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Digital Edition
Magazines.

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

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

All Plans and Articles can be found
here:

Hisat Blog Free Plans and Articles.

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

20" WINGSPAN

“Jetex ” so unit or as a Rubber

.
CONVERTIBLE SPORTPLANE
g y I which may be flown with the

and Glider model

To appeal to the sports flying enthusi-

ast we have produced “ ANDY "

the one and only design that can be

converted in a matter of minutes to

fly with a” JETEX " 50 unit, or as a
rubber powered sportplane, tow or

hand launch glider. Just think of the

possibilities such a combination can

offer ... and the fun !'!'! Ask your

reniicr now to show you this attrac-

tive kit and judge for yourself.

HALFAX N o

introducing  jig-profiled

C O N T E S T PROW D KITS Sxits in this kit the construc-

ALL THE LATEST
ACCESSORIES

Lightweight Black Modelspan

,20" x 30" Ad.
“ Handispray " for water spray-
ing and for use with thinned dope.
Adaptable to all " TITANINE "
screw cap jars . 216
“ Durex " Cellulose Tape
(transparent) $' x 100" with
Oispenser Vi

Albatross Plan Pack .76
Rapier Plan Pack . 34
The above contain plan, building
instructions and full set of
printed sheets.

tion has been so simplified

@ ; that a full-size plan is not
ROMA - necessary. In this way we are
able to give you the added
A slick new-style contest glider designed advantage of a larger model
with no increase in price.

with correct disposition of side areas to give

maximum stability and performance, both
14T WINGSPAN SOLID

BALSA CHUCK GLIDER
PRICE I3 COMPLETE

(WITH FULLY DETAILED BUILDING
INSTRUCTIONS)

on the tow-line and under~hand launch
conditions. Offset tow hooks make trimming

for thermal flights an easy job.

PRICE 7 f6 COMPLETE

AYIH157AA<  7.1.05(01{]>i{ill$
GRIEN MOUNT WORKS HALIFAX YORKSHIRE

MANUFACTURERS IMPORTERS EXPORTERS
«Grams " AEROMODEL." HALIFAX ‘Phone: HALIFAX 2729



PIXIE

23" SPAN SEMI-SCALE MODEL

Very simple construction methods have been used on
this plane. In spite of its intricate fuselage shape,
the Pixie is very little harder to build than the two
duration models below. The design features knock-
off wings, free wheeling prop, and most realistic

Plrans

appearance. Young modellers will
building and flying this beautiful little plane.

really enjoy

TWO GRAND RUBBER
POWERED DURATION

AC E > SPAN

A 30 in. wing span cabin model of very sleek lines and
excellent performance. The Ace was designed with
two factors in mind— to produce a kit that you would
find no difficulty in building and one that would give
good all round flying with the minimum of trouble.
This model fills both conditions admirably.

Look out for
STUNT QUEEN

(Gold

Coming Soon

BRIAN HEWITT'S

1950 NATIONALS Trophy) WINNER !

PLANES

SENATOR 32 s

Although rather unusual in appearance,
there is nothing out of the ordinary in the
construction of this plane. The Senator
is essentially a beginner's model. An ex-
ceptionally stable flyer that will encourage
the novice by its fine performance.

PRICE

Keilkraft free flight
power models have
all been reduced in

REDUCTIONS!

SLICKER MITE WAS 10/6 NOW 9/6
SLICKER 22/6

SLICKI
SOUTHERNER MITI

price, . now  that SOUTHERNER 4716

initial production PIRATE . 123.,; 12/-
costs have been met.  anpu - 18/6
The quality of these gég;é‘\lo\/N %;12 2322//6
kits ~ remain  un- J5\i0R 60 Recently reduced  39/6
changed. FALCON... WAS 1*17/6 NOW 107/6

Manufactured by E. KEIL & CO. LTD., LONDON, E.2

Distributors for E.D., ELFIN, YULON, AMCO, and NORDEC

engines, JETEX motors and kits. ELMIC & BAT Accessories
SOLARS0; E.C.Cj Radio Control Equipment

ALL EXPORT ENQUIRIES TO BUTLER ROBERTS & CO. LTD., 4, DRAPER'SGDNS., LONDON, E.C.2



MODEL AIRCRAFT

Help keep Britain

TO: AIR MINISTRY (M0.65A.) ADASTRAL HOUSE.

To keep Britain ‘on top’ in the air is to safeguard world peace.

September 1950

ofvaa /r

That is a

responsibility not only of the R.A.F. but also of its Auxiliaries and Reserves,
the men and women who choose to spend a little of their spare time serving so

great an end. Ifyou are both air-minded and peace-minded, you will find this a
grand part-time job. Itis at once exciting and rewarding.

ROYAL AUXILIARY
AIR FORGE

Flying squadrons (fighter and air ob-
serration post) (men and women), light
ack-ack Regiment Squadrons (men),
and Fighter Control (radar) Units (men
and women) which train as self-contained
city or county units.

L -

Certain Auxiliaries and Reservists

R.A.F. VOLUNTEER
RESERVE
For aircrew or ground duties (men and
women) who train at local Reserve
Centres and Flying Schools as individuals
(annual camp only if living too far from
a Centre).

their summer training overseas

LONDON, Ww.C.2

Please send details (pay, aUowames, uniform, etc.) of R.A.F. Auxiliaries and Reserves.

ADDRESS

Experience not essential but ex-R.A.F. men and woen especially welcome.
(1fex-R.AF. give Rank, Trade and Xo.)

keen
the JOn
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MODEL AIRCRAFT

POWER PLUS . ..

