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Make Sure You Build Your

1947 MODEL
TO THE

NEW F.A.l. RULES

But make doubly sure that you
have the corract grade balsa.

We can meet your requirements
for any grada or size.

Come and select your needs from
the largest and most compre-
hensive stock.

And remember the price is right.

MoDEL AIRCRAFT SUPPLIES
LTD.

i7l, New Kent Road, London, S.E.l

PHONE : OPEN UNTIL 6 P.M.
HOP 3482 Thursdays excepted.

CATON’S
AEROMODEL PRODUCTS

All genuine SUPER POWER
AERO STRIP is boxed and bears
the name CATON.
Caton’s Aero Products are
proved by time and experience.
Insist on a Caton label when
buying your supplies.

CATON LIMITED

Mermaid House, 70 St. Thomas Street,

LONDON, S.E.l
Telephone : HOP 2104/6

Export enquiries to our Export Department :—
L. E. Vincent & Partners Ltd.,

7. Chesterfield Gardens, London, W.I.

Telephone : GROSVENOR 4447

MODELCRAFT SCALE PLANS

Galleons, Warships, Liners, Aircraft, Gliders,
Lorries, Cars, Railway Buildings, Dolls’ Houses,
Yachts, Oil Engines, etc.

GRACE FLYING KITS
““ Sceptre,’” 34-in. span, 6/-. ** Tetrach,’” 25-in., 5/6.

WATERLINE WARSHIP KITS
Vanguard, King George V, Nelson, Ajax, Exeter,
Sydney, Cossack, Churchill, Thames.

MARITIME SHIP KITS
Queen Elizabeth, Queen Mary, Normandie,
Capetown Castle, Alcantara, Mauretania.
HUGAR “ OO *” GAUGE RLY. BUILDINGS
HUGAR CONSTRUCTIONAL VILLAGES
GRACE WOODEN TOYS
ASTRAL GALLEON KITS from 25/6.
MICROCRAFT Miniature Models
MODELCRAFT GALLEON ACCESSORIES
SKYLEADA AEROPLANE KITS
CELESTOR MODELLERS’ ACCESSORIES

Send 3d. stamp for lists (6d. extra for Modelcraft
Magazine) and address of nearest stockist, to

SPENCER & MAY L1,

77a,GROSVENOR RD., London,S.W.|

THE “LINK”
Designed by E. W. EVANS

“THE LINK”—Span 24 in.

Kit complete with Printed Pans. Stﬂpm‘. Cnp-wshers Balsa
Blank, Coloured Tissue, C
and all am
This model will, when fully wound, take-off vertically without the
use of underurrluo. Winner Open Duration, Eaton Bray, and
many other contests.
KIT PRICE és. 6d. Postage éd.

COLOVURED ﬂSSUB-—-Sum qnllty lll slleets 20in. by 30in.;
long grain, lightwel ellow, Orange, Green,
Tangerine, Dark Bl uo, a‘ l.kln!lue. 3d per sheet. Minimum
order 12 sheess. (assorved). Postage 4d.
Rag tissue for petrol models, 3d. per sheet Postuc extra.
TRADE SUPPLIED.

Nhastreted Cotslogue, price 6d. post free,

SUPER MODEL AIRCRAFT SUPPLIES
220, WELLINGBORO’ RD.,, NORTHAMPTON
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!-We wish to point !
! out that there is |
¢ ho difficulty in
1 sending goods to |
:Great Britain |
; from Northern ,
N Ireland 1

WATER LINE NAVAL CRAFT KiTS
AND GALLEON MODELS

We are now glad to inform customers that our new
factc')(.ry is in full production, and can supply orders from
stoc!

WATER LINE NAVAL CRAFT,RETAIL PRICE LIST

) " TRIBAL CLASS DESTROYER ...  7/ll each
(T JAVELIN CLASS DESTROYER ... 7/9 ,,
SN - SLOOP . w81,
o N TANKER ... . 56
CORVETTE ... . 59
M.T.B. & SUBMARINE ... 5/6

'wo in one Kit
MAYFLOWER & SANTA MARIA GALLEON KITS,
8/6 each,

“BOUNTY » PRICE WILL APPEAR NEXT MONTH,
WE MAY BE ABLE TO SUPPLY SMALL QUANTITIES
FOR CHRISTMAS,

MANUFACTURED AND WHOLESALED ONLY BY:

THe BeLrast MopeLDock YARD Co.
| LINENHALL STREET WEST, BELFAST

" TRADE ENQUIRIES ONLY PLEASE.

MEANS UPREME ERVICE
AKES ATISFACTION URE

Manufacturers of LYNX, LYNX CUB, etc.
Northern Factors of

SKYLEADA and SKYROVA KITS

Complete range always in stock.
«SKYROVA” FLYING KITS (12 Models) 1/6 each.
«“SKYLEADA " 16" {FLYERS (12 Models) 2/- each.
«“SKYLEADA’* FLYING SCALE GLIDERS (6 Models) 2/- each.
ALL BALSA GLIDERS — THREE FOOTER 5/-, WIZARD 3/-—AND MANY OTHERS
PETROL and DIESEL ENGINES, KITS, etc. Send for Lists NOW, 2d. stamp.
Balsa—Strip and Sheet, Solids, Flyers, Accessories, etc., etc.

DEALERS! SEND FOR TERMS. SPECIAL EXPRESS SERVICE.

MODEL. SUPPLY STORES (best A) 1, Brazenmse Street, MANCHBTER, 1
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specially for the event and actually built it in a few days
enjoyed just before the date of the contest.

el was therefore a *‘ straight off the drawing-board " effort and the
fact that it performed so excellently In the bad weather which prevailed on
the day of the contest, reflects great credit on its designer and constructor.
As will be seen, the model follows the general layout which has developed In
America as a result of contests judged on the basls of duration achieved with
a limited motor run, and points to note are: the almost completely-cowled
motor tucked under the leading edge of the wing and polyhedral wings with
deep undercamber. The photograph was taken by your Editor.
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Our cover picture this month is of Ray Monks and his
petrol model taken at Stoughton Aerodrome, Leicester,
immediately after he had been announced the winner of
the 5.M.A.E. Petrol Duration Contest on September 15th.
Ray Monks’s performance in winning this contest is a
particularly meritorious one, as he dignod the machine
leave which he

W The Editor would like
to take this opportunity
of wishing all readers

of MoDEL AIRCRAFT a very happy Xmas, with

as much good cheer as the present austerity
conditions will allow.

Although post-war progress has been rela-
tively slow, there are signs that the coming
season will be a little easier and that essential
materials will be less difficult to obtain ; rubber
and model aircraft engines, in particular.

It is hoped that the improving material
position and the rationalised competition pro-
gramme prepared by the S.M.A.E. will produce
more pleasant aeromodelling conditions for the
forthcoming season and that all model aircraft
enthusiasts will have an enjoyable Xmas and
good building during the winter months.

The Editor would like to extend his special
greetings and thanks to all those who have
sent him letters of appreciation and criticism
indicating that they are taking a special interest
in the journal.
The A delegate meeting of

194.7. the S.M.A.E. was held
on October 2oth to dis-

?Mq&amme cuss and decide on the
competition programme

for the coming season, which has resulted in
some important changes, which, it is hoped, will
lead to a more logical programme and one
which will be more suited to the requirements
of both competitors and officials.

The experience of this season’s very full
programme has indicated the need for greater
spacing between contest days and a reduction of
the travelling entailed, since during the past
year the leading aeromodellers of some clubs
have been so busy attending away events that
they have not been seen on their home grounds
and their clubs have suffered severely in
consequence.

Briefly, the proposals agreed to by the

delegate meeting are as follows :—

The Gamage Cup will remain a decentralised
contest open to all types of machines and will
be held on April 6th.

The Flight Gup and Model Engineer No. 1 Cup
will be held as area centralised contests on
April 13th.

A decentralised contest for Wakefield-type
machines will be held on May 4th.

A national meeting will be held over the
Whitsun weekend, May 25th and 26th, during
which the Sir John Shelley Cup, Bowden
Trophy, Model Enginser No. 2 Cup, Weston Cup,
Pilcher Cup, Thurston Cup, Women’s Cup and
the individual championships will be contested,
giving most model flyers' the opportunity of
-indulging in an attractive weekend of flying, as
there will be one rubber, one glider, and one
power contest on each day. This will reduce the
number of contest days and travelling days very
considerably and should produce a very
interesting event, as it is a scheme which appears
to be very popular with the majority of aero-
modellers. Since the Bowden. International
Trophy is included in this national meeting, it
was decided further to encourage the inter-
national aspect of modelling by permitting
foreign entries in the Bowden to enter any of
the events held during the meeting.

The K. & M.A.A. Cup for an open glider
contest will be held as a decentralised event on
June 15th,

A centralised petrol or power-driven meeting
will be held on July 13th, in which the remaining
power contests, including the Taplin Cup and
Hamley Trophy, will be run, thus completing
the grouping of the power contests.

The seaplane and flying-boat contests have
been grouped and the Lady Shelley Cup, Short
Cup, and White Cup will be held as decen-
tralised contests on July 27th.

It was agreed to hold a tail-less contest in
1947 and in view of the poor support given to
the arrangements made this year it was decided



MODEL AIRCRAFT

to make it a centralised contest and hold it on
August 17th.

