
mod:

M A Y

•  A E R O M O D E L L IN G  IN  F IN L A N D  ·  FROG '500 ”  
O N  TEST ·  POW ER T A L K  ·  O VER T H E  C O U N T E R
•  PLANS O F THR EE O U T S T A N D IN G  M O DELS ·  R A D IO  
C O N T R O L  ·  K N O W  Y O U R  E N G IN E  ·  P H O T O N E W S

IN THIS ISSUE

THEJOURNAL OF THE SOCIETY OF MODEL AERONAUTICAL ENGINEERS



Digital Edition 
Magazines. 
 

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

 

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

All Plans and Articles can be found 
here: 

 

Hlsat Blog Free Plans and Articles. 

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

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


Digital Edition 
Magazines. 
 

AeroFred Gallery Free Plans. 

http://aerofred.com/index.php 

Hip Pocket Aeronautics Gallery 
Free Plans. 

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

 

Diligence Work by Hlsat. 

 

 

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


£ 6 m a

40 in. WINGSPAN 
L IGHTWE IGHT  GLIDER

PRICE

7/6

S PE C IF IC A TIO N
Span 40'. Overall length 28". 
Wing area 157.5 sq. in. 
Wing loading 2.72 oz./sq. ft.

A slick new-style contest glider designed to the latest gliding technique w ith correct 
disposition of side areas to  give maximum stability and performance both on the tow-line 
and under hand-launch conditions. Offset Tow Hooks make trimming for thermal flights 
an easy job.

"  the finishing touch— ”

BALSA CEMENTS

provided by the world-famous range 
specially formulated to  give add· d i v

“  SUPERGLOSS ”  DOPES

“  TITANINE ”  Model Aircraft Finishes, 
on to the discriminating Aeromodeller.

DOPES
Formula B ” — Quick drying fo r rapid as

sembly and " f ie ld ”  repair.

Price 5d., 7d. and Is.
Formula C ” —Tissue and fabric adhesive.

Price 4d. and 6d.

available in the fo llowing colour·· :—W hite, 
Light Blue, Medium Blue, Dark Blue, Green, 
Black, Cream, Grey, Br*>w n. Orange. Red 
Yellow and Transpare»'1·

Price 6d., <0d., i/6d., 2 3d., 
3s. and. 4s.

Clear Dope —Medium tautening and suitable 
for small and medium sized 
models.

G lider Dope — Extra strong tautening and 
suitable for large and heavy

Banana O il — Non-tautening and rendering 
covering a irtight and water-

M A N U FAC TU R E R S  Phone r
HALIFAX. 2729

IMPORTERS

EXPORTERS AEROMODEL. HALIFAX -



KilLKRAFT'S n f w  ' 'B A S IC  K I T '  *

Wing 'spQa. 40'. Wing Area 300 j<j. ins.
{The w, ngs are detachable).

Weight 20 ozs. (with Frog 500). 5 'able for up
to 5 C.C. Gloplug motors or :scls.

THE MOST ADVANCED STUNT 
DESIGN AVAILABLE FOR THE 
FROG 500, AMCO 3-5, E.D. 3-46 

YULON 30 and ETA 29

H e re ’s th e  new SKYSTREAK 40—B ill Dean’s la test and greatest 
c o n tro l line  design. Take good note o f those d is tin c tive  fly ing  
surfaces and th a t “  super-sbnic "  fuselage—because you ’ ll be seeing 
these m odels a t a ll th e  1950 contests. Experts have accla im ed th e  
”  40 ’ ’ as jus t about the sm oothest th in g  cn lines. W e ll proved 
K e ilk ra ft con s tructiona l m ethods m ake th is  k i t  a dream  to  bu ild , 
ye t the price  is w ith in  th e  reach o f every m ode lle r.
As to  fly ing , th e  SKYSTREAK 40 rea lly  lives up to  the prom ise 
o f its sleek appearance. A t  last s tu n t fans can bu ild  a semi-scale 
c o n tro l- lin e r , th a t w i ll  equal o r  b e tte r  the perform ance o f even the 
best “  B a rndoor ”

PRICE 1 0 / <  ONLY

K IT  CO NTENTS

!C K IT S
As the name im plies, K e ilk ra ft BASIC 

KITS conta in  a ll the m ore  im p o rta n t item s 
usually associated w ith  a standard k it. 
Parts which the m ode lle r can buy fro m  his 
local hobby shop—o r may already have in 
his w o rk  box—are o m itte d . This enables 
builders to  secure an outstand ing k i t  design 
a t a fra c tion  o f the  outlay needed fo r  a 
standard k it.

Each BASIC K IT  is supplied w ith  a lis t o f 
the add itiona l m a teria ls  requ ired , and a fte r 
tick in g  o ff the item s a lready in stock ‘ he 
balance can be purchased as needed. One 
o f the advantages o f th is new k it t in g  method 
is th a t s tr ip  wood may be care fu lly selected 
by the bu ilde r fo r h igh ly stressed parts 
such as spars anjl longerons.

&  LARGE SUPER DETAILED PLAN. 
•  FULL SIZE INSTALLATION DRAW

INGS. FOR: FROG 500. AMCO 
3-5. E.D. 3 46. YULON 30 Ε.Τ.Λ. 
25 AND OHLSSON 29.

# 6  PRINTED BALSA SHEETS.

•  l PRINTED PLYWOOD SHEET
•  QUICK BUILDING LEAFLET.
Φ  SHEET METAL FOR STUNT

TANK.
©  ENGINE BEARERS.
&  METAL BELLCRANK.

S K Y S ' EAK M O U L D E D  C O C K P IT  COVER.
t model ? Although made especially to fit the 
t<3 cover can be adapted to many designs.

Έ Α Κ  26
er version o f the Sky- 

v-u AC—for the E.D. Bee.
•as -37. r  " s /5  or Allbon 

Features a detachable 
- w ill do every stunt 

V< -ust like the

DRY K. 9/6
β  F it you r Skystreak 26 w ith  th e  new ELFIN  149 diesel. A  re a lly  
ho t en ,-ne , and w o rth y  a d d itio n  to  th e  E lfin range. W e ig h t 21 ex. 
Price £2 19s. 6d.

i :  '
M anufactured Jsy E. KE IL & C O . LTD.. L O N D O N , E.2
Distributors for Elfin. E.D.. Yu ton. AMCO, ond NORDEC engines. 
IBTEX motors end Jots. ELM 1C & 6ΑΓ Accessories E.C.C. 

Radio Control Equipment.

A L L  E X P O R T  E N Q U IR IE S  T O  B U TLE R  ROBERTS & C O .. LTD .. 4. DRAPER'S G D N S., L O N D O N . E.C.2



MODEL AIRCRAFT May 1950

TE LE P H O N E  · L A N C IN G  2090-2099 COMMERCE W A Y , L A N C IN G , SUSSEX

D U R A T IO N  MODELS
Junior 20" wingspan ......................... 5 -
Student 24" 6 *
Prefect 24-$" „  ............. ...................... 7/-
Minor 30" ,, .................................... 7 6
Monitor 34" ,, ..................................... 8 6
Senior 36" 9 6
Master 45" ............................................. 22/6

SAILPLA N E S
Manx Cat, 34" wingspan, tailless (wing area, ISO sq. in.) 10 -
North Wind 34" wingspan.......................... Si-
West W ind 36" „  ... 6 -
Sunduster 40" ..........................................................

C O N T R O L -L IN E  M ODELS
7.6

Swallow 22" wingspan 12 -
Swift 24" Biplane (S tu n t ) ...........................

ALS O  14 FLY IN G  SCALE  
A N D  35 1 77-SCALE S O L ID

MODELS
M O DELS

25 -

MODEL AIR CR AFT 
CO N STRUCTIONAL KITS 

A N D  SUNDRIES

and Boats

A N O R M A
Model Buildings

AI— Bungalow

ASK YOUR DEALER FOR FURTHER PARTICULARS o f these kits 
and sundries. If there is no dealer in your area, send 
fo r particulars to

MODELLERS SUPPLY LTD. (Dept. AM  I), A IR Y D A  W O RKS, ASPLEY, HUDDERSFIELD
Rubber S tr ip  in boxes of 12 yards. x 1/30", Is. 6d. -fa* x I 30", Is. 9d. x 1/30", 2s. Coloured and 
C lear Dope in I oz. jars at 9d. Red, Orange, Gheen; Blue, Silver, Black, White, Yellow, Grey, Sky-blue, Brown. 
E xtra  Q uick D ry ing  Cement. Small tubes, 4d. Large tubes, 7d. Sorbo Rubber Tyres. W ith dural hubs :
I-V" diameter, 3s. 9d., 2" diameter, 3s. 9d. W ith wood hubs : 21" diameter, 4s. 3" diameter, 4s. 6d. A ls o : 
Large stocks of Balsa, Obechi, W ire, Tissue, Aluminium Sheet and tube, Transfers, Cockpit Covers, Brushes, etc.

iv



MODEL AIRCRAFTMay 1950

2 MERCURY SPECIALS
As part of Mercury’s policy of better 

k it designs, the two latest detailed here are 
such advanced types, that they take k it
building into the highest levels of specialised . 
modelling, so that the modeller who builds 1 
and flies either of these machines is certain 
of first class performance from them. Make 
sure for yourself by asking to  see the plans 
of these kits at your Mercury Dealer’s. 
They w ill convince you better than anything 
of the superiority of Mercury Kits.

V r Ml SORBIC A.2 SAILPLANE
Thousands of modellers are already planning to build fo r the new Nordic contests, 

and those who choose the Mercury Norseman w ill be assured of a machine w ith  the 
finest possible performance and a structural design to stand up to the roughest usage. 
The Norseman design, which conforms accurately w ith  Nordic A2 contest specifications, 
*, from Phil Guilmant in co-operation w ith the technical staff of Mercury Models, and i t  

w ill please the most critica l. Ask to  see the fu ll size plan w ith its real photo views 
of t-e  fuselage construction. The- instantly -evea! the Norseman to be a model of 
outstanding meric from c «-erv possible po int o- v:ew. K it complete w ith  plan, instruc
tions. and all necessary materia! except dope.

17/6

λ ΐ
NT

High-speed streamlined low-wing monoplane w ith detach
able wing and concealed wires, for Frog “  500 "  or Yulon “ 29 ”  
engines. New features include prefabricated hollow-log 
fuselage, new type keyed-in radial mount and spun aluminium 
cowling. Wing span -40 in. Speed 80 m.p.h. on 65 ft. lines. 
Designed specifically as a large fast scunt model, the Musketeer 
is capable of every possible manoeuvre on lines. K it is 
complete w ith plan and building instruction».

In addition to  the range o f we!!-knowπ kits designed and made by Mercury, 
there are now so many accessories made also by them that to-day nobody 
models w ithout using something carrying this famous name, be i t  fuels for 
engines. C L bell-cranks, balsa cutters, o r a host of other essentials. In 
addition Mercury also supply to the trade Hivac Valves for R C. Elfin, E.D., 
Amco. Allbon and Nordec engines, Solarbo Balsa, etc. IT'S IN THE 
MERCURY CATALOGUE. PRICE 6d. FROM MERCURY DEALERS.

MERCURY MODELS 
MERCURY MODEL AIRCRAFT 
SUPPLIES LTD., LONDON, N.7.

19/6

v



-U.ELECTRONIC DEVELOPMENTS (SURREY) LTD
1223  18.VILLIERS ROAD, KINGSTON-ON-THAMES, SURREY, ENGLAND

THIS graceful 7-ft. span craft has been specially designed for the 
E.D. 3.46 c.c. Mark IV Diesel and for remote control by the 
famous E.D. Radio Control Unit. As with all E.D. products it 

has been rigorously tested under the severest conditions before 
being offered to the public. Flights of 30 minutes’ duration have been 
obtained and a range of control of over l i  miles has been achieved. 
THE “  RADIO QUEEN ”  CAN ALSO BE FLOWN FREE FLIGHT.

The K it is complete in every detail and includes fully detailed plan 
and easy-to-follow building and flying instructions.

Price, complete in strong carton ... £4 18s. 6d.
E.D. 3.46 c.c. Mark IV Diesel (develops power equal 
to  any 5 c.c. engine on the market £4 12s. 6d.
E.D. Radio Control Unit ..............£14 10s. Od.

ORDER FROM Y O U R  M O D EL SHOP

r O $ W '

ED
"RADIO
Q U E E N



T e s te d  ■“ T k U d

The ‘Handispray’
A compact bulb-type 
hand spray fo r your 
models. Adaptable to

W ill spray th in cellu
lose. Obtainable from 
all Veron stock- 

ist!· pritc 2/6

OUR NEW

I9 SO
CATALOGUE 

IS READY. 
GET ONE FROM 

YOUR DEALER 

PRICE 6d.
AUSTRALIAN DISTRIBUTORS :
Scientific Hobby D istributors. 350, Queen Street, Brisbane, Australia. 
INDIAN DISTRIBUTORS :
K. L. Roy. 8. Lee Road, Calcutta, India.

war-time fighter plane which has
won oetstanding fo r its amazing performance. The flap and elevator control
t  o *s  an experienced f.yer to  perform every stunt in the ** book.”  A ll parts 
necessary to  fe . d this wonderful plane are included in the VERON KIT.

A L L  T H E  
T H R I L L S  

OF A 
DOG-FIGHT

TH E  “ SPITFIRE 22 ”

"  TH E  
“  SEA-FURY X  ”

The true-scalc model that sets a 
new standard in VERON control 
line. A super high-speed air
craft which flies between 50 and

Veron's amazing new true-scale control line model. Powered by a diesel or glow- 
plug motor of 3 to  8 c.c. this famous German war-plane gives an astounding 
performance flying at speeds exceeding 60 m.p.h. The now famous flap and 
elevator contro1 ensure stunting capabilities which are phenomenal. W ith  a 
span of 33 i” its straight lines make it  ideally simple to  build. I Q  /Z

Veron's outstanding value at ■ ^

(Bournemoutĥ  ̂Nonuood Place.
PHONE SOUTHBOURNE 2783



V , 77
• 7 $  c . c

SO LE D IS T R IB U T IO N  (TRADE O N L Y )

MILLS BROS. (M O D E L ENGINEERS) LTD. i

143, G O LD S W O R T H  R O AD · W O K IN G  · SURREY

H ere are th ree  really serviceable engines

nt tank standardThe 2’4c.c. model is supplied 
equipment. Stunt Tank 6 - extra?

Use Mills Blue Label Fuel. 3/- per standard bottle. v our 
dealer can -refill your empty bottle with ger-we M !s 
Blue Label Fuel, at 2 6 per half pint.

Each model has a wide range of uses. The P.75, though 
light enough for a “ small ’ ’ plane, is giving brilliant per
formance in ah ever increasing number of radio-controlled 
models. Obtainable,also ;w ith  fuel cut-out (S.75) at 55 -.

The I '3 c.c.. the wono*s leading diesel, can be supplied with 
flywheel, 6 -  extra. Also obtainable, I 3 c.c. Marine Unit 
w ith exhaust stubs and P. . ~ee'. 82-.
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E D I T O R I A L

r |  ''HIS issue heralds two important events. First 
A  of all the new conditions relating to the supply of 

paper have enabled us to increase considerably the 
size and scope of this publication, and it now comes 
to you in a much enlarged form, containing no less 
than 68 pages. We need not stress the importance of 
this to you as a reader, or the additional scope which it 
provides us with on the editorial side. Our efTorts 
will be devoted to making M odel A ircraft of intercSt 
and value to the expert; the beginner; the club and 
contest enthusiast; and last, but by no means least, 
the unattached model flyer.

The second item introduced by this issue is a change 
in the publishing date. We have felt for some time 
that the previous publishing date, the toth of the 
month, was unsatisfactory, since the journal did not 
appear until the month of issue was well advanced, 
and this tended to give the impression that the issue 
was already somewhat out of date when it reached the 
reader.

It has, therefore, been decided that in future Model 
Aircraft will appear for sale on the 20th of the month 
preceding the month of issue. To achieve this we have 
had to amalgamate the March and April issues and 
although this change will mean the technical loss of 
one issue in the current volume, this slight disadvantage 
is more than offset by the advantages gained by our 
readers and distributois.
«BVith more reading matter there will be more to 
tThlcisc, or praise as the case may be, and we would 
remind you that we arc always glad to hear from our 
readers, particularly when they have some sound 
constructive criticism to make or useful suggestion to 
put hjuvard for the improvement of this journal.

G n w t e S & r .

The subject of this 
cover photograoK1 
Norman Butcher cf Hast-; 
ings and Competition^. 
Secretary of the South f?* 

^Eastern Area. He is 
f o ld in g  the K. & B. 
to rp e d o  29 powered 

rokker D VII with 
which he gained first 
place in the scale 
stunt event at last 
year’s S.E. Area 
C/L champion
ships.

P E R C I V A L M A R S H A L L P U B L I C A T I O N

Published on the 20th of each month prio r to  the date of issue by PERCIVAL MARSHALL & COMPANY LTD. 
23, GREAT QUEEN STREET. LONDON, W.C.2. T e l: Chancery 6681-4 Annual Subscription 20s. Od. post paid.
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“ T H E  M O D EL This year The Model
E N G IN E E R  ** Engineer Exhibition will
E X H IB IT IO N  celebrate its 25th anni

versary, and will be held
at the New Royal Horti

cultural Hall, Westminster, from August 9th to the 
19th.

Since the first post-war exhibition this event has 
become increasingly popular with model aeroplane 
enthusiasts, and each year has seen an improvement 
in both the number and the quality of the exhibits. 
In this year’s exhibition the model aircraft section 
will take an even more prominent place than last 
year, and we look forward to seeing a still better 
range of exhibits than was displayed on that 
occasion.

Apart from going a long way to break down the 
ingrained belief, held by so many mode: mgineers 
in the past, that model aircraft construction con
sisted of just tissue and paste. The Model Engineer 
Exhibition affords aero-modellers an oppor
tunity to show other aero-modellers just how well a 
flying model can be made and the extent of their 
skill and ingenuity in manipulating the materials 
of construction peculiar to model aircraft; it also 
enables them to examine at leisure the excellent 
work done in other branches of model engineering.

The model aircraft classes will be the same as last 
year and again there will be a silver trophy to be 
won outright by the club showing the best three 
flying models. This trophy would make a fine 
addition to your club’s collection of contest prizes; 
why not organise an entry now ? Further details 
of the arrangements will be published later, but 
entry forms can be obtained now from the Exhibition 
Manager, 23. Great Queen Street. London, W.C.2. 
Remember, last minute efforts seldom win prizes, 
so get started on your exhibit right away.

N EW S FROM TH E  The Academy of Model 
STATES Aeronautics of America

has just elected its new' 
officers for the ensuing 

season and it is interesting to note that a fresh 
name appears in the office of president, namely, 
Kenneth H. Held, of Detroit.

90

Kenneth Held lias been a consistent builder of 
models since 1918, and the Academy should benefit 
from his wide experience, both of modelling and 
general organisation, since he holds a responsible 
position with the General Motors Corporation. 
He two sons and his wife arc also keen model builders 
and flyers so that he brings to the movement more 
than just his owm personal interest in model aero
nautics.

Other well-known names which figure in the list 
of vice-presidents and contest board members for 
1950 arc Frank Zaic, Henry Struck, William Fletcher, 
Chester Lanzo, Ed. Lidgard. R. E. Schumacher, and 
Andrew G. Peterson.

We also understand that, following the experience 
gained last year and the suggestions put fonvard 
by members of last year’s American Wakefield team, 
the A.M .A. has decided that the selection of the team 
for 1950 should be made some two months before the 
actual date of the contest to give them sufficient time 
to prepare and test their models. They are, there
fore, hoping to select their team by May 28th, on a 
district allocation basis something after the style of 
our area selection scheme.

Five areas have been selected as follows:—
W’cst Coast— two members.
Chicago— one member.
Cleveland— Akron— one member.
New York— one member.
Hampton, V a— one member.

Preliminary meetings or eliminators will probably 
be held in the outlying districts of each area to give 
as many modellers as possible the chance to make 
the team. It would thus appear that the A.M .A. 
is making use of a similar scheme to the one which 
we used last year.

UP A N D  UP Two new American Class
“  B ”  C/L speed records 
have recently been estab
lished at record trials held 

at Los Angeles, California.
The first is a speed of 135.08 miles per hour, made 

by Richard Rigncy (Senior), and the other is 129.35 
miles per hour (open), by Charles Schuette.

We await details of the models and engines used.
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RADIO  11 seems that the air at
C O N T R O L  F airlop Aerodrome is too

crowded for the many 
London R/'C fans who 

flock to this popular venue at weekends. Apparently, 
there have already been “  incidents ”  through 
interference between transmitters, as a result of 
which models have been wrecked.

Two meetings have been held recently in London, 
in an endeavour to find an answer to this problem 
and the general feeling seems to be that the only 
immediate solution to the Fairlop situation is closer 
co-operation between those who fly R/C models 
there.

It has, however, been suggested in some quarters, 
that an approach should be made at once to the 
G.P.O. for additional wave-bands, but the majority 
of London R/G enthusiasts agree that this is a 
national matter and the first step should be the 
holding of joint discussions between the interested 
Societies. This is also theviewpoint of the Council of 
the S.M.A.E. and they are endeavouring to arrange 
a meeting between their own R/C sub-commit tec. 
the Radio Controlled Models Society and the Radio 
Society of Great Britain, to discuss this problem and 
to decide whether a joint approach should be made 
to the G.P.O.

A  fact which is often overlooked, is that we are at 
present far better off in this country than our fellow 
R/C fans in the U.S.A. and most of the Continental 
countries, where it is necessary for operators to 
possess Amateur Transmitting Licences. Whatever 
may be our personal views on the present wave
band situation, we are in honour bound to adhere 
strictly to the bands which have been alotted to us 
and to resist any temptation to wander off them in 
order to avoid interference. Such action would be 
very likely to have adverse repercussions and would 
most certainly prejudice our case if an approach 
is made to the G.P.O. for wave band concessions.

M O D E L  The Home Office have
BYELAW S recently issued to all Local

Authorities, details of the 
suggested byelaws for the 

control of model flying which they have drawn 
up after discussion with other bodies interested in 
Local Government. Copies of these byelaws have 
already been circulated to all affiliated clubs by the - 
S.M .A.E. and further copies can be obtained from 
the Society’s offices, or from M odel A ircraft.

We would like to draw the attention of our readers 
to the following extracts from the Home Office 
Memorandum which they have also issued to local 
authorities for their guidance.

“ Local authorities will recognise that through. the con-· 
slruclion and flying of model aircraft a real contribution 
may be made to the. science of aviation; that they help 
to stimulate interest in national aviation, and that, under 
suitable conditions, they offer to many young people a 
legitimate pastime and a good hobby. The byelaws are 
not intended for the restriction of flying, but to make it 
possible to permit flying in areas where permission for 
this pastime would otherwise have to be withheld. Any

restrictions should be limited, therefore, to what is really 
necessary under local conditions to protect the community 
at large from danger or nuisance.

The Secretary of State thinks it desirable that any 
proposal to make such byelaws should be brought to the 
notice of any local model aircraft clubs and their views 
considered, before the draft is submitted.”

The above references and the reasonable nature of 
the suggested byelaws are the direct result of repre
sentations made by the chairman, Mr. A. F. 
Houlbcrg, on behalf of the Council of the S.M.A.E., 
and we owe to him our best thanks for his efforts.

The average acromodcller is often unaware, or 
perhaps unappreciative, of the amount of work of this 
important nature which the S.M.A.E. undertakes 
every year— it certainly receives far less publicity 
than competition matters, for instance. It is this side 
of the S.M.A.E. activities that we should like to see 
presented in the form of an Annual Report, thus 
providing an answer to those who frequently ask, 
“  What do we get out of affiliation ? ”

A  W AKEFIELD  The Finnish Aeronautical
STAMP Association are cei tainly

getting on with the ar
rangements for the forth

coming Wakefield Cup Contest to be held on July 
23rd, and we are assured that the organisation will 
be well up to the usual standard expected for this 
important International event. The latest news 
is that the venue will be Kauhava Aerodrome, the 
home of the Finnish Central Flying School. The 
nearest civil airport is at Vasa, some 50 miles away 
and Kauhava is approximately 250 miles from 
Helsinki.

We also understand that certain rules for the 
running of the contest have been submitted to the 
S.M .A.E. for their approval.

The Finnish authorities have been faced with the 
same problem as we had last year, i.e., raising 
sufficient funds to meet the expense of accommodat
ing the teams and running the contest. As will 
be seen from the photograph below, one scheme 
which they have adopted is the sale of a special 
Wakefield stamp. Our correspondent calls these 
“  Lettei-closer-stamps,”  so presumably they arc not 
normal postage stamps-, but what we know as stickers.
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A l p h e r a t z
H a i l  p l a n e

W IN N E R  OF TH E  1949 

LA D Y  SHELLEY CUP

r T^HIS model is the third in a series of tailless 
JL models, and it appears to have the optimum 

performance for this particular layout. First 
flights were made, hand-launched, at Glwyd Hills in a 
strong breeze, when it clocked 72 sec. Its winning 
aggregate in the 1949 Lady Shelley Cup was 5 min. 
41 sec. The first flight (2 min. 7 sec.) was only its 
third tow-launched flight. This speaks well for the 
model’s towline stability, and the designer’s decision 
to use a central underfin has been well rewarded—  
previous models having a fin atop the centre-section 
and being unwieldy on the line.

Now Alpheratz is as stable both on and off the tow- 
line as anyone could wish and has a performance 
equal to many “  orthodox ”  sailplanes of similar 
size.

Nacelle.— This is built “  sandwich ”  fashion, the 
centre being an outline of -fe in. ply. To each side 
of this is cemented block balsa which is afterwards 
carved and sanded to the sections indicated. The 
use of an underfill necessitates a nose-wheel. This is 
a 1 \ in. diameter solid rubber tyre on a wooden hub 
with an 18-gauge bush. Make the sprung axle from 
18-gauge wire, leaving long ends for pressing into 
the balsa as indicated on the plan. Drill through 
for the wing-fixing dowels and cement these in place. 
Make a tow-hook from 18-gauge wire and screw 
this in place, as shown.

Centre-section.— Pin the lower spar in position, 
rear spar and lower part of trailing edge (which is 
built up from a “  vee ”  of in. sheet). Now add 
the ribs, leading edge and top spar. Remove 
from board and fit dowel tubes. Sheet the leading 
edge up to the middle of the mainspar with -jk in. 
sheet, top and bottom. The top half of the trailing 
edge and the rib capping is now added and the 
whole well rubbed-down with fine glasspaper.