ESCAPEMENT

Well made and robustly con-
strutted, this escapement is very
light, weighing only J oz. It is self-
centring, rubber powered and
supplied complete with coupling.
Its overall size is If X | X Jin.

TRANSMITTERS

This illustration shows one of the
four new " 951 " series of ftrans-
mitters to be added to our now
famous “ 950 " range. Prices and
technical specifications will be an-
nounced later.

gHSJg

Price 25s. (The first commercial escapement to incorporate a current

saving device.)

RECEIVER
The * 950"
enthusiast could desire.

receiver represents all that the discriminating radio control
It has already proved itself a contest winner.

Its latest successes being 1st place, British Nationals, and 1st and 2nd

West Essex Gala.

receiver is of light and robust construction, the case affording complete

protection to the delicate components.
potentiometer,

material, flexible wire,
Price complete, £3 10s. Od.

It includes plugs, sockets, insulation
aerial trimmer and tuning key.

(ELECTRONIC CONTROL COMPONENTS) 48, Swinbrook Rd., LONDON, W.IO
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MV Hu

E.D. | cc. Mark | (BEE)
A very compact little motor with an
overall height of in., it weighs only
2f oz. Features a disc inlet valve with
induction pipe going through centre of
fuel tank. Bore '437 in., static thrust
12 oz., stroke -400, R.P.M. 7,000 plus.

PRICE £2," 5* 0

E.D. 249 c.c. Mark 1l
Holder of British speed record for “ C *
class cars at 50-5 m.p.h., this diesel has
extended prop, shaft to simplify stream-
lining. Height 3£ in., width [|- in., length
5 in., weight 6 oz. Complete with
conversion head for “ Glo-plug ”

PRICE £3" 5* 0

September 1950

CUUJAM

Designed by a picked staff of highly
skilled aircraft engineers, many of whom
are engaged solely on research and
development work, these remarkable
diesel engines are the achievement of an
exceptional co-ordination of first-class
technical ability, experienced workman-
ship and highest grade materials. Their
performance and popularity are proved
for all time.

O Bapa

E.D. 346 c.c. Mark IV
Developing 10,000 R.P.M., the three-
forty-six is one of the finest engines for
control-line and stuntflying. Its poweris
equal to any 5 c.c. on the market. Bore
w656 in., stroke -625 in., height 3 in.,
width 11in., length 4J in., weight 5J oz.
£3* 12* 6

price

E.D. 2 cc. Mark Il
Capable of developing £ h.p., the total
weight of this engine including airscrew
is only 6£ oz. Produces static thrust
of 16 to J8 oz. Bore £ in., stroke $ in.,
width 11in., length 4 in., height 3in.
Efficient working R.P.M. 6,500. Suitable
for planes 3 ft. 6in. to 5 ft. span.
15* 0

price £2*

E.D.2c.c.COMPETITION SPECIAL
Holder of British speed record for
control-line flight at 89-95 m.p.h. Ideal
for control-line, stunt and speed com-
petitions. Gives 23 oz. static thrust aad
incorporates vernier compression adjust-

ment. Height 3 in., width 1J in., length
4 in., weight 5} oz.
price £2* 17 * 6



Smarten up with Mercury

Real paint

ennants (12"
colours.
letters.

FOR THE CI/L

water slide transfers
"1 S (Timstrip, 12', 6d), Chequers (r

Union Jacks (lromAJd) and
lined black (2d. each). They put the

in stipes
2

d) all in rich dazznng
2" white-

finishing touch to all models,
jving that _much-desired

professional * look.  You
can make your models much
more individual-looking by
applying Mercury transfers
to your own patterns in your
own colour choice.

MAN

From the beginning Mercury's name has been associated
pre-eminently with CjL accessory design, many lines
having originated with us, which are today accepted

as standard everywhere.

motor users. Good i
drop 44
TEAM-RACING TANK
Exact to S.M-AE. L« Semif ditto
best you can use. 44 Special Speed
AJUSTALYNE HANDLE ELEVATOR HORNS
StH the besz-stel?g hasdTe.  Plastic

Aluminium

Simple, oc—crzar e. very con-
troliafcie- 5/6
CONTROL-LINE WIRE

Strong enough for the biggest
job. 0.011 diameter, 200 ft. 2/

MOTORS

DISTRIBUTED BY MERCURY
EXCLUSIVE
TO MERCURY

DART—JAVELIN—ARROW
2.8 DIESEL

*ELFIN

2.49—18—149

*E.D.
=YULON
NORDEC wcc. motors

THE WHOLE RANGE

AEROLAC

TRADE
MARK

LACQUER

Remember Aerolac for a super non-streaky finish

One coat is sufficient.
in weight, and it is fast drying
economical in use. Aerolac
glowing colours
YELLOW. AMBER,
coes”steocr are uniform.
Mercery produce, htnioc tf? -oers,

RUBBER LUBRICANT

A genuine blend of pure
glycerine and soft soap.
Rubber flyers  should

OMSILE ATyom~? NERCI YM UR' S

FOR THE POWER MAN

Mercury have made ike proper approach to power-modelling by
treating it in a serious scientific manner worthy of the best that

skill and experience can put into it

This selection of Mercury

Power Accessories reflects that policy clearly.

FUEL TUBING

IGNITION GEAR
Booster plug and socket. | -

Switch. 116
Extra lighcweightfor R, C. 119

FUEL FILTER
Protects motor from damage In 2/-
through dirt in fuel Blades, each

CEMENT TUBE
NEEDLE VALVE NOZZLE. 1od.
ASSEMBLIES PLUG-PROTECTOR. 2I.
In various patterns, for ED.,  FUEL-FUN

Fioxible foed, and o

nozzles.