The Civil Service Cup for open gliders and
the National Cup for a team contest with
rubber-driven models will be held as area
centralised events on September 14th.

The S.M.A.E. Cup open contest for rubber
and gliders will be held as a decentralised
contest on September 28th.

In the programme for 1947, twenty-four con-

tests have therefore been condensed into ten
actual flying meetings, giving the clubs more
scope with their own events and giving the
enthusiastic aeromodeller a better chance to
cope with his growing list of fixtures.
Rallies The improvement
which is effected by the
S.M.A.E. programme
will, however, be nullified if the clubs do not
take in hand the question of rallies seriously.

There has been a tendency of late for every
club to want to run a rally of its own, and apart
from the clashing of dates which has occurred,
and is bound to occur, it is not a sound scheme
to have a large number of small rallies for the
reason that the best flyers of each club are
chasing around the country entering rallies to
the neglect of their own club and a number of
clubs are on the point of breaking up as a result,

It is time for the areas to get together and
rationalise the rally question in their localities,
‘limiting their number to one or two good rallies
run jointly by the clubs in the area. A smaller
number of really good rallies or gala days would
lead to better sport and. better prizes, thus
making the running of them really worth while
and reducing the overlapping of effort.

ap&'n e“P This competition is
.7R 4 for controlled man-

oeuvres, for any fuse-
lage or nacelle type of
machine (* stick models ** barred) in free flight.
Radio contro! barred.

Machines may use any type of power, but are
limited to the equivalent of 10 c.c. I.C.E. If
machines are hand-launched they do not
qualify for take-off marks.

Up to three flights are optional to the com-
petitor (the best to count). There is no limit to
the length of flight, but points are awarded only
during the first go sec. of flight. Order of flight
is by ballot, one flight to be taken in each round.
Three minutes is allowed, from the calling of
the competitor’s name, for engine starting ;
failure loses the flight. Engines may be warmed
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up before going to the take-off point.

Only one of each manoeuvre to count, with
the exception of the figure 8, two of which are
permissible, one to count as individual right- and
left-band turns.

Points are awarded for :—

Unaided take-off ... 10 points
Left-hand circle ... e 10,
Right-hand circle ... e 10,
Figure 8 e 20,
Straight out and back—not less than
150 yards ... e 20,
Loop cer 20 ’»
Roll ... 20
Half loop and half roll . e 30
Landing within 50 ft. of the starting
point . 20,
i6o

The Taplin Cup has been presented to the
S.M.A.E. for annual competition by Mr. H. J.
Taplin, and the first contest for it will take place
at the National Petrol Contests to be held by
the S.M.A.E. on July 13th, 1947.

South
Enkibition that they are organising
an Exhibition to be
held from January 6th to Saturday, January
11th, 1947, at the Robertson Hall, Ship Street,
Brighton, in which all Model Aircraft Clubs
from Portsmouth to Hastings will take part.

A fine trophy has been donated for award
to the best model in the exhibition, and a
number of prizes have also been given by various
model aircraft manufacturers

Education essential to the main-
tenance of British aero-

nautical supremacy and it is with considerable
satisfaction that we learn from the Royal
Aeronautical Society that the College of Aero-
nautics, which is being established at Cranfield,
in Bedfordshire has now been opened.

The present capacity is for fifty students and
the course scheduled is a two-year one. The
courses are open to students hailing from any
part of the British Empire.

The college will possess three main depart-
ments devoted to acrodynamics, aircraft design
and propulsion, and its object is to train students
who have attained a post-graduate level to take
up leading positions in the aircraft world.

The Southern Cross
Aero Club advise us

Sound and correct
education is a primary






R. N. BULLOCK CONCLUDES
HIS ARTICLE ON

<
.

WAKEFIELD

POWER-PLUS WAKEFIELD

I OFTEN wonder just how fast and how slow
good Wakefields will fly ; and it appears
that the speed range is from 16 m.p.h. top to

5.66 m.p.h. low speed under power, with a

gliding speed of about 12 to 14 m.p.h.
Doubtless you will consider the low speed

lower than you would have expected, but,

if the model is rigged with 3} degrees riggers
incidence on the main plane, and the c.g. is

50 to 55 per cent. back from the leading edge

as the power dies off, the whole machine will

gradually assume a more and more nose-up
attitude until the main plane is flying at about

8 degrees, when the tail-plane will have reached

3} degrees + incidence at these angles, the

total Ilift of the main plane and tail-plane .

together will support the model at the low
speed suggested.

Let us assume that the wing section is
R.AF. 32, at 8 degrees incidence, the G, is
1.15, so using the old formula

L=C. P/a SV?
Re-written to find V,

v L
V= PmGs
_V s
T .001185 XJI.15 X 1.45
vV _3
.00716

V = 8.31 F.P.S. or 5.66 m.p.h.
y)/]

The lift of the tail-plane will be

L=C x P2 x .5 x 8312

=.5 X .00185 X 69.0561

= .0204 X 16 = .326 oz.
Where L = Lift

C. = 1.15.
P/2 = .o001185.
S% = 1.45 sq. ft.

Assume a moment arm of 3} mean chords
from C.P. main plane to C.P. tail-plane,
when mean chord = 4in., this separation
will be 13in.

Thus, 13 X .326

= 42.38 oz.f/inches tail - plane connecting
moment, which is negative or anti-clockwise.
The C.P. position on the main plane at 8 de-
grees incidence will be .43 per cent. from the
leading edge.

Thus, .43 X 4in. = 1.721in.

The c.g. is set at .55 of the chord, thus there
is a tendency for the main plane to have an
unstable C.P., c.g. of .55 in. X 4 in. = 2.20in.
— 1.72in. = .48. Thus .48 X 8 oz. or weight
of model will give us a moment of 3.84 oz./inches.

This moment of 3.84 oz./inches is just a
little less than the tail-plane correcting moment,

“ie. 4.298 oz.finches, the difference being

4.238 — 3.84 = .398 oz.f/inches, and yet the
model was in equilibrium. This difference
can just be accounted for by the thrust/drag
couple which is positive or clockwise, and a
careful estimate will show that the centre of
resistance is about 1 in. above the thrust line,
and has a value very near .398 oz., so our
equilibrium is restored and the model can
fly as slow as calculated.

So it would appear that for good results and
a big speed range to match the gradually
dwindling power, we must place our c.g.
well aft, and hold the nose down at the begin-
ning of the flight with down thrust, and
towards the end of the flight hold the tail up
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with an aerofoil section tail-plane flying at a
safe incidence. The speed at the low end of
the scale can also be checked from the revolu-
tions of the propeller, which at about 18 or
20 sec. before it stops have dropped to round
about 400 r.p.m., or 6.66 r.p.s.

At this low speed of revolution the indicated
speed of the model will be 9.62 f.p.s., or 6.5
m.p.h., 25 per cent. slip allowance having been
assumed ; this figure i1s a bit in excess of the
5.66 m.p.h. found the other way, but it may
be that the slip is a little greater, or that the
C. of the wing and the C, of the tail-plane is
a little less than expected ; at any rate it shows
some similarity of speed, sufficient to satisfy
most people

The representation of the model shown
dotted on the plan and side elevation on Fig. 10
is an idea, or rather the revival of an idea. It
is supposed to represent a Wakefield model
of smaller overall dimensions, thus possessing
less structural weight, less frontal area, and less
drag when gliding due to the shorter under-

motor to a fairly high ratio, g to 4} or so, and
release the huge amount of stored energy at
such a rate, that the model will fly faster, as
will be necessary, and thus improve its aero-
dynamic efficiency, as it is well known that
most Wakefield models are much too slow
to be as good as they could be.

Mr. Allman won the Wakefield Cup with a
geared model years ago, when the weight
limit was 4 oz. He built quite a large model,
geared up the motor to a very high ratio
(4 to 1, if I remember rightly). This model
was very efficient, and at that time could easily
outfly any direct-drive model on a bad day.

Now that the weight limit is 8 oz., and
designers have much more experience, I
believe that a smallish model, with its weight
increased by the motor alone, if built with a
200-sq. in. wing, smaller fuselage cross-section,
and shorter undercarriage, and a propeller of
smaller diameter, would fly so much faster,
still retain a good enough climb, and a long
enough motor run to be a winner, even against

| arrangement drawing shows, in
full lines, R. N. Bullock’s 1940
Wakefield model. The superim-
posed dotted outline is a smaller
sized,  higher-powered, more
heavily loaded and faster design
which in the author’s opinion has
the possibility of an improved
performance.

carriage and smaller diameter propeller by com-
parison with those used on a normal Wakefield
model.

The idea is to gear a very heavy elastic

24]

Fig. 10. This three-view genera!

the present-day high-class models, particularly
in bad flying weather.

I include a list of weights of the 1939
model shown in the photograph and the
drawing, in the hope that they may help
anyone in his first attempt to design a Wakefield
model.

