success in  the  
com petit io n  field th is year.

M ik e  G re e n  w o n  the B ill  W h ite  C u p  and  
placed 3rd  in  the M o d e l A irc ra ft  T ro p h y , 
a n d  a lo n g  w ith  H . B ro d ic  qua lified  fo r  the 
W akefie ld  100.

A ccent th is season ha s been o n  W akefie lds, 
th o u g h  yo u n ge r m em bers have been w o rk in g  
o n  A . 2 ’s.

T h e  m anp o w er p rob lem  h a v in g  becom e 
acute we arc  h a v in g  a  d r ive  fo r  new members. 
W o u ld  all interested aerom odcllc rs in  the 
M a id s to n e  area please contact H . B ro d ic .  
153. S o u th  P a rk  R o a d . M a id ston e .

T Y N E M O U T H  M . A . C .
A  c lu b  ga la  d a y  w as held o n  S u n d a y  Ju ly  

20th  at the T o w n  M o o r ,  Newcastle. C o m 
petitions ru n  o il ' d u r in g  the d a y  were O p en  
G lid e r. O p e n  R u b b e r  and  Jctex fo r  the 
Tw eed y  T ro p h y . R u b b e r  Sh ie ld  and  Jctex 
C u p  respectively. U n fo rtunate ly  the weather 
w as no t very k ind , be ing rather w indy  and  
th is caused turbulent cond it ion s. Patches o f  
a ir  c o u ld  be fo und  w here r is in g  currents 
existed, but there w as m a in ly  dow ndraugh t. 
R .  N ic h o ls  w o n  a ll three com petitions, but 
som e o f  the o ther com petito rs seemed below 
par.

H U D D E R S F I E L D  D I S T R I C T  M . A . C .
A fte r  o u r  successfu l R a l l y  the C / L  c o n 

tingent o f  o u r  c lu b  have com e In to  the picture 
w ith  a ve ry  enterta in ing  d isp la y  at o u r  loca l 
" H o l i d a y s  at H o m e  exh ib it ion s held in  
the to w n 's  m a in  park. T h e  d isp lay  w as 
watched b y  a ve ry  appreciative  c ro w d  w h o  
definitely preferred the m ode l p lanes to the 
b an d  w h ich  w as a lso  p laying. I f  a n y  c lub  
w ants to  advertise itself g ive  a C / L  d isp lay  
and  y o u 're  all set.

S ince  the d isp la y  wc have had  a v isit to 
the c lu b ro o m  by  a  reporter o f  the local 
new spaper w h ich  gave u s a three c o lu m n  
article w ith  p h o to g ra p h s  o f  the c lub  activities. 
Be fo re  lo n g  w c sh a ll be gran ted  the freedom  
o f  the B o ro u g h  a n d  be able to  w a lk  th rough  
the tow n w ith  p rope lle rs tu rn ing  !

S O L I H U I . L  M . F . C .
** U p s  a n d  D o w n s  "  is  the o n ly  term  w h ich  

can  be app lied  to  the year w h ich  ha s slipped 
by. B o th  J. R o g e rs  and  M .  H a n s o n  w on

the ir w ay in to  the A . 2  finals, p la c in g  well 
up  in  the elim s. O n  the d a y  o f  the finals 
however, lu ck  s im p ly  ga lloped  aw a y  from  
them. M o s t  a n n o y in g  w as the fact that o n  
trim m in g  flights that sam e m orn ing , l ift  w as 
caught frequently. Fa vou rite  rem ark was 
o f  course  : “  Pe rha p s next year.”  E l l is  and 
F ra n k  S p ra so n  m ade a  b rotherly  effort, and  
w on  th rough  to  the in te rnational pow er 
finals. A s  w ith  the g lide r b o y s  though, 
lu ck  ra n  ou t when they reached Fa irlop . 
A n y w a y  they both  tried hard , and  n o  one 
can  d o  m ore  than that (so m e  have m ore  
luck). T h e  c lu b  visited C ran w e ll fo r  the 
E a s t  M id la n d s  R a l ly  and  enjoyed a  pleas
an t  d a y  w ith  lo ts o f  sun. D e n ts  A ve r ill  
placed 3rd  in  the pow er, w hile W .  Reed  and  
M a u r ic e  H a n s o n  b o u gh t  o u t  their new 
W akefields. T h is  day  w as no t theirs, 
how ever, the W akefie ld  m ode ls had  to  wait 
until F a r ro w  Sh ie ld  day. T h is  w as another 
really hot day  and  o u r  first com petit ion  at 
the new fly ing  g ro u n d  o f  L o n g  M a rs to n . 
H a n s o n  really flew well a n d  placed 2 n d  in  
the M id la n d  A rea. 1st w’a * F ra n k  Sp ra son , 
7th K e n  L lo y d , 13th G .  W heeler. These 
were o u r  team  w hose  com b in ed  times 
b rou gh t  them  in to  first place o f  the area. 
T h e  w ho le  c lub  w as a team  o n  th is day. 
those w h o  were not fly ing  be ing  very helpful 
in  all ways. T w o  m em bers’ w ives flew 
the ir g liders in  the w o m e n 's  event. C h r is  
L lo y d  a n d  M a v i s  A ve r ill,  a n d  both  made 
perfect launches, s lap  in to  therm als. W ha t 
som e fellers w ou ld  have given ! C h rist in e  
a lso  placed in  the ope n  glider and  J. R o g e rs  
a lso  placed. T h e  F a rro w  w as very close 
w ith  o u r  tim e* neck a n d  neck w ith N o r th a m p 
ton. but K e n  L lo y d , w h o  had  dam aged  h is  
m odel, m ade go o d  the jo b  and  pulled  o u r  
tim es r igh t  up.

WHITEFIELD M.A.C.
M a n y  hop e s were d isappo in ted  when the 

resu lts o f  the W akefie ld  Contest at N o r r -  
k o p in g  were kn ow n . J. O 'D o n n e ll  made 
a  below -average sh o w in g  to  place 15th in  
the contest a n d  3rd  in  the B r it ish  tcam- 
F lig h ts  o f  3 : 10, 3 : 50  a n d  2 : 42  were hard ly  
a  true ind ica t ion  o f  the m od e l’s performance.

The  c lu b  d id  well at the area m eeting 
o n  Ju ly  20th. con side ring  the cond it ion s. 
F a ir  w ind  and  very low  c lo u d  gave a  goo d  
percentage o f  o.o.x. flights, but not one 
m ax im u m  ! T e a m  total w as 4 0  : 18, m em 
bers be ing  A .  D .  Bennett (top  in d iv id u a l in  
N .W .  A re a  w ith 12 : 39). P. A sh to n  (9  : 59). 
A .  W r ig lc y  (8  : 57) and  J. O 'D o n n e ll  ( 8  : 43 
— tw o flights on ly). U n lu c k y  were G .  L a m b  
a n d  B o b  W o o d h o u sc  w hose  W akefie ld s 
c lim b ed  o.o.s. in to  c lo u d  after just o ve r the 
m inute.