Wings.— As with the centre-section, the mainspar 
and lower half of trailing edge should be pinned in 
position first. Cement the ribs in place— making 
sure that the root rib is at the correct angle for di
hedral and that the leading edges line up properly. 
Now fit leading edge and top spar. When set, 
gently bend the trailing edge up to meet the ends of 

{Continued on page 96)
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A e r o m o d e l l i n

A a r  no E llila
r V 'H E  history of aeromodelling in Finland goes 

-l almost as far back as in other European 
countries, although the movement was not organised 
and clubs founded until the beginning of the 1930s. 
At that time there was an equal enthusiasm for both 
the American type of balsa construction models 
and the German pine and plywood types.

The beginning seemed promising. Newspapers 
became interested and with them the general public ; 
clubs were founded, but still there was no central 
organisation, and therefore after a few years, the 
early enthusiasm began to diminish.

In the middle ’ thirties, however, the then Finnish 
Air Defence League added aeromodelling to their 
programme. Proper instruction and guidance were 
given, and financial aid was arranged. Connections 
were established with foreign acromodellers, and 
the movement gained new impetus. The National 
Aero Club in Finland, the Finnish Aeronautical 
Association, has since the war been the central organi
sation for the model aircraft movement and is a 
member of the F.A.I.

The highest body controlling the sport within the 
organisation is the Model Aviation Central Com

mittee, whose members represent various spheres 
of interest, and it is directly responsible to the board 
of directors of the association. The secretary of 
the committee is a paid chief instructor of aero- 
modclling, whose duty it is to put the committee’s 
decisions into effect.

There are at present some sixty model flying clubs 
in Finland ; they are either independent or affiliated 
to the local flying club. Each club has to arrange 
its own finances, but the F.A.A. docs its best to assist 
the clubs bv supplying their constructional courses 
with material at reduced prices, subsidising the 
travelling expenses of contest participants, and other
wise supporting them as effectively as possible.

Considerable attention has been paid to instruc
tional courses. These are arranged by the clubs 
themselves, but of particular importance are those 
arranged by the association at the soaring school 
at Jamijarvi. During the summer a variety of model 
aircraft courses, now totalling almost a hundred, 
have been held, and thus the F.A.A.’s soaring school 
has become an important seal of learning for our 
acromodellers.

In order to encourage and popularise acromodcl
ling, special emphasis has been put on getting primary- 
school teachers interested in the sport, as they are 
conveniently able to urge and guide the youngsters 
at their schools to attempt model aircraft building.

Another important annual summer event at 
Jamijarvi is the aeromodelling camp, to which 
about a hundred participants arrive each year ; 
in addition, there have often been competitors from 
abroad.

There Ls a grave shortage of suitable sites, but as 
many competitions as possible are nevertheless 
arranged. The most notable event is the annual 
aeromodelling camp mentioned, in connection 
with which there is a championship contest. 
Furthermore, a large number of county and club 
contests are held from time to time.

Prior to the war balsa was almost exclusively used 
as material, but during the war it naturally ceased 
to be imported and our own materials had to be 
resorted to. They could, however, be used only forThis model is a typical Finnish slow-flying type of glider
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gliders, which naturally tended to make building 
somewhat monotonous. As a consequence, interest 
in model aircraft began to slacken and has at the 
moment probably reached an all-time low.

However, good results have been achieved in 
spite of all difficulties. Before the war a number of 
indoor championship contests were held in an 
exhibition hall in Helsinki in connection with model 
aircraft shows. In comparatively small spaces 
flights of 7 min. and 8 min. were gained. It may 
further be claimed that the Finnish model glider 
builders have in many cases influenced the trends 
in the other Scandinavian countries, and that Finnish 
model glider types are widely used in Denmark, 
Norway and Sweden. The elementary gliders 
developed in Finland have been particularly popular. 
A  Finnish team has taken part in inter-Scandinavian 
championship contests four times, having won 
once and placed second twice. And, of course, 
last year I won the Wakefield Cup for Finland.

Before the war, there were several manufacturers 
of model aircraft accessories, and competition 
between them was keen. Now the only producer 
and sales organisation is the F.A.A. whose model 
aircraft factory last year produced and delivered 
some 40.000 kits— a good indication of the popularity 
of the sport.

Finnish aeromodellers co-operate closely with 
their Scandinavian neighbours ; this co-operation 
is by no means limited to the inter-Scandinavian 
contests referred to above. Before the war an annual 
Scandinavian “  Wakefield ”  contest was held with 
participation from this country. These contests 
were the first international events in which Finnish
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A. Tahkafaa with his Nordic A2 glider which is one of the 
best Finnish models in this doss

aeromodellers took part, and a great deal was learned 
as a result, the fruits of which are being reaped 
even today. In order to facilitate co-operation, 
common rules have been agreed upon between the 
Scandinavian countries, and this illustrates the 
feeling of solidarity existing between these four 
northern countries.

Geographical conditions arc clearly evident in 
Finnish aeromodelling. The country is large and 
sparsely populated, largely covered with forests and 
lakes, and slightly undulating. Therefore it is difficult 
to find good flying sites, and the relatively scattered 
aerodromes cannot remedy this drawback. The
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short summer also places its limitations. On the 
other hand, when the lakes freeze in winter they 
provide fairly good glider sites, for our lakes make 
admirable flying grounds. Unfortunately, however, 

|jthe cold prevents the flying of any other types.
Aeromodelling in Finland has many difficulties 

to overcome. The aftermath of the war, both material 
and mental, can still be felt, but even so, much has 
been achieved in this sphere of aviation. There are 
hopes that we shall be able to get balsa and rubber

soon : the economy of the country is improving 
almost visibly ; Finnish aeromodcllers have met 
with success abroad, and the general postwar mental 
depression which has been evident in our youth is 
giving way. All these are signs that we may look 
ahead with confidence. We may be certain that in 
a fey  years time more Finnish models than ever will 
beJepjjthc air, achieving better results, urging new- 
cotrars on, and spreading air-mindedness among 
people from all walks of life.

A l p l i e r « a t z _______________________

the ribs. This will occur from approximately half
way along the wing. Coat the lower edges of the 
ribs^vith cement where they will join the trailing 
edge-and pack it up so that it touches all the ribs 
evenly, without holding. If necessary, pin the trailing 
edge to the ribs while gluing, and leave to set well. 
With packing blocks still in place, add the top half 
of the trailing edge, well cementing and holding in 
place by means of several spring clips until dry. 
Remove from board; add dowel-tubes and boxes 
in wing tips for fin-tongues. Finally, sheet leading 
edge and add rib cappings.

Tip fins.— These are made from j  in. sheet balsa, 
sanded to streamline section. Tongues are -fg in. ply, 
and go right through the fins. Cover with tissue.

Covering.— The original is covered with yellow- 
parachute silk, applied wet, with photo paste. 
Allow 24 hours to dry out, and give three coats of 
full strength glider dope. Make certain the silk 
adheres to the top of the outboard ribs where the 
reflex occurs.

Trimming.— Owing to the relatively short moment 
arm for’ard, considerable ballast is required, and it 
was found more convenient to use external weights 
for trimming. When the correct trim has been found,

_____________________________  (Continued from page 92)

a portion of the balsa nacelle is removed and the 
weight— in as compact a form as possible— stowed 
inside permanently.

Getting the longitudinal trim for Alpheratz is very 
easy, since it is only required to add weight to the 
nose until the model shows no sign of stalling from 
a hand launch. Now try a tow-launch on about 
100 ft. of line. It will probably be found that more 
weight is now required, because it is difficult 10 hand- 
launch a model of this type at its correct gliding 
speed and angle.

Having achieved the optimum trim, remove the 
external ballast and stow inside, as mentioned 
earlier. (The nacelle may now be coloured and 
polished.)

The model will almost certainly have an inherent 
turn, but if it is desired to increase or counteract this, 
a very small tab may be added, as indicated, on the 
opposite wing, (i.e., left w’ing. right turn, right wing, 
left turn), in the “ up ”  position. Only very slight 
adjustments will be required.

Use a strong line and don’t be afraid to pull—  
the secret of a good launch is to get the model going 
up at a good angle, fast to start with, decreasing 
speed until model is ready to come off the line.
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RADIO CONTROL
yi L O T  of people seem prepared to write or tell 

i l  you just how to go about radio control work 
but the number of modellers who do fly radio 
models consistently and regularly is still disappoint
ingly small. The fact is. therefore, that to write 
anything of a practical nature on the subject must 
still be largely confined to individual experiences, 
and it is extremely difficult at times to know whether 
such experiences are typical or not. For instance, 
even with the same model design, different modellers 
get different results— and here the Rudder Bug is a 
good example.

The Rudder Bug— subject of Model Report 
No. 12— incorporates a number of features which 
threaten to become standard, yet of the considerable 
number of these designs built, no two appear 
exactly alike in all respects. Furthermore, the writer's 
own experience as the result of continued flying of 
this design, appears to indicate that it will not be 
particularly useful for contest work.

The original Rudder Bug report said that the model 
had no particular tendency to spin when rudder 
was held on. but did not make it clear that this 
referred to use of a rudder movement limited to the 
Good brothers (maximum figure of i in. Properly 
trimmed, and with only this amount of rudder 
movement, the model turns slightly nose up and 
does not lose very much altitude in two or three turns. 
Any “ spin-proof”  design will spin if sufficiently 
upset, such as by using more rudder power unless 
compensatory elevator is applied, and the Rudder 
Bug is no exception.

The fact is, the design is too docile with the small 
amount of rudder movement and increasing it does 
not produce particularly desirable control character
istics. But first let us get a clear idea of why an 
aircraft does lose height in a turn, if rudder is held on.

Fig. i shows that it is not so much the fact that, the 
model is turning that matters so much as the angle of 
bank induced by that turn. Once the wings are 
banked the amount of vertical lift is reduced— and 
the greater the angle of bank, the more pronounced 
this loss of lift. To remain level in turning flight, 
therefore, the wings must generate more lift, either 
by increasing flying speed, increasing the angle of 
attack of the wings, or both.

The latter can be achieved by having the design 
just right, and then trimmed out exactly, so that 
when rolling into a banked turn the nose comes up, 
increasing the angle of attack of the wings. Correct 
disposition of side areas will give this, but since 
this is a matter of considerable controversy, it will

not be discussed in any detail here. One way of 
approaching the problem is to aim for the very 
minimum angle of bank associated with turn, 
so that the model is not properly banked for the 
turning radius involved and is, actually, skidding 
outwards all the time. With a deep or bellied 
fuselage there is then a tendency for the angle of 
bank to be held off still more and, provided the nose 
does not drop, a flat, skidding turn can be made 
with little or no loss of height.

The performance of the average radio model is 
quite the contrary. Rudder power is generally 
excessive, so that when a turn is started the inboard 
wing drops quite violently and the model wheels 
over into a diving turn. The only way to get a 
flat turn in such instances is to apply up elevator at 
the same time, so that the angle of attack is increased Λ' 
to maintain vertical lift and limit the amount of 
rudder power to that necessary to give a reasonable 
turn without inducing such an extreme angle of 
bank that the rudder has pronounced (down) 
elevator effect, making conditions even worse. .An 
over-banked turn is dangerous in that the machine 
sideslips inwards, generally tending to increase its 
angle of bank.
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Without such elevator effect, and moderate rudder 
power, it seems that it is going to be difficult to get 
smooth turns coupled with a reasonable degree of 
manoeuvrability, it is not possible to trim the model 
initially for a stable level or climbing circular flight, 
as when flying straight it will then be over-elevated.

On a design like the Rudder Bug it is possible to 
keep the nose up during turns with very small 
rudder movement, but under power this has not 
produced the desired results. 'Power flight is a very 
much nose-up climb, with the wings quite near 
the stalling angle, so that trimming for a rising nose 
and increasing angle of attack in turns to maintain 
height results in a stall instead of a smooth circle. 
Here, in fact,, seems to be one point on which a 
modeller with a duration complex can go wrong. 
He is so used to trimming his models to fly as effi
ciently as possible, i.e., with the wings at a high angle 
of attack, that he can run into unexpected troubles 
with a controlled model, where it seems necessary to 
trim the model to f h  slightly under-elevated all the time. 
This nut only minimises any tendency to stall off a 

sloppy manoeuvre, but also flattens out the zoom 
following a dive : whether straight or spiral and makes 
the model fly faster.

The importance of the latter cannot be over
emphasised. Whenever the writer’s Rudder Bug 
has an outing it î  invariably in the company of one 
of the Hook hmBfcrs machines, which are very 
heavily loaded by ̂ comparison and fly considerably 
faster. Estimated gliding speeds are 20 m.p.h. 
for the Rudder Bug and 30 m.p.h. for the Hook 
machines. Under power the Rudder Bug tends to 
fly even slower, with reference to the ground, since 
it is climbing upwards at quite a considerable angle.

Hence, with a wind drift of around 10 m.p.h., 
or slightly more, manoeuvres on the power flight 
with tlife'Rudder Bug are strictly limited in case it 
gets too far downwind, as it takes about a minute 
and a half to beat back from-a quarter of a mile

downwind to overhead again— this quarter-mile 
limit being about the maximum acceptable since 
beyond that it is impossible to distinguish whether 
the model is going away from you or towards you 
and a wrong control movement may take the model 
even farther downwind before the error is realised.

Forgetting contest flight patterns entirely for the 
moment, the first requirement of any R/G model 
should be that it is under control all the while and, 
at the end of the flight,^can be brought down very 
nearly at the same place as its launching point. 
To have to chase the model like any free flight job 
is an admission of failure; either of the control where 
the radio has packed up or the “  pilot ” has boobed, 
or of the model itself. The fact that the control may 
still be working when the model disappears completely 
downwind is not particularly useful.

Unless designers realise that they have got to fly- 
radio models relatively fast, then satisfactory results 
are going to be ruled out in winds of anything over 
10 m.p.h. or more. The occasions when wind drift 
is less than this are not very numerous in any one 
month, or year, and so the radio flier has got to 
be prepared to fly in wind. When the next contest 
comes along we do not want a repetition of last 
National's fiasco, when not one single model which 
got airborne had the slightest chance of remaining 
within bounds on any long flight.

There are three possible ways of increasing the 
fl\ing speed. The first is obvious— increase the wing 
loading. And here it seems that a good motor is 
more than capable of taking on 20 oz. or more of 
model weight per c.c. capacity and a wing loading 
of up to 16 oz. per 100 sq. in. wing area is still accept
able. Once the model is airborne, and provided it 
lias enough power, wing loading matters very little. 
The most serious effect of high wing loading is in 
landing where the high weight with an excessive 
rate of sink is suddenly brought to a stop, imposing 
severe loads on the structure.
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The wings and fuselage ean be strengthened up 
to take almost any reasonable landing shock. It is 
really the undercarriage unit which comes in for the 
battering in such cases. If too rigid it will transmit 
this shock load direct to the fuselage frame and 
possibly cause failure there, or even tear the whole 
unit out. So it must be reasonably flexible. At the 
same time, bounce must be eliminated as far as 
possible.

A  typical landing with a heavily loaded model is 
depicted in Fig. 2. The less streamlined the model, 
the steeper the gliding angle, which tends to aggra
vate conditions. Actual vertical velocity at the 
moment of impact is generally quite high, so that 
airwheels or a springy undercarriage tend to bounce 
the model straight off again. Generally, with this 
bounce, the rear of the fuselage strikes the ground 
smartly and often with a swing imparted, so that there 
is a danger of both breaking the fuselage in half 
and wiping off the tailskid or rear wheel assembly. 
Reducing the landing shock by reducing the gliding 
speed is not the answer, for here we are back to the 
slow-flying model again.

No doubt a practical, shock-absorbing under
carriage could be produced with a little careful 
thought, but a more immediate and proven scheme 
appears to be the tricycle undercart. Properly 
designed, this really does work well and virtually 
limits the landing shock to the front wheel and leg. 
For example, 3 32 diameter single wire legs are 
more than adequate for rear legs on the Rudder 
Bug loaded up to 4-1 lb. or more.

Now just fitting a tricycle undercart is no solution 
in itself. The design requirements are shown ::: 
Fig. 3. where it is seen that the ground angle of the 
model should be roughly the same a- the gliding 
angle of the model so that, following a normal glide 
approach, all three wheels touch down at the same 
moment under ideal landing conditions. This 
means that the model has a most definite nose-

down attitude on the ground, so much so that the 
wings will almost certainly have a negative angle of 
attack when rolling on all three wheels. This will 
result in a long take-off run but, if  properly trimmed, 
the model will still take off.

Lift when rolling on all three wheels may be zero, 
but the wing drag will be correspondingly low and 
so the model will accelerate readily. As soon as 
sufficient airspeed is built up the tail will be depressed, 
raising the nosewhccl and allowing the wings to 
assume a positive angle of attack. A  characteristic 
take-off for a model of this type is to roll for some 
considerable distance accelerating all the time, 
when the nosewheel rises off the ground and the 
machine is airborne, quite suddenly, with quite a 
reserve of lift for a steep climb immediately from 
take-off.

The common error is to rig a tricycle under
carriage with a nosc-up ground angle. This means 
that, in any landing, the nosewheel strikes the ground 
first and takes the whole shock of the landing. The 
model will then bounce, just like any other job, 
but generally this bounce is not too vicious. The 
main danger lies in the fact that the nosewhccl 
leg is highly stressed and even twin j  in. diameter 
wire legs bend with case.

The best glide ratio any model is likely to achieve 
is around 1 0 :1 .  Most models have a much steeper 
angle of descent. The less streamlined the model, 
the sleeper the gliding angle. O f course, gliding 
angle also depends to a considerable extent on trim
ming. The slowest sinking speed is arrived at with 
a rather coarse gliding angle, with the wings at an 
angle of attack somewhat near the stall. The 

flattest gliding angle is obtained at some lower angle 
of attack, hence it is advisable to trim the model to 
glide at its best gliding angle, irrespective of sinking 
speeds.

Not only will this give the best approach as far as 
undercarriage design is concerned, but it trill also
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the model ha^a lower aerodynamic efficiency .and, 
therefore,?*a dferscr best: gliding angle, and for 
another* the model flies inter me jjjfeinc: whereas 
the nose of^hc full size job can be pulled up by the 
application*of elevator.

It seems* indeed, that to get^really foolproof 
landings with hea^Iy-ioadcd— or ‘ fast. flying—  
Ry C models, some fofl|^H!^^^^^^HKNrajessential 
to flare out the landing last possible
moment. Limited to system, in the
light of present experience, rudder control is the one 
which gives most scope. Some^iorm of steering 
control is, in any case, absolutely imperative. To 
combine both elevator and rudder can be done 
mechanically (from sequence movement of a suitable 
actuator) ; or a more complex radio system. The 
latter is not necessarily the best approach, for the 
more complex the. radio the more the likelihood of
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oper^rajlitisfactorily let alone keep serviced, 
'rdpbrtional control limited taoiic control is simpler, 
'he Hoofc'brothcrs have alrcady'done this at a total 

weight of roughly 2 lb. for the radio gear, and 
found it possible to use a further on-off signal over 
the same radio channel. This, indeed, would 
seem about as far as it is necessary to go on the radio 
side for some time vet, for if used to give proportional 
elevator control available whenever required, with 
normal right, left and neutral rudder positions, 
that would be more than enough for most modellers.

About the only system which has proved satis
factory with single-channel on-off signals is the very 
clever rudevator designed by Owbridge, which utilises 
a spinning vane rotating behind the model and cap
able of being stopped, in sequence, in positions 
corresponding to elevator up or down, and rudder 
plus any amount of pre-determined {by adjustment) 
elevator. This, although about the simplest multi- 
control system is, again, certainly not the ideal. 
The chief point in its favour is that it is simple—  
and sound simplicity pays time and time again.

Returning to flying speed once again, a better 
method than increased wing loadings seems to be 
using a thin-'Wing section which has to fly fast to 
produce enough lift. Loading and total weight 
figures can then be kept reasonably light, so that the 

(Continued on page 113)
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S u r b i t o n  G l i d e r  G a la
The con test season in th e  South go t w e ll under way on M arch 26th 

when the S u rb iton  & D is tr ic t M.F.C. held th e ir  Annual G lid e r Gala on 
Epsom D ow ns.. 252 en tran ts  braved the  e lem ents and despite w indy 
cond itions m any fine flig h ts  w ere made.

The w in n e r was A. G. Russell o f th e  m 
an average o f 751.6. One o f the  C roydo 
Desmond th is  t im e , w ith  tw o  5 m in . rr.a 
M.F.C. was th ird  w ith  599.4. The Jun io r |
D ow ns), and Park M .A .L . w on th e  C lub Event, C roydon & D is tr ic t, 
M .A.C . being second. C on gra tu la tio ns S u rb ito n .o n  a w e ll organised 
and en joyable m eeting.

|  ( I )  W . H . M anue l,. S.M.A.E
C ou n try  M em ber,, whose 10 ft. 
span own design f ly in g  w ing pe r
fo rm e d  w ell.

w  Kentish N om ads C lub w ith  
\ Yeabsley tw in s  came second, 
k. fligh ts . A . C ripps o f Apsley 
irize  w en t to  E. H ilto n  (N o rth

R e g in a ld  D e n n y  V is i t s
M em bers o f the St. A lbans M .A.C . had a v is it on Sunday, M arch 26th,

1950, fro m  Reginald Denny, the stage and screen a c to r. M r. Denny, is also 
renov/ned in ae ro-m ode lling  circ les as one o f th e  pioneers in th e  U n ite d  
States o f rad io -con tro l fo r  m odel a irc ra ft, and he also designed.the “  Denny- 
m ite  ”  engine. The ob ject o f his v is it was to  g ive a ta lk  on rad io -con tro l, 
and i t  was arranged a fte r  some astu te  track ing-dow n by Ken Brookes, the 
C lub ’s P.R.O. M r. Denny was concerned du rin g  th e  w ar w ith  the develop
m en t o f rad io -con tro lle d  ta rg e t m odels fo r  A .A . gunnery tra in in g . H e 
recounted th e ir  evo lu tio n  fro m  th e  days when the m il i ta ry  au th o ritie s  
f irs t became inte rested  in his ideas up to  recent tim es  when, he said, m odel 
ta rge ts  are flow n  a t speeds "  in excess o f 500 m .p .h .”  H e exp lained th a t 
these ta rgets had given inva luable tra in in g  to  the A m erican A rm y  and 
Navy gunners. D eta ils  o f the vary la test developm ents he could no t 
d ivu lge fo r  secu rity  reasons.

A  recent rad io  con tro l developm en t was “  G iro -s ta b ilisa tio n ,”  by means 
o f w h ich , once a m odel had been set on a course, i t  w ou ld ho ld i t  w ith o u t 
con tinua l c o rre c tio n — ra th e r on the  lines o f th e  au to m a tic  p ilo t  used in fu ll-  
size practice. M r. Denny com pared th e  ea rlies t days o f R C w ith  the 
present, and gave a h igh ly  am using account o f the  f ir s t  m il i ta ry  derr

, when the  m odel pe rfo rm ed the m ost fa n ta s tic  evo lu tions to  the 
pro found a d m ira tio n  o f the large crow d o f "  brass-hats ”  and ”  V .I.P ’ s.”  
w ho d id no t realise th a t th e  m odel was com p le te ly  o u t o f  c o n tro l fo r  m ost 
o f the f l ig h t !

A t  the end o f his ta lk , M r. Denny answered a num ber o f questions and 
th e  C lub m em bers showed th e ir  g rea t ap p rec ia tion  o f an e x tre m e ly  in te r 
resting  ta lk  by according h im  a he arty  vote o f thanks.

S f .  A l b a n s  C l u b

i
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A N  ATTRAC TIVE SEMI-SCALE 

POW ER M O D EL

Hr/ ·/. *4. N a t io n

CH ALLEN GER ”  will appeal 10 those who 
like their models to look something like the 

real thing and yet have a good flight performance. 
It is a good all-the-year-round model and will stand 
up well to the inevitable hard knocks from all- 
weather flying. The construction is quite straight
forward and is unlikely to present any difficulties 
to the average acromodellcr.

The Fuselage. Build two sides on the plan in the 
usual manner. When dry remove and cover with 
■ is in. sheet. Remember to make a right and left 
side— it is easy to boob here, I know, I’ve done it! 
Join the two sides by means of the cross pieces. 
The next job is to fix the centre-section struts in 
place, this must be done securely— using plenty of 
cement and plastic wood. Add the semi-circular 
top decking formers and sheet the top and bottom. 
Now cement the undercarriage tubes in place, again 
using plastic wood for strengthening purposes. 
Cement a piece of in. balsa sheet between the 
tubes and face with ,*6 in. ply to provide a secure 
fixing for the bolt which holds the undercarriage 
springs. The knock-off engine mounting is of the 
usual type and requires no explanation here.

A  2 c.c. E.D. Competition Special was used on the 
original model and it provided ample power. Any 
other motor of similar capacity could be used instead 
and the design permits of either upright or inverted 
mounting. The sides and bottom of the engine 
cowling are shaped from i  in. sheet and rounded to

“ Challenger”  is an interesting out-of-the-rut design with 
very attractive semi-scale lines

shape after assembly. The top cowling is carved 
from soft block, hollowed out to suit engine and 
fixed with dress snap fasteners. The centre-section 
should now be completed, making sure to get the 
angle of incidence correct. The wheel spats arc 
an optional fitting.

The Wing. The construction of the two wing 
halves is quite straightforward. Before cementing 
the tongue into position, incline the first rib to give 
3 in. dihedral at the wing tips. Be sure to select 
hard balsa for the leading and trailing edges and the 
spars. The tailplanc and fin require no special 
mention.

Finish. Sand the fuselage smooth, rounding the 
corners and applying two coals of dope or banana 
oil between sanding. The fuselage on the original 
model was finished in blue translusccnt paint, applied 
over an undercoat. This increased the weight 
quite a bit, but made no apparent difference to the 
flight performance. A  saving in weight could be 
effected by covering the fuselage with Modclspan 
or heavy rag tissue instead of balsa sheet, but this is 
not recommended.

The wing halves, tailplanc, and fin, are covered 
with Modelspan or heavy rag tissue and given two 
coats of dope. Weight the wing and tailplanc down 
whilst drying to avoid warps.