Propeller, 18 in. dia., 24} in. pitch ... 3 oz.
Fuselage (covered, 36in. long, cir-

cular) e 1%,
Undercarriage, two cane legs, two 2} in.

dia. wheels oo e cee  f5 s
Wings (2) to plug in, covered e 13,
Tail-plane sy eee e oz.
Fin and tab » vee e 832,
Nose-block and propeller shaft %,
Rear elastic peg - e ’
Trimming weight ... } .,
Elastic motor e 2%



POWER
COMPETITION
FLYING

Concluding article by C. E. Bowden

(6) Stalling and Unstable Flight

We in this country have a great deal of lee-
way to make up over stable and steady flight—
this was forcibly demonstrated on the day of the
competition under discussion, and needless to say
everyone who enters the competition world and
hopes to win a major competition should con-
centrate on steady and stable flight. All the
wild zooming about the sky in semi-controlled
climbs and dives and acute turns that we see the
majority of models indulge in, should be over-
come by the year 1947, whether it be at a
competition or ordinary general purpose sport
flying. Full sized aeroplanes do not fly in this
uncontrolled manner, and yet in practically
every instance at the Bowden International
contest we saw demonstrations of unsteady
flight, when competitors did get off the ground.

There were a few noteworthy exceptions,
but out of the seventy odd competitors the cases
of steady climb followed by a nice controlled
glide to earth with nose up and wings horizontal
were lamentably few. In America the rules for
gas contest flying demand a ‘terfific climb of a
corkscrew nature by absurdly overpowered
models on a limited motor run of a few seconds
followed by a soaring glide. Hence we see those
ugly high pylon machines with polyhedral
wings produced for this unrealistic stunt per-
formance. We in this country generally frame
our petrol rules to encourage more realistic and
steady flight, which I think is a good thing and
helps towards producing more useful general
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purpose models not of a freakish order. So let
us try to master stable steady flight. How can
we do it ?

Obviously I cannot weigh up all the details
of the subject in a subheading to an article of
this limited length. I must therefore content
myself to a few general suggestions of major
importance.

(a) Relate the power carefully to the weight
and drag of the model. The drag is closely
related to the-size and cleanliness of design of
the model.

We have sufficient revs. to get the model
cleanly off the take-off board. But provided we
have a fairly low wing loading of around 8 to 14
ozs. per square foot it does not require a great
power output to take a model off the smooth
take-off boards that are in vogue, if we use
wheels that do not cause too much resistance
(some of the very fat rubber wheels do), and if
we have a low pitched small diameter propeller
to cut out excessive torque reaction during the
initial speeding up of the model. Competitors
of today should not forget that the early power
competitions demanded a rise off grass, which
really was a problem worth solving.

If we require steady and controlled flight in
the air, it is hopeless to fit a huge engine for the
size of the model and then to give it the gun.
It makes a small model fly so fast and become
touchy on its controls. If you must use too
large an engine, then throttle it down to just
the necessary r.p.m. to take off. Better still,
use a reliable engine of medium size and then
design a model that requires § full r.p.m. to
take off. You then have a few spare r.p.m. up
your sleeve if the engine is a trifle off colour on
the great competition day. An engine flat out

‘is not good practice and should not normally be

run in this manner in a competition.

A good 4.5 cc. to 6 c.c. engine makes an
excellent power unit today. A slightly smaller
c.c. diesel is suitable, as these engines produce
their power at slightly lower r.p.m. and
smaller c.c.

Above all do not fit an over powered engine for the
plane with a high pitched propeller. Torque reaction
will play the devil with your model during the
take-off and subsequently in the air.

If you are flying a slow speed model with
light wing loading, you can get better slow
speed results with coarser angles between wing
and tail. If a high wing loading and fast model
is used, then the angles must be smaller or
difficulties at high speed will result.

A very light wing loading is not good for
precision competition work, as it is so often
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difficult to get the model down within the time
limit. We saw several instances of this the other
day. The Dutch team took-off beautifully and
flew well except for a few spare stalls and
recoveries in one case, but they spoilt their
chances, which were otherwise very high, by
gliding with too long a float. It was difficult to
calculate when they would come down. Here I
would recommend that competitors try fitting
long wing-tip slots. These enable a slow-speed
model to have a larger angle of incidence of the
wing which helps a quick take-off and also means
that the model loses height more quickly on the
glide with nose well up. It also helps the
landing and therefore
prevents damage.

1 noticed one model
with these slots and it
did a nice first flight,
but was undertimed by
its owner. The second
flight failed to obtain
the necessary r.p.m. to
take - off, because a
bulkhead had come
forward and was mask-
ing and so throttling
the induction pipe of
the engine. I have
already explained how
to prevent such a state
of affairs in Fig. 1.
People probably say,
¢ But how difficult this
slot business is; I
cannot be bothered.”
Actually it is enor-
mously simple, and I
will briefly explain it
at the end of this sub-
heading. (See¥ig. 3.)

I think it is worth
mentioning the im-
portance of using the
correct down-thrust, if
a high-wing layout is used, coupled with the
correct offset of thrust line, so that the chosen
r.p.m. of the engine which we must adhere to, will
not overclimb the model after take-off, and will
not overbank the model when in the air. You
should practise until you have these correct. A detach-
able engine mount makes this easy as packings
can be inserted until the desired offsets are
obtained. They are then permanently secured by
silk and dope. Remember it is a dangerous thing
to turn by offset fin or rudder. When the power
ceases, this offset fin or rudder takes charge and

BOWOEN TYPE INBUILT SLOT I WING
RT TIPS, ONLY 8770 10" LONG

CARVED BALSA SLAT.

SMALLER OPEMING ON TOP

L.E OF SLAT IN LINE WITH L.E OF WING VERY IMPORTANT

SLAT MRY BE MADE FROM 2 LAMINRTIONS
OF 16" BUSA CRRVED AND SRNDED RS

GULUE ON SLRTS BY 3 DISTRNCE PIECES OF
BALSA SHEET %8° WIDE TO MAXE SLOTS

Fig. 3. Wing-tip slottery.
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causes banking on the glide which in turn drops
one wing, and this often causes a cart-wheel on
landing. It is far safer to turn under power
gently on the correct offset of the engine thrust
line, and glide more or less straight with the
wings level and a straight fin setting. Better
landings with no damage will be the result.

Slots :—1I have from time to time described
my letterbox type of inbuilt slots fitted to model
wing tips. These are specified in a published
plan of mine of a petrol model called the
“ Contest.” They are very efficacious, but
require a little workmanship of a minor order.
Now if the reader wishes to try out my sugges-
tion to fit slots and
slightly greater angles
of incidence to obtain
quick take-off and con-
trolled nose up landings
for competition work,
and yet does not want
to build a special wing
with my type of in-
built slots, I would sug-
gest he first tries out-
board slots, as shown
in Fig. 2 and Fig. 3.
These are very simple
and can be made and
fitted in an evening to
any existing wing.
They work well, too.
The only thing that is
essential is to sec that
the gaps of both wing-
tip slots are the same
and that the L.E. of
the slot is fitted in the
same position in rela-
tion to the L.E. of the
wing, on both wings.
You will also find that
the best position for a
model slot is with the
L.E. of the slot placed
directly in front of the L.E. of the wing. (See
my sketch, Fig. 3.)

If you fit these slots correctly I know that
you will find that you can use a slightly greater
angle of incidence to the mainplane and assist
your take-offs and landings, and also cut out
some of that too lengthy and uncontrolled
float that loses you many competitions. You
will then probably later want to fit the other
type of inbuilt wing slots which are neat and
unobtrusive and yet do their work well,
provided both slots have equal openings.

SMPLE OUTBOARD.
igg %SW TION

7
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TIMESWITCH is, of course, an essential

A on a petrol model, to stop the motor after

a given time, and with the development

of dethermalisers a similar timeswitch has now

become necessary for all types of duration
models.

There is no doubt that the best design
practice is, obviously, to employ the lightest
type of timeswitch available—provided it will
adequately perform its function.

The first petrol model timeswitches were
invariably converted clock mechanisms. Later
lightweight clockwork timers were developed

S A A ER R AR RN
P Ce

Fig! 1. A typical pneumatic timeswitch : (1) Adjustable air
leak ; (2) cup washer ; (3) barrel ; (4) return spring ;
(5) actuating plunger rod.

and marketed which were admirable for the
job. The lighest of these weight about 1} oz.,
although the average is somewhat heavier.

The main advantage of a clockwork time-
switch is its accuracy—as accurate as a clock, in
fact. The main disadvantage of the clockwork
timer is its weight.

The pncumatic principle has been known for
many years and is admirably suited to the con-
struction of a lightweight timeswitch.

This principle also has the advantage of being
delightfully simple, A typical pneumatic time-
switch is shown in Fig. 1, and before the war at
least two proprietary types of pneumatic petrol
model timers were produced in the United
States. The standard models weighed  oz. and
the lightest § oz.

With the introduction of dethermalisers in
this country a number of our leading model
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-fliers set about making their own lightiveight

timers and one or two extremely successful units
have been evolved.

But to make just one or two prototype time-
switches is quite a different matter from making
them on a mass-production basis.

The petrol model timeswitch is, by com-
parison, a straightforward problem, the normal
range of time called for scldom exceeding
30 sec. Size is of no great importance and,
provided that the diameter is not less than % in.
and the working length not less than 1 in., a
reliable, accurate unit can be made.

With determaliser timers there are many
added complications. The ideal timer must be
very light, so that it can easily be carried by
any model ; it must be reasonably small
and it must be capable of reasonably consistent
times of up to 10 min. or more.