Aerolac is exceptionally light

is therefore

is available in seven
MOONLIGHT, BLUE, GREEN,
RED. BLACK.
Aerolac is an exclusive
I - per 2 oz. bottle.

Colour and

> STANT PROPS
These remarkable machine
finished propellers are ready
for use. Full range for C/L
or FIF.

, MERCURY CEMENT
Slightly faster drying. - Ask
or “ Mercury” next time
you want cement. Per
tube. 7d.
MERCURY FUELS
Used by everybody and
acclaimed the best. 8 grades
available. Ask for leaflet,

MERCURY
CATALOGUE
Indispensible to the serious
New edition just
out a0 pages 6d
9 MERCURY - FIRSTS "
Not only were Mercury first
to_produce many accessories
now standard everywhere,
but Mercury Kits are first also
when it comesto contest wins,

-

s

with  the “ Norseman,”
"Musketeer” "Monitor”
and * Mallard * high up in

the honours lists.

The complete Mercury service includes the design and manufacture of many outstanding
kits (Norseman, Magpie, Mallard, Maybug, Musketeer, etc. etc.) as well as other accessories
and materials which we have not the space to mention here, but which appear in our catalogue.
MERCURY also distribute to the trade Solarbo balsa, Dunlop rubber, Britfix cement, Hivac

valves (for RIC) and many other important lines.

MERCURY MODELS

MARGEQ &KEW SEQ - THE MERCURY 4 0 PAGE SUMMER CATALOGUE

MERCURY

TRAOE ONLY

Trade only suppiied.

MODEL
SUPPLIES LTD.,

No retail orders
AIRCRAFT

LONDON, N.7
NORth 4172-3

6<



The most economical of all engines, the Mills 0-75
equals the famous “ Mark | for power and performance.
It is also available with fuel cut-out at 55/-.

The improved 1949-50 version of the Mills -3 Mk. Il is
areal competition model, ideal also for C/L work demand-
ing afast revving engine. Peak power (exceeding 0.10 h.p.)
is given over the very wide range of 9,000 to 12,000 r.p.m.
Like all Mills diesels, it is an extremely easy starter.

The 1*3 and even the 0-75 have been used widely and
most successfully in radio controlled models. However,
for heavier planes and boats, etc., we recommend the
2*4, the biggest engine of the famous Mills range.

RELI

Your engine will run best on Mills Blue
Label Fuel. This fuel is ideal for easy
starting and smooth running. It is also
the most economical.

w/milfo

75 c.c.

50/

1*3 c.c.

ILITY!

2*4 C.C.

D |84 /

SOLE DISTRIBUTORS (TRADE ONLY)

MILLS BROS. (Model Engineers) LTD.
143, GOLDSWORTH RD., - WOKING -SURREY

RY tntjUH!
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MARSHALL

HE outstanding thing about this year's Wakefield

Trophy Contest is the fact that Aarnc Ellila, of
Finland, has succeeded in winning the trophy for the
second year in succession, thus equalling the record set
up by j. Erhardt, of the United States of America, in
1930 and 1931.

The contest this year was unique in that the flying
took place between 7 p.m. and 11 p.m. for the first two
rounds, and from 5 a.m. to 6.30 a.m. for the third round.
This was, of course, made possible by the daylight
conditions existing in Finland during the summer
months and it ensured that the results were a true
measure of the capabilities of the machines since no
thermals existed.

Ellila’s win will undoubtedly raise considerable
argument concerning the technical aspect of rubber
model design and it is safe to say that many an aero-
modeller will now give serious consideration to the
tandem motor arrangement which he used in both of
his winning models.

The results indicate that we have by no means
reached stagnation in Wakefield model design and it
seems that well conceived departures from the orthodox
may yet reap dividends. The fact that E. W. Evans’s
model which gained second place featured a new con-
ception in feathering propellers strengthens this belief.

Sixteen nations were represented at this event and
this proves without doubt that the Wakefield Trophy
Contest is still the most popular international model
aircraft contest.

St&Zy

This month’s cover photo-
graph shows E Smith,
of the Icarians club
and member of the
1949 British Wakefield
Team, launching his

“ Clipper.” Flown by
the designer, E W.
Evans, in the recent
Wakefield Trophy
Contest in Finland,

a development of

this model gained

second place for

Great  Britain.

PUBLICATION

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

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

Tel : Chancery 6681-4

Annual Subscription 20s. Od. post paid.



JAe
WAKEFIELD Quite a number of letters have
100" VENUE been received from Wakefield

“ joo " finalists concerning the
organisation and general arrangements. The chief
complaint, at least from those outside the London
Area, is against the choice of Fairlop Aerodrome as
the venue for this important event.

Whilst it must be agreed that Fairlop is not the
ideal flying ground, in fairness to the S.M.A.E.
Council it should be explained that it was originally
intended to hold the trials at Granfield Aerodrome,
the scene of last year's Wakefield Contest. Un-
fortunately this was found to be impossible as the
aerodrome was required for flying purposes on the
date of the trials. Kidlington Aerodrome, near
Oxford, was next tried, but again the negotiations
fell through.

With the finals drawing near the Council had to
make a prompt decision and. as at the meeting where
this matter was discussed none of the Area Delegates
could suggest any other venue, Fairlop was somewhat
reluctantly decided upon.

Next year it would help, of course, if the selection
of the trials venue was put in hand earlier.