F ly in g
The prototype “ Challenger” flew“ straight off 

the board,”  it proved to have no vices and was easy 
to trim. To obtain the best glide before attempting 
a power flight, it may be necessary to pack up the 
trailing edge of the tailplane with a piece of 3/32 in. 
balsa. The all-up weight of the original model was 
2 lb., but nevertheless it had a very satisfactory 
performance— climbing in wide left-hand circles and 
gliding far flatter than many contest gliders !

F U L L  SIZE W O R K IN G  D R A W IN G S  ARE O B T A IN A B L E  

FROM  Y O U R  L O C A L  DEALER, OR BY POST FROM 

T H E  “ M O D E L A IR C R A F T ”  PLA N S  D EPA R TM EN T. 

23, GREAT Q U E E N  STREET. L O N D O N . W .C.2,

5s. Od., POST FREE
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•  once again we lead off this month’s Power 
Talk with news of team racing. Although the
S. E. Area C/L championships will have been held 
by the time these words appear in print, we pass on 
the following information. Entries for the T.R. 
event already include Croydon, West Essex, East 
London and the Midland Area. Switzerland and 
Holland are expected to be represented— also an 
American contingent from Burtonwood.

Ron Moulton is really sold on team racing—  
with two models alreadv dying and a third on the 
stocks. The first is a neat mid-wing powered bv an 
inverted dc Long 30. Span is 25  ̂in. and wing area 
126 sq. in. Ron calls this one the Playbox. The cowl 
is hinged for quick access to the fuel tank in the 
“  pits.”  Number two (“  9 ”  in the photograph) is 
an Elfin 2.49 sidemounted design, based on the full 
size Goodyear racer— Rivets. The model features 
a wing of similar span ancl area to Playbox. A ll up 
weight is 16 oz. This should also be a hot number 
with an Amco 3.5 in the front.

Cyril Shaw has designed a pretty little “  apple- 
cheek " racer for the Allbon Javelin. Appropriately 
named Half-pint, this 17 i  in. span model has only 
50 sq. in. of wing area. On 35 ft. lines, speed is 
between 60 and 65 m.p.h. The 1 oz. capacity tank 
gives about 5 min. flying time. Tht- 
such a contest as the S.E. Championships, onlv one 
stop (if any) for refuelling would have t· be made 
in the five mile eliminations. In the final, two 
refuelling stops at the most (over to miles) would 
be required. But unfortunately the rules call for a 
minimum line length of 52.) ft.— too long for safe 
racing with a Javelin design.

The Comet Power Club proposes two classes for
T . R. events— Class 1 for 0-2 c.c. (35 ft. lines) and 
Class 2 for 2-5 c.c. motors (5QJ ft. lines). We heartily 
recommend the adoption of these classes for all 
future team races. By all means keep models to 
reasonable proportions by fixing an upper limit 
of 5 c.c., but many fine little motors will be kept 
out of racing solely on account of the 52J ft. lines

rule. With the present line lengths, most racers will 
probably feature such motors as the Frog 500, Eta 29, 
Yulon 30, E.D. 3.46, Mills 2.4 and Amco 3.5—  
plus the popular American 29’s. Allow 35 ft. lines 
and we shall see plenty of designs for the Javelin, 
Bee, Mills 0.75 and 1.3, Amco 0.87, Elfin 1.8, E.D. 
2 c.c. and similar power plants. Small racers— like 
any other models— are cheaper and quicker to both 
build and repair. They would do much to popu
larise T.R . with the average modeller. If, at the 
end of the 1950 season, one size of engine was found 
to have an overwhelming advantage over the other—  
separate events could then be introduced for each 
class to prevent the exclusive adoption of either 
the upper or lower engine capacities.

Most C/L modellers appear to be interested in the 
possibilities of T .R ., but many are being frightened 
away by the rather stringent rules. For instance, 
is the “  fully-cowled engine ”  rule really necessary ? 
The choice of suitable scale team racers is consider
ably narrowed by this rule. I f  you want to build a 
Spitfire for T .R ., it means cither (a) making a much 
larger model than is desirable; (b) fitting an Amco 
3.5— or similar ‘"short”  motor; (c) making an 
extension shaft, or (d) adding a miniature helmet cowl 
over the projecting cylinder head. Our solution 
to this problem is to amend the rule to read—  
“  Engines must be fully cowled or side mounted.”  
Or how about removing all cowling restrictions on 
scale entries only ? Phil Smith’s F.W. 190, Fury and 
Spitfire controliners should be good for T .R . work.

In the February M odel A ircraft, the St. Albans 
club asked for constructive criticism of the rules 
for the All Herts T .R . event (August aoth). Well, 
how about the above suggestions for using 35 ft. 
lines with smaller power plants and the relaxation 
of the cowling rule for scale types ?

In our opinion, the trickiest problem in T.R. is 
that set by the inexperienced or careless flier, who 
may crash into his opponent’s model or lines. We 
can imagine something like a riot starting if the 
leading model in a final is brought down (on lap 
159 1) by negligence on the part of one of the other 
competitors. And would the injurtd party be able 
to claim compensation under S.M.A.E. insurance ? 
Quite a problem, isn’t it 1

If you decide to build a scale team racer, why not 
choose one of the Goodyear midgets. Most of them 
feature “  apple-cheek ”  cowls that are just right for 
enclosing side mounted power plants. Accurate 
three-views of all the participating designs at the 
'49 American National Air Races, appeared in the 
February Air Trails. Our favourites, out of the 25 
aircraft so presented, are the Estrellita, Cosmic Wind, 
Long Afidgti and the Arganda Special. If we find time 
to build a team racer this season, it will probably 
be a semi-scale type with the most attractive features 
of each of these aircraft incorporated.

Those who are interested in the way American 
team races are run, should write to the boys who 
started it all— the F.A.S.T. club (First All Speed 
Team), 737 South Pasadena Avenue, Pasadena, 
California, U.S.A. The best article on team racing 
we have come across so far (Dec. ’49, Air Trails)
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was written by Lcs MeBrayer, a member of the 
F.A.S.T. club. According to MeBrayer, the original 
idea in introducing team racing was: ( i) to encourage 
the building of more realistic models; {2) actually 
racing several models at a time in the same circle; 
(3) minimising the advantage of a hot motor; (4) in
creasing spectator appeal. Considered essential by 
this American writer, are engine cut off’s (so that 
engines may be stopped as soon as the winning lap 
is passed) and automatic 44 stooges ” for releasing the 
models.

★  ★  ★

•  r o y  y e a b s l e y  called in at our workshop the 
other day and showed us the plans of his new A2 
glider design— the Revenge. The fuselage of this 
model is very sleek— with a tongue and box fitting 
for the wings. Span is 64J in. and the wings are 
similar to those of the 1948 Nationals winner (Super 
Sunbug). Wing section is Gottingen 532— area 405 
sq. in. Tailplanc area is 116 sq. in. and the fin is 
positioned under the fuselage. Roy tells us that the 
main reason for the latter was to avoid errors in 
rudder setting and to simplify installation of the tip- 
up D/T tailplanc. Looks a very promising design—  
watch for it at the coming A2 events.

We, too, have designed an A2 glider— in this 
case, to the upper limits of the formula. Span is 
651 in. and the uncovered weight 13 J oz. The
model is conventional in appearance— being a high 
wing (polyhedral) cabin type. The tip-up tailplanc 
is operated by a diesel type Elmic. It’s a long time 
since wc flew a contest glider, so we are not exactly 
banking on being in Sweden on July 30th !

*  ★  ★
•  in  a d d i t i o n  to acromodelling, J. H. Maxwell 
is very interested in ultra-light full size aircraft. 
In fact, at one time he was on the design staff of 
Slingsby Sailplanes, so it is hardly surprising that his 
latest model is a 1/12 scale Slingsby Motor Tutor. 
Not only is this model true to scale in outward 
appearance (including dihedral), tail area, aerofoil 
section, rib spacing and so on)— the weight and power 
are also in proportion. The engine is ar. O .K . C02 
with the bulb holder mounted vertically in the 
pilot’s scat. As a C O a bulb is just about the same

A neat Elfin 2.49 powered team racer by Ron Moulton

Another of Ron Moulton’s team racers : power unit, de Long 30

weight as a 1 1 2  scale man, even the C.G. is in the 
scale position ! Next model on the Maxwell building 
programme is a K. & B. Infant powered Flying Flea. 
We only hope it performs better than the real air
craft !

J. H. Maxwell says that his chief interest lies in 
experimental aeromodelling and that he is at present 
engaged on tests of a practical nature— designed to 
obtain data which will be useful to the average model 
builder. An example of this programme is a 16 ft. 
whirling arm for testing airscrews under conditions 
approximating closely to actual flight.

★  ★  ★
•  laurie b a r r — last year’s National Champion—  
writes in with news of his plans for 1950. Here’s 
an excerpt from his letter:

“  This year I intend to fly in all but R/C contests. 
In gliders, I have a bigger and better version of 
Peter Gilbert’s Thunder King. Span is 11 ft. 4J in. 
(chord 14  ̂in.)— and flights arc 5 min. plus on a 
328 ft. towline. Next comes an A2 glider a good 
looking functional job of 60 in. (7 in. chord), weigh
ing 14I oz. I am also flying a combined stunt 
and team racer design. Wing area is 318 sq. in. 
and a full span flap is fitted (plus usual elevator 
control). A  Frog 4 500 ’ supplies the power (9 in. x  
6 in. Truflo) and it chugs round at 75 m.p.h. on 
70 ft. lines. Weight is 21 oz. No offset is used— just 
1 oz. of wing tip weight and staggered lines. The 
fuselage is well streamlined and planked all over. 
I shall be going in for F/F again— this time using a 
Frog 4 500.’ Layout will be conventional— but a 
pressure type cowl will be fitted. I have two Wake
fields on the board as well, so I look like being kept 
busy. Last year's Thunder King will be given an airing 
at the Surbiton Glider Rally.”

In  B r ie f
•  shaw’s are bringing out a speed kit that will 
retail for 7s. 6d.— or less. This is an 11 in. span 
design for the Javelin diesel. It features a “  V  ” 
tail— is not unlike Cyril’s record holding Hearse 
(“  49 ” size) . . . .  44 St. Albans M.A.G. are to be 
visited by Group Captain Donaldson, who flew 
a Meteor at 616 m.p.h., and Reginald Denny, 
Hollywood film actor and pioneer of the model 
aircraft industry in America.”
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EQUAL OMEN SIGNS DRILL SHAFT HOLE

BLO C K  D IM E N S IO N S  D ETER M IN E P ITC H , BLADE SHAPE, BLAD E AR EA , SO  PLO T A C C U R A T E L Y

CUT END TAPERS 
FIRST FINAL CUTS

CUT AWAY BACF 
OF HUS

VERY C AR EFU L C U T T IN G  IS NECESSARY T O  GET A  TR U E B L A N K  FOR C A R V IN G . FRETSAW  IS U SEFU L

CARVE UNDERSIDE 
OF ONE BLADE

FINISH SMOOTH BY 
SANDPAPERING

NICE SMOOTH 
CURVE Y\

NOTE DIRECTION 
OF CUT

FIRST STAGE IS T O  C ARVEJTHE UNDERSU RFACES OF EA C H  BLAD E, W IT H  NECESSARY U N DE RC A M B ER

ROUND OFF BLADE 
TIPS AND EDGES ^

CEMENT THREAD AROUND 
EDGE OR COVER BLADES 

.  WITH TISSUE

SAND AND CARVE TO 
AEROFOIL SECTION

ALL PROPS SHOULD 
BE BUSHED

R O U N D  OFF T O  BLADE SH APE, CARVE UPPER SURFACES T O  A E R O F O IL  SHAPE. S A N D  A N D  B A LA N C E



(Figs. I, 2, 3). Medium hard block is best for props— 
tough enough to carve thin and still be strong, but 
not unduly heavy. Using the standard “  quartering ”  
method for laying out.

block dimensions. Pitch

W  is generally about ; D. and if you use this figure, 
prop calculations simplify to :—

(Figs. 4, 5. 6). W ith the block marked out, the next 
stage is to cut to  blank shape prior to carving. Here 
a fretsaw, jig-saw or small hand saw is best, and again 
you must work accurately. Unless you make square 
cuts your final propeller will have different pitch angles 
on each blade. Cut off the end tapers first, as shown. 
Then cut away the back of the hub, but be careful not 
to cut into the hub portion itself as a cut here will 
weaken the whole prop. The same applies to  the

(Figs. 7, 8, 9). First carve the undersurface of one 
blade. A very sharp penknife is best for this, finishing 
w ith various grades of sandpaper. Note that with 
the blade facing away from you, you always cut off 
the right-hand edges of the blank, otherwise you 
w ill get an opposite hand prop.

A fairly generous undercamber should be carved 
into the blades and the whole undersurface should 
have a smooth, flowing curve from hub to tip. Avoid 
sharp changes of section and in the final sandpapering 
make sure that all bumps or hollows are removed.

Too much undercamber w ill produce a “ s lo w ”

(Figs. 10, I I ,  12). Before carving the upper surfaces, 
cut and trim  the blank to the actual blade shape 
required. The best method is to use a card o r paper 
template to mark out each blade. Alternatively, shape 
one blade and then make a tracing to transfer to, 
and mark off, the other blade. It is important that 
each blade is identical.

Carving the upper surfaces consists of working the 
blades down to a nice thin aerofoil section. Thit 
section is best judged by feel and if necessary, work 
away some more of the undersurface, too. When 
finally sanded smooth, you can then finish off the hub 
by sandpapering.

The propeller must then be balanced by mounting

pitch is determined from

ttD x T.
2W

II D - T 
7 W

Pitch =  4 X v X T (o r  

W  =  D 8
T , Pitch /  7 x Pitch\
T, for any pitch =  — ^ ( o r ------)

Mark out the block accurately, as shown, and mark 
all four sides of the block. Then, before any cutting, 
drill the shaft hole through the exact centre and be 
sure that this is tru ly vertical.

final cuts and it  is advisable to work outside the actual 
drawn lines and trim  down to final shape with a knife.

The vital cuts are the ones which determine the 
blade edges, viz., top left and bottom right edges 
of the blank, so be sure that these, at least, are cut 
absolutely true to the marked outline. The layout 
shown is the simplest to work, for none of the im port
ant guide lines is destroyed during the cutting out 
process. Take care over this stage.

propeller. That is, drag w ill be high and it will not 
be able to revolve fast enough to produce the required 
thrust. On the other hand, no undercamber at all 
w ill produce a relatively inefficient blade, which again 
will not develop maximum thrust. Although you 
finish the undersurfaces at this stage, you will have 
to come back to them again for a final work over 
after carving the upper surfaces, particularly in the 
region of the hub. The object is to  work the 
blade thickness down to  the lowest possible figure, 
consistent w ith the proper strength and blade 
section.

on a piece of wire and seeing which is the heavier 
blade. Sand more wood off this, from as near the tip  
as possible, until the prop w ill balance horizontally. 
Dope, cover w ith tissue, o r edge with thread for 
maximum strength and durability.

Propellers should never be left unfinished. Balsa 
tends to pick up moisture readily, which will cause 
the wood to swell and give a rough blade surface. 
The weight of moisture absorbed, too, can spoil 
the trim  of the model.

One of the simplest ways of getting a good finish 
is to give the blades about half a dozen coats of really 
thick dope, sanding down with flour paper between 
each.



KNOW YOUR
E N G I N E

•  PART INSTALLATION l lv  P . G. I'. ΓΙιίιιη

FO R  the beginner who, tackling his first power 
model, builds a kit model, engine installation 

should present few problems. Very soon, however, 
he will want to try his hand at an original design, 
or to adapt an existing design to a different engine, 
and some knowledge of engine installation methods 
will therefore be desirable.

Before the war, when most power models were 
relatively large, a “ crash-proof”  engine mounting 
was often used. Compared with present-day trends, 
engines were fragile and models heavy and a crash 
might easily bend a crankshaft or fracture a crank
case. A  flexible mounting, of which Col. Bowden’s 
cast clektron mounting was a typical example and 
which would give under impact, undoubtedly saved 
serious damage in many a crash.

The Bowden type mounting, or an adaptation of it, 
can still be used with advantage on the larger types 
of free-flight model where wing-loadings may 
exceed 14 oz. sq. ft. or so. The principle of this form 
of mounting is shown in Fie. i . The entire unit can. 
of course, be cowled if desired and the rubber shock 
cords enclosed within the fuselage. A  feature o f this 
type of mounting is that the complete power unit 
can be easily and quickly detached from the fuselage.

To prevent movement through vibration a 
mounting of this type should be a close fit in the

case of C L  models, this measurement can be in
creased and it is often worth the extra weight involved 
to extend the bearers to provide an anchorage for 
the control-plate or, in the case of a fast stunt model, 
to utilise them to suppoil the mainplane. (Fig. 3.)

An alternative form of mounting which has become 
popular during recent years is the bulkhead type 
fixing in which the engine is secured to the front 
bulkhead, or “  firewall,”  either by means of studs or 
bolt-holes in the crankcase of the engine itself, or by 
a simple sheet metal bracket bolted to the beam- 
mount lugs.

This system has the advantage of being lighter and 
is well suited to power-duration type installations.
: SeSSFig. 4.) It is less satisfactory for C/L work, 
because the from bulkhead always tends to tear out 
in a crash. Howcvcn It is possible to strengthen the 
assembly at the expense of a slight increase in weight 
and a method of doing this is shown in Fig. 5.

Another type of installation which was, for a time, 
quite popular hi the U.S. for competition free-flight, 
is thatiuj^yrhich the engine bearers, complete with 
front bulMRead. arc removable from the fuselage. 
This was:' used on Carl Goldberg’s well-known 
“  Clipper ”  cabin model and the entire spark 
ignition equipment, coil, condenser, batteries, all 
wiring and also the undercarriage, were mounted on

fuselage front, which should be well braced, anc^y-the bearers. Being removable in a complete, unit, 
excessive engine overhang should be avoided. The 
detachable bulkhead may be of fairly heavy plywodq 
and the ac&al engine mounting can he bent up from 
sheet metal. Heave rubber should oc used for the 
shock cords and these, if  exposed to mineral oils, 
must be frequently renewed.

With any form o f ryjid engine mounting, the 
construction used is. of etwrse. dependent on the 
type of model. Obvi ously, 3 C L speed model will 
require a very much stronger ar.d heavier installation 
than, for example, a lights·. _ - p  «.-r-iuration 
model.

Probably th# most popular and satisfactory form 
of mounting is the beam tynagind rr.es: engine# in 
production are fitted with cr^^rasr lugs to permit 
such an installation.

The beam mounting (Fig. 2) usually takes the 
form of two Wooden beams*, projecting from the 
front fuselage bulkhead tojyvhich the engine lugs are 
bolted, and extending back into 4lie fuselage through 
One or more interior bulkheads. Generally’, the 
total length of the bearers shbeld be between twice 
and three’ times the lengthifcby which they pioject 
unsupported from the frontRf the fuselage. In the

maintenance and inspection of these ignition 
teomponents were greatly simplified.

A  more recent development of this idea is that 
employed on Goldberg’s latest power-duration 
model, “  Cumulus ”  (illustrated in “  Power Talk,” 
January issue M odel A ircraft) in which the front 
section of the fuselage below the thrust line is 
removable complete with engine, tank, shut-off 
valve, flight-timer and undercarriage.

In C/L speed model design, the engine installation 
assumes considerable importance. The extremely 
high power output developed by the modern 
miniature racing engine demands a very strong and 
rigid mounting and this is invariably of the beam 
type, except in the case of certain small Class “  A  ” 
engines.

The majority of present-day speed models feature 
fuselages furned or carved from the solid and hollowed 
out and only sufficiently wide to accommodate the 
engine. A  firm foundation is thus provided for the 
bearers which can be secured to the lower fuselage 
shell over their entire length. (Fig. 6.) The bearers 
thet&Selves should be of a hardwood, such as ash or 
syijS&morc and should extend well back into the
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fuselage— preferably to the. trailing-edge of the wing 
or even to the full length of the fuselage. Weight 
need not be increased to any great extent since the 
bearers will, of course, be tapered off with the lines 
of the fuselage.

Another form of construction which has been used 
with success in America for to c.c. speed models is 
that involving the use of a machined metal engine 
mount, usually of duralumin or magnesium alloy. 
This generally takes the form of a “  crutch ” sand
wiched between the upper and lower fuselage shells 
and, again, may run the whole length of the model. 
Taking this a stage further, the Dooling engine of 
George Fong’s “  Hell-Razor,”  which set up an 
A.M .A. record of 159.23 m.p.h. last year, was 
mounted directly to a cast magnesium lower shell. 
Besides greatly increased strength and rigidity, an 
advantage claimed for this form of construction is 
that this considerable quantity of metal is responsible 
for improved heat dissipation and thus cooler 
running of the engine. (Fig. 7.)

Whatever form of engine mounting is employed, 
it is essential that this is aligned properly. Bolt holes 
should be correctly lined up with the engine lugs and, 
with the more powerful types of engine, the use of 
extra locking-nuts or of special nuts of the Simmonds 
“  stop-nut ”  type is advisable to prevent movement 
through vibration. For most popular engines, 6-B.A. 
bolts or machine screws and nuts arc satisfactory. 
For engines of under 1 c.c., 8 B.A’s. can be used, 
however, while for 10 c.c. racing engines, the use of 
4-B.A. bolts is recommended.

With the increased popularity of C  L flying, 
fewer engines arc now sold with fitted fuel tanks. 
The conditions under which models, speed and 
stunt types in particular, are now operating have 
greatly complicated carburation problems and tank 
design has assumed considerable importance.

For free-flight work, however, the conventional 
type of tank is quite satisfactory. All that is necessary 
is to ensure that the feed pipe still readies the fuel in 
a steep climbing attitude and that the tank is placed 
as close as possible to the needle-valve assembly. 
Ap extremely simple arrangement, yet one which 
the writer has found entirely satisfactory for power- 
duration work with small diesels, is that shown in 
Fig. 8.

This consists of only a piece of Neoprene tubing, 
the length of which is determined by the engine run 
required, fitted to the jet and coiled round inside the 
fuselage. The free end is left readily accessible and, 
for starting, a small tank, such as Jay’s stunt type, is 
plugged in. With the Neoprene tubing full, the 
engine started and controls adjusted. The tank is 
then detached from the tube and the model released.

The system has the advantage of light weight, 
reasonably accurate timing of (he engine run 
while tire detachable header tank allows ample time 
for warming up and adjustment of the controls.

F'or simple C/L trainers and elementary speed 
modetagMa special tank is not essential. It must, 
howJrer, be remembered that, when the model is 
under way, centrifugal force will throw the fuel 

(Continued on page 130)
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“  Ο ίΜ Ο Ν  ”  war. one of the most successful Wake-
^  field models of the 1949 season, and one 

example built and flown by J. F. McKenna, whose 
photograph appears above, placed first in the 
Wakefield Eliminator with three perfect five minute 
(maximum) flights, thereby winning the Gutteridge 
Trophy. Unfortunately McKenna was unable to 
obtain leave from the R.A.F. in older to compete 
in the Wakefield “ 100.”

Fuselage
Build the two sides together over the plan in 

the usual manner. Whilst drying build wing 
box from hard £ in. sheet and bind with tissue and 
cotton. Remove sides from plan and join together 
by means of wing box and centre cross-pieces, then 
add remaining cross-pieces, working from centre to 
rear and centre to nose of fuselage. Fit ^ in. 
sheet in lower rear bay and front bays, under-fin 
and paper tube for fin fixing, rear motor anchorage, 
and d t box into position. Before cementing nose 
former, sand J in. down thrust and Λ in. side thrust 
into nose. Cement paper tube for undercarriage 
and strengthening gussets into place. Cut stringers 
roughly to shape and cement in position, sanding 
nose to streamlined shape when cement is dry. 
Centre stringers arc let into second bay of fuselage 
by jle in. It is important that £ in. x -fa in. cross
pieces are used at the rear motor anchorage and 
£ in. X jy> in. cross-pieces and spacers are used at 
front motor anchorage, to give ample rubber clear
ance. The gussets and wing braces around wing 
box should not be fitted until after wing root ribs 
have been checked for alignment on wing tongues.

Wings
Build tips over plan and whilst drying carve ribs, 

either by template method or individually. Notch 
trailing edge 7β in. to take ribs and temporarily 
cement 1/32 in. sheet under each notch to preserve 
wing section. Remove tips from plan and pin lead
ing and trailing edges in place. Trim ends of tips to

fit and cement in position, packing up extreme ends 
of tip fe in. Notch all the ribs to take spars and 
cement into place, working from tip to centre. To 
ensure that both panels of wing have the same inci
dence, plug wing tongues into fuselage w'ing box, 
slide root ribs over the ends of tongues and check 
incidence by comparing flat undersurface of root 
ribs through fuselage. Any error can be easily 
rectified before cementing root ribs to tongues. 
When root ribs and tongues are dry, trim outboard 
end of tongue flush with rib No. 2 and cement in 
place, ensuring that root rib is absolutely flat on the 
building board and that outboard end of tongue 
is resting on the piece of packing under rib No. 2, 
this producing equal dihedral on each panel. When 
thoroughly dry remove wing from plan and sand 
leading and trailing edges to comply with wing 
section. Crack leading and trailing edges where 
shown on plan and pack up to give correct dihedral 
and add strengthening gussets. Top spar should be 
fitted before removing wing from plan ; fitting of 
lower spar is last process before covering.

Fin
Pin outline of £ in. soft sheet over plan. Ribs 

are  ̂ in. X \ in. oblong strips w'hich are notched 
to take leading and trailing edges and spar. Mark 
position of ribs on outline and remove from plan. 
Cement ribs and bamboo spar in position, add 
gussets to lower rib and sand whole to streamlined 
shape. Complete by cementing capping strips to 
lower rib and small bamboo peg into leading edge 
to locate fin.

Tailplam
Is quite orthodox construction, the whole assembly 

being built flat over plan. For best results cut 
leading and trailing edges and spar from same 
piece of £ in. sheet. Note that main spar ends at 
tip ribs and separate ^dp spars are used to prevent 
distortion of scctioi^over tips. A  short length of 
paper tube is located in centre section of tailplane

_

F U L L  S IZE W O R K IN G  D R A W IN G S  ARE O B T A IN A B L E  FROM  Y O U R  L O C A L  DEALER. OR BY POST FROM  TH E  
“ M O D E L A IR C R A F T ”  P LAN S D E P A R TM E N T. 23. GREAT Q U E E N  STREET, L O N D O N . W .C.2, 5s. Od.. PO ST FREE
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__ ' Continued from page 100)

W. Hinks, designer of the “ Simon "  Wakefield model, with 
one of the earlier prototypes

(for fin spar to pass through by means of in. 
sheet top and bottom.