It is generally accepted that the maximum
weight of a dethermaliser timer should not

Fig. 2. Some features essential to success : (I and 2) Discs.
supporting the cup washer well up to the barrel bore ;
(3) bevelled-edge cup washer of barrel shape.

exceed } oz. This represents a figure suited to
almost any flying model over about 2 ft. span.
Repeated experiments were made on different
sizes of timers (with no regard for weight at
first) and it was eventuallyfound that a short, fat
barrel gave the best results.
Whilst the proportions of a pneumatic time-
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switch are of great importance, there are many
other factors contributing to success. These can
be summarised as follows :

(i) Air seal. Since the rate or air escapage is
so small, even the tinest additional air leak will
ruin the timer. This applies to the blank end,
and also to the washer assembly. Unless care
is taken, air can quite easily leak back through
the centre of the washer where it is joined to
the plunger arm. Also the washer must provide
a perfect air seal against the bore of the barrel
during the whole of its travel. This entails
careful design of the washer and its assembly
and an accurate barrel bore.

Fig. 3. A petrol model timeswitch, showing: (1) The
actuating plunger ; (2) the fixed contact blade ; (3) the
spring contact blade.

(ii) Valve design (air leak). The American
models feature a hollow plunger arm, through
which the air escapes when under pressure, with
the rate of escape controlled by a blind or
clementary needle valve fitted to the open end
of the plunger. The air leak is actually past the
threads of the nut. This method is satisfactory
for comparatively short runs, but difficult to
adjust for long runs.

Ideally, some clementary mechanical valve
should be used, preferably on the blank end of
the barrel where it is not handled. A form of
needle valve controlling the rate of air escape
through a very tiny hole was found to give
excellent results. To avoid the necessity of air
leak past a screw thread (with possibility of
variation), a definite escape hole is incor-
porated immediately behind the needle valve.

(iii) Spring design. Spring design was also
found to have a great bearing on the ultimate
success of a pneumatic timer. For positive
action and consistency, a powerful spring is
necessary, but this is only possible if the unit is
correctly sealed. When the plunger is withdrawn
to its fullest extent, the spring is compressed,
Here it is desirable that it should occupy a
minimum length, so that the actual stroke of
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the timer is a2 maximum. The best compromise
can be found by experiment.

A taper spring will, of course, pack up into
a much smaller length when compressed, but has
a number of slight disadvantages, not the least
of which is manufacture.

(iv) Washer design. Soft chrome leather or
synthetic rubber is best, preferably with the
rough surface outwards in the case of leather.
This rough surface is more open and thus
retains lubricant more readily. These washers
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Fig. 4. Above is.a section through a timeswitch with a leak-

valve in the barrel-end, while the lower illustration shows the

type favoured in America with the air leak taking place
through the hofiow plunger-rod.

must, in any case, be saturated thoroughly with
lubricant before assembly.

" A definite barrel-shape washer is necessary,
with a tapered lead on the inside of the walls.
The diameter of the washer should be backed
up each side to almost the full bore of the tube.

Three very useful timers of the pneumatic type
have recently been placed on the market
bearing the trade name of * Snip Timers,”
having the following specifications :—

De Luxe lightweight (pctrol model timer)

Length of barrel, 1§ in. Diamcter, § in.

Diameter of mounting face, 1} in.

Total weight, less than £ oz.

Adjustment range, I sec. to 3 min. for maxi-

mum accuracy.

Actuating pressure of 16 oz. breaking switch.

Standard Lightweight (petrol model timer)

Length of barrel, 2 in. Diameter, § in.

Diameter of mounting face, 1} in.

Total weight, less than § oz.

Adjustment range, 1 sec. to 3 min. for maxi-

mum accuracy.
Actuating pressure of 16 oz. breaking switch.

De Luxe Baby lightweight (dethermaliser timer)
Length of barrel, 1§ in. Diameter, § in.
Valve projects § in. Total weight, 0.242 oz.
Adjustment range, 1 sec. to 10 min.
Operating pull available, 12 oz.

Snip Timers arc manufactured by Shaw’s

Model Aircraft Supplies, 10, Windsor Street,

Chertsey, Surrey.
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HE rest of the work on the contact-breaker

is mostly drilling and tapping. If a
drilling machine is available, the casting

may be mounted in a small vice or clamped
against the side of an angle plate by a bolt
through the centre. The hole for the push rod
should have the bore left as smooth as possible,
and the use of a small reamer or D-bit is
recommended for this purpose. Drill the hole
for the clamping screw before splitting the
bottom lug ; it will be seen that one side of
the hole is tapped and the other opened out
to clearing size. The tapped hole in the side
lug is intended to take the screwed end of the
rod, also shown in the same drawing, which
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Contact-breaker spring, insulating bushes and
push-rod
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serves as the control lever for advancing or
retarding the ignition timing. This may either
be fitted to screw in stiffly or have a lock nut
for tightening it ; the form of the control rod
is optional, and may be varied to suit require-
ments.

A contact screw and rivet, with tungsten
tips, will be available, and it is probable that
the spring blade with rivet fitted will also be
supplied ; however, it may be mentioned that
the spring is a fairly stiff one, about 0.020 in.
thick, which may be made from a clock or
gramophone spring. The insulating bushes may
be turned from hard vulcanised fibre or
bakelite, and the push rod made from the same
material. Note that the terminal tag for the

attachment of the L.T. lead should be placed
between the spring and the top insulating bush,
as it must be insulated from the bracket and the
holding-down screw.

The spring should be given a slight downward
““ set ”’ so that it makes firm contact between the
points when free. On assembly, the contact
screw should be adjusted so that the clearance
between the points is about 0.005 in the open
position. The clamp screw of the bracket should
be adjusted so that it will move fairly stiffly on
the bearing housing ; as the bracket can move
right round the full circle, it may be timed to
work in any position, but it is best to keep the
control rod more or less horizontal and the
spring blade uppermost, whether the engine is
run upright or inverted.

Carburettor

The component which calls for most skill, or
at least most care in machining, is the jet tube,
which should be made of tough brass—not the
soft ““ screw rod * which is so often used for
mass production of small components. Hex-
agonal material is preferred, but if this is not
available, round rod will servé, if flats are
afterwards filed on the collar to enable it to be
held while screwing up the top nut. Hold the
rod in the chuck for turning the top end,
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Detail of jet-tube.

including the drilling of the central hole with a
No. 52 drill to a depth of 25/32 in. Great care
should be taken to start this hole dead truly,
with the aid of a centre-drill, and the lathe
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should be run at high speed for efficient action
of the drill, the feed of which should not be
forced. In deep drilling, frequent backing-out
of the drill is advisable to avoid choking with
swarf.

The thread on the outside of the tube (No. 4
B.A.) should be cut with a tailstock die-holder
to ensure that it is truly axial and concentric,
after which the component is removed from the
chuck, and a simple chucking fixture is made
to hold it in the reverse position, by drilling and
tapping a 4-B.A. hole concentrically in a short
piece of odd material held in the chuck. It is
advisable to counterbore this hole 9/64 in. dia.
to allow the tube to screw right home to the
base collar, thus providing the maximum
rigidity for turning the lower extension and
drilling the centre. Taking the same precautions
as with the hole at the other end, it is centred
and drilled to a depth of & in. with a No. 52
drill, after which the jet orifice is drilled with a
No. 70 drill, held in a small pin chuck and
applied by hand, with the lathe running at the
highest possible speed. If a No. 70 drill is not
available, a small spear-point drill, made from
a sewing needle by flattening the two sides on
an oilstone and producing cutting edges at about
go degrees on the end in the same manner, will
serve this purpose. The exact size of the hole is
not highly important, as the jet orifice is
adjusted by means of the needle. A cross hole,
which also is not critical in size, is drilled in
such a position that it comes in the centre of the
air passage when assembled.

It will be observed that the cross hole for the
jet tube in the extension of the rear endplate is
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Air shutter and check spring.

drilled to clearance size for the tube, and this is
necessary if it is desired. to be able to insert the
tube from either side, in order to adapt the
engine for either upright or inverted running.
But if it is to be permanently used in one or the
other position, it is a good policy to tap one side
of the hole, so that the jet tube can then be
screwed in, and the top nut is then only

304

FA
OMN ASSEMBLY TO

December 1946

required to lock it in position. The tension
stress is then taken on the threaded part of the
tube, and not on the reduced neck below the
thread. '

It may be observed that the base of the jet
tube, which is shown plain, for the attachment
of a fuel pipe by soldering, or by the use of a
sleeve of petrol-resisting synthetic rubber, may
be modified to take a screwed union, or one of
the “ banjo® type, if desired. The original
engine of this type has a banjo union, which
fits over the outside of the extension, which is
cross drilled to form a passage way, and the end
is screwed to take a blind nut, which holds the
banjo in place and also forms a closure at the
lower end. Removal of this nut allows the jet
tube to be cleared or sediment to be readily
drained away.

The adjusting head for the jet needle is a
simple job which calls only for normal care in
drilling and tapping concentrically, and turning
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Air-shutter retaining screw.

thc outside and the upper rim at the same
setting. It is made in brass, and the edge is
knurled or serrated to provide a hold for the
check spring. After temporarily assembling the
jet tube in place, the adjusting head is screwed
on to within about one thread of its full depth,
and the jet needle, made from a piece of 16-
gauge steel or nickel silver wire, with a fine point
turned on the end, is pushed into the jet tube as
far as it will go, and sweated into the adjusting
head.