PHOTO- Surprising thing to me was the
GRAPH ERS fact that no protest seems to have
AD LIB. been made concerning the

number of photographers who invaded the take-off
area at the trials. In an event such as this where
competitors have so much at stake they should not be
expected to fight their way through hordes of
camera fans before finding a space for take-off.

Mind you, some of the competitors themselves did
not help matters. | saw one chap who arrived on the
tarmac with three helpers (one to hold the model,
one to light the D/T fuse and one to give the wind
direction), plus three elub-mates armed with
cameras !

Next year the S.M.A.E. might well consider
issuing press badges to photographers from the
acrornodclling and daily press and to recognised
agency and freelance camera-men, only those
wearing such a badge being allowed on the actual
take-off area.

292
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RETRIEVERS | understand that there Is a

strong feeling that at future
trials a recovery service for all competitors should be
organised. The provincial flyers are of the opinion
that the local boys had a big advantage over them in
this respect.

Writing in Aero Xotes, that excellent little magazine
of the Blackpool and Fylde M.A.S., J. Owen,
reporting the trials says : “ Many of the local chaps,
however, were in the position to use cars and motor-
cycles or bad bands of retrievers stationed down-
wind. At times Fairlop resembled a cross between
the Isle of Man and Silverstonc. This was a great
asset to them and, while | don’t begrudge them the
co-operative efforts of their own club members
(in fact 1 admire them) or the use of vehicles, it
does seem that some pooling of resources would
even things up a little.”

There is a lot in this suggestion and it is to be
hoped that it will be borne in mind in future.
Incidentally, Messrs. E. Keil & Co. Ltd., again
provided one of their vans for retrieving purposes at
Fairlop and it travelled many miles during the day
bringing back models which had been reported
found. This seems to have been overlooked by most
people, including some of the officials present!

MODEL It seems inconceivable in these
IDENTIFI- dayS of high performance models
CATION with the urge to pick up thermals

that so many acromodellers fail to take the elementary
precaution of marking their models with their
names and addresses so that they can be identified
if they are lost. This has been brought to our atten-
tion by the large number of models which have been
returned to the officials at this season’s major events
and which have been found to be entirely devoid
of any means of identification as to who is the owner.

Obviously one cannot expect the finder to go to
a great deal of trouble to locate the owner of an
unidentifiable model and if you lose your model
through not taking the elementary precaution of
marking your name and address on it, you have only
yourself to blame.

Another point. Do not label your model * Finder
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will be rewarded " unless you arc prepared to
pay such a reward. At this year's Nationals quite
a number of fliers seemed rather surprised that the
local lads would not part with the models until
they had been paid.

R. 0.G.v. H.L. Amongst the many area pro-
posals for next season’s contests
which were discussed at the last

S. M.A.E. Council meeting none showed more

variation of opinion than those dealing with take-offs.
This will be seen from the following list of proposals :

() Hand-launching shall be optional in all
contests. (Midland.)

(b) Hand-launching with a penalty of io sec.
(East Midland.)

(¢) Hand-launching be permitted in «//contests.
(South Western, Northern, South Eastern.)

(d) Hand-launching be permitted in all power
duration contests. (London.)
(©) Hand-launching be permitted in trials at

judge’s discretion. (South Western.)

(f) There shall be no hand-launching.
Midland.)

(@) All competitions r.o.g., but pushing allowed.
(South Wales.)

The Council decided to recommend no change in
the present rules, but feel sure that we have not yet
heard the last from the hand-launching advocates.
They claim, with some justification in my opinion,
that contests are intended to test a model's flying
capabilities and not its undercarriage. Also they do
not agree that because a full-sized aircraft has to
have an undercarriage that a contest model should
also be compelled, to have one. On the other hand
those in favour of retaining r.o.g. claim that there
must be hazards in any contest and they consider
r.o.g. a justifiable one. In addition it is felt by some
that members of the general public who watch
contests are far more impressed by a model taking
off like a full-sized machine than they would
be by the sight of one being hurled into the air.
What do you think ?

(South

FREE-FLIGHT A London model dealer informs
JET us that one of his customers
reported to him that a 6ft. span flying wing jet
powered model landed in his back garden at North
Finchley recently. The owner of the model, which
had been launched from Hadley, near Barnet,
Herts, had followed it in a Rolls-Royce car and was
on the spot as soon as it landed. It was not possible
to ascertain his name and address, but Hertfordshire
modellers might look out for this individual and
point out to him the very great risks involved in
flying jet-driven models in free-flight and, pre-
sumably, uninsured.

THE “ M.E. Whilst the continued increase
EXHIBITION in (he sales 0of M odel Aircraft
gives us a good deal ofsatisfaction it has also provided
some headaches for our production staff. It is now
necessary, for example, for each issue to go to press
three weeks before the date of publication and this

MODEL AIRCRAFT

explains why The Model Engineer Exhibition, which
has just closed its doors, is not reported in this issue.

The October issue, however, will contain reviews
of the trade and competition exhibits, together with
photographs of the winning models in the model
aircraft competition section.

NEW WORLD
RECORD

We have just learned that a
new international altitude record
has been promulgated by the
F.A.l. This is for rubber driven hydroplanes and
was set up on August 18th, 1949, by Mathia Gasko
of Hungary, whose model attained an altitude of
939 metres.

THEY SAID
" NO 1”7

1 witnessed an amusing incident
at the Northern Heights Gala
Day which is worth relating.
Max Cootc was endeavouring to clear a space for
Queen’s Gup competitors to launch their models and
after much pleading, shouting and bullying he
managed to persuade the spectators to move. All
except two large foreign looking gentlemen who
stood right in the line of take-off and seemed to be
deaf to Max’s entreaties. He walked up to them
and asked them to move—-no response. When
tackled they replied, “ We are Russians ” !