Undercarriage
Leg is made from hard outside part of sprinev 

bamboo, tapering, as shown on the plan. Wheel is 
from iV in. ply bushed with brass tubing and isjield 
in place on 18 s.w.g. axle by a small piece of plastic 
tubing.

Propeller
Carve from block as shown on plan. Before 

doping, cement strips of thin bamboo or cane rouiSd 
leading edges and tips of each blade. Apply four 
coats of dope, sanding between each. «[Cement 
spinner disc to rear of propeller hub and build up 
spinner from scrap balsa. Apply four coats of dope to 
spinner and one further coat to whole of propeller, 
sanding with very fine sandpaper to finish. Nose 
block is quite straightforward as shown on plan.

Covering and Finishing
Clover with jap tissue or similar and give two 

coats of dope to fuselage and wings and one coat to 
tail unit. Build up tailplane fuselage fairing from 
sheet and fit d/t box door by means of jap silk 
hinges cemented to covering of fuselage. For ease 
of rubber insertion, a trap door can be fitted at rear 
of fuselage or one bay covered with transparent 
celluloid : d/t shute is frbm jap silk 12 in. square 
and is anchored level with leading edge of tailplane.

Power
Fourteen strands of \ in. X; 1 £5:4 in. rubber 

48 in. long. Dunlop 6010 is recommended, which 
should take 1,000 turns if properly broken in.

Trimming
By orthodox method. Xo washout on wihgs is 

necessary, neither is it desirable.

undercarriage unit is not unduly stressed in a 
normal landing. This, in fact, is one of the basic 
ideas behind a new R/C model of the writer’s, 
developed primarily from the Rudder Bug in an 
attempt to retain as many of the good characteristics 
of that original design and eliminate some of its 
bad points. Some leading details arc sketched in 
Fig. 4, a particular point of interest being the wings. 
These arc of thin section, and strut braced, giving a 
much greater overall strength for a given weight 
than a onc-piecc wing, as well as being more portable. 
The idea, too, is to try out wings of different area, 
basically on the lines that in strong wind, smaller 
wings are used to increase the Hying speed. Light 
winds use the largest possible wings for best 
manoeuvrability.

The centre of gravity is being rigged rather 
farther forward than usual with the idea of making 
the model more smooth in response to control and 
flying it under-elevated to increase speed. Flying a 
radio model is very different to flying a full size 
aircraft, for the pilot is on the ground and has an 

tirely different aspect of what the model is actually 
ing. The-c is a definite* time lag between a 

movement on tne part 0 Λ  he model and the pilot 
realisiiuf'what the m^jlel is doihg ;'fand if .the model 
itself is^luggisffmi initial response to control move
ment. <ayei -control is·-almost inevitable.

Sorntr expei itsiiccs with the Rudder Bug again 
well illustrate tms point;#YVfth a relatively large 
rudder movement and C .G ! at 35 per cent., response 
to rudrLpr is unappreciable.for a second of so. Then 
a wiiigfdrops and the model sweeps round almost 
violently. At the first sign of the** model turning, 
control must be neutralised for z  180 $legree turn, 
othenvise it becomes a full 3p(^degrec' turn before 
the pilot has realised what has?happencd.. Similarly, 
if too slow to apply correctiodfcsheuld th<r model 
start to turn off course with control nehtral, the 
model is more likely to perforn^a^full ”  turn 
with considerable drift downwind before il/is brought 
back on to course again. The usuayL fcrtdcnGy is to 
change one’s mind in the middle n f all this, “apply 
opposite rudder again which makes things worse, 
and then forget the rudder sequence entirety*, which 
is surprisingly e a fl^ H R w ith  a simple right and 
left rudder escapeme· any system
incorporating more than just two control positions 
absolutely demands a control box of some sort 
whid Lcan be markecrout or aligned in synchronisa
tion?  ̂ And nothing even approaching the ideal 
radio controlled model design has yet been produced.

H IV A C  XFG I VALVE
In the a r tic le  by W ^ H .  C . T a y lo r, e n title d  " A  2 o r. 

R C  R ece ive r”  whiefc: appeared :o ou r last issue, i t  
was sta ted th a t th is  Valve was in sho rt supply.

W o «now understand*!#»»* Messrs. H ivac L td ., have 
made arrangem ents fo r  adequate d is tr ib u tio n  th ro ug h 
the no rm a l trade channals and i i ih o u ld  now be possible 
to  ob ta in  th is  valve fro m  any reta ile r.. ’
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PH OTON EW S *iart> off this month with two 
pilotographs from our old friend. Ed .Stoflel. 

No. i shows Les Mowbray of the West Essex Aero- 
modellers, with his latest twin boom free-lance 
pusher. This fine looking model has a wing span 
of 63 in., and is powered by a do Long ’* 30.” 

Photo No. 2 is of another free-lance design. This 
time a 7 ft. Madewell “  49 ”  powered job. by A. 
Warren, of theLEast London Club.

Next, we come to a photograph taken at the Irish 
Nationals, at Baldonncl Airport, Dublin, which has 
started us wondering whether or not the name on the 
model refers to the owner’s hair-do.

Photographer Ed. Stoflel himself and his 1950 
version of the “ Aristocrat " are the subjects of No. 4. 
New features are a slimmer fuselage, geodetic 
tailplanc construction and tapered wings.

No. 5 was sent to us by H. Parrish, of the Ashton 
M.A.C. It shows a 1 in. to 1 ft. scale C  L model 
of the Stinson Reliant, which is powered by a 1.8 c.c. 
Elfin. Thanks, reader Parrish— we would like to 
receive more photographs as good as this one.

That London Area live-wire. Max Coolc. organ
ised a very fine exhibition of model aircraft last month 
at the Odcon Cinema, Swiss Cottage, London. X.W., 
to coincide with the showing of the American Hying 
film " Twelve o’clock High.” Messrs. Keilkraft 
and Model Aircraft (Bournemouth) Ltd., co-operated 
w ith the loan of models, as did the members of the 
Non hern Heights M.F.C: and other modellers. 
The exhibition was opened by Mr. Henry Brooke, 
M.P. for Hampstead, and photograph No. fi 
shows “ R ip "  (C. A. Rippon . explaining to him 
the finer details of one ol the models.



^ '

*

We have a soft spot for well made flying scale 
jobs and the io ft. span R C Piper Cub, shown in 
No. 7 is certainly a good loker. Noel Barker of the 
Surbiton Club, is the owner and the model is powered 
by an O .K. Twin.

Roy Ycabsley scored a very popular win in the 
Blackheath Club’s Bill White Memorial Cup Contest, 
and photograph No. 8 shows him being congratulated 
by Jack North. Harry Hills, and fellow members 
of the Croydon and District M.A.C.

Introducing a little international atmosphere 
into Photonews, No. 9 comes from Vienna, and 
shows a typical Austrian F.A.I. glider. It is called 
‘‘ Schlurf" -something like ’ Robin H ood” in 
our language— and the span is 80 in. Our corres
pondent. Oscar Gzcpa, says that the construction 
is of pine wood strip and plywood, and the sinking 
less than i ft. per sec.

J. L. Pitcher, of the Croydon Club, can probably 
claim to be the oldest regular contest flier in the 
country and he is a keen rubber duration fan with 
many successes to his credit. He is shown in No. 10. 
checking in his model at last year’s Wakefield 
“ 100.”  and who is that on his left ? Who could it 
be but H. J.N. the best photograph of him that we 
have yet seen published— sorry Henry !

Rudder Bugs arc apparently being built in all 
sizes. The two shown in the last photograph arc by 
Syd Allen, of the Battersea Club. The one. on the 
right is full-size and that on the left half scale. We 
have also seen a \\ scale Ohlsson “ 60 ”  powered 
version by John Appi, the worthy host at the Horse
shoe, Tottenham Court Road. W.. where members of 
the London R C circle meet each month.

That's all for this month chap?. If any of you 
have photographs which might be suitable for 
inclusion in Photonews, send them in will you ? 
Thanks !

Φ



SIMPLIFIED
WING CONSTRUCTION

A S we build monoplanes generally with un
braced wings, our models have that clean look 

that gives an impression of the right kind of sim
plicity. However, when one studies the internal 
structure, it is often seen that this desirable quality 
does not penetrate the skin. Mr. Bill Stout, designer 
of the Ford Trimotor in the ’thirties, and one of those 
delightful technical philosophers, once laid down 
the dictum: “  Simplicate and add more lightness.”  

We model aircraft enthusiasts could well take 
this to heart, for in many cases the internal struc
ture is far from being a sound engineering 
proposition.

Now, we cannot all be trained structural engineers 
and many of us shy from bending moments, shear 
stresses and end-loads; a quite understandable 
reaction for people who take their hobby not too 
strenuously. On the other hand, it does pay to 
design a logical and sound internal framework. 
By carefully investigating the job that every member 
has to do and by not fitting that extra spar or extra 
rib when the existing one may be able to do the job 
after slight modification, we can save weight, cut 
down building time, get a cheaper model, and very 
probably add to the strength. Apart from all this, 
the careful builder will get more satisfaction from his 
work when he knows that the finished article has 
been carefully thought out.

The wing construction presented here is by no 
means an original idea, but one that deserves more 
general use, as it fulfils many of these demands and 
is, moreover, delightfully easy to employ. Un
doubtedly, it will meet with some criticism on theo
retical grounds, mainly because it appears to be 
neither one thing nor the other. By this I mean that 
the sheeting is used from spar to leading edge on the 
top-surface only. In other words it is only half a 
torsion-box and, therefore, no torsion-box at all. 
Being open on the lower side, torsion would distort 
it almost as much as if the wing were completely 
tissue-covered.

But hold on a m inute! What about fuselages ? 
Put full turns on that motor, slash the tissue covering 
on one side, and . . . crump; there she goes ! On 
that fuselage the torsion of the fully wound rubber 
motor is taken largely by the paper. Nobody worries 
much, but every Wakefield builder knows that he 
must not fly with a damaged fuselage covering.

_______ tty ·/- Van llaitum
It always seems logical to make use of the covering 

as a structural member, since it has to be there any
way. So here it must provide the required torsional 
stiffness and help to save quite a lot of weight.

In the wing as shown here, the nose-sheeting is 
really part of the structure that takes the upward 
load; in this respect it forms one unit with the spar 
and the leading edge. Owing to its curvature, 
it will take considerable compression loads, which do 
in fact act in the upper surface of the wing. A  modi
fication which improves structural efficiency is easily 
obtained by turning the spar through 180 degrees, 
thus placing it, in section, sideways instead of up
right. For, to get greatest strength for a given weight, 
we must distribute the material as much as possible 
around the outer surface. A spar placed through 
the centre of a symmetrical section does little or no 
work; this, is done by the covering !

One of our concerns is to prevent the sheeting 
from buckling, as that would be followed by 
failure, so it must not be too thin; -fc in. for average- 
size models and i /32 in. for small types. The 
sheeting can be stiffened by additional light stringers 
and close spacing of the ribs. That means complica
tion, so compromise by making the sheeting not too 
thin.

Here is the building sequence and I found it 
quite workable:
1. Cut required number of ribs using ply template; 

sand to shape, cut slots.
2. Determine exact position of leading edge, 

distance “  d  ”  from main spar. Glue both to 
sheeting; leave small overlap.

3. Having pre-glued all round ribs, mount them 
on spar and line up trailing edges— see also that 
they are parallel. This job is easier than it 
seems; the structure remains flexible until the 
job is concluded.

4. When the glue is well set, pull ribs on to sheeting 
or vice versa, using plenty of glue to make the 
joint. Keep in place with pins: lots of them !

5. Fit cap-strips on top of ribs— sand ends to run 
into trailing edge.

6. Assemble trailing edge, dihedral-braces, wing, 
tips, etc. Shape nose. You will find the job 
much less tricky than it looks on paper; when 
properly carried out the wing just 44 falls into 
place.”

•'«ir TUIC N e x t m on th 's  66-page ς* M odel A irc ra ft  ” w ill con ta in  a ll o u r regu lar features
^  I  1 I  Π  1J  and in  ad d itio n  m any first-c lass a rtic le s  and design* by w e ll know n experts.

“  O ve r th e  C ou n te r ’ * w i l l  include a reference ta b le  o f  a ll the cu rre n t s tu n t 
con tro l line  k its  on th e  m a rke t, to ge the r w ith  a rev iew  o f th e  la te s t k i t  m odels.'

You*can help us to  m ee t th e  g re a tly  increased dem and fo r  copies by placing 
a reg u la r o rd e r w ith  yo u r newsagent o r  m odel shop.
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RIBS WITH CAP STRIPS

HOSE SHEETING 

LEADING EDGE
SPAR

G EN ER AL LAYOUT OF WING

LEADING EDGE 
ROUGH SECTION

= £  ALIGN TR A ILIN G  EDGES OF RlSS —
ALSO KEEP AT RIGHT ANGLE TO SPAR
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TAPING
TECHNIQUE

B y

.1. II. M uxw ell
CELLULOSE tape, of the self-sticking variety, 

has been the subject of a good deal of publicity 
recently, and at least two brands have been adver
tised regularly in the model aircraft journals. These 
advertisements have pointed out the usefulness of 
the tape for emergency repairs and as an aid in 
building, and, of course, meddlers know that it is 
also handy for fixing access doors, detachable fairings, 
cowlings and so on; but we cannot recall ever 
having seen it suggested as a jointing material for 
important structural joints. That is the suggestion 
we wish to make in this article.

Most models of any size incorporate one.or more 
transport joints; that is, joints which have.to be 
made upon arrival at the flying field, and broken 
again when the model is being packed up for trans
porting home. Probablv the most common and. 
at the same time, the most difficult (structurally 
of these transport joints is the one joining the two 
halves of a wing, and it nt in particular
that our taping technique is concerned.

W in g  J o in ts
However, before going on to discuss taped joints 

in detail, we should like to make it clear why the 
present generally accepted wing joints are structur
ally rather poor, and in need of improvement.

In a wing, the spanwisc members (i.c., the spars, 
and/or the stringers) should be kept close to the top 
and bottom surfaces. That is why spars should be as 
deep as possible, why sheet covering is so effective, 
and also why a multi-stringer wing, if properly 
designed, can be amazingly strong for its weight. 
This principle is especially important at the root of 
the wing, where the loads tend to be highest; yet 
it is at this vital point that most model designers 
cast science to the winds, and stick in a couple of 
dowels or a tongue and box fitting. Dowels and 
tongues are inherently w eak because they are so 
shallow (remember, spar  ̂should be deep) and because 
they lie on or near the neutral axis of the section. 
True, the weakness is largely rv-rcome by making 
the dowels of birch and the tongues of plvwood or 
dural, but this in turn makes the job heavy, and 
one is left with the uneasy feeling that i: is a clear 
case of brute strength ousting science.

What is the alternative ? The ideal method of 
joining the two halves of a wing is to have them

sheet covered at the root, on both the top and the 
bottom surfaces, and to join the sheet covering. Doing 
this in practice, however, presents quite a problem. 
We had tried, and discarded, cement skins and even 
zip fasteners before it occurred to us that cellulose 
tape might do the job. A preliminary trial showed 
that the idea had possibilities, and so wc got down 
to an examination of it, as follows.

T e s t s  on  C e llu lo s e  T a p e
To find out the strength of cellulose tape we 

rigged up the apparatus shown in Fig. i. This 
consists of a beam joined by a hinge on its lower 
face to a fixed block. On the top faces of the block 
and the beam are two balsa platforms, and the test 
pieces of tape are stuck to these, joining them. At 
the outer end of the beam hangs a weights pan, and 
when weights are placed on it the balsa platforms 
tend to move apart, thus applying a tension load 
to the tape.

The first lesson learnt was that cellulose tape will 
not stick satisfactorily to plain balsa. It simply 
pulls off. taking with it the surface fibres. This 
was overcome by giving the platforms a glossy skin 
consisting of two coats of thick banana oil, and the 
tape then adhered perfectly.

Discovery number two was that, provided the 
amount of overlap (see Fig. i) is not less than 2 in., 
the shear strength of the adhesive is greater than the 
tensile strength of the tape. That is to say, the tape 
docs not come unstuck, it breaks.

In each test, we kept on adding weights to the 
pan (2 oz. at a time) until the tape broke, and thus 
obtained the ultimate tensile strength of the material. 
However, in structural design, it is not always suffi
cient that a joint should not break; very often the 
amount it yields or stretches before it breaks is the 
governing factor. In this case we found that the 
tape stretched, giving a gap (Ref. Fig. 1) of about 
0.1 in. between the edges of the platforms before it 
broke. This would hardly be permissible in a wing, 
for it would mean that the two halves might flap 
a little, and, at least, the dihedral would be affected. 
Wc found, however, that at one stage in the loading, 
when the gap was rather less than 1/32 in., if the 
load was mostly removed the tape recovered, and
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left a gap of only about o.oi in. This condition 
corresponds roughly to “ proof”  loading in full 
size aircraft, and we therefore decided to call it 
that name.

The actual values obtained for § in. wide tape arc 
as follows:—

Ultimate tensile load ... ... 210 oz.
“ Proof” load (see above) ... 100 oz.
If the tape is other than | in. wide., these loads 

should be increased or decreased in proportion to 
the width.

For those readers who are particii^^^^^rested 
in the strength of materials, we might’mention That 
the tape was 0.003 in. thick, and theref^ ^ tfi^bove 
ultimate value is equal to a tensiLe 7.000
lb./sq. in. Which is just about the figupc'oricAVould 
expect for this material.

W in g  S tre n g th  R e q u ire m e n ts
Having obtained these strength values, we, 

naturally, wanted to be able to use them in designing 
actual wing joints. But. before one can stress a 
joint, or any other piece of structure, one must know 
how strong it is required to be. and, for this informa
tion, it is necessary to refer to some earlier experi
ments. These were made to hnd out the strength 
of an old Wakefield wing.

About the time this wing was new (1937 . we 
rather prided outselves in being “  all-weather ”  
fliers, and so the model in question was flown on 
some pretty foul days. Now, the wing never did 
break in the air, but, on several occasions, when we 
were handling the model in a wind, the two J in. 
diameter dowels, forming the centre line joint, 
snapped. Altogether, after flying the model for a 
couple of years, we formed the opinion that this 
wing was just about as weak as a wing dare be for 
all-weather flying.

For test purposes, the wing was fixed upside 
down, as shown in the photograph on the previous 
page, and weights were added to the pan in the fore
ground until the dow'els broke. The bending 
moment required to break the dow'els was found 
to be 180 oz. in. Since the centre of pressure

of each half of the wing was at about 11 in. 
from the centre line, this figure of 180 oz. in. repre
sented a load of 16Λ oz. on each side, or 33 oz. for 
the whole wing. Now, the load on a wing in normal 
flight kaown. in aircraft parlance, as the iG  con
dition is equaLto the all-up weight of the model, 
minus th^tweight of the wing. In this case it was 
71 oz., and, therefore, since 33 oz. is roughly 4̂  
times 7T0Z·.'; \v£ can say that the wing failed under 
a load of 4^G.

To the best of our knowledge, no other data on 
model wing strength are available, and so there is 
no alternative but to use this figure of 4^G.

S tr e s s in g  T a p e d  J o in ts
This article has nowr furnished all the information 

required to design a taped wing joint, and details 
of the stressing procedure follow. To make this 
quite clear, w*e shall take the previously mentioned 
Wakefield wing as an example.

Weigh the model minus its wrings y l  oz. (1)
Multiply T by 4I (i.e., 4̂ G) ... 33 oz. (2)
kind the centre of area of one- 

half of the wring (see Fig. 3) 
and measure its distance from 
the centre line

(2) x  (3)
The bending moment is —------— 181 oz.

(3)

(4)
M easure the depth o f the section

at the root (sec Fig. 3) ... 0.6 in. (5)
Divide (4) by (5) ... ... 301 oz. (6)
This gives the total load on the tapes on the 

underside of the joint. Each tape will take 100 oz. 
at “  proof,”  so to obtain the number of tapes required 
divide (6) by 100. The answer, in this case, is 3, 
and the same number should be used on the top 
surface.

To anyone wrho has never tried taped joints, 
a total of six pieces of f  in. tape to join a Wakefield 
wdng may seem ridiculously weak, and, to be quite 
honest. we felt a little doubtful ourselves. However, 

{Continued on page 131)
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JU ST about twenty years ago the writer used to 
wind rubber models the hard way— by hand. And 

since props at that time were more often than not 
carved out of firewood, it usually meant a well 
blistered finger for every day’s Hying. When winders 
became more common, he was certainly one of the 
first to appreciate their general usefulness !

But, e . with winders, it was usual to shape these 
contraptions to fit directly over the prop and wind 
with the noseblock in situ—-just a geared-up finger, 
in fact, until the next stage when stretch winding 
became the general rule.

Real stretch winding was introduced by the 
Americans, the object being to hook the winder 
on to the prop shaft and then walk as far back as 
possible before starting to put on turns. You got 
more turns that way— and it looked quite spectacular. 
In fact, an essential part of the technique of any 
first rate contest flyer (actual or assumed) circa 1936 
onwards was this exaggerated stretch winding. 
It was carried to the extreme where it looked 
suicidal— and often very nearly was. The writer 
was only one of those who had a prop shaft straighten 
out under the strain, or a winder reduce itself to 
its basic individual components. Apart from the 
usual almost total loss of the model when such 
accidents did occur, i: was really more discouraging 
to the fellow holding o i l  He invariably bore the 
brunt of the shock and often shed his blood in the 
cause of progress.

The standard “  drill ”  was to walk back as far as 
possible before winding, so that the motor was 
stretched to at least six times its natural length. 
Assuming that you got that far— and the more 
nervous generally gave out at a five-times stretch—  
you then wound, and went out still farther if you 
could, until 50 per cent, turns were reached. After

oust/ with 
that m otor!

that the remaining 50 per cent, 
turns were put on coming in 
all the time. The gain was a 
definite increase in the possible 
maximum number of turns.

At some later stage it ap
peared worthwhile to the writer 
to carry out some experiments 
with stretch winding to sec 
just what this gain wras— and 
just how dangerous the process 
could be. Theiewas no doubt 
at all that you could increase 
the possible maximum turns 
in this way— about 10 per 
cent, extra being the top figure. 
But it needed good quality 
rubber— and a plentiful supply 
of it. About three of four 

limit windings by this technique just about rendered 
it useless for further contest work.

The chance of breakage during winding was also 
checked and with a six-times stretch was found to 
be very high. At the half turn stage, the safety 
margin was very low. For example, if you stopped 
at a six-times stretch and kept on winding the motor 
broke with less than 10 per cent, more turns applied—  
i.e., at between 55 and 60 per cent, possible maximum. 
So the winding in process for the last 50 per cent, 
turns had to he handled carefully.

The same technique applied to certain present- 
day rubber appears to stretch it beyond the elastic 
limit and although the turns can be got on, the rubber 
goes “  stringy ”  and loses a large percentage of its 
power. So what is gained by extra turns is more 
than lost by falling off in torque output. In bad 
cases, you may get far less power out of a fully 
(stretch) wound motor than the same motor on 
only half turns.

As a direct comparison of method, tests were made 
with similar motors stretched to only three times 
natural length. Here, although maximum possible 
turns were less, you could wind on up to 80 per 
cent, maximum turns with the motor held at three- 
times stretch before coming in. In other words, the 
margin of safety is very much greater. So much 
greater, in fact, that judging the final “  coming-in ” 
turns is relatively easy and quite safe. About the 
only worry here was to avoid bunching by'coming 
in too fast on the last hundred turns or so. Thus to 
play safe, and particularly with rubber of dubious 
quality, the three-limes stretch seems by far the best 
proposition.

Another series of experiments on a different aspect 
of the question gave some further interesting figures.

(Continued on page 123)
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No. I I . — TH E  FROG “  500

f
W HEN one has tested scores of engines of all 

makes and types, it is not difficult to assess 
the approximate performance of a ncvv'.uYnt before 
submitting it to tests. A  brief inspection of porting, 
combustion chamber design and general construc
tion, will enable a fair estimation to be made of the 
probable output and revolutions at which this is 
reached.

Occasionally, however, subsequent tests will 
disprove any such estimate and this was found to 
be so in the case of the Frog “  500,”  the actual 
performance obtained being somewhat higher than 
that which had been anticipated. Th'-re is nothing 
very unusual about the design of the ** 500." yet 
the test engine gave, under favourable conditions, 
well over 0.4 b.h.p., a very good performance 
indeed for a 5 c.c. motor and one which is all the 
more remarkable when one remembers the very 
moderate price of this engine.

Actually, the Frog44 500 ”  introduces, to the British 
enthusiast, a type which has hitherto been rather 
neglected by manufacturers in this country. What 
might be termed a high-performance general-purpose 
engine, the type is exemplified in the 5 c.c. class by 
such designs as the American K. & B. “  Torpedo,” 
DeLong, Forster “  29 ”  and Ohlsson 44 29.”  These 
engines have been widely and successfully used 
for some years (with the exception of the Ohlsson, 
only recently introduced) for power-duration, speed, 
stunt and, more lately, for radio-control. They 
possess the high power output, at medium to high 
revolutions, necessary for present-day duration or 
stunt work, yet they remain sufficiently tractable, 
at lower speeds, for medium size R/C models and, 
with minor modifications, have put up some aston
ishingly good performances in speed events. The 
performance obtained from the Frog 44 500 ”  under 
test seems to promise equal versatility.

S p e c if ic a tio n s
Type: Single cylinder, air

cooled, two-cycle, glow-plug 
ignition. Induction through 
shaft-type rotary-valve. Single 
transfer and exhaust ports. 
Baffle piston.

Swept volume: 4.92 c.c. 
(0.3005 cu. in.). Bore: 
0.750 in. Stroke : 0.680 in.

Compression ratio : 8 : 1 (approx.). Slroke/bore 
ratio : 0.907 : 1.

Timing : Rotary-valve opens 15 deg. ABDC, 
closes 53 deg. ATD C. Exhaust-port opens 64 deg. 
BBDC, closes 64 deg. ABDC. Transfer-port opens 
58 deg. BBDC, closes 58 deg. ABDC.