The check spring, made from spring steel or
phosphor bronze, and the air shutter, from steel,
bronze or duralumin sheet, are simple jobs
which call for no special comment. An 8-B.A.
steel screw, with a plain portion under the head,
forms the pivot of the air shutter, and a spring
washer or a short, stiff steel spring, is interposed
under the head to form a friction check.

(To be continued)



The F.A.I Conference, 1946
Meeting of the Commission des Modeles Reduit

held at the Royal

FTER a lapse of six years the Model
Commission of the F.AI. met on
September 1oth to review the rules

concerning models and to consider a number of
propositions tabled by several National Aecro
Clubs.

In the absence of the President, Mr. J. van
Hattum, of Holland, was elected to occupy the
chair and Mr. A. F. Houlberg agreed to act as

FUSELAGE

temporary secretary to the com-
mission until the election of a new
permanent secretary.

It was pointed out by several
members that the existing defi-
nition of a model aeroplane
needed revision, as the flying
bombs used during the war came
within this definition—an obvious-
ly undesirable condition.

It was finally decided to revise the definition
of a model aircraft to read :—

““By Model Aecroplanes one understands
all aircraft of reduced size not capable of
carrying a human being, constructed solely
for sporting purposes and having a span
between 0.70 metre (27.56 in.) minimum
and 3.50 metres maximum (137.789 in.).”
On a proposition from Sweden, it was agreed

to extend the list of recognised records to include
Indoor Models, Special Aircraft (such as heli-
copters) and Models using Special Propulsion
(such as rockets, jets, etc.). The record list will
therefore be extended accordingly.

The restrictive nature of the method of
defining the area of models was discussed at

Aeronautical Society

some length on the argument that fixing the
loading on the wing area only and then restrict-
ing the area of the tail surface to one-third of
this area prevented freedom of design, penalising
unorthodox machines, particularly those of the
tail-less type.

It was eventually decided by a majority vote
that the total horizonal area of wings and
empennage should form the basis of the area
calculation to give the utmost freedom of design
and bring tail-less machines on the same footing
as the orthodox model. This, of course, elimi-
nates the rule that the tail area must not exceed
one-third the area of the main plane and
complete freedom of proportion is now left to
the designer.

This ruling naturally has a repercussion on
the existing loading rule, and in order to bring
the minimum permissible loading
to approximately the same figure
as before, now that the tail plane
is included in the area, it was
agreed that the minimum per-
missible loading should in future
be 12 g/dm?, using all horizontal
surfaces in the calculation of the
area for purposes of calculating
the loading.

FUSELACE

These diagrams give
a clear indication of
the manner in which
the - “inscribed
circle and vertical
plane ** rule defines
the junction between
the wings and fuse-
lage.

On a proposition from Switzerland, it was
decided further to rationalise the technical rules
by fixing the cross-sectional area on the basis of
the total area and, subject to further investiga-
tion regarding the actual factors, it was decided
to adopt the following formulas defining the

(Continued on page 308)
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HE first Anglo-Dutch Model Glider
Contest took place in Holland on
October 6th at the invitation of the

Royal Aero Club of Holland between teams of
four using gliders to F.A.I. regulations.

The British team was meton the morning of
the 5th at the Hook of Holland by our old
friend, J. van Hattum, and our more recent
Dutch acquaintance, H. L. F. de Kat, of
Rotterdam, who recently competed in the
Bowden Trophy.

The arrangements made by the Royal Aero
Club of Holland were extremely comprehensive,
pleasant and well carried out, each member of
the team being the guest of a Dutch aero-
modeller for the period of the stay, an arrange-
ment which not only reduced the cost of the
visit but ensured that both sides obtained the
closest contact and exchange of ideas.

From the Hook of Holland the team was
taken direct to the Royal Aero Club building
in the Hague, where the models were deposited
while the British team partook of their first
Dutch lunch at a prominent Hague restaurant.

Suitably refreshed, the team returned to the
Royal Aero Club to meet the Dutch team and
exchange technical information while the
checking of the machines was in progress. Both
sides were able to examine their opponents’
machines in detail, and there is no doubt that
both teams benefited as a result.

On the whole, the Dutch machineswere larger
and more ambitious than the British machines,
although subsequent performances indicated that
there was little to choose between them under
the conditions which existed during the contest.

The contest was held on the moors just north
of Arnhem in a very high wind which effectively
prevented cither tcam from making their
customary performance—it was anybody’s day !

After A, H. Taylor had smashed his first line
machine on its first trial flight in the high wind,
it was decided to abandon any further trial
flights and enter straight into the contest, a
decision which proved to be wise in the end, as
all the contest flights were taken to maintain the
total points registered at a good average.

The rules of the contest were relatively
simple, stipulating that :—

1. Each country may enter a team of no less
than three and no more than four com-
petitors, each using one/two models (one
spare).

2. The models used shall be F.A.I. gliders.

3. Each competitor to make three flights.

4. The methods of starting permitted one (a)
running launch, () winch launch. In
either case the tow line in the extended
condition may not exceed 50 metres.

5. The duration of the flights to be measured
by stop-watch to the nearest one-fifth sec.

6. The sum of the durations of the flights
made by each competitor will be taken as
the individual score.

4. Thesum of the scores of the competitors of
each team will be taken as the team score.

The best flying of the day was achieved by
L. M. Walker, the S.M.A.E. secretary, who
totalled 359.7 for his three flights, while the
next best performance was by P. Vriend, of
Holland, who totalled 295.3 sec. for his three
attempts, flying a finless model with pronounced
“ gull ” wings and tail, which was very stable.

‘The event was punctuated with a number of
crashes, the worst of which occurred to D. C.
Butler’s machine, which tore off one wing and
part of the fuselage side on his first attempt on
the third round, thus becoming a total casualty.

The British team hoped to just win without
this flight, but it was found on reckoning the
scores that they required 11 seconds to equal
the Dutch score. It was immediately decided
that this sporting chance justified an attempt at
a rapid repair, and Mr. Houlberg brought his
extensive past experience to bear on the prob-
lem, with the result that Butler’s machine was
glued together, reinforced with copious bindings
of tow line, and also braced with tow line as a
further precaution.

With considerable trepidations, but high
hopes, the machine was put on the tow line to
achieve a first-class take-off and make its best
flight of the day—47.4 sec.—to give Britain a
winning lead of 37 sec. A thrilling ending to 2
day of good sport.

Teams and officials climbed back into the
transport vehicles in the failing light to make
their way to Velp, a suburb of Arnhem, where,
according to programme, a meal had been
arranged at the Bordelaise Restaurant,.

The meal over and the results announced, the
party faced the 85-mile journey by road back
to the Hague, G. W. W. Harris helping to keep
the driver (Van Hattum) awake by tuneful
renderings of songs from the more popular
musical shows of the last quarter-century at
appropriate intervals.

A visit to Delft on the Monday terminated a
very pleasant week-end and we look forward to
the return visit by the Dutch team next year.

The results are given in detail on page 309.
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(Continued from page 305)

minimum permissible sectional area of the
fuselage at its maximum cross section :—

For rubber-driven and power-driven Q= F
models 25

For gliders and sailplanes Q= 5F-6

Where Q=Cross section of fuselage
and F=Total area of all horizontal
surfaces.

The question as to whether or not tail-less
machines should comply to the fuselage formula
brought forth a strong argument against the
imposition of the fuselage formula on this type
of model, as it was against the ultimate object
of the present developments taking place with
this type of machine.

On a majority vote, it was carried that
tail-less machines would not be subject to the
fuselage formula, thus permitting the develop-
ment of the true flying wing, but that it would
be subject to the same loading restrictions as
orthodox machines,

Since the area of the machine now defines all
its main characteristics, it becomes essential to
be able to define the area accurately ; a matter
which has caused trouble in the past in those
designs where the wings are freely faired into
the fuselage. In many such designs it has been
found extremely difficult to define exactly where
the wings start and the fuselage finishes.

This problem was by far the most difficult
one facing the commission, and after trying a
large number of schemes it was finally decided
that the most equitable method was to inscribe
the largest possible circle in the maximum cross-
section of the machine in the region of the
supporting surfaces and to take vertical planes
touching each side of this circle as the boundary
between the fuselage and wings.

The diagrams herewith demonstrate how this
works in practice and, while in some cases a
slight advantage will lie with the wings and in
others with the fuselage, on the average it gives
a fair result and eliminates any possible argu-
ment when it comes to actually checking a
model.

In the light of the experience gained with the
manipulation of gliders and sailplanes during
the war period, a review of the rules regarding
their launching appeared necessary, and the
following amendments were unanimously agreed

upon.
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The catapult launch to be eliminated from
the rules on the ground that it is obsolete and
not used.

The length of the launching cable be limited
to 100 metres with full freedom of movement to
the operator.

This perforce eliminates the 75-metre limit in
the running launch and the modeller may now
move for any required distance and employ a
combination of winch launch and running
launch if he so desires. The point of departure
of the model for the measurement of distance
records will be taken as the point where the
modeller starts the launch. Hand-launched
glider records were eliminated and only
elevated launches are now given coguisance.