THE NEW S.MAE. TIE
Supplics of this attractive lie. which has sma/J S.M.AE. badges in silver on
a royal blue background, are now obtainable front the S.M.AE. offices.

The prices arc : Sk 14s., Rayon |ls. 6d.

293
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The 1950 Wakefield Trophy Contest has resulted in a
well deserved triumph for Aarne Ellila, of Finland, using an
improved version of the model with which he won the
trophy last year. .Any suggestion that he was lucky to win
the 1949 contest in the severe weather conditions which
prevailed have thus been disproved, since the conditions
for this year’s contest were the very reverse.

Second place was gained by E. W. Evans, of Great
Britain, with his very consistent Vansteed model and third
place was taken by A. Leardi, of Italy. A great effort by
P. W. Seton, of Holland brought him into fourth place and
H. R. Stevens, of Great Britain came fifth. Sixth was the
United States entry by L. L. Salisbury, which was proxy-
flown.

The organisation of the contest and the accommodation
provided for the contestants and officials was excellent and
everyone connected with the running of the contest are to
be congratulated.

THE COMPLETE RESULTS WILL BE FOUND ON
PAGE 338

() The gliding club building which was the headquarters of the contest.
The flags of the competing nations can be seen in this photograph

). Aarne Ellla is congratulated by Mr. A F. Houlbcrg who. as president of
the_FAL Model Commission presented the priz

(@ "E"W" Evans with his = Vanstoed » mode] which gained awell deserved
second_place with very consistent flying.

4) The winner, who led in each of the three rounds, launching his model
for one of its winning flights..

(5) The British team

(6) A Leardi. of Italy, who placed third, prepares to wind up.

(7) A Finnish proxy flier prepares to fly one of the Canadian entries.

(8) The Dutch team with P. W. Seton, who gained fourth place, on the left
of the picture.

(9) The French team.

10) H. R. Stevens, who proved to be the * dark horse * of the British team
and came Fifth, getting his'model away.

(11) Processing the models.

(12) The Swedish team.

DO NOT MISS NEXT MONTH'S “ MODEL
AIRCRAFT” WHICH WILL CONTAIN

« Complete report of the Wakefield Trophy
Contest by A. F. Houlberg

«  Full details and illustrations of the winning model

. British team member, Ron Warring, on the
technical aspects of the contest

. More exclusive “ Model Aircraft " photographs

« Tabulated final results






FLYING
SCALE
MODELS

(Concluding article)

filv A. W. Garry

The author's SE.S model which incorporates many of the constructional

N the two previous articles in this series, we
I explained how the advent of the miniature
diesel engine made the flying scale model aircraft a
practical possibility. We also dealt with the typr<
of full size aircraft suitable for reproduction as tlying
scale models ; methods of construct*!-" n xn
for scale models in general, and biplanes in particular.

Why biplanes ? you may ask ; are they not
fragile compared with the monoplane ? ; arc they
not diflicult to trim ? ; and is not their flight per-
formance much inferior to monoplanes ?

Any scale model flier who has successfully built
and flown a biplane will agree with me that this type
of model aircraft, when in flight, is a most pleasing
sight. Biplanes have a steady purposeful flight, that
is not often obtained by monoplanes.

Successful biplane flight depends— primarily—
upon the correct mainplane incidences. These are
not— within narrow limits, say a degree or so—
critical. The mainplanes must also be designed as a
braced unit, in such a manner as to ensure that their
angles of incidence ; gap and stagger are maintained
in flight. The method of attachment to the fuselage
must enable them to withstand the shock of heavy
landings, minor crashes, etc., without damage. One
factor which assists towards the solution of this
problem is the fact that biplanes, generally speaking,
fly and glide much slower than monoplanes, owing
to their greater wing area, and the “ drag * of the
biplane structure. From this point of view, they are
much less liable 10 damage than fast flying mono-
planes. Let us, by way of illustration, take the case
of a flying scale biplane making a fast down-wing
landing. When the model lands in a nose-down
attitude, the lop mainplane is jerked violently
forward, and the lower mainplane— owing to the pull
of the interplane struts—is dragged upwards and
forwards. The interplane bracing system is heavily
stressed. Now, how are we to sec that these heavy
landing shocks arc absorbed, without damage to the
structure ?

Obviously the top mainplane must be attached to
the fuselage with sufficient rigidity for flight purposes
yet with a suitable degree of flexibility to enable it
to move forward under the impact of a heavy landing.
The interplane struts must be capable of “ rolling ”
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features described in the article.

forwards in their sockets, without tearing adrift, and
the lower mainplanes must allow of sudden and
violent misplacement without damage to the fuselage.
Finally, the* bracing-wire system must be capable of
withstanding extreme tensioning, without tearing
away from the fuselage and interplane strut fastenings.
It is not a problem easy of solution, but, over the
years, the author has evolved constructional methods,
which have proved to be successful. Extensive flying
with biplanes lias proved the practicability of these
methods, and the writer's S.E.5 has sustained
absolutely no damage after scores of flights—many
of which were, incidentally, of an average duration
of five minutes. Have no fears that such a model is
diflicult to trim and fly. 1 would go as far as to say
that trimming and flying a scale biplane is much
easier and safer than trimming high-powered fast
flying monoplanes of the freak pylon type. With
these even a fractional degree of misalignment can
result in the devastating crash and a complete
**wrice-ofil” 1 do. however; wish to say that the
foregoing assertion holds go- re the scale
model has been designed from an inherently stable
prototype, and built to a reasonable scale.