F irst and  second in  the N .W .  A re a  in  the 
Jetex C on te st were H . a n d  J. O 'D o n n e ll  
w ith  agg. ra tio s o f  19.35 a n d  18.35 res
pectively. T o p  in  the W o m a n 's  C u p  w as

Brian Harper (Outlaws, Cannock) 
receiving the "  Chairman "  Cup from 
the Mayor o f Stourbridge after winning 
the class "  8 ’ * T R at the Stourbridge 

club’s C/L Rally

M r s .  E . M .  Bennett w ith  5 : 40  fo r  tw o  flights 
fly ing a  ligh tw eight ru bbe r model.
De sp ite  everyth ing, the c lu b  d id  well in  the 
contests. I n  the R u b b e r  event we had  three 
o u t  o f  the top  six  places : J. O ’D o n n e ll  
be ing 1st w ith  7 : 24. A .  D .  Bennett fo u rth  
w ith  4  : 36, and  H .  O 'D o n n e ll  sixth  and  top 
ju n io r  w ith  4  : 07 fo r  one  flight. A l l  three 
m ode ls were d ia m o n d  p y lo n  W akefie ld s 
com plete  w ith  feathering props. J. O ' 
D o n n e ll  then com pleted a  dou b le  success by  
w in n in g  the T h u rs to n  C u p  w ith 5 : 49. fly ing 
a 9  ft. c lu b  design  glider.

O n  the fo llo w in g  d a y  A .  D .  Bennett placed 
4 th  in  the Pow e r w ith  7 : 06, fly ing a n d  lo sin g  
an  A m c o  3.5 job, w hile  A .  W rig le y  placed 
8 th  w ith  4  : 51 u s in g  a n  E lf in  1.8. A l l  told 
the c lu b  lost tw o  W akefie ld s and  a pow er 
job, a ll feared to  be in  the sea. A .  D .  
Bennett has n o w  had  fo u r  fo u rth s in  S -M .A .E .  
contests th is season a n d  w o n  (he K e il  T ro p h y .

S O U T H  B R I S T O L  M . A . C .
M e m b e rs  had  a go o d  time at the Nats, 

th is  year a n d  still m ore  friends were m ade 
in c lu d in g  the G lo ste r  G le v u m  C lu b  w h o  ran  
a  coach  in  w h ich  several B r is to l c h a p s 
en joyed  a h igh ly  a m u s in g  trip  home.

T e rry  M o o r  w ith  h is R e d  Sp inner  g lide r

C L U E L E S S  C O O N  By H arry  Stil
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d id  20  m i ns. but unfortunate ly  was
not offic ia lly  tim ed so  co u ld  n o t be recorded 
a s a c lub  record.

T h e  c lub  has turned out its first Ι Λ  team 
racer (C o lin  Sm ith ) : it flics well, at ove r 
4 0  m.p.h. and  n um erou s laps. W e  hope  to 
see m ore  j A ’s  from  other clubs, they shou ld  
p rove  very p o p u la r  ··* they can  be built 
q u ic k ly  and  cost o n ly  2s. 6d. fo r materials.

F L Y I N G  S A D D L E R S  M . A . C .
T h e  c lub  com petition  fo r F . A . L  power 

d u ra t io n  w as flow n in  con junction  w ith  the 
H a m lc y  T ro p h y . T he  w inner w as B rian  
D a y  fly ing h is ow n-design  E lf in  2 49 powered 
m ode l and  second w as D e n n is  B ra e s  fly ing 
a  S ky ton .

A t  the area m eeting held at^Long M a rs to n  
the c lub  o n ly  m anaged  to aggregate 13 m in. 
in  the Fa rro w  Sh ie ld , top  m an  being M a lc o lm  
G ilb e rt  w ho  totalled 5.25 w ith  h is  three-year 
o ld  K erd ir e . second  w as J u n io r  K e n  H ab le y  
fly ing  a S en ator .

A t  the W a lsa ll M .A . C .  C lL  ra lly  o n  A u g u st  
M o n d a y ,  o u r tw o  entrants, A r t h u r  R e y n o ld s  
and  D e n n is  B raes put u p  a very go o d  show. 
A r th u r  to ok  th ird  place in  the C la s s  2 speed 
event c lo ck in g  75 m.p.h. w ith h is E .D .  2.4b 
pow ered  team-racer. In  the C la s s  “  A  M 
team  race. D e n n is  placed second  w ith  h is 
E lf in  2.49 pow ered m odel, w hilst A r th u r  
cam e  in third.

moon -
AIRCRAFT

C O N T E ST

C A LE N D A R
Sept. 21st B u t t in '*  C o n te s t s .  Filey. Ayr, 

Pw llhe li and Skegness. A ll 
classes of events.

„  21st S o u t h e r n  C o u n t ie s  R a l ly ,  
T ho rnoy  Island. Hants.

„  28th ·· T H E  M O D E L
E N G I N E E R  "  C U P .  
Team  G lider. Area.

„  2 8 t h - F R O G ·  S E N I O R  C U P .
1.5 c.c. Pow er D u ra tio n . 
Area.

„  28th S o u t h  M id la n d  A r e a  R a lly .
H a lton  A e rod rom e . Bucks. 

O ct. 12th R I P M A X  T R O P H Y .  Rad io  
C on tro l.

.. 12th D A V I E S  T R O P H Y .  Team 
Race.

.. 12th C O N T R O L - L I N E  S P E E D  
C O N T E S T S .

C entra lised— Venue  to  be announced. 

S .M .A .E .  C O N T E S T S  I N  C A P I T A L S

»
efforts a s N o rd cc . M c C o y  a n d  D o o l in g  
44 2 9  *’ pow ered m ode ls sh o w in g  their paces.

C H E A D L E  A N D  D 1 S T .  M . A . S .
Three m em bers attended the B u t l in 's  

contest at Pw llheli, w ith  sa tisfy ing  results 
as fo llo w s :

1st R u b b e r— B. Fau lkner.
1st Pow er— P. D .  A .  Fou lke s.
1st G  ider— G .  Evans.

E ach  m em ber received a  well-deserved and  
substan .ia l ca sh  prize.

A  packed  coach  visited G o sp o r t  fo r the 
Nats., but a lthough  n o  spectacular results 
were achieved, a go o d  time w as had  by all.