Port areas : Exhaust, 0.14 sq. in. Transfer, 
0.097 sq. in.

Weight : Complete with free-flight tank : 7.75 oz.
General structural data : Die-cast aluminium 

alloy crankcase, rear cover, cylinder-head and fuel 
tank. Hardened steel cylinder, ground and honed. 
Cast-iron piston, ground and lapped. Hardened 
steel crankshaft, ground and lapped. Phosphor- 
bronze main bearing. Silver-steel fully-floating 
gudgeoa-j3tn with aluminium end-pads. Forged 
connecting-rod of Hiduminium RR. 56 alloy. Fuel 
lank atiacliccf to rear cover with one screw' and may
be rotatetf .fbr inverted or side-mounted operation, 
or removed for C/L work. Beam or three-point 
bulkhead rhounting.
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T e s t  E n g in e  D a ta
Total time logged prior to test : i i  hours.
Ignition equipment used : K.I..G. “ M iniglow”  

short-reach glow-plug, ι \ V  to start.
Fuels used : (a) : Frog “  Red Glow.”  (b) 37  ̂

per cent. B.D.H. nitro-methane. 37.J per rent. 
“ Record ”  racing methanol. 25 per cent. B.P. 
castor oil.

P e r fo r m a n c e
Running-in commenced with a scries of short 

runs at speeds up to 8.000 r.p.m. It was quickly 
noticed, however, that, as the “ 500 ”  warmed up, 
it did not suffer the falling ofT in power which, 
although less evident with petrol-type engines than 
with diesels, is usually encountered with newly 
assembled lapped piston engines and, on checking 
on the reaction dynamometer, it was found that the 
engine would hold a steady torque reading of 0.2 lb 
ft., while running out a complete tank of fuel. 
Since this represents a b.m.c.p. of some 50 lb. sq. in.—  
a good figure for an engine of this type— it appeared 
obvious that the frictional losses of this particular 
engine were quite low.

To determine b.h.p. on standard “  Red Glow ” 
fuel, the engine was then run at speeds varying from 
6,000 to 14,000 r.p.m. The decline in torque, 
noticeable beyond 8.000 r.p.m., as speed was pushed 
up, was fairly steady and, on plotting the b.h.p. 
curve, this was found to be very flat, indicating a 
peak of 0.37 b.h.p. at approximately 12,000 r.p.m. 
and an output rather above average at the lower 
end of the speed range.

The ”  500 ”  was later checked on a nitro-methanc 
fuel, using the standard At den formula containing 
37a per cent, niiro-paraffin as recommended in the 
manufacturer’s leaflet. The response to this fuel 
was remarkably good and resulted in a maximum

of just over 0.43 b.h.p. being developed with the 
peak pushed up approximately 1,000 r.p.m.

Xo difficulty was experienced in starting the 
“  500 ”  and the procedure laid down in the leaflet 
accompanying the engine can be adopted to good 
effect. Normally, priming through the exhaust 
port is required, but, when warm, the engine can 
be restarted after a couple of choked flicks only.

An unusually wide range of speed control, by 
variation of mixture strength, is claimed for the Frog, 
a feature which, of course, is particularly useful 
during the trimming stages with free-flight models.

On the test engine, the tension of 
the needle-valve ratchet spring was 
decidedly firm, a good point during 
a bench test when vibration at 
excessively high speeds tends to 
upset slack adjustments, but this 
resulted in a certain amount of 
“ sponginess ”  in the action of the 
adjusting knob, due to the flexible 
coupling interposed between this 
and the needle-valve and, under 
these conditions, precise adjust
ments were rendered difficult. Later 
however, when installed in a model, 
the ratchet tension was eased and it 
was then possible to appreciate the 
useful range of speed which can. 
in fact, be obtained by adjusting 
the necdlc-valve.

The flexible necdlc-valve exten
sion is. of course, a useful feature 
and helps to keep one’s fingers away 
from the propeller. When the 
engine is side mounted (as is 
often the case with stunt models) 
the needle-valve assembly can be
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reversed and the adjusting knob stem 
brought back along the top of the 
fuselage, a position which is very con
veniently located for adjustment with 
the left hand after starting.

At the time of writing, the 4i 500 ”  
has also been flight tested, the model 
used for this purpose being a “  Stunt 
King ”  with certain minor modifications 
lo keep the c.g. location approximately 
correct. Side mounted, the jet of the 
“  fjoo ” is well outside the centre-line 
of the standard tank position and this 
has led to richcning up which may 
be minimised by using a finer pitch 
airscrew, allowing the revs, to rise, 
and suggest the use of a 9 in. by 6 in. 
propeller. The speed of the 44 Stunt 
King ”  with the “  500 " is around the 
60 mark and, of course, the Frog 
provides all the power necessary for 
this highly successful design.

For power-duration work, the 44 500 ”  
should be particularly good, due. mainly, 
to the unusually high output avail
able at around the 8-9.000 mark.
Surface areas for power-duration models. «>f course, 
are somewhat dependent on individual ideas but a 
wing area of not less than 500 sq. in. is probably 
advisable to reduce the hazards of trimming a high
speed climb. The writer's Class B power-duration 
design planned for the 44 500 ”  will be slightly less 
than 4 sq. ft. and it is hoped to keep the weight down 
to 30 oz.

A contact-breaker is shortly to be made available

for the 500.”  This should be of particular interest 
to those who prefer spark ignition for frec-fiight or 
radio-control.

Power Weight Ratio : As tested, using standard fuel : 
0.764 b.h.p. lb., using nitrated fuel : 0.89 b.h.p. lb. 

Power Displacement Ratio : As tested, using stan
dard fuel : 74.8 b.h.p. litre, using nitrated fuel : 
87.5 b.h.p. litre.

Ho rasif trills Ilia ! m a la r!
The basis of these tests was to hook the rear end of 
the motor on to a spring balance and find the 
actual tension built up in the motor during winding 
and unwinding.

Just hooking the Winder on to the motor and
stretching it out as far as you ran go -the start of 
the old six-times stretch method— the tension in a 
Wakefield motor of 16 strands of j  x  1 24 strip 
goes up to as high as 50 lb. And that load is sup
ported by the winder hook at one end and the 
rear peg at the other !

Now the interesting thing is that as soon as you 
start to wind on turns, the tension drops off appre
ciably. Even maintaining the same stretch it can 
go down to as low as 10-15 lb., tending to build up 
again as the 50 per cent, turns mark is approached, 
but never anything like the initial 50 lb. figure. 
The final tension when the motor is fully wound is 
usually something less than 10 lb.

Moderate stretch winding produces far less strain 
on everything concerned. Stretching the motor to 
about three times its natural length before applying 
turns results in an initial tension of about 15 lb..

(Continued from page 120)

which drops off to 8-10 lb. as soon as winding 
commences, and then even lower. By a slight 
variation of this technique, you can wind so that the 
tension in the motor never much exceeds 5-7 lb., 
by winding on turns as soon as you start to stretch the motor 
out. In other words, if, instead of stretching the 
motor straight out and then starting to wind, you 
wind on slowly as you stretch out. the high initial 
tension figure is practically eliminated. You can 
get up to the same maximum turns figure in the end 
— and it is so much safer this way !

An interesting sidelight from these experiments 
was the absolute confirmation that any device 
such as automatic downthrust adjustment or variable 
pitch propellers worked off varying motor tension are 
just so much nonsense. The tension in an unwinding 
motor varies very erratically. At the beginning it is 
generally fairly low and increases as the motor 
unwinds. It varies up and down all the time and 
the only marked difference is when it falls off suddenly 
just towards the end of the motor run. That is 
why a mechanical motor tensioner will work all 
right.
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A FEATURE W H IC H  

W IL L  BR IN G  Y O U  

U P -TO -D A TE  NEW S 

O F T H E  LATEST 

TRADE P RO DUCTS

T HK first of this new series deals exclusively with 
free-flight power kits, in which are also included 

Jetex models. Jetcx models, in fact, are surprisingly 
popular, accounting for some 15 per cent, of the 
total of models analysed. Corresponding ** popularity 
figures,’ ’ expressed in percentages, are given in the 
table at the foot of this page.

As was to be expected, Class “  A  ”  models 
outnumber all other sizes, accounting for 60 per 
cent, of the total, in fact. It will also be seen that 
these Class “  A  ”  models appear to be more or less 
evenly divided between the “  under 1 c.c. ”  and 
"  over 1 c.c. ”  sizes.

Most models in Class “  A ,”  of course, are generally 
suitable for a whole range of motors, which may, 
in fact, embrace the full Class “  A  ”  range. Thus, 
the Southerner or Slicker Mite, for example, would 
fly quite all right on a .32 c.c. Kalper motor and still 
take motors in the upper end of Class “  A ,”  like the 
1.8 c.c. Elfin. To ask such models to take one of

the 2.5 c.c. motors, however, would be overdoing it, 
although it has been done. There is no sense in 
over-powering a free-flight power model, and so it is 
always best to stick to the recommended range of 
motor sizes.

The outstanding popularity of small power models 
is typical of both this country and the United States. 
Our manufacturers more or less concentrated on the 
larger Class “  A  ” models when post-war production 
got under way, working down to the smaller Class 
“ A ”  or “  J-A ”  sizes as the under-i c.c. motors 
began to appear. Now the range is being extended 
upwards through Class “  13 ”  and into Class “  G,” 
although, as yet, no specific Class “  C  ”  contest 
design has yet appeared. The Class “  C ”  kit models 
suitable for duration contest work are still only 
large Class “  13 ”  models which are capable of 
taking a motor in excess of 5 c.c. capacity. This, of 
course, is only logical when we consider that only 
comparatively recently have commercial motors
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C U M U L U S
Zippers have probably won more 

contests than any other single design, and 
almost all subsequent pylon designs have 
followed the same trend. The Sailplane 
(1939) and Interceptor (1941) followed, 
but then there was a gap in Goldberg’s 
free flight activities until about two years 
ago, although he did experiment with 
variations of the ZipPer· The outcome is 
the Cumulus which is, in many respects a 
modernised and rc-designed Z ‘PPer· Charac
teristic of Goldberg, it is quite an intricate 
model with a number of unusual, even 
complicated details.

P O W A V A N
J. R. Vanderbeek, the designer, adopted 

the idea of raised thrust line and 
underslung fuselage to produce an experi
mental prototype. This model was so 
successful that virtually no changes were 
necessary to make it a practicable and 
almost fool-proof commercial design.

Looping tendencies under power come 
from the two main factors. In most designs 
the thrust line is below both the centre of 
gravity and the centre of resistance. The 
Powavan reverses this condition to good 
effect, and, in consequence, has a particu
larly stable and rapid climb.

f i r e f l y

It is not usual to come across a biplane 
free flight model, especially in the com
mercial world, and certainly not one which 
is as attractive in appearance as the new 
Frog Firefly. Retaining good “  duration ”  
features, semi-scale appearance is enhanced 
by the open cockpit located behind the top 
wing pylon, with a long rear fairing extend
ing back to the fin.

The wing assembly is fully detachable, 
and, therefore, reasonably crashproof.

M A L L A R D
This is another British free flight design 

which follows more or less orthodox pylon- 
type layout. Pylon height, however, is 
somewhat lower than usual. The design 
was originally tested out with a very high 
pylon, but exhibited a tendency to “  Dutch 
Roll ”  which, whilst not necessarily harmful, 
was not attractive. Lowering the wing 
position has cured this completely, without 
upsetting stability.

The Mallard is somcu'hat smaller than 
the Cumulus, and is intended for diesels 
between 2 and 3.5 c.c. With an all-up 
weight of 16 oz. it conforms to F.A.I. rules.

NON-WARP 
TAILPLANE

. DUCTED 
COWLING

DETACHABLE 
POWER EGG '

SMALL DIFFERENCETHRUST

DRAG

PYLON MOUNTED 
TOP WING

MONOCOQUE FUSELAGE

MEDIUM HEIGHT 
PYLON

SIDE- 
MOUNTED

TRIANGULAR MONOCOQUE FUSELAGE
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FREE-FLIGHT POW ER KITS
W hilst every care ha» been taken co make these cables as complete at possible, up to 
March, 1950, no responsibility can be taken for omissions or errors contained therein.

sr Kit Price Manufacturer Type Class
Suitable Motors 

(Design motors in bold type)

30 ZEPHYR ............... 10 6 E. Law & Sons ............... Pylon A Frog 100
31 JUN IOR ZIPPER 14 6 British Model Aircraft Hatchet Fuselage A E.D. Bee. Mills II. etc
32 AIRFLO M I T E ............... 8 6 Shaw’s Model Aircraft Cabin-Pylon A Am co .87. Mills .75
32 SOUTHERNER MITE ... 11 6 E. Keil & C o ........................... Cabin ............... A Mills .75, Amco .87
32 SLICKER M ITE ............... 10 6 E. Kcil & C o ........................... Developed Pylon ... A Mills .75, Amco .87, C O -
33 TRIUMPH ·'  33 " 16 - Aerom odels............................ Pylon ............... A Frog 100, E.D. Bcc, Mills .75, 

Amco .87
34 P IR A T E ............................ 13 6 E. Keil & Co........................... Cabin ............... A E.D. Bee. Amco .87, Mills .75,

3S SCARAB ............... 15 - Worcraft ............................ Shoulder Wing A Amco .87. Mills .75. E.D. Bee. 
Frog 100

YO LAN DE ............... E. Law & Sons ............... Cabin ............... A E.D. Bee. Mtlls.75. Mills II. etc.
36 m a r t i n e t : ............... 21 - Model Aircraft (Bournemouth) Cabin ............... A Mills .75. Mills II. E.D. Bee. etc.
36 V I X E N ............................ 12 6 International Model Aircraft Cabin ...............

Frog 100
34 FIREFLY............................ * International Model Aircraft Biplane ................ A Frog 100, 160. 130. Mills II. 

E.D. Bee, Javelin. Arrow
37 STREAKER ............... 19 9 Model Aircraft (Bournemouth) Pylon A Am co .87, Mills 75. E.D. Bee, 

Frog 100, Javelin, Arrow
40 HELL’S AN G EL 15 - Shaw’s Model Aircraft Pylon ................ A Frog 100, E.D. Bee. Mills II, 

Frog 100, Javelin, Arrow
40 ENVOY ............... 14 9 Shaw's Model Aircraft Cabin. Tricycle U C. A E .D. Bee. Amco .87. Mills .75. 

Mills !l. Javelin, Arrow
40 FOX ........................... International Model Aircraft Pylon ............... A Frog 100, Amco .87. Mills .75, 

E.D. Bee. Mills II, Javelin, 
Arrow

< li HERMES ............... 15 6 Halfax Models ............... Cabin ............... A E.D. Bee. Mills II. Mills .75 
Javelin. Arrow. Frog 100

42 SOUTHERN DR AGO N 25 - Southern Junior Aircrafc Cabin ................ A Mills II, E.D. Bee, Frog 100. 
160. 130

42 HO R N ET ............... 196 Model Shop (Newcastle) ... Semi-Scale Parasol A M ills .75, Amco .87, E.D Bee 
Mills II. Javelin. Arrow

42 WASP ............................ 22 6 Model S h o p .............. Biplane Version of Horn A Mills .75, Amco .87, E. D. Bee 
Mills II. Javelin. Arrow

42 S TR A TO -D  ............... 15 - International Model Aircraft Pylon ............... A Frog 100, 160, 180. E.D. Bee. 
Μ. II* II. Elf.n 1.5

42 SLICKER ............... 22 6 E. Kcil & C o ........................... Developed Pylon A M ills II, E.D. Bee Frog 100. 
160, 180. Elfin 1.5

44 SCORPION ............... 37 6 E. Keil & Co........................... Cabin ............... A-B Mills II. E.D. Comp., Allbon, 
Elfin, etc.

44 AIRFLO B A B Y ............... 18 6 Shaw’s Model Aircraft Cabin-Pylon A Mills II. Frog 100. 160. 180. 
E.D. Bcc

44 BAN TAM  ............... 25 - British Model Aircraft Cabin ............... A-B Mills II. Mills 2.49, E.D. Comp..

44 J A N U S ............................ 15 . International Model Aircraft Shoulder Wing A Frog 100, 160, 180. E.D. Bee. 
Javelin. Arrow. Elfin 1.5

44 Z IP P E R ........................... 21 - British Model Aircraft Hatchet Fuselage ... A-B E.D. Comp.. Mills 2.49. All-

44 BAN D IT ............... 21 - E. Keil & Co........................... CaWn ............... A-B Mills 2.^9, E.D. Comp., E.D. Ill,

45 HAMMERHEAD 14 6 Shaw’s Model Aircraft Hatchet Fuselage ... A-B E.D. Comp., Mills 2.49, Elfin, 
Allbon

45 FROG "4 5  " ............... 27 6 International Model A rcraft Cabin ............... A Frog 100. 160. 180, Mills II 
E.D. Bee. Javelin. Arrow. 
Elfin I.S

48 M ALLARD „ Mercury Model Aircraft 
Shop· es

Pylon ............... A Elfin 2.49, Elf.n 1.5, Mills 2.49, 
E.D. Ill, Amco 3.5, Javelin, 
Arrow. Elfin 1.8

48 RAPIER .. ._  η —  1 22 6 Ma'-fax Models Hatchet Fuselage ... A-B E.D. Como. E.D. III. Elfin, 
Mills 2.49. etc.

48 PO W AVAN 25 - ^tereat.onal Model Aircrafc Pylon : High Thrust A Frog 100, 160. 180. Mills II. 
Javelin, Arrow. E.D. Bcc

48 CIRRUS ............... -  - ; -̂!ac-o<-al Model Aircraft Pylon ............... A Frog 160, 180, 250, Mills II. 
Javelin. Arrow, Elfin 1.5. 
Elfin 1.3

SO SUCKER "S O " 32 6 E. Kei! & Co.........................- Developed Pylon ... A-B E.D. II. E.D. III. E.D. Comp. 
Allbon. Elfin 2.49. Mills 2.49

50 O U T L A W  ............... 27 6 E. Keil 4 Co. — Cabin ................ A-B E.D. Comp., Elfin, Allbon. 
E.D. III. etc.

54 PACEMAKER ............... 37 6 Premier Aoromode. Supp es A-B Mills 2.49, E.D. III. Allbon. etc.
59 CUM ULUS ............... - E. Keil & Co. Developed Pylon ... ... B-C

IV, Frog 500
60 SPARTAN .............. 45 - Halfax Models A-B Mills 2.49. E.D III. Allbon. etc.
60 CE N TU R IO N ^ 59 6 International Model A-rcraft A-B
60 SUPER SLICKER 47 6 p Keil Λ  £ θ ι Developed Pylon ... A-B M ills 2.49, etc., up to Frog 500
60 SOUTHERNER-!- 47 6 E. KeiiyfliCo...........................

E. Keil ...........................

Mode! Aircraft (Bournemouth)

Cabin ...............
Yulon, Frog 500

60 J U N I O R "  60 ” f 39-6 Cabin E.D. III. Wildcat. Frog 500, E.D. 
IV. Eta 29. Yukon

72 STENTORIAN* 69 6 Cabin B-C Frog 500 Yulon. etc.
90 RADIO Q U E E N t 98 6 Electronic Developments Cabin ...............
96 FALCON  * ................ 1176 E: Keil & C o ..........................

Cab,n ...............
Nordec, Rowell, etc.

—
* Price no t yet announced. t  Suitable fo r Radio Control. t  Convertible to  Control-line.
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FREE-FL1GHT PO W ER KITS FOR JE TEX  M O TO RS

Span
Kit Price Manufacturer Type Motor * r Kit Price Manufacturer Type Motor

18 Min-o-Jct ... 3 - Veron Solid 50 30 Air-o-Jet ... 7 6 Veron Pod & Boom 100

18 Skyjet · 50 ’ · 3 9 Keilkrafc 50 32 Skyjet 200 ... 7/6 Keilkraft ... 200

21 Mijet 5 6
Jctcx

50 33 Widjet 6 6 Southern Jun. 
Aircraft ...

200

24 Skyjet ·' 100 " 5 6 Keilkraft ... Pod & 
Boom 100 35 Cir-o-Jet ... 10 6 Veron 200

26 Flying Wing 5 - te cx  ... Tailless 50 or 100 36 Durajet 14 6 Jetex Parasol 350

suitable for free-flight appeared in the Class “  B ”  
range. Development of the large Class “  C  ”  model 
is very much retarded by the fact that there is not 
the demand for motors of this size to justify 
commercial production.

The larger models, in fact, arc almost exclusively 
R C types which, for duration work, might require 
a  io c.c. motor, but only a 5 c.c. Class “  B ” motor 
for radio Hying ; and there is now a number of 
really good large Class “  B "  motors to fit this bill. 
Manufacturers cannot, obviously, produce kits for a 
class of model where no suitable British motors are 
available. An American motor may just fit the bill, 
but these are both expensive and difficult to come by.

The table of current British free-flight power kits 
includes only the better-known models which are 
still in production or should be still available through 
the model shops. Some of the lesser-known examples 
which have had only a very limited production 
have been excluded, as also have models which are 
known to have been withdrawn from production 
and stocks exhausted. Nor does it include scale 
models, which will be the subject for a later review. 
Yet, even reduced to these limits, some 50 different 
models are included: considerably more than 
the variety usually stocked bv the average model 
shop.

Included in the table are various new kit model 
designs which have so far only appeared in prototype 
form, or are just going into production, but not yet 
available in the model shops.

Some of the more outstanding examples which 
should be available very shortly are described briefly 
opposite, of particular interest being the fact that 
Carl Goldberg’s new design, the Cumulus, is to be 
manufactured in this country under licence. The 
corresponding American kit has only just appeared.

The diagram summarises the types of model 
most popular in the commercial field, where 
it will be seen that cabin models account for some 
30 per cent, of the total. Pure pylon and devel
oped pylon types (like the Slicker) are about 
equal, with 20 per cent each, although the two 
pylon types together outnumber the cabin models 
(40 per cent, against 30 per cent.). Shoulder-wing 
models form a surprisingly high percentage of the 
total, and a number of biplane models are also 
included.

This really' represents the battle between “  eye- 
appeal ”  and performance. In the overall power 
duration field, the figures arc different. Pylon 
models predominate, both types being twice as 
popular as cabin designs. Shoulder-wing and biplane 
models arc a rarity. Free-lance designers have a 
much less restricted field, favouring the functional 
design, which accounts for these differences. Only a 
relatively small proportion of the commercial 
designs can be considered out-and-out contest 
models. They endeavour to compromise between 
attractive appearance and contest performance, 
although, of course, a number of them have particu
larly good contest records.

W A K E  UP A T  T H E  BACK THERE ! By H a rry  S til
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FAMOUS FIRSTS
•  EDITORIAL NOTE :—In presenting this article we fully realise that we are treading on highly 
controversial ground. Whenever anything “  new ”  appears there is always someone to pop up and 
claim that he did the same things years before. However, be that as it  may, ideas ranging from design 
trends to small items of detail design can generally be traced to  some individual who wos the first to 
put it over in a practical form, o r in a manner now accepted as general practice. To him should rightly 
go the credit. Leonardo da Vinci is said to  have “  designed ”  a helicopter many centuries ago, but 
no one could seriously dispute that the successful helicopter as we know it today is largely due to 
the practical development of Igor Sikorsky and his associates. Sikorsky “  made it  work ”  whilst da 
Vinci had an idea that it might be possible. There is a very large gap between these two extremes.

IN  our list of “  Famous Firsts ”  we have tried to 
■ associate individual items with those modellers 
we believe the first to “  make it work.”  A  wide 
field is covered and if there is any we miss and on 
which readers would like information, we will do 
our best in a future issue. In the main we have not 
gone back too far in model aircraft history as we 
feel that the established nation-wide movement was 
really born in the early 1930’$. Whilst there was a 
relatively strong movement before even the first 
World War, with international competition, current 
practice has so changed that such details would be 
of academic interest only. We will merely mention 
in passing that one of the first successful flying 
machines was a steam-powered model (Stringfellow, 
1851), and that the first authentic record of anyone 
using rubber as a motor for model aircraft is credited 
to Penaud, a Frenchman, circa 1880.

Balsa was comparatively unknown in this country 
before the early 1930’s. It was not until an American 
team visited England in 1930 that our modellers 
came up against the lightweight type of rubber 
model. Joe Erhardt, who won the Wakefield 
that year (and again in 1931) was one of the 
leading exponents of that type of machine at the 
time. Contemporary British airframe materials 
were spruce, birch, bamboo and wire (wing tips and 
tail outlines) with silk or oiled silk covering.

Jap Tissue— Attendant on balsa came other new 
materials, including quick-drying balsa cement and 
lightweight Jap tissue. First use of all these materials 
was born in .America in the 1920’s, early modellers 
first making their own cement or using a commercial 
adhesive known as “  Ambroid. ”

Silkspan— For covering is more modern develop
ment. This special waterproof paper is produced by 
Alden Paper Co., of America, largely at the instiga
tion of Frank Zaic. The process is patented, so that 
manufacture is, at present, limited to tfc' 
who use it also (in ,§fightly mcxiiiied forms' for 
stationery such as Aj^wTaii envelope.

Ultra-Lightweight Models, Avhich. were the ultimate 
outcome of using Ifgl 
mon in this country 
But the type of model 
we now term “  ultra
lightweight,”  typified 
by:| - parasol, polyhc- 
dral, low asj*cct ratio 
wings, i short motor 
length irviorig fuse
lage, “  prong ”  un

dercarriage and single-blade folding propeller, 
was first brought to something like the ultimate 
by Mick Farthing, circa 1942.

Streamliners— Representing probably the other 
extreme, were first produced to contest standard 
by R. N. Bullock. His 1936 Wakefield model was 
a typical streamliner, as we know them today, 
with stringcred, tissue- 
covered fuselage and 
plug-in shoulder wings.
The basic layout of 
streamliners has not 
changed greatly since 
that date.

Slabsiders —  Cannot 
really be credited to 
any one individual. Al
most all the first fuselage models were slabsiders 
and they do not mark an\r particularly outstanding 

design trend.
Streamlined-Slabsiders—  

Present a slightly different 
case. A. A. Judge’s 1936 
Wakefield winner was par
tially streamlined in the 
sense that the nose was 
rounded off and a spinner 
incorporated on the pro

peller. But the strcamlined-slabsider as a type of 
contest model was really developed by Ron Warring, 
incorporating shoulder-wing mounting. C. A. 
Rippon produced the wire shoulder-wing fixing 
in 1940.