Now let us leave this discussion of biplane flight
performance and problems, and deal with the actual
building of a one-eighth scale biplane. The methods
described were used in the construction of the
author’s S.E.*. illustrated above, but may be used
in any type of power-driven scale biplane.

Having selected the prototype and prepared the

. scale working drawings by the methods
described in the previous articles, 1 usually spend
one or two evenings tracing and cutting out all the
sheet parts such as fuselage formers, wing tips, ribs,
rudder outlines, etc.; main spars, leading and trailing
edges are cut to length and notched where necessary.
When this has been done the construction can pro-
ceed without hindrance. Before the fuselage longer-
ons are laid on the drawing (-& in. square hard balsa
must be used for these) a in. wide strip of 1 mm.
ply 2in. long, must be *inlaid " in the lower
longerons, at the point where the undercarriage
fastening wire-clip is bound and glued. This is
essential to prevent the pivoted undercarriage legs
from wearing away the longerons. The fuselage may
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now be built up in the conventional box-fashion.
Do not build in the centre section assembly until
the basic fuselage has been completed. The 16
s.w.g. wire centre section struts may now be
bound and glued to the 1 in. x & i*1- spacers (A and B)
and the sheet paper tube carrier (B) cemented in
place between them. The tubes may now be cemented
in place across the fuselage. Finally, the four 20 g.
eyelets are bound and cemented to a {in. x | in.
hard balsa strip, which in turn is cemented across the
fuselage, between the tube carriers. The eyelets
project, of course, outside the carriers. The fuselage
coaming formers and stringers are now cemented in
place. Next bind and cement the undercarriage
clips to the lower longerons, and lit a length of
18 g. brass tubing across the longerons to take the
rear undercart wire fittings. A little soldering is now
required. Rind the top wing runners, and cross
braces (see centre-section detail sketch) in place on
top of the centre-section wire struts, using florist's
tinned wire, and soldering well. Make sure that this
fitting is “ square ” by *“ sighting” across the
fuselage, and check that both runners have identical
angles of incidence. Clean up the soldered joints with
a fine file. The fuselage should now be *shceted-in iS
with -fgin. balsa, as far back as the cockpit, on the
sides and bottom, and 1/32 in. sheet for the top
rounded coaming.
Finally, the centre-section wire struts should be
“ faired-of "’ with balsa and sanded 10 a streamlined
section. Do not cement the lower end :h~ balsa
fairings to the fuselage. they should terminate
in. short ofthe coaming, so that the wire struts are-
free to flex naturally. This occurs only on a hard
landing.
: construction is simple
ihe top mainplane is built as
one complete unit. Ifit isdesired to make the wing in
halves for the purpose of transport, the wing can be
divided after construction has been completed. In
this case, the paper tubes for dowel fixing, should be
cemented across the centre section before the wing
halves are separated. This ensures accuracy of the
assembled mainplane in the assembly stage. The
old, well-tried “ Clark Y ” section should be used in
preference to an undercambered section. Use hard
I in. balsa for struts and root ribs, and & in. hard for
all intermediate ones. The ribs should be “ notched ”
g in. into the trailing edge. This adds greatly
to the strength and rigidity of the wing. Half inch
lengths of 18 g. brass tubing are now bound to lengths
of *in. X Jin. spruce or obcchi (do not use balsa
here with florist's wire and soldered. Do not use
cemented binding here, or it will inevitably work
loose. These hardwood strips are now cemented
between the ribs, and to the mainspars in their correct
position, with the brass tubing just “ proud " of the
tissue covering. Pieces of f in. X in. arc cemented
in place, one on each side of the tube fitment. This
strengthens the strut fitting and prevents the tissue
being torn by the wire strut fittings. Finally, sheet in
the underside of the top mainplane centre section
with jgin. balsa sheet and the lop with 1/32in.
sheet.
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Four 18 g. wire hooks are bent as sketch, passed
through the root ribs of the lower mainplanes and
bound and cemented to the mainspars. The hook
ends should be bent as shown, and should be an easy
sliding fit on the paper tubes. Finally, the mainplanes
should be notched at the point where the dihedral
angle commences. Now pin down the centre section
to the working board or bench, so that it lies quite
flat, and prop up the wing tips to the correct dihedral
angle. Plywood dihedral “ keepers " are cemented
in place on to the mainspars, and gussets of hard balsa
cemented to all angle joints. Be lavish with the cement
at these points. Remember, the top wing is fully
cantilever, and supports the lower mainplanes, so
make sure ofa really efficient dihedral angle assembly.

The tail plane and rudder, both of non-lifting
section, need no description. Do not be tempted to
hinge the elevators to the tailplane with aluminium
strips. It is thoroughly bad practice, and is deplored
by the writer. The whole tailplane should be adjusted
Jo obtain longitudinal stability. This also applies to
the rudder.

The undercarriage has already been described,
and need not be dealt with except to repeat that the
soldered joints should be well made, as they are
heavily stressed in a fast downwind landing. The
degree of (i damping ” should be adjusted until the
undercarriage lias only a limited amount of backward
travel. The axle can be attached to the legs with
elastic bands, if so desired. This assists in damping
oat landing shocks. Make the rear legs from soft

trip, trimmed to streamlined section. Wire
fitments to slide into the fuselage tube are bound to
the ends of the legs, and held in place by an elastic
band beneath the fuselage.