C o n tro l- lin e  speed is  fo r the first time 
b ecom ing  apparent, w ith  such  am b itiou s

F O R E S T E R S  ( N O T T I N G H A M )  M . F . C .
Team  rac ing  is o n  the u p  and  u p  in  the 

Foresters M .F .C . ,  and  the latest success 
occurred  at W a lsa ll C  L  ra lly  where we w on 
both  team  race events. D o u g .  B o lto n  and  
J im  W eston  assisted b y  Jo h n n y  H a le s  w on  
the 44 A  44 with their lightw eight E lf in  2.49 
job, but M ik e  C ra w fo rth ’s  C m n w e ll w inner 
H ig h  S o c ie ty  w as w recked w hen som e o a f  
attempted a w ing-ove r o n  take-off. M ik e  
w as w inn ing  h is  heat hand s d o w n  m echan ic 'cd  
b y  the tw o Jo h n  H o w a rd s, and  had  o n ly  10 
m ore  laps to go. T h is  team had  m uch  better 
lu ck  in  C la s s  44 B  "  how ever, w ith J o h n ’s

M k .  I E ta  44 29 "-pow ered  H iaw ath a  in  a 
th rilling  fin ish  aga inst D o u g .  B o lt o n 's  
E .D .  I V  plane. It w as nearly  a  case o f  the 
44 hare and  tortoise "  due to atm ospheric  
co n d it io n s  affecting the E t a ’s  to uchy  throttle, 
a n d  w ith  6 0  la p s  to  g o  D o u g ,  h ad  o n ly  4  laps 
to com plete w hen h is  lines fou led  the prop, 
d u r in g  an  eng ine -on  land ing. W ith  J im m ie  
and  J o h n n y  frantica lly  un tang lin g  ya rd s o f  
line, the E ta  sudden ly  decided to g o  places 
a n d  H ia w a th a  covered  the last 60  lap s in  
abou t as m an y  seconds, g iv in g  the poor 
lap -counter severe 44 W im b le d o n  n e ck ."

E D I N B U R G H  M . F . C .
F o llo w in g  the successful C / L  dem onstra 

tion s at the 44 Festiva l o f  S p o r t 44 exh ib itions, 
held in  the city in  both  1951 a n d  1952. the 
c lub  w as invited b y  the E d in b u rg h  C ha rit ie s  
C om m ittee  to give a  perfo rm ance  at the 
annua l footba ll m atch  arranged  b y  them. 
Before  a crow d  o f  a lm ost 40.000 spectators 
o n  A u g u s t  2nd, three C / L  c irc le s gave  a 
d isp lay  w h ich  p ro vo ke d  nearly  a s great 
en thusiasm  a s the. two team s— E d in b u rg h  
Select and  Po rtsm o u th— arou sed  som e  b rie f 
time afterward. T h is ,  a n d  p re v iou s dem on 
strations. m ust have p roduced  tow ards 
150,000 people w h o  have  seen C / L  fly in g  by 
c lub  m em bers. Interest h a s  been a roused  
to  great extent a m o n g  p ub lic  and  c iv ic  
o rgan isations, and  the c lu b  lo o k  fo rw ard  to 
close  future  co -opera tion  w ith  these bodies.

G .  B la ir, a  ju n io r  yet, h a s  p roved  the 
ou tstand in g  m odeller in  the com petition s so  
far held  th is season. A t  the L a n a rk  Pow er 
event, a  sing le  flight ra t io  o f  24  : 1 was 
en ou gh  to  ga in  h im  2nd  place. L o s t  o n  
th is flight, the m odel was later returned, to 
score  a  ra tio  o f  21 : I o n  h is first flight in 
the pow er section  o f  the Sco ttish  A e ro - 
m odellers* A s so c ia t io n 's  C a ld e o n ia  Sh ie ld  
event at B a lad o . B la ir  ga ined  top  place in  
the com petition  w ith  a  total ra tio  o f  35 : 1. 
F ly in g  h is  A . 2  in  the glider event at Bathgate, 
a two flight aggregate o f  8 : 20  w o n  B la ir  
the top  h o n o u rs  there— in  sh o c k in g  weather

■ H a p p y  _
Y O U  w g m *  t h e * * /

W ITH  THE N E W

T E L E C O M M A N D E R
I N T E R N A T I O N A L  
T R A N SM IT T ER  U N IT

£2- 10-0 plus P.T.

C h e c k
th ese  fe a tu r e s  !
%  O ve ra ll size o n ly  4 in. x  4 in. x  2  in. ! 

•  O ve ra ll w e igh t on ly  14 ounces !

φ  C om p le te ly  enclosed and robust construction! 

φ  Terrific  Pow er— Long Range ! 

φ  Full in structions— only 4  leads to  connect !

•  U ses the E C C  90 tw in  tr io d c  !

•  Fully Guaranteed I

The some precision-built unit 
is a lso  supplied, com plete  
with carrying co se  an d  oil 
a ccesso r ies . m illiam m eter
and a er ia l, fu ll/ w ired and  
ready  fo r  use for  only

£7 10 0 p l u s  P . T .

Order from your local model shop— TODAY

ELECTRONIC CONTROL COMPONENTS

48, S W I N B R O O K  R O A D ,  L O N D O N ,  W .IO .
So le  D is tr ib u to rs—Hom e Trade: E. K e i l A  C o . Ltd., 195 Hackney Rd.« London. E.2.

O v erseas: Telasco Ltd  . 20  G ro sve n o r  Place, London, S .W .L

-----------TURN YOUR------------
SPARE TIME INTO CASH

MEN AND WOMEN WANTED 
TO MAKE BENNETT MODEL 

BUNGALOWS AT HOME

Fascinating 
Simple

Well Paid W ork
No selling involved

M oney  back w ith in  seven days guarantee

Send stamped, addressed envelope for full details.

B EN N ETT MODELS
3 L O W E R  G EORGE STREET
RICHMOND : SURREY



OCTOBER 1952 MODEL AIRCRAFT

R.S. FOR RELIABLE SERVICE
N E W  E N G I N E S
E D . .46 c.c. B a b / ............  55/-
Elfin ”  50 ”  .5 c.c. diesel ... 67.6
O arc  .5 c c .  diesel ... 65 2
M ill *  P .75 c.c. diesel ... 60 9
M ill*  S .75 c.c. diesel ... 66  9
A m co  .87 c.c. M k . II d ie se l... 72, 6 
E.D. Bee I c .c  dietel ... 57.6 
Elf.n ” 149 ’· 1.49 c.c. diesel 59 6 
E.D. C om p. Special 2  c.c. ... 45/·
Elfin "  249  "  2.49 c.c. dietel 70 - 
E.D. M k . Ill Racer 2.46 c.c. 82 6 
A llb o n  Javelm  1.49 c.c. diesel 63 6
E. D. M k. IV  3.46 c.c. diesel 82.6 
D .C . '·  350  "  M k. II 3.5 c c

dietel ....................... 66/8
Eta ”  19 *· 3.2 c c .  g low  ... 124/5
Fro g  500 Petro l ............. 85/-
F ro g  500 G lo w -p lu g  ... 75/·

x x x x x x x x x x x x x x
C O N T R O L  L I N E  K I T S
Elf K in g  1.5 c.c. stunt ... 12/6
Ranger C lass "  A  "  T.R. ... 12,Ί 0  
M k. II Team  Racer C la ss ”  A  "  17/6 
M m ib u stc r  C la ** “ A  "  T.R. 18/4 
Pacer C la t* "  B "  T.R. ... 18/4
M k. I Team Racer C la st  " B "  22/4 
Ph ilibu tte r C la st "  B "  T .R . 28 8
F. W .  “  190 ”  Scale Stun t  ... 25/8
N e w  Jun io r M o n ito r  ... 23 6