A lengthy discussion took place on the
proposition by Great Britain that judges and
timekeepers should remain stationary and not
follow the models, also that optical aids should
be barred. All the other nations represented
were unanimous in their opinion that for record
purposes the timekeepers and observers should
be permitted to follow the model, although they
were equally unanimous that where contests
were concerned they should remain stationary
and not make use of optical aids.

The conditions are therefore now different
for contest flying and record breaking and this
will doubtless have its repercussions in due
course.

The difficulties of recording the height in the
case of height records was discussed and, in view
of the non-availability of suitable instruments
which can be carried in models, it was agreed
to admit the use of rangefinders for determining
the altitude and also the use of standard baro-
graphs and an official observer carried in the
following aircraft.

It was agreed that height records must be
bettered by at least 10 per cent. above the height
of the previous record in view of the fact that
this is the limit of accuracy of the Standard
Atmospheric tables used for the correction of
barograph readings.

The timing of speed records also came under
review, and it was unanimously agreed that
only suitable electrical devices or photographic
devices eliminating the human element were
satisfactory and admissible for this purpose.

The commission unanimously elected the
following officials for the Commission for 1947.

President : A. F. Houlberg (Great Britain).
Vice-President : Juste van Hattum (Holland).
Secretary : Commandant R. Eyraud (France).
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LONDON AREA COUNCIL REPORT

At the E.G.M. of the London Area Council, held on
October s5th, M%.G Mr. A. G. Bell occupied the chair.
St. Alban’s C.’s application for affiliation was
granted.

The Secretary gave an interim report and attributed
the lack of progress in the London area to the absence of
foresight in the programme relating to competitions and
the poor attendance of some Council members.

He urged the Council to rectify the position.

A revision in the constitution was discussed and a
notice of motion was carried to place this matter on the
agenda for the L.A. E.G.M.

The following officers were elected to fill vacancies in
the Council :(—

Vice-Chairman : S. Mayo, Streatham.

News Editor : D. A. Gordon, Brentford and Chiswick.

Press Secretary ;: W. Snow, Brentford and Chiswick.

Council Members : R. Rock, Streatham ; E. F. H.

Cosh, Blackheath.

There was a lengthy discussion on competition matters,
Messrs. Cosh and Copland voicing proposals from their
respective clubs advocating the limitation of the number
of galas and the arrangement of four well-organised
centralised contests in 1947.

At the Council meeting held on October 17th, 1946,
Messrs. A. G. Bell and E. F. H. Cosh were elected as
delegates to the area meeting in Leeds on November 3rd,
and were instructed to press for one-half of the S.M.A.E.
affiliation fees to be passed to the Area Councils, the refund
to be retrospective from the date of increase in the fees.

The winter R.T.P. programme was arranged and details"

have been promulgated to all clubs in the area.

NORTHERN NEWS
By ‘“ NORTHERNER »

Sorry there were no notes last month, but I was on duty at
The Model Engincer Exhibition at the time when I should
have been writing these notes, so for once I was not able
to prepare the article. Much has already been said
about the exhibition, so I will confine my remarks in
that direction to saying how pleased I was to see so many
Northern faces visiting the exhibition. I am sure that
they all felt that the journey was worth while. Con-
gratulations also to the Northern chaps who were ¢ pla
in the various contest sections of the exhibition. (G. D.
Barnes, Sale, and T. Whalley, Whitefield.)

I hear that the Area Scheme is to be very fully discussed
at a meeting of representatives of the present and pro-
spective Area Councils, to be held on November grd.
1t seems that at last thmgs are really going to get under
way. The North have now put their house in order by
splitting the area into two parts, and the original Northern
Area Council, which meets in Manchester, will in future
become the North-western Area Council ; this council
has also adopted, with two or three slight modifications,
the constitution recently introduced by the Midland
Area. It is hoped as a result of this that Yorkshire will
take over the title of Northern Area, with headquarters
in Bradford, Leeds or Doncaster, or some similar conven-
ient centre. It is also interesting to note that the North-
western Council has arranged a series of decentrali
indoor contests for the area for November and December.
There seems to be a fair amount of interest being shown
in the prospects of an Area Indoor Team Event being
held again this year, similar to the North, Midlands and
South event, held in Manchester last March. I hope that
the original organisers have this in mind for their future
programme arrangements.

The radio control of model aircraft is being fairly
widely discussed at the moment, and I hear that several
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persons interested in the radio control of models in the
North are to meet shortly to compare notes, etc. I hope
to be at that meeting.

There are only three club reports again this month,
the largest being from the Wlutefield Youth Movement
Model Aireraft Club, who appear to have been holding
two or three local contests. The report opens with details
of a local contest for the Whitefield, Prestwich, Radcliffe,
Bury and district Glider Cup, held on September 2gth.
In spite of a very strong wind, many entrants came from
Farnworth, Prestwich, Bury and Whitefield. The trophy
was won by K. Bennett, of Whitefield, with a total
aggregate time of 210.5sec.; E. Cordwell, of Bury,
came second with 159.7 sec., and C. Holden, Farnworth
third with 155.2 sec. Members of the Whitefield club
recently competed for the Currington Cup for rubber-
powered models. The cup was won by the club’s oldest
flying member, Mr. H. Gilbert, whose total aggregate
time was 291 sec. A. Vircoe was second with 156 sec.
Several members of this club are now working on petrol
models and two have obtained C.I. engines.
Doncaster and District Model Flying Club has also sent in a
report on a recent contest held on its flying ground.
The contest was attended by members from nine different
clubs. There were three main events, and the winners
of them were as follow :—

Open Glider T.L. 200 ft. (two flights).—Senior 1st,
S. Lanfranchi, Bradford, 598 sec. Junior 1st, W. B.
Hetherington, Doncaster, 243.5 sec.

Open Rubber (two flights).—Senior 1st, D. Hellewell,
Doncaster, 236.5 sec. Junior 1st, A. Davy, Sheﬁield
126.2 sec.

Petrol Event (20 sec. engine run, 5 sec. off for every
second over. Two flights).—1st, N. Lees, Bradford,
1115 secC.

In a recently held glider contest with three other local
clubs, this club secured the first two places in both the
scnior and junior sections. Senior 1st, D. Hellewell
(172 secz enior 2nd, B. Fox (155.5 sec.). Junior 1st,
T. Beer, (150.5 sec.). Jumor 2nd, J. Hobbs, (139.2 sec.)

The last report ihis month comes from the Cheadle
Hulme Model Aircraft Club. The report opens with the
news that the club duration record has been broken with
a flight by G. Whitehead with his * Firefly > sailplane.

In conclusion, I would like to wish the Merseyside
and District clubs every success in their venture at forming
a local district council similar to that at present in opera-
tion in the Manchester area. If this new district council
does as much good work as the Manchester area has done,
it is certain that the North will be in for some well organ-
ised events next season, providing, of course, that both
bodies co-operate, which I think they will.

On Sunday, October 27th, the Manchester and District
Council of Model Aero Clubs Team Contest for the
¢ Mrs. Lawton Trophy ” was held, nine teams taking
part. Each team consisted of four members (two rubber-
powered models and two gliders). The trophy was won
by the local team, Whitefield, and the contest was run
under the direction of Mr. B. N. Holmes (Sale) and
Mr. R. Lawton (Whitefield), with the able assistance of
Mr. G. D. Barnes (Sale) and Mr. H. Gilbert (Prestwich).
The best rubber-powered flight of the day was made by
T. Dobson, of Salford (158.30 sec.) and the best glider
flight by K. Bennett, Whitefield (138 sec.). There was
definitely no thermal flying on this day. The final ﬁgx
gate times were as follow :—ist, Whitefield M.A.C,,
701.30 sec. , 2nd, Oldham M.A.C., 618.50 sec. 3rd
Sa.lfordMA ,609 30 sec.; 4th, ‘Ashton and Dist. MAC

;- 5th, Cheadle and Dlst M.A. C 488 sec. Gth

arnworth Aero Engmeers, 395.20 sec, ; 7th, Rochdale

M.A.C,, 329sec. ; 8th, Bury and Dist. MAC 317 sec.;
oth, South Manchcster, 147.30 sec.
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NEWS FROM THE CLUBS

BUSHY PARK M.F.C.

As part of our winter programme, we are trying out a
series of what we hope to be popular impromptu com-
petitions on Hounslow Heath most Sundays, numbers and
weather permitting. Our idea is to gather together all
petroleers who are around, tabulate some rules by mutual
agreement, and charge, say, 1s. entrance fee, with the
winner taking the ¢ Kitty.” :

By these means we hope to foster the competitive spirit
amongst those youngsters who are apt to get stage-fright
in real competitions and at the same time have an
enjoyable afternoon’s flying.

In any case, a chap might as well enter such a com-
petition and have a chance of winning a few shillings as
fly on his own and take the risk of cracking up his job
for nothing !,

As far as the flying side of the club goes, the only matter
of importance was the winning of the Brentford and
Chiswick Gala Day petrol competition by Mr. Guest.

Mr. Gunter has lately tried his hand at making folding
props. When he does a job, he really does it well, and this
time he set to and made a press tool for pressing out his
central hubs which he now produces in quantities.

COVENTRY M.A.C.