Power Duration Models—
Came into being in the 
early 1930’s, in America.
Competition being open to 
all types of model, pioneer 
44 gas ”  modeller Maxwell 
Bassett literally cleaned up 
ir. all duration contests 
until the rules were amended in 1933. Bassett 
was, at this time, well ahead of his contemporaries 
in this field. His models featured high-parasol 
wings and the majority of the early models followed 

similar trends.
Pylon Models— Probably 

marked the biggest single 
step forward in the develop
ment of the power duration 
model, this layout being 
originated by Carl Goldberg
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with his “ V alkyrie”  in 1938. Prior to this 
Goldberg has been almost exclusively an indoor 
duration flier. One of the first “  pylon ”  Wake
fields was C. H. Grant’s “  IsleFly ”  (1938-9).

Developed Pylons— Followed the introduction of 
Goldberg’s first commercial design— the “  Zipper ” —  
where the lines of the pylon were faired into, or 
incorporated in, the fuselage and one of the leading 
designers in this respect 
was Leon Shulman. His 
“  Zombie ”  (1941) started 
a fashion for hatchet
shaped fuselages, the lines 
of which have been more 
pleasingly smoothed out 
in many subsequent de
signs of this type.

Miniature Aero Motors— O f the spark-ignition
type have, of course, been produced hy individual 
modeller-engineers for almost the past fifty years. 
An American book published before the first World 

War gives design de
tails and data on a 
power plane fitted with 
a conventional spark- 
ignition motor. But the 
first really successful min
iature power plant was 
undoubtedly produced 
by William Brown, these 
being the motors, in 

fact, used by Bassett in his contest-winning and 
record-breaking models. This motor later went 
into production as the Brown Junior and is still 
quite a good reliable job by modem standards.

Diesels— Are a war and 
post - war development.
Their origin is a little 
obscure, but it seems 
almost certain that the 
first successful motors of 
this type were produced 
in Switzerland around 
1940. German diesels were 
described in Motklflug,
1942-3. These were copied 
and subsequently devel
oped on many different 
lines throughout Continen- 
tal Europe during the 
war years, where the in
fluence of the early Swiss 
model as regards layout was often most marked. 
One of the earliest diesels produced in this country 
(just after the war) was made by George Court, 
this subsequently becoming the prototype of the 
Frog “  100 ”  and another early British designer was 
L. Sparcy.

Glow-plug Motors-— must rightly be credited to Ray 
Arden. The principle has been known for mans 
years and there was, indeed, a “  hot-coil ”  motor 
produced in America before Arden’s glow-plug. 
In this country George Court, again, accidentally 
(and quite unknowingly at the time) had glow-plug

running on a normal spark-ignition motor using 
alcohol fuel and a home-made spark plug with 

platinum points. But 
Arden is still the true 
“  father ”  of all current 
glow-plug motors.

CO, Motors— Have ap
peared in various forms. 
The very early types 
were prc-1914,. one 
French firm marketing 
a 7-cylinder model; 1930 
types were of Japanese 
origin, working off" com

pressed gas produced by a mixture of dry ice, 
C O j gas in frozen (solid) state and acetylene— a 
form of compressed air motor with mixed gas feed. 
The first commercial GO, motor of the modern 
type was designed and built by William Brown 
for the Herkimer concern— the O .K. C O a— since 
when it has been much copied, even down to the 
smallest practical size of J in. bore and stroke.

O f equal importance to progress, of course, has 
been the improvement in detail design of motors, 
and the following mark some of the major advances.

Rotary Valve Induction.— The crankshaft rotary 
valve used for the first time on a production motor 
with the “  Baby Cyclone.”  Rotary disc valve 
induction appears to have first appeared on a pro
duction motor with the “  Bantam ”  designed by 

B. Shereshaw. In this 
country E. Wcslbury util
ised both principles on 
many of his designs from 
about 1930 onwards.

Racing Motors— As a type 
distinct from “  free flight ”  
motors, were originally 
developed for model cars, 

the first being R. Snow’s “  Hornet.”
Alcohol Fuels, too, appear to have come into use 

at about the same time, more or less “  taken over ”  
from model race car practice.

W akefield  
It r air
C L O S IN G  D A TE

All counterfoils and unsold 
tickets must be returned by the 
closing date May 31st, 1950. 
fh.e draw will take place on 
June 10th, 1950

«τ. ^
-----------------------r---------------------



Φ The Editor does not hold himself responsible for 
the views expressed by correspondents. The names 
and addresses o f the writers, not necessarily for 
publication, must in all cases accompany letters

B A N  K I T  M O D E L S  F R O M  W A K E F IE L D  ?

Dear Sir,·— In his article on “  Shoulder-Wing Wake
fields ”  in the February issue of Model Aircraft, Ron 
Warring implies that Great Britain now leads the world 
in Wakefield design. I wish that this were so in fact, 
but how can it be when our last year’s team flew only 
four original designs— two of the team flying models 
designed by somebody else ? There is not much doubt 
in my mind that the Americans arc still ahead of us in 
Wakefield design and the all-round performance of their 
team last year confirms this view.

Despite the fact that Roy Chesterton won the 1948 
contest with a model designed by E. W. Evans, I think 
that there will be many Wakefield enthusiasts who will 
agree with me that we will not take the lead in Wakefield 
design until the S.M .A.E. makes it a rule that only models 
designed and constructed by the entrant shall be eligible 
to compete for a place in the British team. Last year so 
many “ Jaguars ”  were entered in the Trials that by the 
law of averages it was almost certain that at least some of 
them would get into the team. This model’s popular 
win in the 1948 contest was no doubt largely responsible 
for this state of affairs, but at present any kit manufacturer 
could organise a sufficiently large number of entries in 
the trials to be reasonably certain of getting one model 
in the team by sheer weight of numbers. This is surely 
not the way to improve the breed.

I suppose that it will be argued that a Wakefield winner 
is entitled to “  cash in ”  on his success by selling his 
design to a kit manufacturer and I for one do not blame 
him for doing so. The builders of these kit models have, 
however, many National contests for which they can enter 
and I strongly feel that the keen Wakefield designers 
should be encouraged by not having to compete in the 
trials against a very large number of these kit models or 
models made from plans published in the aeromodelling 
journals.

This problem never seemed to arise before the war 
and Wakefield flyers of the calibre of Ralph Bullock, 
Dick Korda, Jim Cahill, Bob Copland, Gordon Light. 
Emmanuel Fiilon, Reg Parham. E. W. Evans and many 
others, would never have dreamed of flying anyone else’s 
design in the International contest— it would have been 
unthinkable.

Whilst I am writing there is another Wakefield matter 
that 1 should like to comment on. I note that it is being 
suggested in some quart-*r< that the present formulae 
should be altered because, it ts alleged, design has reached 
stagnation point. This is no: in my opinion.
Whatever other reasons may be put fen·, ard for a revision 
of the rules— and I agree that there arc some good reasons 
— stagnation of design is one which would be · -n  difficult 
to substantiate. Like many others who were present 
at the processing of the 1949 models at Cranficld. I was 
struck by the wide diversity in design of the models, the 
Italian and Swedish models being particularly note

worthy in this respect. It was obvious, to me at any rate, 
that the present formulae still provides Wakefield designers 
of all nationalities with plenty of “  meat to get their 
teeth into ”  and I agree wholeheartedly with Ron 
Warring, who I heard say recently, that “  To design, 
build, trim, and fly successfully a Wakefield model is the 
most difficult and exacting of all aeromodelling problems.” 

Yours faithfully,
“ Wakf.fielder.”

A E R O M O D E L L IN G  IN  T H E  D O L D R U M S  ?

Dear Sir,— M ay I trespass on your valuable space to 
comment on the present state of aeromodelling, which, 
like many other hobbies and luxury industries, is feeling 
the effects (temporarily, we hope) of present-day condi
tions. Whilst no doubt this state of affairs is largely 
due to the fact that the average chap now has less money 
to spend on hobbies. I do not think that this is the only 
factor to be taken into account when considering this 
problem.

In the past whenever aeromodelling has needed a boost 
some fresh development hits come along to attract new 
devotees to the hobby. Since the war wc have had two 
such stimulants, viz., the marketing of small diesel 
engines and the introduction into this country of C/L 
flying, both of which have attracted many newcomers. 
Stimulants, however, often have a reactionary or boomer
ang action when the initial effects have worn off and I 
think that it is from this that wc are suffering at present.

When the small, comparatively cheap, diesels came on 
the market many youngsters had more spare cash than 
they have today, and, although they had never built or 
flown any type of model aircraft, they started οίΓ 
with an engine and a power model kit, usually of the 
rocket-climbing pylon type. It was hardly surprising 
that many of their models finished their first flights a 
mass of wreckage— and they never knew why ! Then- 
interest was killed before it had had a chance to develop 
and they naturally turned to some less expensive and 
discouraging pastime.

Secondly, C/L flying has brought into our hobby a 
type of individual who never has been and never will 
be a true aeromodeller. To them the model is of second
ary importance and is merely a means to an end, i.e., 
to attract attention to themselves. They arc, in fact, 
purely and simply, exhibitionists. C/L flying appealed 
to these individuals because it made them and not the model 
the centre of attraction. But C/L flying is no longer a 
novelty and docs not now arouse a great deal of spectator 
interest, consequently those who came into aeromodelling 
to take up C/L flying now find it dull and they too decide 
to try some other hobby. They do not generally turn 
to some other form of model flying, such as gliders or 
rubber-driven models, because here it is the model that 
counts and not the chap holding the handle. If it is
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thought that I have exaggerated on this point, ask any 
rabid stunt C/L fan if he ever flies on fields not normally 
frequented by members of the public. I think that you 
will find, as I have done, that even when such fields are 
available they will not use them, preferring instead to 
fly in parks, recreation grounds, etc. It must lie admitted, 
of course, that, as in everything, there are exceptions. 
I know many chaps who, like myself, fly all types of models, 
including C/L, the difference is that when we get tired of 
C/L we have our first loves to fall back on and we remain 
keen aeromodellers.

What is the answer ? Well, first we must try to attract 
more lads of below teen-age to aeromodelling and wc 
must encourage them to start, not with power models, 
but with simple gliders and then rubber-driven models. 
The introduction of the Nordic International Glider 
Contest is a step in the right direction ; I hope that it 
will be a great success and reawaken interest throughout 
the world in what is surely one of the most interesting 
and pleasant forms of model flying. Perhaps a nation
wide flying contest for gliders of an approved simple 
design might be sponsored by a national daily newspaper, 
the S.M.A.E., the Model Aircraft Trade Federation and 
the aeromodelling press. The magazines might devote 
more space to beginners' articles of the right type. Kit 
manufacturers can help a good deal by producing really 
good beginners’ kits at a reasonable price and by adver
tising them not only in the model magazines but also in 
boys’ books. I am well aware that there are already 
beginners’ kits on the market and most of them represent 
good value for money, but some have apparently been 
prepared with very little thought for the age of the poten
tial purchaser. They contain sheets of rock hard balsa 
crammed tight with printing, some of the parts being 
so tiny that you almost need a magnifying glass to see 
them, and the poor youngster is expected to cut out the 
whole lot with a razor blade !— a difficult task for even aii 
experienced aeromodeller. Too often, also, the instruction 
leaflets arc anything but easy for a non-aeromodeller to 
understand. If I intended to produce a beginners' kit, 
before putting it on the market. I would give a dozen kits 
to lads of. say, 10-12 years of age. and if nine out of the 
twelve could not make from them models which would fly 
reasonably well I would scrap the idea and start again. 
Probably 75 per cent, or more of the kits at present on the 
market are for power models ?:■ .;! there is no doubt that 
since the war kit sales have been higher than ever before, 
but how many of the purchasers of these kits have stayed 
in aeromodelling— a very small proportion I fear. There’s 
food for thought here.

And now we come to the clubs. I know only too well 
how' difficult it can be to try to interest and instruct junior 
members, but I believe that the effort to do this is in the 
best interests of the movement and the club, despite the 
fact that it is often an apparently thankless task. I deplore 
the present tendency to form clubs with memberships 
restricted to contest experts. Such clubs do nothing 
to help the aeromodelling movement to expand and should 
be discouraged. The S.M.A.E. might endeavour to 
evolve some means of helping the clubs which do try 
to encourage and instruct junior members, perhaps by 
a grant based on junior membership, or a reduction in 
the junior affiliation fee, which could be ofTsct by an 
increase in the fees charged to the “ expert ” type of club.

I am sorry that this letter has become longer than I 
intended, but maybe my remarks may inspire other 
readers to express their views on the points which I have 
raised.

Yours faithfully.
London, W.C.4. D. Finch.

C R O P  W A R N IN G
D e a r  S ir ,— The Society has received a further com

plaint from the owner of a farm adjoining Fairlop Aero
drome, to the effect that owners of models are doing 
considerable damage to young crops whilst retrieving 
planes and gliders.

The authorities take a serious view of actions which 
hinder agricultural production and the continuance of 
a thoughtless practice may well lead to our loss of this 
airfield.

The farmer is tolerant and suggests that a person 
retrieves his model via the gate (not the nearest weak 
point in the hedge) and then passes along the line of 
cultivation, retrieves the model and returns the same way, 
closing the gate behind him.

There is no need for a party to invade the field.
Yours faithfully,

Londonderry House, D. A. Gordon.
London, W .i. Hon. Sec., S.M.A.E.

T a p i  up T i t  e h  11 i q  u e
(Continued from page 119)

a test on the same old wing soon reassured us, for at 
180 oz. in. bending moment (the load at which the 
dowels broke the taped joint was hardly distressed 
at all.

The weight of f in .  wide tape is 0.00136 oz. per 
inch, so that six pieces, each about i f  in. long, 
weigh 0.012 oz. This compares with approximately 
0.1 oz. for the dowels and their paper tubes. Thus 
we may say that this particular taped joint was 
roughly twice as strong, and only one-eighth of the 
weight.

P r a c t ic a l  C o n s id e ra tio n s
Although the example quoted above was a 

Wakefield wing, the taping technique applies equally 
well to power models and gliders. Further, it can be 
used for shoulder, mid. or low wings if a short centre 
section is built into the fuselage, or wing stubs are 
grown out of the fuselage sides. The wing panels 
are then taped to the projecting ends of the centre 
section or the stubs. The stressing calculations are 
the same as before, but the required number of 
tapes must be used on each of the two joints.

The calculated number of tapes is the minimum 
that should be used, and, if one wishes to “  play 
safe,” there is no harm in adding one or two more. 
However, the number of tapes used should never 
be more than double the calculated number, or the 
joint τη est of the wing.

The tapes should be positioned at the highest 
and lowest points of the section (see Fig. 3). If the 
joint is not on the centre line, as in shoulder wings, 
etc., it is advisable to wrap an additional piece of 
tape round the leading edge, and another round 
the trailing edge.

Each piece of tape should be slightly stretched as 
it is beings applied.

In conclusion, it might be said that taped joints 
arc simple, practical.* and neat. They are stronger 
and much lighter than the older methods, and they 
can easily be designed in a scientific manner.
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Know your Engine______ ________________________ (Continued from page 110)

outwards and the feed pipe should, therefore, draw 
fuel from the outer rearward corner of the fuel tank. 
If an integral tank such as that fitted to the Mills 
Mk. II is used, a fast model on short lines will force 
fuel out beneath the filler cap and a better plan is to 
replace this with a cork stopper. Usually there is 
a small pinhole in the other side of the fuel tank to 
provide the necessary air-vent.

For the fully aerobatic C L model, a “  stunt !i 
type tank, correctly installed, is essential. Stunt 
tanks can be classified in two main types : those 
depending on centrifugal force to maintain an 
uninterrupted feed and those designed to operate 
independently of centrifugal force. In the former 
category are found all “  wedge ’* tanks and similar 
designs in which the feed is taken from the outer side 
of the tank. (Figs. 9 and 10.) Under the second 
heading are balloon tanks, “  pressure ”  tanks and 
mechanical types as exempli bed by the Em-4.ec 
“  Eezi-flo.”  (Figs. 11, 12 and 13.)

Theoretically, the “  non-centrifugal ”  type should 
be best, since the average stunt control-liner does 
not depend only on centrifugal force to maintain 
line tension but usually has the additional assistance 
of rudder and/or motor offset, weighted outer wing 
or asymmetrical aerodynamic layout. Thus, in an 
overhead manoeuvre where gravity may tend to 
cancel out centrifugal force, the model will maintain· 
line tension, but the fuel may drop away from the 
outer (now “  upper ” ) side of the^tank.

Despite this, however, the wedge type tank is 
probably the most popular form of stunt tank in use 
at the present time. In the faster type of model, 
especially, it appears· to function fairly satisfactorily. 
Nevertheless, in the w riter’s experience, the simple 
balloon tank is more reliable and often provides the 
answer to a satisfactory fuel feed when all else has 
failed. Balloon tanks are especially suitable for 
glow-plug engines running on alcohol and castor-oil 
fuels.

The “  pressure ”  type tank operates on a similar 
principle to the balloon tank. As fuel is used up, the 
space within the tank is. taken up in this case by 
movement, under spring tension, of a plunger. As 
with the balloon tank turfed from the
system and bubbles in the feed pipe cannot occur.

The “  Eezi-flo ”  tank utilises a rather ingenious 
feed system consisting of a weighted rotating pick-up 
arm within the cylindrical tank. In all except fore 
and aft movement, the tendency is. therefore, for 
the arm to follow the fuel around within the tank 
and if the fuel should drop in an overhead manoeuvre, 
the arm will drop. too. An essential to the effective 
operation of this tank with glow-plug engines, 
incidentally, is the need for rinsing out after use 
since the slightest corrosion may impede free move
ment of the feed arm.

With all stunt model installations, the centre-line 
of the tank should be located approximately on a 
level with the needle-valve. This avoids excessive 
variation in the level of the fuel (and thus the pressure

at which it reaches the jet) when the model is put 
into inverted flight and other manoeuvres.

Speed model tanks present special problems of 
their own since the pressurising effect of centrifugal 
force at really high speeds may seriously upset 
carburation.

A  relatively wide lank, such as is employed in 
stunt work proves unsatisfactory for high-performance 
racing models, because the variation in fuel level 
(which may almost assume the vertical at maximum 
speed) as fuel is consumed, is greatly exaggerated by 
centrifugal foice. The usual practice, therefore, is 
to make the tank as nariow as possible, the required 
capacity being obtained by making it taller and 
longer'than normal. (See Fig. 14.)

Even with, such a design as this, however, the fuel 
feed is far from perfect. The tendency is, of course, 
for an excessive amount of fuel to reach the jet 
during the first few laps, causing the mixture to be 
excessively rich, so that the engine tends to “ four- 
stroke ”  and does not reach its full revolutions. As 
the fuel is used up, however, the mixture strength 
assumes correct proportions and the engine begins 
to give its full output. Whether or not the engine 
then soon* cuts out, due to the mixture strength 
decreasing further, will depend on whether the 
design of the tank provides adequate capacity’ within 
a narrow range of fuel-level movement on the 
combustible mixture strength range of the fuel used 
and on the initial needle-valve adjustment.

A variation of the vertical type speed tank is that 
recommended by the Dooling brothers and now 
often referred to as a “  piano ”  tank. (Fig. 15.) This 
generally permits a larger capacity than a tank of 
normal section and is greatly favoured by the model 
racing car fraternity. The design would appear to 
be welj suited to speed model aircraft where there 
are space limitations on the length of the fuel tank.



REPORT OF S .M .A .E . C O U N C IL M EETIN G  H ELD  AT 
LO ND O N D ER R Y H OUSE. PARK LA N E, LO N D O N . W .1, 
ON SU N D AY, M ARCH 5th. 1950. A T  I I  a.m.

The fo llow ing were present :— Messrs. A . F. Houlberg (Chairman). 
R. F. L. Gosling, D. A. Gordon. H. W. Barker. H. R. Turner. H. J. 
N icholls, C. S. Rushbrooke. F. E. Wilson. E. F. H. Cosh (London), 
G . F. Foden (East Anglia), H . G. Hundleby (South M id land), W. 
Lowery (South Wales). R. C. F. Day (Southern), H. Rcwel! (South 
Eastern), B. A . Messom (Northern). D. Salloway (N orth Western), 
D . F. Scoft'ham (Royal Aero Club).

Correspondence
A  letter from  Messrs. Pcrcival Marshall & Co. Ltd., organisers 

o f The Model Engineer Exhibition, was read, inviting the society to 
again organise the Model A ircra ft Section o f  the Ϊ950 Exhibition 
on the same terms as last year. The society to receive the sum o f £200 
fo r their services in  this connection. The Council agree to accept 
the offer and to ask the London Area Committee to again co-operatc 
w ith the arrangements.

Correspondence from  M r. M ax Cootc was read in which it was 
complained that the “  R ipmax ”  Trophy had not been displayed or 
presented at the 1949 prize-giving. The Council were informed that 
the trophy had now· been dispatched to the winner, W. Harlow, o f 
Peterborough, and i: was decided to send a reply to M r. Coote 
apologising fo r the omission and delay.

The Chairman stated that he had been advised that it would not 
be possible to hold *.hc Wakefield and N ordic Finals at Cranficld, 
as the aerodrome would be needed fo r flying on that day. An 
endeavour is to be made to run these events a*. W ittering Aerodrome, 
near Peterborough.

The Council is to consider an invita tion to send tw o or more 
flyers to represent Great Britain in. the Pav-Load Power Event, which 
is to  be sponsored by the Plym outh M o to r Corporation a t the 1950 
American Nationals.

Area Officers' Conferen e Prop ?sai.<
“  That the necessary flights required fo r Class * A ’ and Class ‘ B ’ 

M erit Certificates may be made with any type o f model.”
Carried.
“  That an annual report o f  all o f  the Society's activities and work 

be promulgated by the P.R.O. to all clubs and members.*’
Carried.
“ That the Society’s constitution be amended at the next A .G .M ., 

by the deletion o f the reference to the m inimum number o f members 
which affiliated clubs must have.”

Carried.

Finance
The Treasurer. M r. H . W. Barker, presented his report and stated 

that the balance o f cash in hand was £480 8s. 2d.

Wakefield and Nordic Contests
The transport o f the British teams to Finland and Sweden was 

discussed and quotations fo r air travel considered. It was decided 
to book a seven-seater aircraft fo r each event and to obtain an option 
to alter this booking to two 2S-$caicr Dakotas i f  it was found that a 
sufficient number o! people wanted to travel to these contests. The 
fares would be £40 return to Finland and £25 return to Sweden. 
Applications fo r scats in the aircraft to be made to the Secretary 
as soon as possible.

1950 British Nationals
M r. Messom reported that the M in istry o f  C iv il Avia tion had 

now approved the use o f Y ork Aerodrome fo r this event and he had 
obtained permission to use the York Rugby Football Ground, which 
is near the town centre, fo r the C /L  contests. Details o f hotel accom
modation in  Y ork can be obtained from  the C ity Inform ation Service, 
Public Library, Yo rk . No camping w ill be allowed on the aerodrome, 
but local farmers arc to be approached fo r suitable sites.

Records
The fo llow ing records were ratified :—
C,'L speed— Class IV . D . R. Powell. (East London M .A.C .), 

97.3 m.p.h. Power -Flying Scale. W. T. T inker (Ewell M .A.C .).
I min. 36.5 sec. Lightweight G lider—T .L . W. J. Callender. (Hayes 
& D .M .A.C .). 7 min. 41 sec. Indoor-Tailless R.O.G. M . R. Thomas, 
(Oldham & D .M .A .C .). 9/12/49. 37 sec. Indoor-Tailless R.O.G. 
M . R. Thomas, (Oldham &  D .M .A .C .), 23/12/49, 1 m in. 26.5 sec. 
Indoor-Tailless H .L. M . R. Thomas (Oldham &  D .M .A .C .) 
23/12/49. I min. 25.8 sec.

(W ith reference to the Flying Scale Record, the Records Officer 
reported that, 3t  the Council s request, representatives o f the London 
Area Committee had checked M r. Tinker's “  Piper Cub "  and found 
that it  complied in every respect w ith the new flying scale record 
requirements).

The fo llow ing record applications were recorded:—  
Indoor-Tailless H L.— M. R. Thomas (Oldham &  D .M .A .C .),

I min. 46.2 sec.; Indoor-Helicopter R.O .G .—S. A. Ward, (Wolves 
M .A.C .), 2 min. 00 sec.; Indoor-Fuselage R.O.G.— R. T. Parham 
(Worcester M .A.C .), 6 min. 55 see.; Indoor-R.T.P. Speed—T. A. 
Jolley (W arrington M .A.C .). 42.83 m.p.h. Ouldoor-Liahtweight 
G lider, T. L .— M . L. Hanson, (Solihull M .F.C .). 10 min. 30 sec.

M erit Certificates
These were awarded to the fo llow ing:— Class B: No. 269. D . 

Bennett (Whitefield). Class A : No. 342. P. Horsley (Mersey); 
No. 343. B. J. S. Foster (Mersey); No. 444, E. G. Currington (Prest- 
w ich); No. 345. C. Westerby (West Yorks.); No. 346, W . Tootcll 
(Chorlev); No. 347, F. N ixon (Chorley); No. 348, G. Davies 
(Chorlcv); N o. 349. B. Picken (Wigan): No. 350, J. Hcpworth 
(West Yorks.)

S.M.A.E. Badze
The Council decided to allow affiliated clubs to  use a small block 

o f the S.M.A.E. badge fo r their letter-headings, etc., subject to the 
payment o f  the cost o f  the block.

Applications fo r  A ffilia tion
Applications from  the follow ing clubs were accepted:—
G t. Yarm outh & D istrict M .F.C ., Seniors 10, Juniors 2, fee 27s. 