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

R A D I O  C O N T R O L  K I T S  
Sk ytco o tcr  l .5 -2 .5c c. ... 30 6
Jun ior " 6 0 ' ·  3.5-5 c.c. ... 48 3 
So u th e rne r " 6 0  "2 . 5 . 5  c.c. 48/11 
Aeronca  Sedan 2.S-3.5 c.c. 69/6 
M ono cou p e  "  6 6  "  1,5-3.5 c c .  6 9 '6  
Rad io  Q ueen  3.S-7.5 c .c  ... 85/6

F R E E F L I G H T  K I T S  S E C O N D - H A N D  E N G I N E S
V e ron  C ard ina l .5-1 c.c. .. 17/81 A ll in -pe rfec t cond it ion  m oney
P iper Super C ru ise r  .5-.75 c.c. 22/8 back if no t satisfactory.
Luscom be Silvaire  .S-.75 c c  22/8 Elfin 149 1.5 C c .................  40.'-
Cetsna "  170 ** .5-.7S c.c. ... 22 8  O .K .  C u b  “  099 "  (1.6 CC.)
M ono cou pe  "  40 ”  .5-1 c c .  27/10 A rd e n  "  199 "  (3.2 cc .)
Stin son  ,r 105 "  .5-1 c.c. ... 34,7 M c C o y  "  19 "  (3.2 c c . )  ... 
Chrtslea  Skyjeep .5-1 c .c . ... 34,7 Juggernaut jet engine
Ladyb ird  .S - I. 5 c c .  ... 22/8 Fo rste r  “ 9 9 "  ( I 6 c.c.) ...
Firefly .75-1.5 c c .................  22/6 E.D. Bee I c c ......................
V e ron  L A  17 (Im p) ... J8 / 6  A llb o n  A r r o w  1.5 c .c

x x x x x x x x x x x x x x  |:p·
G L I D E R  K I T S  r * d ' al
M e rcu ry  M arauder A 2  ... «7/9 | ·£ · * · « *  R » « r , , .............

12,7 e .D . C om p. S p e c ia l.............
7 'j  I  F ro g  "  160 ”  1.6 c c . g low  ...

9  ?  F ro g  '*  500  "  5 c.c. g low  ...
4 /j 1 1A m co  3.5 c.c  diesel 
Ι Ι , β  Υ υ Ιο η  Eagle 5 c.c. g low  ...
U ',.·  Full L ist o n  Request 
e>. Y o u r engine taken in part exchange. 

I S  -  X X X X X X X X X X X X X X  

x  x  x  x  X X X X X X X X X X  E N G I N E  S P A R E S  
J E T E X  I have a ve ry  large se lection  o f

1 5 0  i0 0  new and second-hand spares in
17  . « · * · *  }°° , , M  . « « «  stock. Send S.A.E. fo r  quotation.

35^  n  5 3  ?/in ”Ue c s * ri «**·· · ■ iN e w  o r  5/H  fo r  yo u r  damaged parts.

V e ro n  V o rte x  A 2  
Invader 4 0 ' ... 
So a re r M in o r  4 0 ' 
C ade t 3 0 ' ...
Ch ie f A 2  
Prince 6 0 ' ... 
D iana 3 6 '
F o rtun a  4 8 ' ...

50,- 
65 - 
70 - 
90/- 

200. -  
37 6 
30 - 
50/- 
45/- 
55,- 
35/- 
25/- 
50/- 
57/6 
47/6

T O  O R D E R
L ist y o u r  requ irem ents and 

fo rw ard  cheque o r  P.O .—  I w ill d o  
the  rest.

C .O .D . torvice  available. A d d  
pottage fo r  o rd e rs  unde r 2 0  ·. 
X X X X X X X X X X X X X X  
N E C E S S A R Y  A C C E S S O R I E S

unit 2 /2 , "  100 "  un it 2 /1 0 . “  20 0  
un it 3/2, "  3S0 ”  un it 3/5. W ic k tj 
all un its 7Jd. G a m e s " 5 0 ”  u n it1 
12/11, ” 1 0 0 "  un it 2/4, ” 200 ” 
un it 3/2, "  350 ”  un it 3/9.

A l l  Jetex K it s  as advertised. 

[ X X X X X X X X X X X X X X  
R A D I O  C O N T R O L  
E.D. M k. Ill R/C  U n it  197/11 
E.D. M k. II M in ia tu re  U n it  370/- 
E.C .C . 9 5 1A H ard  Valve R x  87 6 ; 
E.C .C . 950A  X F G I  R x  ... 87 6

Bafflo free-flight tanks 
A n k a  G r ip  C /L  handles ..
15 c.c. T.R. t a n k s ...........
30 c.c. T .R . t a n k s ...........
K .L.G . M in ig lo w  p lugs 
X F G - I  valves 
Elfln jet assem blies 
U n ive rsa l jet assem blies .
B ritflx  cem ent ... 7d.,
B rass tub ing  ... I/·
1 "  rubbe r bands ... 6 d. per pkt. 
K .K . Steel con tro l lines ... 2/6
Pilo ts C la ss "  A  ”  ... 2/5
P ilo ts C la ss " B ”  ... ... 3/1
Kaylee Cutie s, p inups ... 7Jd.
P .A .W . props, as advertised 

. T ru flcx  props, as advertised.
"  So farbo "  (m in im um  o rd e r)  5/· 
Valvespout fuel cant ... 21-
L igh t Lay Strate 7 0 ' 3 '4 ,  100 ' 4/9

1/9 
2 6 H4 
3 8
7/4

21/4
4/4
4/4

I · 1,9
per it.

ROLAND SCOTT
THE M O D EL  SPECIALIST

147, D E R B Y  S T R E E T ,
B O L T O N ,  L A N C S .

V A L V E
BRITISH ~ ■ = = · MADE

ZuSvutuatiifre Ι/αά/d

Including
X F G I — 3 subm iniaturc gas-filled 
triode for the most efficient single 
valve circu its .

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

Plus Purchase Tox

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

Telephone: H A R r o w  2655

I D E A L  FO R  M O D E L L I N G
etc., and quite safe when not in use

"7 I Q  Complete with three blades o f different shopes 
•JlY  S P A R E  B L A D E S  6d  each.

O r d e r  f r o m  y o u r  u su a l s u p p l ie r ·  a n d  n o t  th e  s o le  m a k e r s —

John & Wm. Ragg Ltd. ES , S i o

It is to your advantage to mention MODEL AIRCRAFT when replying IX



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

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

ABERDEEN Tei. : 24412

‘Union Supply Co.
(Model Engineering Branch)
266 268. GEORGE STREET

ϊ —c k n u  (or o il M.A. kits, engines and occetsorres. br K e .l. Ve#on 
Frag. Mercury. Iky ltcd a  and f t l t t

BIRMINGHAM

CAudi
128, ARTHUR STREET, off CO VEN TRY  R O A D

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

BIRMINGHAM

Molduet £td.
14. BULL RING

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

BIRMINGHAM Tei. : Central I22J

Aiodel Cleiodiome £td.
43, TEMPLE ROW ,

Ships. Railways. Aircraft, etc.

BRICHTON ' Tei. : β/ffbton 24790 ·

M odel (leiodtame £td.
37. W EST STREET. I

Ships, Railways, Aircraft, etc.