An exhibition by the club, held at Bedworth on
September 7th and 8th, in conjunction with the Bedworth
and District Produce Association’s Annual Show, was a
{reat success. Over 100 models were on show, including

. Watts’ recently modified tail-less glider, of free-lance
design. The cabin is now fully detailed with movable
controls, instrument panels, upholstered seats and carpets
on the floor. Mr. Ginns had several petrol engines on
show, including an auto-ignition 1.2 c.c., which was
shown running. Geoff. nmore came over from
Leicester to judge the models, and he said it was no easy
task. The final winners were :—

Best Model in Show—L. Watts (Tail-less Glider).

Open Glider—ist, L. Watts (Tail-less Glider) ; 2nd, L.
Watts (Sailflane) s grd, B. Roberts (Elite No. 2).

Open Rubber—1st, B. Roberts (Deodalus Biplane) ; 2nd,
A, ). Barr (own design G.U.T.S. II) ; 3rd, R. Toms (own
design Oberon).

Solid Scale—1st, *“ Meteor ” ; 2nd, *‘ Messerschmidt » ;
grd, ¢ Tempest >—all by G. Rose.

Full and Semi-Flying Scale—L. Watts (L. G. Biplane).

Several of our members attended the Rally at Leicester
on September 15th, R. Toms putting up the best time of
the day—4 min. 10 sec. 0.0.5.—with his own design
lightweight rubber model.

On September 29th, an inter-club contest was held
with West Coventry M.A.C. on their ground, resulting in
victory for the Coventry M.A.C. Contests for open rubber,
glider and petrol were held and the three highest aggre-
gates in either class made up the teams.

W.CMA.C—K Bcel:;\les - 6
LMAC—-K. ey 1st, aggregate 165.0; E.
Pinder 2nd, xﬁiri.o ; L. Lengden 3rd, 157.6 ; total, 487.6.
C.M.A.C.—R. Toms 1st, aggregate 255.8 ; G. Toms
2nd, 228.9 ; A. J. Barr grd, 193.5 ; total, 678.2.
Individual prizewinners :  Open Glider—R. Toms
(C.M.A.C.;, aggregate 255.8 sec. Open Rubber—G. Toms
C.M.A.C.), aggregate 228.9 sec. Petrol—G. Ginns
C.M.A.C.), 37 sec. Next highest aggregate in either
class—A. J. Barr (C.M.A.C., rubber), aggregate 193.5

sec.
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DONCASTER AND DISTRICT M.F.C.

The close of the outdoor flying season was marked by
the final contest for the club championship cup. There
are three such contests held during the season for the best
three flights of the day, the winner of the cup being the
one who scores most points in the three contests. For the
second time in succession D. Hellewell won the cup, after
a close finish with M. Hetherington.

Our exhibition, which started on October 28th and
remained open until November 2nd, was a great success,
as a result of much hard work by members. Among the
highlights of the show were the electrically-driven * Tiger
Moth > built by M. Hetherington and the semi-scale
electric model built by F. Gearing, both of which flew
continuously throughout the exhibition. Mr. Bassett’s
petrol-driven race car provided plenty of excitement round
the pole, while the electric models cooled off. The 8-ft.
span radio-controlled petrol model from the same stable
dominated the petrol section, while M. Hetherington’s
half-covered 73-ft. span ¢ Airspeed Horsa ** swung grace-
fully on its moorings overhead. Two junior club members
did great work throughout the week, by demonstrating
how to build a glider and a rubber model. Raffle tickets
were sold during the week for these two models, which
were completed by the last day. We are grateful to Mr.
Cuttriss for his magnificent film show, which lasted 45
minutes, with two shows each night and three on Saturday
afternoon. The films were made up of shots from different
rallies, our own gala days, International Week at Eaton
Bray, and the Hamley Trophy at Bradford, in techni-
colour. There was always something on the go ; if there
wasn’t a model flying round the pole, there was someone
starting a petrol engine up or flying a microfilm job round
the rafters.

The committee is now busy organising its next project,
our annual dance, to be held on Saturday, January 11th,

HORNCHURCH M.E.C.

The glider record is held by A. Shenton with his
“ King Falcon,” timing 12 min. 20 sec. 0.0.s.

G. R. Watts, a twelve-year-old member, managed to
get 11 min. 30 sec. with a 50-in. glider of his own design.

The rubber duration record is unofficially held by
A, Wardell, with his * Percy III,” time 1} min.

On Sunday, Oct. 6th, we witnessed a most spectacular

ight by a flying wing designed by B. Basden.

lying in graceful circles, it was timed 5min. 3 sec.

0.0.8.

This plane has not yet been recovered.

KINGSBURY M.F.C.

We attended the Brentford and Chiswick Gala with the
usual Kingsbury luck, J. Bowerman breaking his dether-
maliser timer and losing his lightwci%t glider on its
first test flight for 2 min. 35 sec. 0.0.s., D. Posner having
his line fouled on both his flights in the glider competition,
and R, Stoward losing his glider on its first contest flight
for 3 min. 9 sec. 0.0.s. Some consolation was gained,
however, from the fact that this one flight was good
enough to place him third. Both Bowerman’s and
Stoward’s models landed later near Feltham, about
44 miles away. Stoward’s time later proved to be the best
flight of the day.

LUTON AND DISTRICT M.A.S.

Highlight of recent flying was the last official com-
petition day of the season, on which the petrol contest of
three flights of 40-50-60 sec. was flown, time under or vver
those to be deducted. This competition was won by Cyril
Houghton with 25 sec. error, flying a Buccaneer. R.
Hinks’ large semi-scale model with compression ignition
engine put up a scale performance which has to be seen
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to be believed and was a real pleasure to watch after so
many * hanging on the prop.” flights.

For the winter season the club has obtained a fine hall
where tea is served and there is ample room for spectators.
Forecasting, it looks as though friend Bob Kinney has
taken the two most coveted pots in the club, the Lutonia
and Sanderson trophies.

MERSEYSIDE M.A.S.

The Socicty’s first indoor flying meetings have been
held (in Liverpool) for the 1946-47 season. Quite a
¢ squadron ** of new members has been recruited, some of
whom appear to be * going after ”* club records already.

Officials of the Society recently gave a demonstration
of R.T.P. and free-flying to a Liverpool Youth Club.

The third issue of the Club’s own magazine is well
under way, and this is proving a valuable means of
keeping members interested, and informed of club affairs.

NORTHERN HEIGHTS M.F.C.

Now that the outdoor flying season has drawn to a close,
the Northern Heights can look back with a sense of
achievement. During the course of the season, three
major competitions have been  bagged.” The Sir
John Shelley (K. M. Tansley), The Model Engineer No. 2
(Bob Copland), and the Thurston Glider (Ron Teasell),
in addition to which Bob Copland was second in the
Bowden Trophy, and Tansley second in the Keil Trophy.

In other fields (literally !) the Club has enjoyed happy
and successful days at the galas organised by the Brentford
and Chiswick, Chingford, Bushy Park and St. Alban’sClubs.

The season was well and truly rounded-off by the
winning of the London District Inter-Club Challenge
Cup, when after a close and keenly-fought contest,
Northern Heights took the honours from Streatham
Aeromodellers, whose last flyer’s effort deserves com-
mendation, since his model was repaired and flown
within an hour of being almost totally wrecked.

On October 20th the Club held its own contests on
Hounslow Heath, when the following members took
trophies :—N. H. Glider No. 1 Cup, H. R. Turner ; N.H.
Glider No. 2 Cup, K. M. Tansley ; Open Rubber, R.
Copland ; Biplane Cup, R. White ; Goage Cup, Mrs. F.
E. Wilson ; Ladies’ Cup, Mrs. Tansley.

SALE A.C.

During the past few months R. Astles has been giving
instruction in aeromodelling to the local branch of the
Women’s Junior Air Corps. The result is a well-built
“ Mick Farthing > glider.

Flying this model by proxy at a recent club contest,
R. Astles, representing the ““J.A.C.s,” well and truly
licked the lot of us, by winning the high-level glider and
tow-line glider events by a wide margin! We very
heartily congratulate the “ J.A.C.s” and Mr. Astles on
a fine performance. Keep it up!

STOCKTON AND DISTRICT M.F.C.
Club members were present at the last outdoor rally
staged by the North-eastern Area Council.
tockton gained first place in the under 30 in. rubber
class, and second place in the over 30 in. rubber class.
Stockton Club are now devoting their efforts to indoor
flying, mainly r.t.p.

WALTHAMSTOW M.A.S.

B. E. Lal;hggl won theﬂK. & l\'lI.A.A. cup wlr)ntllx an
aggregate o 9.3 sec., flying a lightweight biplane.
E. H. Aylward, ijivl:ng a 20-in. span model, was placed

rd. F. E. Deudney gained 3rd place in the Model

ngineer Exhibition with his well-designed and constructed
F.A.L sailpane.

In the first round of the London Area Challenge we flew

against * Pharos,” resulting in a win for them.

3n

December 1946

WARRINGTON M.F.C.

October 6th was one of our best flying days, as J. C.
Green lost his go-in. span glider when it flew o.0s.
(upwards) after 7min. 25 sec. K. Avery also lost his
50-in. span glider 0.0.s. with 7 min. 59 sec., a new club
record. On the same day Mr. West set up the club’s
first biplane record with a flight of 1 min. 9 sec., flying a
¢ Clipper ” with an additional wing. This club is still
open 1o receive new members; it has a club-room and good
facilities. Anyone in the district interested should contact
Mr. J. C. Green, 85, Northway, Orford, Warrington.