When all the component parts of the airframe have
been completed, covered and doped, the machine
can be assembled. First, however, make the four
bracing wire tensioners from 20g. wire, and pass
them through the centre section eyelets. Use two
elastic bands stretched between the tensioners to
maintain bracing wire tension. Now fit the undcr-
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carriage and tail surfaces. Make a hook from 18 g.
wire, in order to pull the elastic bands through the
lower wing paper tubes and attach bottom
mainplanes. The top mainplane is attached to the
centre section with elastic bands, and the interplane
struts slid into place. Note that these should engage
easily, with no tendency to distort the mainplane
assembly. Make sure of this by sighting mainplanes
both from the front and the side. It is most important
that neither wing should be bent in even a slight
degree in order to permit the struts to be engaged.

Finally the “ bracing ” system may be “ built-in.”
Use carpet thread— not linen—and make the small
hooks from 20 g. wire. The ends of the bracing wires
should be f in. “ short” so that the tensioners have
to be pulled out to engage the hooks. Note how firm
and rigid the whole airframe assembly now feels.
Surprising, isn't it ? It will now be appreciated how
this rigidity is maintained in flight, and yet be cap-
able of absorbing heavy landing shocks. Now stand
assembled machine on table top and “ sight” along
fuselage, between the mainplane, to ascertain whether
tail surfaces are “ square " with mainplanes. The
tailplane will be set at zero incidence for preliminary
flight tests, and rudder should be offset to counteract
torque. Finally, ensure that motor is firmly mounted
on bulkhead, and that side thrust and down thrust
have not been altered by the screwing of the motor
bulkhead to the fuselage. The completely assembled
plane should balance in the case of a staggered biplane
at 50 per cent, of the chord, and with a non-staggered
model, about one-third chord. It only remains now
for you to await calm weather before commencing
trial flying, as explained in the first article.

In concluding these articles, T would like to com-
ment upon two aspects of scale model flying with
which | have not already dealt. 1 have kept the
articles strictly practical and based them upon many
years’ scale model flying experience. Thev have been
written as a guide to the average aernmotifflrr who
wishes 10 take up scale model dying as aeq afoenaazrve
to the conventional duration type snonopizoe. To
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any such, 1 would sav, do not be tempted as your
first venture, to build a scale model employing
pendulum control. The very fact that such devices
are necessary, proves that the model is inherently
unstable. For instance, take a model with pendulum
operated ailerons.  Obviously, the pendulum can
only operate satisfactorily when the machine is flying
level in a longitudinal plane. What happens when
the machine assumes a sharp nose-up (or down) atti-
tude during flight? The pendulum either becomes
non-operative or binds to such an extent, that it is
incapable of exerting sufficient leverage to operate
the ailerons— particularly if these arc unbalanced.
No, the answer to successful scale flight does not lie
in pendulum-operated stabilising surfaces. It depends
upon a correct choice of prototype, and inherent
stability, as | have already explained. Leave
pendulum-operated scale models to experts who have
learned scale model flying technique and are willing
to accept the risks involved in flying models of this
type. Make your first biplane of the simple easily
trimmed, stable type, such as the Tiger Moth. S.E.5,
Aité Arian. etc.

Finallv. it must be remembered that scale model
flying is “ sport flying” pure and simple. The
technique is totally different from that employed in
the flying of high-powered, fast flying, contest-type
monoplanes, and it is not reasonable or fair to expect
them to fly in other than calm weather conditions.
In any case, no scale model man, or * precision ”
flyer likes to see his model emulating a wind-blown
leaf. Fly your scale model on those days when the
dub windsock hangs limply from its pole, or on those
long still summer evenings when the breezes have
died away and the smoke ascends vertically from the
chimneys. Under such conditions scale model
flying is a pure joy, and the sight of a well-trimmed
biplane, climbing slowly in wide sweeping circles,
droning up into the blue evening skies until the motor
" cats " and then coming-in on a long. flat, floating
gikle, i' one of the most soul-satisfying sights known
1©the aeromodcller.
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“ Y7AOTS$ and Figures ” do not mean much to the

J7  normal modeller— the speed fans’ reaction
to this apparent intrusion of theory into the hitherto
unspoiled regions of C/L will be : “Just as we're
getting somewhere with speed flying, here’s one of
those ‘ armchair aeromodellers’ going to show us
how easy it all is and how all our methods and ideas
are utterly wrong, according to some high-falutin’
mathematical mumbo-jumbo !'” A little intro-
duction is called for, on this account. Your author
is a normal contest-minded clubman whose interest
is, first and foremost, in “ live ” modelling, in spite
of (or because of) an incursion into the deeper waters
of full-scale technicalities and, in his opinion, most
“ theory " is best left to the people who are not only
fully qualified to deal with such things, but have the
necessary outlook which derives satisfaction from
complete devotion of time and interest to tiie task
of finding a formula for e\ r.ohor.z:

it would have been far easier to write :2us. and
other articles in a purely theoredcai manner : the
presentation would be far more concise, but the whole
point might weii be missed by the majority of readers
who are more accustomed to thinking in strictly
practical terms of ” cause and effect.” The essential
matter is to “ get over ” the way in which the figures
fit into everyday observations of model performance,
hence the presentation is not as a mathematical
proof of anything, but as a sound basis for discussion.
Most of this work was done in late 1948 and early
'49, the conclusions being pretty well substantiated
by what happened during the “ season.” It was
neither intended nor expected that anything remark-
able would transpire, nor any radical means of