BRICHTON Ttl. · 27#S3

Cbdfuvi MulU.lt
16. MEETING HOUSE LANE. NO RTH  STREET 

World wide mail order service
Vifi t  u·  for  pertonft i  a t t e n t io n  &  e x p e r t  i 4 v i ( t

ΙΙΤΗΓ.1ΓΒ A U S T R A L IA

604. STANLEY STREET. SOUTH BRISBANE, S.2. 
The home of hobbies, and the choice of Model Ay<anon 

Champions in Queensland

tide Aiodel Clvtpo%t
51. C O LSTO N  STREET

Get your supplies from the leading M.A. shop in the
tow n

BIRMINGHAM

jA e  Alodel Alecca.
204 W ITTO N  ROAD, 6

Personal attention of Mr. C. I. Reward, Aercmodeller and 
Model Engineer for 20 years

fRoland Scott
The Mode/ Specialist 

147, DERBY STREET 
The best shop for miles around

CANTERBURY 7e.. ; 492 Π

* YlcexA ( £nqute&Uny) £td.
22. SU N  STREET 

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

Personal and Postal Service
-'/VKv-.i *. w: rr.vi ·.*. i « w»v. m  an

Ttl :  2*045

!Bud A lexgun
AFT SPECIAITHE M O DEL A IRCRAFT SPECIALIST.

22'22a CASTLE ARCAD E
I f 'f t t t  rr*d tl a ircra ft Stock in thr country. P L U S  first c la st  m·# 

o/otr stm et. Sand far my I9S2 p/’tce-fisr, Na. 2.— F R E E

X Please mention MODEL AIRCRAFT in your reply to Advertisers



Y O U R  B E S T  M O D E L  S H O P S  C o k t -o .

JJJ T·1· Deut 'o t i l 3 *

JAe Aiodel Sho p
45, CHAPEL STREET, CHORLEY,

LANCS.
Comprehensive stocks of all kits, engines. accessories. Open untn 

7 -30  p.m. for benefit of eut o f town modellers

J. Qiadofivcd
89. CAMBRIDGE STREET

Full representative range o f oil leading M .A kits and 
accessories

W ..  S ..  U l e i t  A . S u m
18, MARKET PLACE

L in c o ln sh ire ’s newest Model Shop. Send ior our 
lists (free). W e supply everything

'« · : * * * * *

J t c M i e d  £ t d .
326, ARGYLE STREET

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

Η ' Ή Τ , Π Τ #  M,‘ ρ π τ τ χ φ τ η π τ φ Γ Λ  T“  ■ c™ ' w ~ ”' 4117

f B e e d e y ’ o
89. SPON END

fo r a ll your Model Aircraft requirements. Personal 
attention. Mail order

J o h n  C h i n n
17. MARKET ROW

Everything for the Aeromodellist. Beginner or Expert. 
Advice gladly given. Solarbo supplied to the Trade. 

Record Fuels

C o o e n i x u ’ d  M o d e l  S A o y x d
21. HALES STREET & 62, LOWER FORD STREET

YO U  W A N T  I T ..........
.............................. W£'VE C O T  IT

Phone or Postcard for C.0 .0 .  Orders

£ .  C o o k e .

MODEL AERO SHOP,
396, WATERLOO RD.. HANLEY. STOKE-ON-TRENT 
North Staffs leading model aero centre. M ail orders.

I . T T T I 3 . U . »

A l o d c x n  A t a d e l a
12. THE MARKET. LOWFIELD STREET. DARTFORD, 

KENT
W hether you call or whether you twit, we claim  we've got more stock 

than most

r r r m m

5 J ie  A i o d e l  S t a d iu m
5. VILLAGE W A Y EAST. RAYNERS LANE. 

HARROW. MIDDX.
The only hire purchase specialists offering no deposit 

terms to established customers

■ Τ β Ν Π Ι Γ Μ ! ·  to .  m s

J A e  S c o t i a  A i o d e l  C o .
40, CHAMBERS STREET

Let M r. Wade advise you. Leading stockists for K its, 
Keilkroft, Balsa and Model Aero Supp'ies, etc.

( f t e a t  W e s t  A i o d e l  S u p p l i e s
474. GREAT WEST ROAD. HOUNSLOW  MIDDX. 
We have everything for the Model Aircraft enthusiast

Call, write or phone

I M t ' t U i H i l #  , · ,· · οη* “ · ' H I & w j N l i h  w . : s u K

A i o d e l  C l v t a c a f t
23. GREAT QUEEN STREET. LONDON, W .C .I

This advertising space is available to  all good retail 
Model Shops. Rates may be had on application

E a s t  U n g lia n  A i o d e l  S u p p l i e s
37. UPPER ORW ELL STREET. IPSWICH

W akeftald gears : 3 *. each, post 2 id. Contest “  Avenger "  sail piano 
Nordic A ll design. Flam and cut ribs. 10·. Kit. 23». 6d ., bath past froo ■

I S W T S R f f »  5tje 

C a l e d o n i a  A i o d e l  C o .
5, PITT STREET. C .2

THE engine repair specialists. EVERYTHIN G for the 
enthusiast, with personal attention from GEORGE LEASK, 

A .M .I.B .E .

S e e d s  C L e % o m o d e lle K s  S u p p l y
94. WOODHOUSE LANE

M.A. fans “  touch down "  here for engines, kits & acctssori*. 
A l l  mail o rd e r*  despatched tame day— post free

It pays to say you saw it in MODEL AIRCRAFT ΧΪ



V

Y O U R  B E S T  M O D E L  S H O P S - C o n t  d .
L. J

« : Ι · Ι · T t l . : B a t t t ' t c c  4βνθ

C. 31. 3)yne £td.
178, FA LC O N  RD., C LA PH AM  JUNCT IO N . S.W .II 
The focal modellers' Mecca. Service and Courtesy from

on EXPERT

[ ·] ;  » Tel. : London W ell *37S

SioM ie* £td.
89. O L D  B R O A D  ST.. E.C.2.

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

[•j: » T e l .  : C h t t w i c k  0tS6

Joned Sixes. of. Chitevicfi
56. T U R N H A M  GREEN TERRACE. W.4 
I min. Turnham Green Station (Dist. Line) 

THE SHO P W ITH  THE STOCK
OPEN SATURDAY 9  e.m.-*.30 f>.m.

Ttl. : H>p 34«2

Al&dtl OUxcxap. Supplied £td.
171, N E W  KEN T  ROAD. S.E.I

The oldest established model aircraft shop in London 
Service with satisfaction from H a rry  Y o rk

W l  \·1· . Ttl. : North 4377

Meaty. J .  NXcfiolk £td.
308. H O LL O W A Y  ROAD. N.7.