CHANGES OF ADDRESS AND NEW
SECRETARYSHIPS

Borough of Camberwell MLF.C. hon. secretary is

now :—G. Gleave, ¢/>. J’s Model Centre, 6, Blenheim
Grove, London, S.E.15.

St. Clement Danes M.F.C.: Hon. Secretary, R. E.
Greenslade, 7, Tamarisk Square, Wormholt Estate,
London, W.12.

Seaham M.F.C. : Hon. Secretary, G. Smith, 4, Queen
Street, Seaham, Co. Durham.

The Willesden and District M.A.C. : Hon. Secretary,
A. J. Tinsley, 163, Bentworth Road, Westway, London,
W.i2. '

CHANGE OF TITLE

Basingstoke and District M.A.C. has now had its
title changed to the Basingstoke and District
M.F.C. The hon. secretary remains J. Alexander,
2, Norman Place, Basingstoke, Hants.

Coventry M.A.C. has now changed its title to
Coventry and District MLA.C., and the secretary
is still A.'J. Barr, 29, Foster Road, Radford, Coventry.

East Birmingham M.A.C., Kings Heath M.A.C,
and the Hall Green Club have now amalgamated
and are known as the South-east Birmingham
M.A.C., the hon. secretary being John Sawyer,
1836, Coventry Road, Yardley, Birmingham, 26.

Fife M.A.C. has had its name changed to Kirkcaldy
M.A.C., and the hon. secretary is now R. Young,
16, Baldwin Crescent, Kirkcaldy, Fife.

idgend and Diseiot MAG: Hon. Sec

B d ct s on. retary,

D. A. Bicknell, g, Heol Liansantffraid, Sarn, Aberkenfig,
Bridgend, Glam., South Wales.

M.F.C.: Hon. Secretary, R. Selfe, 19, Grange

Road, Egham, Surrey.

Hastings AM.C.: Hon. Secretary, T. A. Skinner,
7, Mildenhall Drive, St. Leo: n-Sea.

Hinckley M.A.C.: Hon. Secretary, M. Green,
< Knighton,” Ashby Road, Hinckley, Leicestershire.
Pontefract and District M.A.C.: Hon. Secretary,

R. Higgins, 16, Poplar Grove, Pontefract, Yorks.
Southampton M.A.C.: Hon. Secretary, M. Coxon,
27, Bond Road, Bitterne Park, Southampton.
Wigan M.A.C. : Hon, Secretary, H. Winnard, 4, Linden
Avenue, Orrell, Nr. Wigan, Lancs.

YORKSHIRE AEROMODELLISTS
There are things to delight the hearts of all Aeromodellers at
Yorkshire's ** pukka ° model shops :—
SKYCRAFT, LTD., 392, Boar Lane, LEEDS,
BRADFORD A.M. CO., LTD., 79, Godwin Street, BRADFORD.
NICHOLL, BROWN & COYLE, Commercial Street, HALIFAX.







MODEL AIRCRAET December 1946

SOUTH LONDON'S LEADING MODEL SHOP
b XMAS 1 l9s XMAS
MODEL
CENTRE

NEW + 1882
6 BLENHEIM GROVE, RYE LANE STATION,S.E.I5

LIVERPOOL MODEL AIRCRAFT SHOP .
MODEL SAILPLANE AND AIRCRAFT SPECIALISTS

The moct com ive stock of Kits and Engines on
rseyside. Send us your definite enquiries.

Sole mnu for Merseyside for Premier Kits and Leesil
Engines. Prompt Postal Service.

Service stockist for West Lancs.,, Cheshire and N. Wales

SHIP KITS for 1066 Products (Falcon engines).
Latest plan: “JUNIOR GULL’ an entarged modified
15% Golden Hind ... 27,:6 6: Mayflower ... ... 27/6 varsion of the well known * Baby Gull’’ 48 in. span, 3s. 6d.
8 ” . 16 (6” Santa Maria .. 206 Plans : ..{300'{;.(;““. g ». Sailplane g: ig
o ' 50in. . 6d.
All Postage EXTRA “DABCHICK * 40in. 1 7 3 0d.
Fu!l List cf Ship Accessories on receipt *“ BABY GULL " 3lin, ,, e 28, 3d.
of Stamped Addressed Envelope (Id. stamp). *“ SNAPPY 20 in. Glider o s, 4d,

DBREAST ** 31 in. Cabin Duration 2s, 9d.
Kies : Including BABY GULL, 8s. 9d. ; TERN, 10s. éd.
All post free.

. BALSA 402 Park Road, Dingle, LIVERPOOL 8:
CUTTERS
u
Srh 3 Blades, 3/9 per set. BIRKENHEAD MODEL SUPPLIES LTD.
S 4 P To suit all tastes, we stock for the keen Aeromodeller a com-
pare Blades, 3d. each. prehensive range of firse class Kits, Materials, and Accessories
DIESEL AND PETROL ENGINES—Send $.A.E. for particulars,
Cor'n:pleu range of all SKYLEADA Kits, including latest additions
“M.S.” e K oRDA'S WAKEFIELD I1l6
“FLYING WING
AIR WHEELS ** CADET "_aumon ‘DURATION™ ... L s/c
hese kits are winners),
2" dia 6/6 pai MSS. (;v‘zemwf\;;l Ggosnnao- MEE 1945 76
voe nner of Pilot , Me - N
* / palr Also Halifax, Veron, Keilkr;ftu:nd Br:I:Yeol Kies. *‘ Harborough **
L4
vee * DURATION ** RUBBER STRIP—] ln . in., in boxes,
3 . 146 ,, } yards, 3/- Ac*maz‘,mboxi

Also CATON'S SUPER-POWER AER
POSTAGE EXTRA.

4 .. 176 POSTAGE EXTRA.
32, GRANGE ROAD WEST, BIRKENHEAD.
Postage EXTRA (| minute from Charing Cross).  Tel, : AHEAD 1677,

Each E. LAW & SON for BALSA WOOD and SUBSTITUTE

SPARK COILS, I}-0z. 21/6 OBECH! ACCURATELY CUT IN THE FOLLOWING SIZES
MATCHED CON- SHEET (3 ft. long)— 4" 3" at %a. sach, ¥ x37at 104, each. §°x3" at

DENSERS .. e y’ 10§d. each, 1" 3" at 1/- each, * at 6d. each, §” X 2° at 6d. each,
SPARK PLUGS *II I_ STtI X2 at 8d. each, 3” X 2" at 9d. each

3 fe. | * $q. 2/= per doz., " X 1" 2/6 per doz., 3* x§* 2/9
Trade Supplied Sox.. ong);t ] /% pirpd.;z o:}’ii("*lﬂlp:":lo:f’g >)<< 253
b & s - ) aLocx—lz'l hs 1% 3* 4d. each, 12” lengths 1" X I* 4d. each, 14°

At n All goods forwarded by return lengths | '3" ’.*u’ih, 12* I.::gths r?a‘f' &d. ):uh |451°emm
Postage EXTRA. A um'r*so UANTITY OF BALSA SHEE'I' IS NOW AVAILABLE IN

THE FOLLOWING SIZES :—(3 fe. )'.'x 3 at d h,
i’x3’ntl each, a x3"at | -mh I/th ><2’
7d.each, }* X 2" at 8d. each, §" x2"at .mb } X2 at 10}d., each.
Please do not write for sizes other than those Ilsted as we cannot wpﬂly
Minimum Order 3/ Maximum Ord
2, Ridley Place, Northumberland Street, "°{;‘,‘1;"{‘,',"§';‘; on Orders 3j-to8/-add 7d.; ST do'or- 104, ;
NEWCASTLE-ON-TYNE, | RADE ENQUIRIES INVITED.

272, HIGH STREET * SUTTON -+ SURREY

Priuted in Great Britain for the Proprietors by ErxCtricaL Press, Ltp., Cordwallis Works, Maidenhead, Berks., and published by
PERCIVAL MaRrsHALL & Co. L10., 28, Great Queen Street, London, .C.2






THIRD NATIONAL

MODEL AIRCRAFT EXHIBITION
DORLAND HALL,
Dec. I2th—.!an. 11th.

We are exhibiting a full

range of FROG & PENGUIN

models. Come and see them
on our stand.

The real secret in Power Flying is to understand
both engine and model thoroughly before taking
them out on the field. In contest flying this is
of vital importance—without the confidence born
of experience with the model before the *‘ day,”
you cannot hope to place consistently high in
competitions,

This applies to every model and engine—even the
FROG ‘‘45 and ‘‘175.” Although both are in
production and ever increasing numbers are being
sent out, we just cannot keep pace with orders.
We therefore strongly advise you to order them
now (from your local dealer) so as to make sure

of getting them in plenty of time for the next
contest season.

The FROG *‘45''—a super kit ... 3T7s. 6d,

The FROG. **175"'—a “‘power-plus’’ engine 75s. 0d.

MADE N ENGLAND BY

IINTERNATIONAL Mober AIRCRAFT LTD - MERTON - LONDON - SW: 19
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