Kings Lynn M.C.. Seniors 20, Juniors 1, fee 51s. Nunhcad M.F.C .. 
Seniors 10, fee 25s. Kentish Nomads Vf.F.C., Seniors 14, fee 35s. 
Knowle M .A.C ., Seniors 8. Juniors 13. fee 33s. Stourbridge & 
D istrict M .C ., Seniors 15, Juniors 10. fee 47s. 6d. Beverley &  D istrict 
M .A.C ., Seniors 8, Juniors 13, fee 33s. Lockwood M .A.C .. Seniors 
10. fee 25s. Spen Valley & D is tric t M .A .C ., Seniors 15. Juniors 18,. 
fee 55s. 6d. Wavertrec M.F.C ., Seniors 19. Juniors S. fee 55s. 6d. 
Christchurch M .A.C .. Seniors !2. Juniors 2. fee 32s. Headley 
D istrict M .F.C .. Seniors 16. Juniors 3. fee -3s. Sheppey M .A.C ., 
Seniors 10. Juniors I. fee 26s. W orthing C 1. M .F.C ., Seniors 10. 
fee 25s. A ird rie  i  D:s:r ct M .F.C .. Seniors 13. Juniors 3, fee 35$. 6d. 
Edinburgh M F C-. Seniors 17. Juniors 9. fee 51s. 6d. Taunton & 
D istrict M A C.. Seniors 10. Juniors 6. fee 31s. Glcvum M.C., 
Sen:o-- :··. Juniors 3. fee 43s. Moonrakers M .A.C . (Devizes), 
Seniors 10, fee 25s.

Radio Control
M r. E. F. H. Cosh was requested to endeavour to arrange a 

meeting between the S.M.A.E. R.'C Sub-committee, the R /C  Models 
Society and representatives o f the Radio Society o f  Great Britain.

Power Records t .
The Council agreed ιό  a proposal that the engines used for flights 

fo r which any power record is claimed must be checked by the 
Technical Secretary before the record is ratified.

Electrical Timing
As world speed record attempts must now be timed by electrical 

apparatus, it was decided to make enquiries with a view to the pur
chase o f  suitable equipment by the Society.
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R O YA L A E R O N A U TIC A L SO CIETY (PO R TSM O U TH
We strong’y sympathise w ith all committees who have to contend 

w ith those “  dead ”  members, and steps arc now in hand to wake 
them up. We hope that others, too. wftl follow the example set by 
Birmingham at their committee elections.

O ur chairman and P.R.O. have been negotiating with the Parks 
Dept., and find their efforts well rewarded, with a 3J acre C L  site.

The contest-minded element arc now preparing fo r the fray and 
show an interest in a wide range o f classes o f model, the vogue still 
being, however. C /L  stunt flying.

M AN C HESTER  IN D O O R  R ALLY
This event, held yearly, and organised by the Manchester &  District 

Council o f  Model Aero Clubs, was staged in  the Manchester Corn 
Exchange, on February 19th.

Many o f the contestants expressed their pleasure at the change o f 
venue and judging by results it  was a very good move. Early in the 
day, R. Parham made an attempt on the Free F light R.O.G. record 
and returning a flight o f  6 min. 42 see. made certain by exceeding the 
present record by 2 min. 9 sec.

W ith the various contests under way, yours truly had a chance to 
look round. Barry Haisman had a power job and was discussing 
trim m ing procedure; R. Woodhouse (W hitefield) had his latest 
Wakefield. Several odd-looking speed jobs were test flying and 
members o f the Comet Power Club had an r.t.p . mode! powered by 
a 2 c.c. Kemp.

R Parham had a very successful flight o f  6 min. 55 sec., and so 
broke the H .I.. Free F light (Fuse' Record. S A . Ward, o f  Wolver
hampton made two attempts on the British Helicopter Record and 
turned in  a flight o f  2 m in. A fter w inning the r.t.p. speed contest. 
Λ. Jolly, o f  W arrington, made a flight at 42.83 m.p.h.. some 5 m.p.h. 
faster than the present record.
Results

Class “  A "  R.T.P. Indiv idual:— 1st,
933.5 sec. agg.; 2nd, R. Parsons (Sheffield), 696.5 
H. Tubbs (Leeds) 666.5 see. agg.

Free F light: 1st. E. C. M uxlow  (Sheffield), 1,111 sec. agg.; 2nd. 
R. Parham (Worcester), 1,059.3 sec. agg.; 3rd, N . E. Davies (L iver
pool), 9>4.6 sec. agg.

R.T.P. Speed.: 1st. A . Jolly, 41.95 m.p.h. (W arrington): 2nd. 
W . Eden. 40.2 rr p.h. (W arrington): 3rd, J. West. 37.3 m.p.h. 
(W arrington).
Inter Area Team Eiett:

Winners fo r mm. r,d year running. Northern Area. Aggregate fo r 
eight flights. 1,$77.<

Only two area rwwesa fo r  this event, the North and th :
North-West.

The trophy kindly give **? tfae ( W i  Diipatch. together w ith the 
individual prizes, were p ro cee d  b - M r  Bas:’ Meads, administrator 
o f  the Kcmsley Trust, who said: *  Mamf principles o f  aerodynamics 
and gravity have been defied one a r t · ·  «ranee contraptions.
But behind this light-heartedncs> · r -  « *  feoct f roand o f scientific

A fter this, the visitors departed the r  · j~eus « 39s. ta x in g  had c. 
really good day and only waiting for the ne e  eme

Several brand new Wakefields arc making tb s tr a* _
newly acquired field, where flying is taking sisow week-eadi.

An all out effort is being made this year to stimulate iv re rm  a r m ~  
tl'c  jun ior members, the same rule applying as fo r  nfee past year, 
namely, any jun ior member has ha lf his travelling fare to  any urea 
or decentralised rally refunded, provided he enters ir. ?he coenpemton.

Several coaches have already been booked fo r the mam competi
tions, and the club is generally in “  good training "  fe r  the season.

W EST ESSEX AF.ROMODELLERS
The club have located tw o war surplus aerodromes w’thin 20 miles 

o f headquarters. Each is the “  12 o'clock high ”  t\p c  o f  'drome, 
very suitable fo r R C when Fairlop becomes "too crowded Con
tinuous prang-free R C flying is now a regular W .E.A . Sunday feature.

The recent air-film  show on March 8th was well supported '-· 
local clubs.

D on’t forget our ra lly on June 18th.

UPTON M .F .C .
One o f our most valued members, “  B ill ”  Smith, holder o f  two 

club records (Wakefield, 9 min., and open rubber. 15 min.) has left 
the club to join the forces. We wish him the best o f  luck. A  number 
o f  large gliders arc being bu ilt fo r the coming competition season, 
also several Nordic class gliders. There are at present three Nordics 
in flying trim , one o f these being designed and built last October 
before the S.M .A .E. decided to hold a competition fo r this class o f 
model.

C R OYDON A N D  DIST. M .A .C .
The advent o f  some reasonable flying weather recently has enabled 

several members to produce their latest brain-childs and prove that 
the faraway look they have been wearing all winter was not fo r

Great interest has been shown in the N ordic glider events scheduled 
fo r the coming season and a number o f designs have l>ecn successfully 
flown, including one 17j  or. version by our secretary. Ted Seitcrfield*. 
who was talked into building it as his first free-flight model. The 
success o f this has spurred him on to greater things as he now has an 
extensive building programme ahead o f him  maybe we’ ll see him 
with a Wakefield yet !

Free-flight power has attracted a number o f new followers also, 
no doubt due to the inclusion o f this class in this year’s Pluggc Cup. 
A ll sizes are being catered for. from  “  Infant Torpedo ”  powered babes 
to Ron W ard’s gigantic 1,032 sq. inchcr. This last mentioned is 
using a V ivell 49 fo r motive power and weighing only 21 lb. the elide 
has to be seen to be believed.

C /L  is at present enjoying a comeback after a long lapse and the 
stunt men arc busy polishing up their flight patterns—the speed 
merchants arc just polishing up their models, o f  course. A t least 
one team racer has been put through its in itia l tests and shows 
great promise. Powered by a .McCoy 19, it  is o f  built-up construction 
w ith sheet covering and the “  team ”  is now busy experimenting 
with different props and fuels to determine its best performance.

C H R ISTC HU R C H  M .A .S .
Several founder members o f the Portsmouth R.Ac.S. Models Sec

tion. now resident in this part o f the S. Area, have combined with 
local enthusiasts, most o f  whom arc seasoned modellers, to form  the 
above club. We have been fortunate in obtaining M r. R. A. H. 
Johnson, as c) airman (late o f Halifax) and great hopes arc entertained 
fo r the coming season. Interests arc representative o f all classes. Pow er 
models o f  the Hi-b.:!!-come-Banshec type. M ills  o r Elfin powered, 
are already in evidence and there arc Wakefields and Nordic A2's 
coming o ff the board '. The C L lads are practising team racing with 
stunt mode!·' un til the '* pukka ”  jobs put in an appearance.

ST. ALBANS M .A .C .
The past month has seen a great revival o f  the club. Thanks to 

ness blood and a very pleasant winter there has been much flying.
We began by a decentralised competition w ith the San Diego 

Jokers. This covered gliders only and a further lim ita tion was one 
o f 150 ft. line length. As is usual with our capricious weather, that 
Sunday was the only bad one in the month, w ith rain and wind. 
We lost by 15 see. on team average times.

Lectures held during the month included one by Ron M oulton, 
on “  Team Racing ”  and an extreme') interesting one by Group 
Captain Donaldson on “  H igh Speed Flying.”

The team racing event at the All-Herts Rally w ill not be run to the 
specifications given in our notes published in the February issue o f 
M orfi. A ircraft. A fte r much discussion at a committee meeting 
ii was decided that the event w ill be run to the S.M.A.E. rules. We 
feel that this w ill assist modellers by not requiring them to build a 
different type o f model fo r our own event. The only differences w ill 
be the requirement o f  a hook tail-skid fo r use in automatic release, 
and the inclusion o f an engine cut-out capable o f  being operated by 
the pilot.

Other details o f  the ra lly events are as follows ;—
A ll C L events to S.M.A.E. rules.
Rubber, glider and free-flight power rules are as in previous years, 

with the exception that models may be hand launched i f  so desired.
Details o f  the new Concours d'Elegance event w ill be given next

EN FSHAM  AN D  D ISTR IC T M .A .C .
Regular Sundas morning flying takes place each week and at last 

the standard o f flying is beginning to improve. Equal interest is 
given to a ll the types o f planes.

Recent outstanding models are: —
(1) An F.D. IV  scale " S p it f i r e " — F.F. and span 6ft. This model 

features detailed cabin and fully-sprung undercarriage, and has 
half-a-dozen flights to its credit so far.

(2) Amco S7 powered “  Proctor." F.F., span 28 in., which has 
recently taken the air. The designer is considering converting 
it to C /L.

(3) A  beautifully finished "Z o m b ie ’ ’ which has raised the club's 
rubber record to 3 : 10.

-i' Two team racers, a “ G lad ia to r”  and “ Mew G u ll,"  both 
approx. 34 in. span and E.D. IV  powered. They have yet to fly 
in «he same circle !
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Tele-Commanded TRIUMPH!

TR AN S M ITTE R .
The design of our Transmitter, proved to be 
the best on the field, remains unchanged, w ith 
the exception of a plated carrying handle 
now fitted and the telescopic aerial replaced 
w ith a sectional aerial.

This is to introduce our newest Beau, 
But we regret production’s slow, 
Performance makes demand great.
So you may have a little  wait.
For this R/C, the latest wow.
Don’t  delay— but order now !

RECEIVER. Model 950A. Pat. App. for. 
This supersensitivc receiver has been designed 
and developed by E.C.C. and incorporates all 
the latest refinements. Employing the Hivac 
XFG I. Thyratron fitted into a miniature 
holder enabling simple replacement.
Features :—
©  Fitted w ith  Type SA Relay.
9  Dust iron tuning coil rendering flat and 

simple tuning.
φ  Totally enclosed case made in a low  loss 

bakelite, small, robust, v irtua lly  unbreak
able !

Φ  Fully spark suppressed inner and outer 
contact connections to  relay fo r fu lly  pro
portional control systems.

Φ  External adjustment screw fo r relay opera
ting position.

SIZE :—2$ x  11 x I ] ins. W eight 2 oz. 
Batteries :— L.T. 1.5 vo lt Pen cell o r larger.

H.T. 45-60 volt. BI22-BI23 or 
larger.

RELAY. Type 5A. Pat. App. for.
This diminutive relay is ultra-sensitive and w ill 
operate on current changes of as small as

φ  Balanced armature, 
φ  Solid silver contact screws, 
φ  Position of fall in and out variable. 
φ  Armature constructed of special Mu-metal 

reducing residual magnetism to a minimum 
and eliminating sticking.

SIZE :— I X I X l  ins. W eight *  oz.

ESCAPEM ENT. Type I.
This lightweight escapement is well known by 
radio-controllers as the mosc simple and eco
nomical servo mechanism produced to date. 
Easy to fit—sturdy, yet light.
Fitted w ith  double winding and current saving 
device, a feature introduced to  the aero- 
modellers of this country by E.C.C.
SIZE :— 1} X 1 X % ins. W eight i  oz.

PRICES
Model 950 Receiver £3 10 0
Transmitter £5 · 9 -0
Escapement £1 · 5 0
Complete O utfit ... £9 19 0

Sole Trade d istributor in the United Kingdom E. K E IL  & CO . LTD ., 195, Hackney Road, London, E.2.
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CONTEST CALENDAR
A p ril 30th N orth Hampshire Rally, Odiham.

30th K e il T rophy. Power Duration. D C. 
,30th Lady Shelley Cup. Tailless. D C.

7th Swindon M.A.C. Slope Soaring Contest.Wilcshire 
Downs. (Above Broad Hinton.)

14th W eston Cup. 2nd Wakefield Qualifier. Area. 
|4 ih  K. & M .A .A . Cup. A 2 Nordic Glider. Area. 
21st South W ilts  Rally. Old Sarum.

T H E  BR IT IS H  N A T IO N A L S
May 27th “  Gold ”  T roph y  and other control-line contests 

,, 28th Thu rs ton  Cup. F.A.I. Glider.
,, 28th "  M odel A ir c ra ft  ”  T roph y . F.A.I. Rubber.
.. 28th W om en 's  Challenge Cup. Rubber Glider.
,. 29th S ir  J. Shelley Cup. Power Duration.
,, 29th S.M.A.E. R ad io-C ontro l Cup. R.C.

Jun N th  W ake fie ld  T ria ls.. Selected entry from A  2 
G lid e r T ria ls . Contests held on Ap ril 16th 

.and M a /' 14th* ^jfg jg rlised—venue to be
unced.

18th W est Essex* Gala, Fairloipr>'*
25th H am ley  T roph y. Power Duration. D C.

July 2nd N orthern Heights Gala, Langley. Bucks.
„  9th C o n tro l- lin e  S tu n t and Speed. Area.
„  16th Sevenoaks Gala Day, Dunton .Green, Kent.
,, 23rd W ake fie ld  Trophy.—Tinlani'
,, 23th All-Herts Raliy, Radlet, H(T 

30th A  2 G lid e r  C on tes t—Sw

Aug. 6th Bolton 1*1.A.S. Rally, Afftftsidc.
., 6th Bowden T roph y. Power Precision.

& T ap lin  T rophy. Radio C ontrol.
7th C o n tro l- lin e  Speed. Centralised—venue to be 

announced.
.. 13th South Coast Gala. Brighton.
,, 27th Huddersfield A ir League M.A.C. Rally.
,. 27th Merseyside M.A.C. Slope Soaring Meeting. 

Clwyd Hills, N. Wales.

Sept. 3rd AR EA A U T U M N  R A LLY
Farrow  Sh ie ld. Unres. Team Rubber. ^
** M odel Engineer "  Cup. Unres. Team Glider. 
A s tra l T roph y . Power Ratio.

.. 17th S.M.A.E. Cup. Open G lider. D C.
„  17th '* F lig h t '* Cup. Open Rubber. D C.
„  17th Frog J u n io r Cup. Open Rubber. D C.
„  17th Portsmouth and D istrict M.A.C.. Southern 

Counties Rally, Thorney Island, Hants. 
S .M .4 fc . C O N T ^ T S  IN  B O LD  TYPE

SO UTH-EASTERN AREA 
Report o f  the th ird A .G .M . held at Redhill, on Sunday, January

29th, 1950.
Chairman: M r. H . J. Towner.
The fo llow ing clubs were represented: Dover Youth Club M .F.S.;

St. Georges Heights M .F .C .: Brighton D .M .A .C .; Eastbourne 
M .F .C .; Southern Cross A .C .; Hastings D .A .M .; Sevenoaks 
M .A .C .; Chichester D .M .A .C .; Mid-Sussex A .M .

Arising out o f  the minutes, the secretary stated that the area had 
tried the sub-area scheme during the past year and it was generally
agreed that it was a success and should be continued.

The Chairman in his report traced the history o f the area since 
its inception, stating that fo r the first two years no great activity took 
place and that clubs were shaking down and getting to know one 
another. The area, he said, really came to the fore with the presenta
tion o f the Dover C /L. meeting, since to be known as the S.E. Area. 
C /L  Championships.

The Secretary stated that the area was slightly stronger than at the 
previous A .G .M ., but that expenses in  running the area were very 
considerable, especially in regard to postage and stated that in his 
capacity as secretary he bad written some 3,000 letters during the 
past year.

The Treasurer’s report showed an excess o f  expenditure over income 
du rin g  the year. Copies o f  the report were circulated.

The Competition Secretary, stated in his report that clubs in  the 
area did not- support the area centralised contests during the past 
year in  the numbers that he had hoped. He asked a special effort 
during the poming season. Turning to National records, he said that 

e hekl w ith in the area, i.e., the open rubber and Wakefield,
and Class V I Speed (jet).

Eietftiori o f  Officers
M r. Bern agreed to take over as insurance officer, i t  was also agreed 

*that as the area holds its meetings in various towns in the area it 
- would be advisable to have two vice-chairmen. Those proposed were 

M r. Deldcrficld, and M r. Skipworth. The meeting then proceeded with 
the election o f its officers fo r the ensuing year w ith  the fo llow ing
results:

Chairman: M r. H. J. Towner (Eastbourne); Vice-chairmen. 
M r. L. B. Delderfield (Southern Cross), M r. Skipworth (Dover); 
Hon. Secretary: M r. H. Re well, (Southern Cross); Council Delegate: 
M r. H . Rowell, (Southern Cross); Treasurer, M r. A . M u llc tt, 
(Brighton)?* Competition Secretary: M r. N. J. Butcher. (Hastings);
P.R.O.:
Be*

H. D. Austen (Dover); Insurance Officer: M r. R.

6.30 p.rn. w ith a vote o f thanks to the

SO UTHERN AREA C O M M ITTE E
Report o f  the A .G .M ., held at the Cotswold H all, H ighficld Lane, 

Southampton, on February 19th, 1950, at 3 p.m.
Clubs represented, Cowes, Ryde. Winchester, Basingstoke, A lton, 

New M ilton , Odiham. R.Ae.S. (Portsmouth). Portsmouth. South
ampton and Pctersfield.

The minutes o f  the previous A .G .M . held on December 12th, 
1948, were read and confirmed. Reports were presented by the 
chairman. M r. Welch, and the secretary. M r. Pearce, both o f whom 
stressed the apparent lack o f  interest shown by many clubs in the 
area. Both announced their intention to  resign.

There were no reports from  the competition secretary o r the 
treasurer, due to their unavoidable absence, but M r. Vincent, o f  the 
Portsmouth and D .M .A .C . presented the accounts on behalf o f  the 
hon. treasurer. I t  was stated that due to  differences in presenting

NO R TH  EASTERN AREA C O M M ITT E E  
1950 Area Contest programme.

A ic_  •'- 'ring R ally—A p ril 16th: Newcastle Town M oor, 2 p.m.— 
i :) Gutter dee Trophy; (2) Halfax Trophy; (3) Open Glider.

May 14th—Shotton or Newcastle Town M oor, 2 p.m.—(1) Weston 
Cup; (2) K . & M .A .A . Cup; (3) Open Power; (4) Open Rubber.

July 9th -Newcastle Town M oor, 2 p.m.—(1) Control line; (2) 
Open Glider (jun io r and senior events); (3) Rubber Contest (old 
Flight Cup Rules); (4) Scmi-scalc power.

Autumn Rally— Sept. 3rd: Venue unfixed, 2 p.m.—( I)  Farrow 
Shield; (2) Model Engineer Cup; (3) Astral Trophy; (4) Scale
event (power and rubber).

SPALDING  A N D  D IS TR IC T  M .A .C .
C lub dinner held February 22nd, 1950, presentation o f club trophies 

fo r competition winners and certificates fo r awards at the annual 
exhibition held last May.

various ra lly and sales accounts to  the treasurer, it had not been 
possible to balance the detailed accounts although the overall cash 
account was satisfactory. The meeting agreed unanimously on a 
proposal by M r. P. Guilm ont, seconded by M r. Thomas, that an 
E .G .M . should be called w ith in a reasonable period fo r approval o f  
the area accounts.

The follow ing gentlemen

Competition Winners
Power—A . C. W illcox: Tota l time, 627 1/5 see. Model: “  Scor

pion.”  powered M k. I I  M ills . C lub record broken with flight o f 
511 2/5 see. o.o.s. Model was seen flying fo r at least 30 min. and was 
finally found the fo llow ing day eight miles away in a potato field.

Model:

fo r 1950.
Chairman
V/Chairman &  P.R.O. 
Secretary 
Treasurer 
Area Delegate 
Comp. Secretary 

Auditors appointed

: elected to fo rm  :hc area committee

M r. F. Vincent (Portsmouth &  D .M .A .C ) 
M r. J. L . Barnes (Christchurch M.A.S.) 
M r. B. Peirce > Southampton M .A.C .)
M r. L. G lover R_Ae3. Portsmouth)
M r. R. C. F. Da·. · Portsaxjcth &  D .M .A .C .) 
M r. C. R. Foot (Odr-am  M.F.C.)

M r. B. Welch v  — j ~ ~ oh. M .A.C .) 
and M r. H . J. Childs (Winchester M .F.C .). In  the absence o f any 
valid nomination fo r the post o f  Area Secretary, M r. Ra r e  agreed 
to carry on un til the E .G .M . Postal votes were sent in K> Grange. 
R .A.F. Andover & Ventnor M .A .C .’s and Salisbury and D.M.E.S. 
The South Area Challenge Trophy, won by the Southampton M .A.C . 
on the results o f  the Area Rally, was presented to M r. Shcam by 
M r. Welch. The meeting closed at 4.15 p.m.

Senior Rubber: G. GilHat. Total time, 186 1/5 
“  Rocketeer”  (second year in  succession).

Junior Rubber: R. S. Culpin. Tota l tim e: 136 1/5 sec. Model: 
“  Com petitor.”

SailP lane: J. R. Mann. Tota l tim e: 285 2/5 sec. Model: “ Sun
spot.”

C /L  Stunt: N . D. Earth. Model: “ Small F r y ”  (powered with 
M ills  M k. I).

Times though generally on the small side are about average, 
thermals seem to be very few and far between in the Fens.

The club has now been formed three years, has about th irty  active 
members and is sound financially, last year spending £50 on club 
trophies.

N O R THER N  H EIG H TS M .F .C .
The above club’s annual gala day w ill be held at Langley A irfield, 

Nr. Slough, Bucks, on July 2nd, 1950.
The Queen’s Cup w ill again be featured, the rules being the same 

as in previous years, i.c., 200-300 sq. in. wing area. 12 oz. min. weight, 
L2 100 fuselage formulae, 33 per cent, ta ilplanc area.

A ll model enthusiasts w ill be welcome.
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ANOTHER
y irtc u d e y u e e e . / —

The only Clockwork Timer on the market. 
Weighs under I oz. Gives a total run of 
50-60 seconds and has a pull of 7 oz. Clock
work accuracy and, as with all E.D. products, 
absolutely reliable. If  in. x £ in. x £in.

E.D.
PLASTIC

PROPELLERS
W e’ve run these ^propellers 
at high speed and pushed a 

screwdriver through the blades 

— we’ve also run them with the 
tips grinding against a concrete- 

floor—and they haven't broken 
or bent. E.D. Plastic Propellers 
are practically unbreakable and 

w ill stand crash landings. They 
do not flex in flight and the 

pitch can be altered by heating 

and stays put. Obtainable in 
all sizes from 2s. each.

Price 15/6
ORDER FROM YOUR MODEL SHOP

•ELECTRONIC DEVELOPMENTS (SURREY) LTD
iikstmm minis D E V E L O P M E N T  E N G I N E E R S

•223  I8.VILLIERS ROAD, KINGSTON-ON-THAMES, SURREY, ENGLAND.
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F IV E  TO W NS M .A .C .
Serious test flying has commenced w ith the spring weather, two 

Wakefield hopes are now fu lly  tested and have been carefully put away 
awaiting the first elim inator. Details o f  these are as follows:

G.W.7 ”  Wakefield, by G. Wytchcrley, weight 8.54, span 46.5, 
wing section G.F.E.3 (original) power: 16'strands D unlop i  x 1/24. 
Squared oft' wing tips, non-stall tip, tailplanc section: 50 per cent. 
C lark Y . Fuselage: Streamlined box, w ing mounted high with fairing 
over centre section.

“  Longionian 7.”  by Gordon Roberts. Weight, 8.4; span. 46: 
wing section, modified R .A.F. 32; IS in. paddle prop, eccentric 
p in rudder adjustment, tip-up ta il dethermaliscr. Fuselage streamlined 
box with w ing fa iring.

The Nordic glider class is awakening some interest and Gordon 
Roberts has already tested his “  Ebeneezer,”  his d ifficu lty lias been 
to get up to the weight, bci. g used to lightweights. Details: 
Span. 68 in .; w ing section. Hungarian B825Sb, streamlined
slab-sider, tip-up ta il D .T .. eccentric pin rudder adjustment, lifting  
tail, oft-set tow hooks. Tests showed 2 \ min. using 150 ft. line.

“  Spin Dizzies ”  Ron Buck and Frank Snow have just attempted 
two in a circle, but it added up to the wrong number the lines got 
crossed ! Still, knowing these two, it won't be long now before they 
have the hang o f this.

One R /C  job  is now being tested by^Dcjfek G riffin  and Don Bos- 
worth. Details: Junior 60, weight 41 ro., jpw so r receiver, home-made 
transmitter, powered by an ancient tS fffs till lively Baby Cyclone. 
Rudder control only as yet.

Wc arc expecting to use Wakefield models fo r the Gamage and w ill 
probably fly this o ff at the Evesham rally, we prefer the climate down
there.