The M.A. enthusiasts’ complete stockist. Britain's No. I 
Mall Order house. H.J.N. will be pleased to see you

• :  » i·
T el.: Sloane 4914

Steplica £tcL.
159. SLO A N E  STREET. S.W.I

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

Cullnrer 1 β 1 8

Stipmcuc £td.
39. PAR KW AY . C A M D E N  TO W N . N.W .I

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

£uto
Ttl. : 3 M 7

uton Aiodct Supplied
la. W A L D E C K  R O A D  

For all modelling requirements. Personal attention and 
satisfaction to all. From Ron Hmks and George Fuller

f E f t t A b h t h c d  I t ? · )

MANCHESTER Tel : Central 1787

Mohhied £td.
10. P ICCAD ILLY

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

MANCHESTER Tel. : B lack fr iart 9221

She Atodel Shay..
13. BOOTLE STREET. DEANSG ATE 

We hove E V E R Y T H IN G  in stock for the aeromodeller 
Kits, Engines and Accessories

MANCHESTER
Ttl. : 8 'fld if/ ie ri *1 5 *

.Model Supply, Siaxto
17. BR A ZEN N O SE  STREET

(or absolu te tattxfactkOn com e to u i for your m odel a ircra ft  rtqu  r im m u  
N o r t h e r n  factors (or  S K Y I F A D A  k it l

E D I d .  : M nchom  IS <4

am  M odeio Co.
243/5 L O N D O N  ROAD. M ITCHAM

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

ORPINCTON
Tel. . O re ’ t o )

Quay M odel G taft
68/70. W ELL IN G T O N  ROAD. O RP IN G TO N . KENT 

The only model shop in Orpington

ROCHDALE
T tl. : 0 6 )

John 3i. 31*ice
13/15, ST. M A R Y ’S GATE 

Full range of ENGINES. KITS. AND ALL ACCESSORIES

SOUTH AFRICA
CL. W. LJatdley ( S ty )  £td.

33. KERK  STREET. JO H A N N ESBU RG  
Model plane, model ship and model railway supplies from 

the leading British and American factories

Tel. : V ij iltn c  *293

£. £ . S.. jH odel SuppLiea
272. H IGH STREET, SUTTON, SURREY

Surrey'» Hobby C entre . By return Postal Service
Com pete Hack of all M.A. requirem ents. Per s e ra  I a tten oon  from 

Norman Butcher

Xll Say you saw it in MODEL AIRCRAFT

/



Y O U R  B E S T  M O D E L  S H O P S  C o n t  d

Tel. . Molcsey 4349

W. M. 3i*ice
36. B RO A D  STREET. TEDD IN G TO N . M IDDX. 

For all modelling requirements. Speciality resin bonded 
ply. balsa, beech, obcche. spruce

T e l . So u th e d

iPaxamount Atodel (li'iatiim
695. LONDON RD.. WESTCUFF  

L is t  m the section— First with the service

P A R A M O U N T  

M O D E L  A V I A T I O N
6  9  S . L O N D O N  R O A D .  W E S T C U F F

Y O U R  S T O C K IS T S  O F A L L  
W E L L  K N O W N  M AKES O F

K I T S  & A C C E S S O R I E S

KEIL KRAFT. VERON, MERCURY 
SKYLEADA, E.D., O.MY., TITANINE

O R D E R  O V E R  20 ,. P O ST  FR EE

* BIG  B R OT HE R  t h e  

H.s.’ NEW BABY TANK/ 
NOW

A L L  THE  
F E A T U R E S

O F  T H E

READY
A

L A R G E R
EDI T I ON

O F  T H IS  

POPULAR 
TANK

5 c.c.
C A P A C IT Y

2 9
P R IC E

■ r 3  ”  by post
“ B A B Y  ”

2/3 or 2 6i>rPOH
A L L  K IT S  A N D  
A C C E S S O R IE S  IN  

S T O C K

D IR E C T  F R O M

“ BABY”

2-5 c.c.

INCORPORATED

IN  T H  S

G R A D U A T E D  
F F T A N K

F O R  T H E

L A R G E R

E N G I N E

T H E  M O D E L  S H O P
3, Ridley Place, N orthum berland Street, 
N E W C A S T L E . O N - T Y N E .  Telephone: 22016

Fl y i ng  Hi g h!
LATEST

HIGH POW ER

E L F I N
E X C U L M E N T .  I N T E R E S T ,  E N L I G H T E N M E N T

10 d a y s  p acked  w ith  il. M a k e  certa in  y o u  b o o k  a  da le  fo r the 
M o d e l A irc ra ft  S h o w  o f  the year at the "  M o d e l  Eng inee r "  E xh ib it io n . 
O c to b e r 20th  to 29 th  inclusive. See page vii.

B A R G A I N S  G A L O R E .  N o  troub le  at a ll Peruse care fu lly the 
advertisem ents in  th is issue a n d  see fo r  yo u rse lf

A M E R I C A ' S  fa m o u s m agazines. O n e  ye a r 's  su pp ly - "  M o d e l 
A irp lane  N e w s , "  25s., "  H y in g . "  2Ks. 6d. F ree bookle t listing 
all o the rs sent o n  request W i l l i n  L t d . (D e p t  22), 101. Fleet 
Streel. L o n d o n ,  E .C .4.

FO R  SA L E
H A N D  B E N C H  O R l l . t  E R  Ba ll thrust feed c h u ck  0 - i  in. G o o d  

c o n d it io n  C a rr ia ge  paid. £1. B o x  N o .  247. Μ Ο Ο Ϊ Ι  A i r i  h a H  
Office»

W A N T E D
O H )  T Y P E  E L F I N  2.49 eng ine  in  go o d  cond it ion . B o x  N o . 24K 

M o u t t  A ih c b a k i  Offices.

Tw o  high capacity Elfin models 
w hich have proved th e ir w orth  
against international com peti

tion . and w ith  continual refinem ent arc providing 
an efficient answer to many power problems.

R E W A R D
i l  R E W A R D  L o s t  L h o b lta m  C o m m o n .  G ra c io u sp o n d  F i s h 

p o n d s  A re a .  5 ft. sp a n  m o n o p la n e , c o n ta in in g  K  C  sw itches, 
a c tu a to r gear. etc. but n o t  receiver. W in g  w h ite  Fuve la rge  a n d  
tw in  f in s  b r ig h t  ye llow  1 ricyc le  υ /c. E .D .  2.46. R e w a rd  to finder 
l  o n g m a n . N y e w o o d ,  O ld  A ve n u e , W e st  B ytle c i, Tel. Byrtcet 74

Made by AER0L  ENGI NEER I NG.  L I VERPOOL  3
[ H o m e  T r a d e  d i s t r i b u t i o n  t h r o u g h :

E. K E IL  & C O M P A N Y  LT D . London  E.2

It is to your advantage to mention MODEL AIRCRAFT when replying X l l l
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AN  IM PO R TAN T ANNOUNCEM ENT

A M C O  M odel E n g in e s
W e have great pleasure In announcing that, having concluded negotiations with 
the Anchor Motor Co. Ltd., of Chester, we are taking over the manufacture

of A M C O  engines
The 3-5 BB will shortly begin production again and limited quantities will

be available on the home market

AERONAUTICAL ELECTRONIC & ENGINEERING Co. Ltd.
S U N L E IG H  W O R K S ,  A L P E R T O N , M ID D L E S E X

T R I J C U T
A IRSCREW S

T H E  C H O IC E  O F  T H E  W IN N E R S  ! 
W O R L D  A E R O B A T IC  C H A M P IO N S H IP ,  B R U S S E L S  

Gold Trophy, Gosport
FO IL L O W T H E IR L E A D  - --------  FLY T R U C U T

6' 7*8 ' 9 A 10' I I ' 12* i r 14" DIA.

1110 l l l l 2 1 1 * 2 1 4 2 1 9 3 > 0 | 3 | 7  y S t r .
PITCHES 4-12* 4-ir 4-12' 4-12' 4-8' i* ' 4' EVEN NUMBERS ONLY

ORDER FROM YOUR MODEL SHOP! P R O G R E S S  A E R O  W O R K S ,  C H E S T E R  RD., M A C C L E S F IE L D

B A L S A  W O O D

W e are Specialists In the Machining of Balsa wood 
strip, sheet and block. Send s.a.e. for comprehensive 
price list. W e  also specialise in OBECHE, SPRUCE, 
ASH, PLYW O O D, etc., for the Model Trade. Prompt 
attention given to Trade enquiries.

E. LAW &  SON (TIMBER) LTD. 
272/4, H IG H  STREET, 
SU T T O N , SU RREY

Phone: V IG ILANT 8291-2

HOME
W O RKERS

H o rn · w o rke rs  are  required  to make up  sim ple  "  Prestaplasta M 
novelties. Regular all the year round  hom ew ork  w ith  w eekly  (o r 
w hen  w o rk  is received) payments. Materials are  supplied and 
no experience is required. The w hole  family can join in  and enjoy 
this pleasant and profitable full o r  spare tim e occupation. Stamped 
addressed envelope fo r particulars from  :

PRESTAPLASTA  PR O D U C TS
( O u t w o r k  M .A . )  B C M / 1 2 5  L o n d o n ,  W - C . l

The

How-To-Do-lt 
Magazine

of

U.S. Model Aviation

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

magazine devoted exclusively to model 
aviation ! Every issue includes how-to-build 
data on new model airplanes of various 
types (with full-size plans wherever possible) 
. .  . worthwhile hints . . . photographs . ..  
how-to-do-lt information . . . and features 
for sport aplenty ! It*s a magazine for 
beginners as well as experts ! Published every 
other month. Annual (6-Issue) subscription : 
12s. 6d. M ail your order and remittance to
day to : Atlas Publishing & Distributing 
Company, Ltd., Dept. M A , 18 Bride Lane, 
Fleet Street, London, E.C.4.

X IV Please mention MODEL AIRCRAFT in your reply to Advertisers



' . u r t ?

T H E  N E W  IL L U S T R A T E D  

M O D E L  A IR C R A F T  P L A N S  

C A T A L O G U E  contains them  
all and a good m any others 

besides. Just out— it features 
a d raw ing and description of 
each model.

Send for your free copy today—  
please enclose a 2Jd. stamp for 
postage and packing.

------------1
T o  M O D E L  A IR C R A F T  P L A N S  D E P T . ,
23, Gc. Queen Street, London. W.C.2.

Please send me *  free copy o f  y o u r  new W in *  Catalogue. 

I enclose 2 |d. s u m p  to  cove r postage and p ick ing.

When replying to Advertisers be sure to mention MODEL AIRCRAFT XV
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FOLLOW THE LEAD OF THE 
EXPERTS THIS SEASON -

•  L IG H T W E IG H T  FO R  R U B B E R  M O D E L S
Yellow . M id-B lue. Dark-B lue. Red. Black and W h ite . 2tT X  3 0 ' - S00 *

#  H E A V Y W E IG H T  FO R  P O W E R  M O D E L S
Yellow , M id-B lue, D ark-B lue , Red and W h ite .  20* X  3 0 ' - SOO'i

“ M O D E L S P A N  ” is included in all the well-known 
kits and is available from your dealer.

Registered at S ta t io ne r 's  Hall

IM PO RTA N T N O TIC E
ETA INSTRUMENTS LTD. regret to advise that due 

to delays of installation in our new works, it has been 
found impossible as yet to achieve the scheduled 
production of either released or new design power 
units, with the result that we are considerably overdue 
on deliveries.

W e are therefore having to take the temporary 
but none-thc-less drastic step of not accepting orders 
for units until we can again offer supplies in a reason
able period.

Servicing will be maintained, although the normal 
quick return cannot be offered at present.

Any change of position will be notified through the 
Press, and trade channels.

289, H IG H  STREET, W ATFO RD, 

H ERTFO RDSH IRE

WE DO NOT OFFER . . .

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

T H E  M O IIE L STA D IU M
H I R E  P U R C H A S E  S P E C I A L I S T S  

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

(2 m int. Raymr% Lone Siov on .) T d . PINnet 64S9
S.A.E. fo r e n q u ire *  ole ise. Engine* run  fo r P e -so m l Ca lle r*

P rin ted  in  G reat B r ita in  fur the P rop rie to rs b y  E l x c t h ic a l  P r e s s  L t d ., C o rd  w a lii* W o rk s. M aidenhead, Be rk*, 
and  pub lished  by P l r c i v a l  m a r s h a l l  &  Co. L t d .. 23, Great Queen Street, London, W .C /L  

So le  C anad ia n  d istribu to r*— M e* at*. G o rd on  &  G otch  Ltd., 43, V ic to ria  Street, T o ro n to  l, Canada. 
Registered for transm ission  b y  M agazine  Post to C anada  inc lud ing  New foundland.



five pi Acts in the french
NATIONAL

AND A FIRST AT 
8RUSSEIS

T H E  E .D . R A D IO  Q U E E N .  This graced 
and perfectly designed aircraft of 7 ft. wing 
span has been specialty designed for remote 
control by the E.D. Radio Control Unit and 
to be powered by the E.D. 3.46 Mk. IV Diesel. 
Radio Queen Kit Set. P r ic e  £4. S. 0

E .D . I c.c. M a rk  I (B E E ) .  A very 
compact little motor with an overall 
height of 2j in., it weighs only 2$ oz. 
Bore 0.437 in. static thrust 12 oz., 
stroke 0.400, r.p.m. 7.000 plus.

P r ic e  £2. 17. 6

E .D . M k . I l l  M IN IA T U R E
R A D IO  C O N T R O L  U N IT .

Designed to meet the requirements of 
smaller models. Consisting of one valve 
transmitter of 3A5 Twin Triode type with 
up to 4 watts input ; C R A S H P R O O F  
receiver (weight I ] oz.) escapement 
(weight J oz.) with meter and battery 
sockets and plugs, on-off switch and 
potentiometer ; and sectional 8 ft. 
transmitter aerial.
Price complete (less batteries). £9. 17. I I  
Prices separately : Transmitter £5. 14. 9 
Escapement £1. 2. I I
Receiver (including meter and battery 
sockets and plugs, on-off switch and 
Potentiometer), £3. 14. 5

E .D . M k . I I  M IN IA 
T U R E  3 "  R A D IO  
C O N T R O L  U N I T  
C O M P R I S I N G  
T R A N S M I T T E R  
A N D  R E C E I V E R  

Combines the three main features of range, reliability 
and safety against interference, but with reduced weight, 
size and battery consumption. A standard battery pack 
will give over 3 hours' C O N T IN U O U S  OPERATION with 
a receiver and batteries weight of only 10Λ oz.
P r ic e  co m p le te  £18. 10. 0 , R e c e iv e r  £11. 10. 0 , T r a n s 
m it t e r  and A e r ia l £7. 0 . 0.