YORK M .A .S .
The club has held its extraordinary -gciA»J Electing re theif!9>I 

S.M.A.E. programme and general rules, XEgypod crowd disoqSsfcU, 
fo r two hours various suggestions and hfeas which were modified*- 
tabulated and filed fo r reference o f the N.E. Area. A fine afternoon 
on March 12th brought fo rth a good percentage o f the society on 
Y o rk  Aerodrome. A W indjammer sailplane, bu ilt by C lifton Aero- 
models took to its wings on the first thermal o f  the year and crossed 
the centre o f the C ity and landed in a busy thoroughfare w ithout 
damage. A  good-sized crowd was astonished at seeing a seven-footer 
land in such a place. A citizen handed it over in to custody o f  the 
police. By the time this appears, T. Heselwood and R. Hodgson 
ought to know a few o f the answers to R/C, having bu ilt a “  Radio 
Queen ”  between them. J. P. Fielding also has a “  Stentorian "  fo r 
R/C on the stocks. Fred M iskin was spotted testing out his 60 in. 
span sailplane “  Dream Bogey." maiden flight being 2 min. 0.0 sec. 
R. Hodgson is having a similar nightmare. One or two mishaps 
marred the day, however. M r. S£debottom lost a “  G iilichoppcr "  
through an unfortunate ground accident, likewise J- P. Fielding lost 
his “  Jersey Javelin "  in a power-dive That Hashed mp 2 ft. below the 
concrete deck. Hard luck J.P. Ron F irth  was bade w ith *  rubber 
job . I noticed. Weather not quite w h it i t  bare ΰ χ
rubber jobs, but Ron's “  Zombie ”  seemed  to  be showing “  signs.** 
Sam Mcssom’s o/d Wakefield has yc: to make its 3ebmt. A  few mem
bers have planned Nordics fo r fu ture competitions.

CHESTER M .F .C .
Our second annual dinner and prizegiving was heki on F -—

4th. and attended by 91 guests, including the M a jo r  and Mayoress 
and the Sheriff o f  Chester, also members o f the LN erroo ’ and 
Wallasey Clubs.

Junior member M ike Chid ley won the Doxvycr Challenge Cup 
(awarded on a points basis over the season's events, 3 points fo r 
first place. 2 fo r second and 1 th ird. 1 po int is also awarded upon 
entering an event). We arc surprised to note that many clubs pack 
up flying during the winter, we manage to “  have a go ’’ most Sundays, 
i f  one or two go to the flying field, others arc bound to fo llow , we 
find. A ; the moment we are busy building fo r the season's event.

Like some o f the Wallasey chaps, we are experimenting with 
high thrust-line low C .L.A . power jobs, which show promise.

W H Π Έ FIE LD  M .A .C .
Tlie end o f the indoor season saw some hectic flying as the two club 

contests occurred at almost the same time as the indoor contest at 
the Com  Exchange. Manchester.

J. O 'Donnell won the club r.t.p . duration contest (Class ” A " i  
w ith 510 sec. agg fo r three flights. H e also made to p  N -W . Area 
times in  individual and team Class “"A * *  contests at tbe Cobb Ex
change, raising the club record fitbS? feo 5 : 5J.

The club r.t.p. speed contest also v t ·  a wim far  J. OOoaaeS w ith m 
time o f 8.65 sec. fo r 10 laps 29.72 — -  - fa  the sarae earnest 
R. Faulkner had the Interesting ( experience o f cut ting his take-off 
dolly in  tw o w ith the prop, after one lap !

Outdoor flying is still progressing. R. Woodnousc's rubber driven 
“ C anard”  having a best flight o f  2 : 04 H.L.. but poor runber 
restricting best r.o.g. flight io  94 see.

New models arc beginning to appear in the Hying field. H. 
O ’Donnell’s brand new 6 ft. “  M io ln ir .”  F.A.9 glider designed by a 
club member, flying stra ight·pff the board, w ith incidences and C.G. 
as built. It did 1 : 54.4 on its first t.l. flight ofT 100-120 ft. line. Best 
times in  the last mr<nth have been 3 : 1 5  and 4 : 15 by J. O'DonneH’s 
own design 6 ft. “  Pothunter.”

L.S.A .R .A : NEWS
The fact that little  has been heard o f late concerning the activities 

o f the L.S.A.R .A., is not an indication that it  is dormant, but merely 
a reflection o f the secretarial difficulties which it has been encountering.

The Director o f  Research, M r. N. K . Walker, found that he was 
quite unable to direct research and carry out the secretarial duties 
o f the association effectively at the same time, and it became necessary 
to find someone else to take these duties o ff his shoulders.

M r. P. R. Payne filled the breach w ith success until his recent move 
to Bristol, where his new duties have made it impossible fo r him to 
devote the necessary time to the work o f the association.

The secretarial w ork has now been reorganised, and it is hoped 
that this w ill facilitate the work o f the association and enable those 
interested to be kept informed o f the activities o f the association 
through the model aircraft press, in addition to the established 
channel o f the association technical reports.

The present membership o f  the association is 185, but it  is re
gretted that the m ajority are in arrears w ith either one or both o f 
their accounts as this makes the working o f the association very 
difficult. It is hoped that any members who are in arrears who read 
these notes w ill immediately rectify the situation and thus enable the 
association to proceed w ith its work free from  financial embarrass
ment. In  order to reduce wasted secretarial effort it was decided at 
the last meeting o f the Research Council not to send reports to members 
who become more than 2s. in debt w ith their report float account, 
or more than two years in arrears with their subscriptions. It was 
also decided that members who failed to pay their dues after adequate 
warning, should cease to be regarded as members and their names 
removed from  the membership list.

O f :he research work being undertaken the most interesting is 
that being carried out on propellers for power driven models and on 
' proportional ”  wireless control, in both o f  which very useful pro

g re ss  has been made.
Great advance has been made in research w ith power models 

' having a high rate o f climb and figures o f 5,000 ft. per min. (60 m.p.h.) 
are now being obtained.

The progress at the Cove Headquarters has been hampered by lack 
o f finance and the shortage o f  building material, nevertheless, advance 
has been made though progress could be more rapid i f  more assistance 
was forthcoming.

The fore ign sections o f the association report considerable progress 
and the A ll-Ind ia  Aeromodellers Association has now become 
associated to the L.S.A.R.A.

The U.S.A. reports increased interest in the work o f the Association 
and \1 r. Henry Jex working at the Massachussctts Institute o f Tech
nology i i  preparing some reports which should be o f considerable 
interest.

in  Canada. M r. Mann, o f  Ottawa, has bu ilt a tailless glider which 
is giving a coed account o f  itself and M r. Hcnshaw, o f Ham ilton, 

oeful wind tunnel which is giving promising results, and 
which is described in Report No. 36.

The development o f  the German section is being hindered by 
exchange difficulties and a certain amount o f  red tape which prevents 
the interchange o f  apparatus. For instance, a very excellent balance 
bu ilt by the German section fo r the Cove wind tunnel has been held 
up at the West German Customs fo r some time.

Recent reports to be issued are:—
No. 36. “ The Ham ilton Wind Tunne l." by D. Henshaw.
No. “ The C ritica l Reynolds Number,”  by D. Hcnshaw.
N o. 3S. “  The Theory and Performance o f Rectangulars— 

sectioned torque bars,”  by P. R. Payne, N. K . Walker, 
B.Sc.. and F. F.. Deudney. B.Sc.

n  "  A Simple Two-channel Proportional Control Trans
m itter,”  by J. Fenn. B.Sc.

dd Propellers,”  by P. R. Payne
and K .  K . Walker. B Sc

Also Technical Note N o. 3. "  Airscrew Performance D ata.”  by 
R. Turner. B.Sc.

BELFAIRS M .A .C .
A  week after the club's annual exhibition from  which C. Cullen 

was judged senior champion fo r his A/2 N ordic glider, and A . Long- 
statfc, jun ior champion, fo r his Argus powered by a K  2 c.c., the club 
was challenged by the Estuary Power Modellers to a stunt C /L  
competition. The competition was judged to S.M.A.E. rules and a 
team o f three represented each club. Bclfairs won by a total o f  552 
points against Estuary Power Modellers 401.

P. Field woo the sen:or championship cup fo r flying last season, 
a-d · - : Arundel Cep fo r junior championship was won by D .W illm ott. 
P. Tread>«a> woo tbe Brown Cup for the best collection o f three

SO I TH ER M  CROSS A.C.
The club held an E.G-M . on March 4th to discuss the 1951 contest 

programme. Some suggestions were put forward, namely (i) that in 
power contests the m otor run be lim ited to 15 sec., hand launch, 
or 20 sec. r.o.g., a ll models, however, to  be fitted with an under
carriage; ( ii)  the power contests be divided into classes according 
to engine size, although opinion was divided over the actual classes; 
(iii)  that the Nationals be extended to cover every possible type o f 
model; and the club intends to try  out (i) and ( ii)  in  its own contests 
in  the coming year.
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9 W
SUPERJ/SSUE

THE IDEAL TISSUE 
FOR MODEL AIRCRAFT

| Lightweight N O W  available ip
YELLOW, MID-BLUE, DARK BLUE and RED 
in addition to the LIGHTWEIGHT WHITE

) Heavyweight for power driven models
YELLOW, MID-BLUE, DARK BLUE, RED and WHITE

Supplied in sheets 20 in. x 30 in.

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

1SUPERGLO ’

E.D. C O M P E T IT IO N

BALSA CE M E N T

at

FUELS & DOPES

B LU E  L A B E L ’

‘ N IT R O -S U P E R G LO ’

PERSPEX CE M E N T

S H R IN K IN G  DOPE

E.D. S TAN D A R D

G O LD  L A B E L ’

N IT R O M E T H A N E

A complete range of Products 
of outstanding merit. O f all 

good Model Shops

N ITR O P R O P A N E

E TH Y L N ITR A TE  M E T H Y L A L

N IT R O  B E N ZE N E

BARRON INDUSTRIES (Cfld.)LTD.
W heatb ridge  Rd., CHESTERFIELD

C E LLU LO SE  DOPES

RED L A B E L ’

B A N A N A  O IL

FUEL-PROOFERS

IX
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*

t h e  B AL SA W O O D C O l t d
AFRICA HOUSE ·  KINGSWAY ·  LONDON, W.C.2

ESTABLISHED 1927

I M A N U F A C T U R E R S  C A N  N O W  BE e1 SUPPLIED W IT H  P LA N K  BALSA t
M W O O D  W IT H O U T  L IC EN CE X
P ... · P
O W rite for particulars o
R • R
T Wholesalers and Retailers (bona- T1 fide traders only) supplied w i t h !

E* Bjfcrlp, Sheet and Block Balsa Wood E
R • R
S Send for price list S

P H O N E : HOLBORN 7053 g r a m s : BALSAWUD LONDON

THE COLLEGE OF 
A E R O N A U T I C A L  
AND AUTOMOBILE 

ENGINEERING
• ■■ The Chelsea College

Complete practical and technical training for 
entry to C ivil and Com m ercial Aviation or 

the Automobile Industry.
Entry from  School-leaving age.

Syllabus from  Recorder
SYDNEY STREET,  CHELSEA,  S . W .3

Telephone : Flaxman 0021

""  " " 1 ' "■
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THE

CRAFTSMAN -T W IN
Designed by E. T . W e stbu ry

Built by
C R A F T S M A N S H IP  M O D E L S  LTD  

I P S W I C H

One ofciheJApe products provided 
for those who demand the best 
Price - - £10 10s. Od.

Special Twin Spark Coil - - £1 13s. Od.
C.I. Special. lOc.c. O.H.V. Engine, £10 10s. Od.

Send s.a.e. fo r  com plete  lis ts o f castings

w * *i  ROLS

RAD IO  C O N TRO L
RECEIVER HAS:

•  Highest Contest Winning Potential
•  Higher Sensitivity
•  High Shock Resistance
•  Low Cost
•  Lower Battery Drain
•  Lowest Weight

I t ’s the lightest commercial R/C Receiver 
in the world yet costs only - £2 15s. 6d. 

Order Direct from the Makers :

T E L E - T R O L S
10 WHITE HART STREET 
THETFORD, NORFOLK

I O  c . c .

Holds tracings to the board ! Mends 
torn plans invisibly Aids the model 
builder in assembly or repair ! Clean 
to handle, transparent as glass, and 
toused in its own self-dispenser !

D urex TAPE
XI



A  novel and efficient kite which can be assembled 
in ή minutes from the parts supplied in the kit. 
The contents include a self-releasing parachute, 
250 ft. of flying line, and full instructions. The 
ROTA-KITE is a real “  whizzer ” which quickly 
attains a high altitude, and flies as steady as a 
rock. You will have real fun with a ROTA-KITE!

GET ONE FROM YOUR MODEL SHOP

'Manufactured by the makers of J E T  EX
W IL M O T , M A N S O U R &  Co. L td .. Sa lisbury R d„ T o tto n , H ants

Stockport's  

Aerom odol Shop
Phome: S T O  4744

Ύ

K E IL K R A F T , F R O G , V ERO N  KITS 

E .D ., M IL L S , F R O G , DIESELS 

ALSO  JETEX AN D C O z EN G INES

54, W ellington R oad Sou th , S tockport 
and 151, O xford Road, M anchester

BALSA WOOD
We are Specialists in the Machining of Balsa wood 

strip, sheet and block. Send s.a.e. for comprehensive 
price list. We also specialise in OBECHE, SPRUCE, 
ASH, PLYWOOD, etc., for the Model Trade. Prompt 
attention given to  Trade enquiries.

E. LAW & SON (TIMBER) LTD. 
272 4, H IG H  STREET, 
S U T T O N , SURREY

Phone: VIGILANT 8291-2

W O R L D  W ID E  M A IL  ORDER SERVICE

ARTHUR MULLETT,
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OBTAINED ON TRIALS W ITH THE

ELFI 1.49c.c
AEROL Engineering’s answer to 
the demand for a Class I Diesel

Ask your retailer for fu ll particulars. 5916
TRADE DISTRIBUTORS

MERCURY M O D E L A IR CRAFT LTD ., L O N D O N , N.7 ·  E. KEIL &  CO . LTD ., L O N D O N , E.C.2

MODEL AIRCRAFT SUPPLIES LTD.
where “ QUALITY C O U N T S ”

ENGINES & SPARES
Mills .75 ... ... £2 10 0
Mills 1.3 ... ... £3 15 0
E.D. Bee ... £2 5 0
E.D. Comp. ... £3 17 6
E.D. 346... ... £4 12 6
Frog 500 ... £3 15 0

KITS

We are stockists of Keil- 
Kraft, Veron, jetex. Frog, 
E.D., Royle, etc., and carry 
a very full range of sundries.

RUBBER

The phenomenal success 
of Masco Contest Rubber
has enabled us to quadruple 
its production and so reduce 
its cost. One size only : 
j  in x 1/24 in., 2s. 9d. per 
doz. yd. post free. 10s. 9d. 
per lb., post free.

We are pleased to announce another small consignment of W H IT E  JAP TISSUE (No 
colours yet), size 36 in. x 36 in., 9d. per sheet. By post, 6 sq. yds. 4s. lOd. 12 sq. yds. 9s. 4d. 

OUR ONLY ADDRESS :

171, N E W  K E N T ROAD, LO N DO N , S.E.I
Phone : HOP 3482 Near “  Elephant & Castle ”  Open until 6.0 p.m.

Early Closing, Thursday.
Buses : la, 53, 53a, and 63 Trams 36, 38, 68, and 74. Stop by request at our door.
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All go into making the perfect model
g f T  he time, money and skill s p on * on your models 

can only achieve the desired result by the use 
of the best materials available. Li$id W ater
proof CemejlftiSiis been specuilly developed to 
provide the^trongest and lightest joints in 
Balsa? in the correct setting time.

Please note new te lephone num ber w ith  e x tra  lines— 
Tem ple  Bar 7777

I M P E R I A L  H O U S E .  K I N G S  W  A  Y , L O N D O N

m  ®
R o n  W a rrin g
Three “ bâ is and essentials ” 
books by the world’s 
leading model nautical _
writer

Control-Line Flying
.. ..·■ «.

Speed Control-Line Models 
Stunt Control-Line Flying
All three full/illustrated

price I Os. 6d. net each

RADIO CONTROL FOR YOU
X.F.G.l Hivac valve, 17 6. Supe·- relay. 14 Paxolin panel, 
2 j x 2 j w ith 12 soldering tags for mounting components for 
complete receiver, I Send fo r lists, and circuit diagram, I - 
Receiver coil and H.F. choke ready made. 3 9 pair.
A ll other necessary components and lightweight batteries,
B I22 /B I10.
Receiver k it w ith X.F.G.l val 

,Transmitter k it, less case, plus 
The new E.C.C. recover. £3 10s. Od. Also E.C.C. and Cossor 
transmitters.
Engines : Frog, E.D., etc.
Postage and packing' up to 10s. 6d.t over 10s.. 9 J.

C. W . B A R N A T T
MODELCRAFT and RADIO ENGINEERS.

65 C O L U M B IA  R O A D , B O U R N E M O U T H

rZ.N.MOTORS LIMITED^
2 -e stfir r'anufacturing wheels and tyres for model 
aircraft:- 2^ ', 3". 3 jB |A"and 6"; also Z.N. coils for 
aircraft engines.
We can supp^* spares for American engines : 

McCoy, Dooling and Hornet

! = Z . X .  M O T O R S  L TI>  =
901, Harrow Road, Willcsdcn, London, N.W.10

T elep h o n e : L A D b ro ke  2944
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BRITISH

L CRESCENT 
E -H IL L , M IDDLESEX
g ft fc x r  26$

A KIT FOR THE BEGINNER.

C.M.A.
P O P U L A R

SERIES' OF KITS

CABIN MONOPLANE

26" WINGSPAN
SEE YOUR LOCAL DEALER AND ASK TO SEE OTHERS

May 1950 M O D E L --------------

CHINGFORD MODEL AERODROM E L T D .
155, STATION ROAD LONDON

* \ Y A
TH E  S ^ L E N T I F i r  

V A L V g ^ ~
— MAD I

NEW HI VAC VALVE 
I

RETAIL
PRICE

17/6

The XFGI is a gas-filled 
trlode valve in a flat sub
miniature bulb, especially 
designed for use in model 
radio control circuits.

Filarr.en: Voltage ... 1.5v

Filament Current 50mA

Anode Voltage ..........  45v

Max. Anode C urrent... 2.5mA 

Weight . ’. ... 4

n iitim .U p  f r o m  v m



MODEL AIRCRAFT

KEILKR AFT, M ERCU RY, H A L F A X , V ER O N  
KITS

E.D., M ILLS , A M C O , A L L B O N  
E N G IN ESS E V E N  K IN G S  « 5 7

10, G O O D M A Y E S  ROAD
K, (O P P O S IT E  G O O D M A Y E S  S T A T I O N

^ ILFORD ESSEX

Model Aircraft and Railway 
Specialists

FROG 500 - 75/- MONITOR - - 27/6
E.D. MK IV - 92>'6 JUNIOR MONITOR - 1(4/6 
AMCO 3.5 - 97/6 GILI CHOPPER - 12/6
JAVELIN 1.49 55/- K.K SOUTHERNER - 47/6 
E.D. BEE - 45/- SUCKER MITE- - 10/6
JETEX 50 - 9/6 SOUTHERNER MITE 11/6
SKYSTREAK - 9/6 HERMES - - - 15/6

MUSKETEER - - 19/6

WRITE — PHONE — . CA‘ ENVELO PE FOR F U L L  LISTSTAM PED

A  ooon to  Aerom odellers. This self-adhesive 
cellulose tape is exceptiona lly tough and easy to  
use sticks at a touch w ith o u t moistening. Ideal 
fo r  emergency repairs too. G et some today

ETA “  ’ ' UNITS FOR 1950

Power curves and literature free (NOTE NEW  ADDRESS) Prices subject to Purchase Tax

ETA IN S TR U M E N T S  LTD. (Miniature Engine Division), 5, Hempstead Road W a tfo rd , H e rts .

• “  5 ” “  19” ' “ 29”
Cl & R GP -  A GP - A

The favourites fo r Spore, 
Free f l ig h t,  Control-Line 
and Radip C ontrol models. 
(Del. 2 weeks)

From

A new ETA un it fo r C asses 
l i l A  and B. Twin races 

. and rings. Featherweight 
piston. Squared ports. 
Rotary disc valve. Bushed 
con. rod, etc.

Power now increased 
0.6 b.h.p. plus at 
15/16,000 r.p.m. v 
(Del. 8 weeks)

(Del. 8 weeks)

y  £4-12-6 From
£4-19-6 (Prov.) £5-19-6

X V I



RUBBER WHfctUS (Streamlined) 
Tough, hard-wear. .-v. ideal for 
C/L and F/F models. diam. 13. 

2" diam 2 -. 2$" diam. 3, -.

KEILKRAFT “ S C R E W -O N *; 
SUPERSONIC SPINNER (Bakelitc) 
The ideal spinner tor all sleek 
C L speed and stunt jobs. Strong;'· 
and light in weight. I diam. 3 -.

I i "  diam. 2^6.

KEI0VRA?T “ SCREW -ON· 
SPINNlo - in  BAKELITE. Normal 
pattern fo· f  f models. I£ " diam. 
2/6. i r  di'-n. 2/6. 2’  diam. 3

NEW! A  NEW !
ELFIN  
1.49

YU LO I. 
29 & 49

W eight 2 i  ois. Capacity 
1.49 c.c. R.P.M. w ith 8 'x 4 '  
prop. 10,000. Elfin's latest, 
and up to  their usual high 
standard. A real c Q ’A 
competition .diesel. 3 7  O 
IDEAL FOR . . .
SKYSTREAK 26. PHANTOM, 
PHANTOM MITE. SCOUT.
STUNTMASTER. SLICKER 42" 
BANDIT 44". SCORPION 44",

Yulon 29 .....................  79 6
Suitable for . . .
Super Slicker, Southerner, 
Junior 60, Skystreak 40, 

Stunt King.
Yulon 49 ..................... 99 6
Suitohle for . . .
Skystreak 40, Stunt King. 

Falcon.

PROP
PRICE REDUCTIONS’.

KEt m * r r  ,y „ ; DV"u g n u m  v n o r s
^Unvarm shea)

These props are fully shaped in Hydulignum and only need 
lightly sanding and fuer proofingibefore use.
Ir) 4", 5", 6", 8"< 10" and 12" pitches. 7" diam. 1/9, &  2/-, 9" 2/3 
10" 2 6. I I "  2/9, 12" 3 -. Same quality and accuracy as the 
original “ T ru flo ’s.”

KEILKRAFT

F U L t CUT-OUT

For all Diesel and Glow-Plug
Engines.................. Price 3'6
AT YOUR MODEL SHOP . . . 
The new Champion VG2 
Glow-Plug.

N E W  E L M lC D T  
B A B Y

•The new Elmic dejhermaliscr 
weighs only 3/20 ozs. - I t  has the 
same accuracy as the famous C /A 
Elmic Timers. .. ”

H IVAC VALVES
Tr.- "HIVAC XFGI (Gas filled)1 
THY. ATRON is the smallest and „ 
most eh t nt radio control valve on vj 
the m arkt I  *7/A

A t yv-nr tnodel shop 1 '  u

42" 22 6 
Slicker SO 50' 32 6 
Super Slicker 60” 47 6

■ H K K M

KITS AND ACCESSORIES

M anufactured by E. i 'E IL  & Co. L td ., L O N D O N , E.2
Distributors for ., tLFIN, YULON, AM CO and NORDEC engines, 
JETEX motors end kits. ELMIC and BAT accessories. E.C.C. Radio 

Control Equipment

A LL  E XP O R T E N Q U IR IE S  T O  BUTLER ROBERTS & CO . LTD ., 4, DRAPER'S G ARDENS, L O N D O N , E.C.2
Immmmssammmmmammmmm

k
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NEW S 
*# FLASH ! !

These new FRGG Super K its * r e  destined to  be as successful 
the te r r if ic  FROG “ '5CKi4)f-They are the  firs t o f a b r il l ia n t  

new range by FROCj designers C. T . Buffery, A . A . Judge and
as the  te*rif?£ FROG “  SOu^P-They are the  firs t o f a b r il l ia n t

J. R. Vafiderbeek— ^
a d ve n ts  ! ! s

com e, so look fo r  the FROG

O ver 2000 ft . per m inu te  w ith  a FROG “ 100” ! 
A  soaring — contest w inn ing  — sailplane g lid e ! 
A  FROG “ V A N ”  DESIGN — so th a t you.can w in !

The amazing FROG “  Powavan ”  sets a new high standard 
in power model design, and is really NEW— not just a 
re-hash of an existing model. The layout has been carefully 
developed to make full use of the power available in a 
startling climb—considerably more than 2,000 ft. per min. 
w ith a FROG “  100 ” —and ensure stability in all weathers. 
The “  Powavan ”  is ideal for duration and ratio contests 
and has proved that a high-efficiency “  sailplane ”  glide 
may be obtained w ith a carefully designed power model.

Contents of the FROG Super Kic are fr<y» the finest 
materials and feature the FROr  quick-reference scheme 
of numbering all cut-out part*· *.o correspond to  the draw
ings. They include precision-cut balsa fuselage, nacelle, 
wing and tail-unit parts shaped wing and tail leading and 
trailing edges, shape*’ balsa block parts, cut plywood 
bulkheads, covering tissue, cement, bent wire parts, new 

**ype soft-plesti.c «-yred landing wheel and all other acces
sories, plui entailed drawings and instruction leaflet.

Provision is ‘made for two types of motor cut-out and a 
“  lift-ur-t^ il ”  dethermaliser. Recommended motors are 
the Ff\OG “  100 ”  Diesel and “  160 ”  Red Glow.

3 provide a stable,
‘ first model ”  for newAmcrs to power flying. and an al'-weather “ sports" 

type for experien- :d fliers. It is suitable fo. ‘ ‘precision’ ’, concasts suchalfhe 
Bowden International TroDhv. and, is, -in fac$, a descendant pi^ C. T. Buffery’s 
Bowden winning F -O P  "  ^  ,

. ^ ' r f h c  FROG· k it is qu te complete, and features the FROG quick reference 
scheme of numbering all

THE LAST^WORD IN 
POWER MODEL 

EFFICIENCY S

“  GOBLIN M
for a good start to  their acromodelling 
recommend this neat lit t le  24 in. span 

>y A. A. Judge. The ”  Goblin ”  has been 
o^be absolutely simple to  construct and 
well

lin ’ * K it represents exceptional value for 
selected strip balsa wood, precisionXcut- 

and nose-bush, 
legs, shaped air 
tissue, cement,

p