E .D  3.46 c .c . M k . IV . Devel 
oping I0V00G r.p.m. the three- 

is one of the finest 
for control-line and 

flying. Bore 0.6S6 in., 
stroke 0.625 in., height 3 in., 
width I;  in., length 4; in., 
weight Si oz. Price £4. 2. 6

E .D . M k . I l l  2.46 R A C IN G  
E N G IN E .  Specially designed for 
use as a d*ese{, glo-plug or spark 
ignition engine the 2.46 develops 
over }  b .h.p . at 14,000 r.p .m . plus 
Incorporates a two ball-race crank
shaft and exhausts as an integral 
part of the crank case. Total weight 
5 oz. P r ic e  £4. 2. 6

A L L  P R I C E S  I N C L U D E  P U R C H A S E  T A X . O R D E R  T H R O U G H  Y O U R  M O D E L  S H O P .

_  ELECTRONIC DEVELOPMENTS (SURREY) LTD
D E V E  L O P M  i N T

1223 I8*VILLI£RS ROAD* KINGSTON-ON-THAMES, SJURREY* ENGLAND



it’s a

G L ID E R !
. . i f  i/« H  ir u n i fir s t

CHIEF

SPEC IF ICAT ION S— Constant chord wing— Span 6 4 j in*. Length 39 ins. 
Wm/ area  407J tq. in. Tailplont areo I I4 i so. in. Weight I4 J ot. 
W ing  section N A C A  6412.

T h e  C H I E F  w as official N e w  Zea land  A -2  G lid e r  Record  H o ld e r  fo r 1951, a lso  
the w inn e r o f the 1951 Sou th  A fr ican  N a t io n a ls  and nucnerous club events In 

v a rio u s  countries.

INVADER 40 Span
A  s im p le - to -b u ild  to w lin e  g l id e r  th a t  
h a s  lo n g  b e e n  a  f i rm  K K  fa v o u r ite .  
T h e  w in g  fe a tu re s  t ip  d ih e d ra l  a n d  a 
d is t in c t iv e  n o te  is a d d e d  by  th e  tw in  
f in n e d  ta-.lplane. M a n y  c lu b  r e c o rd s  
a re  h e ld  by  t h is 'e f f ic ie n t  *7 1  Λ
d e s ign .  ^  i l l

FEATURING 

T ip -u p  ta il D /T  
A uto  R udder  
P lu g -in  icings

CUB 20 Span
T h e  pe rfe ct  g l id e r  fo r  th e  b e g in n e r.  
S t r a ig h t fo r w a r d  t o  b u i ld  a n d  fly. T h e  
C u b  k it  c o n t a in s  p la n s  a n d  p a r t s  fo r  
b o th  g l id e r  a n d  Je tc x  
50 p o w e re d  ve rs io n s.

CADET 30 Span
A n o t h e r  g o o d  "  f ir s t  m o d e l 
C a d e t  is a la r g e r  v e r s io n  
o f  t h e  p o p u la r  C u b . 4 l l

Nordic (Class A-2) Contest Glider
K e i lk r a f t 's  g ra c e fu l “  C H I E F  "  is  t h e  f in e s t  g l id e r  k i t  th a t  
m o n e y  c a n  b uy. B u i lt - in  to w lin e  s t a b il it y  e n s u re s  a n  a r r o w -  
s t r a ig h t  t o w  u p  e v e ry  t im e  a n d  th e  g l id e  is  s o m e th in g  to  
m a k e  e ve n  th e  e x p e r t s  g e t  e xc ite d . D e s ig n e d  t o  th e  u p p e r  
l im i t s  o f  t h e  N o r d i c  A -2  sp e c if ic a t io n s ,  t h is  is o n e  o f  th e  m o s t  
a d v a n c e d  sa ilp la n e  d e s ig n s  e v e r  k it te d .  C o n s t r u c t io n  is 
s t a n d a rd  ·* s la b s id e r ,”  w ith  f o r m e r s  a d d e d  to p  a n d  b o t to m .  
E x c lu s iv e  K e i lk ra f t  fe a tu re s  a re  t h e  k n e c k -o f f  w in g s ,  D  T  
t a i lp la n e  a n d  a u t o m a t ic  r u d d e r .  T h e  k it  c o n t a in s  t w o  la rg e  
p la n s ,  '  Q u ic k -b u i ld in g  S c h e d u le  ' a n d  a ll t h e  p a r t s  y o u  need  
t o  b u i ld  u p  a n  e x a c t  rep lica .

P R IC E  2 2 ^ 8  I N C .  T A X

Be sure

K E I L K R A F T

H A N D B O O K
I9S2-S3

I00 P A G E S  packed w ith  artic le s, photos, begin
n e rs ’ tip s and full deta ils o f all K e ilk ra ft  K its  
and A ccesso rie s  ( includ ing  k its  to come).
A real aeromodelling 

gen book ! Price l/3
GET YOUR COPY TODAY

AT ANY MODEL SHOP

MINIMOA SO Span
A  b e a u t ifu l  re p l ic a  o f  th e  fa m o u s  fu ll-  
s iz e  s a ilp la n e — th e  M I N I M O A  fe a tu re s  
a s t r e a m l in o d  fu te ia g a  a n d  m u lt i - s p a r  
p lu g - in  w in g  p an e ls . In  a d d it io n  to  its  
g o o d  lo o k s ,  t h is  sc a le  m o d e l is  a lso  
a n  o u t s t a n d in g  p e r fo rm e r .  q  rj
A  v e r y __c o m p le te  k it - O  L

SOARER Series
T o  c a te r  fo r  a ll  p o c k e t s ,  t h is  c a b in  
d e s ig n  is a v a ila b le  in  th re e , f o u r  a n d  five 
fo o t  sp a n  v e r s io n s .  C o n s t r u c t io n  is 
u l t r a - s im p le —  ‘b o x  ’ fu se la go  a n d  ‘ V  ' 
d ih e d ra l le d  w in g — a n d  e x t re m e ly
ru gg e d .
B A B Y ,  36 in  sp a n , 6 I ; M I N O R .  48 in. 
sp a n . 9 9 ι- 'A J O R ,  60 in . sp a n  14/1.

KITS AND ACCESSORIES

M a n u f a c tu re d  by  E. K E I L  &  C O .  L T D  . L O N D O N .  E.2 
(W h o le s a le  o n ly )

Distrif.utors for E.D., ELFIN  and A M C O  engines : jE T E X  motors and  kitt ; 
ELM IC  and  BAT accessories : SOLAABQ  : E.C.C. Radio Control Equipment