improvement be discovered ; the intention was not
to “ prove” the experts wrong, but to attempt to
settle, from purely personal interest, some of the
controversial points based more on opinion than fact.
We cannot get the whole story, for any technical in-
vestigation invariably leads to complications and
“ loose ends ” which just do not justify the effort
involved in trying to get everything “ buttoned up,”
but sorting out, if only partially, some of the half-
truths and popular misconceptions which abound
through too careless a correlation of observed facts
and explanations, can at least be interesting. This is
written for the modeller who wants, not figures and
formulae, but an explanation of what the “ sums ”
mean—do not be put off by the graplis, for Figs.
1, 3 and 4 are the whole substance of this article.
Now, the top-notch modellers got there, not by
deft use of the slide-rule, but by perseverance in
developing their own designing and flying techniques;
they acquired the “ know-how ” which is the surest
guide to good flying, so that the best models today
generally represent something pretty close to the
best possible, since they are the outcome of strictly
practical development based on stopwatch evidence.
With this in mind, the problem arises: “ What is
wrong with our speed models ?” Somehow, our
speed performances, in general fall a long way short
of the American contest results, not to mention
their records. At first sight it seemed that we could
short-circuit the long process of evolution which led
to present-day U.S. design practices and step in at
exactly the same level ofperformance merely by embodying
in our designs all the salient points of their highly
developed contest-proven jobs. Yet the first “ seri-
ous ” speed models to appear were a big disappoint-
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merit and ideas of actually improving on American
performances soon went by the board. Modeller's
instinct was not enough; there were so many un-
knowns that one could not be sure where the main
difference lay. Strange ideas circulated about the
potency of the U.S. atmosphere as compared with
our “ climate ” and more than a little doubt was
cast on the honesty of American fliers (and time-
keepers ).

Clearly, much of the explanation is the simple
solution “ Teething Troubles.*” Lack of experience,
in particular the sheer lack of numbers of active
specialists made our contests little more than proving-
grounds where the proportion of entrants to make
flights at all, regardless of good or bad motor runs,
rarely exceeded 25 per cent. Even so, the current
best (in over 3 c.c. classes) is a good deal short of
figures which have stood for some time in America.
By the time this appears in print the situation will
almost certainly have improved— better fuels and
more experience must inevitably close the gap.
It is a practical problem, with an essentially practical
solution, but by looking into some cf the factors
affecting performance wc can place them in a more
proper perspective and see what we are up against;
we can clarify the picture ifwe know not only “ how,”
but “ how much.”

The obvious starting place is the subject of line
drag, a matter which has been studiously ignored
by the “ regular *slide-rule devotees. The explana-
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tions are condensed to a point wh”rc they serve only
to justify the answers— there would be little point
in making longwindcd explanations of how to calcu-
late line drag : the calculations have been done once
and for all, so skip the description of the method if
you are prepared to accept the answers as genuine !

Method of Calculation
For a constant drag coefficient // model speed V

D — Pﬁ(o pd F 'yr} 2dr (for one line)

i.e. total line drag is one third of the value it would
be if the whole of the line moved at speed V

Total moment ofdrag = hop V*d
1 Radius to drag centre — R_R_ §R.
4" 3 4
Hence line drag acting at model = 2 total' line

drag. (This is obvious from the drag distribution
curve of Tig. t)

(b) In practice, kD varies with Reynolds Number,
so using the data of Fig. 2, we can calculate drag per
ft. at steps of, say, 1/10 radius, using the true local
values of ko-

A tabular method was employed : suitable speeds
were chosen and at each speed the drag loading
figures for each diameter were calculated. The area
under the curve was found by a process based on
summation of ordinates, and, without going into
another half page of details, it is sufficient to say that
the error involved was computed, found to be exactly
one half per cent., and was duly subtracted from the
answer!  Actual drag figures were not considered
of particular interest, so the results have been ex-
pressed as horse power required from the model—-
the exact drag centre position was determined in
each case and was between .742A and .747R (instead
of the value .75R which holds if Ap is constant).

Reliability of Results— First, it must be stressed that
what those figures represent is the power absorbed
by two separate lines, with no interference effects ;
the data is accurate, the calculation is precise, but
the fact remains that in practice we have two lines
which are not necessarily separate and, in particular,
arc close together, one behind the other, at the model
end. where speed is greatest. Front the nature of
things aerodynamic, it is unlikely that the interfer-
ence will be favourable and it is pretty safe to regard
the accompanying figures as a reliable guide which is
not far wrong and may well be an underestimate.

Consideration of Results

A quick check, using the average drag coefficient,
shows that nothing has gone astray in the arithmetic
— that these remarkably high figures are, in fact,
a true measure of the power it takes to haul the lines
round. Most fliers are quite resigned to the fact that
their hard-worked motors have to cope with a bit of
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extra drag due to the lines, but few seem to have
considered just how important this is. Perhaps it is
because the lines look so insignificantly small in
diameter. Yet, to quote an example, the frontal
area of two 52ft. lines, 10 thou, diameter, is no
less than 12~ sq. in., i.e. appreciably more than that
of the whole 429 powered model, and wire of
circular cross section has a very inferior sort of
streamlining! The rapid increase in power absorp-
tion is inevitable and regardless of actual numerical
values the power will increase with the cube of the
speed— in other words, a 5 per cent, increase in
speed gives about 16 per cent, increase in power
absorption of the lines. 10 per cent, more speed takes
33 per cent, more power, and so on. These results
take some getting used to, but they certainly throw a
new light on the speed business. Bear in mind that
these figures represent actual thrust horse-power
required, so that the brake horse-powet required
will be considerably greater ; for a propeller of
62.1 per cent, efficiency it is necessary to increase
these figures by fio per cent, to put them in terms of
engine power output.

Take a Class Illb speed job on 52~ ft. lines— the
average 1949 speed was around 135 ft./sec. 92 (m.p.h.).
At this speed, a couple of 10 thou, wires take .131 h.p.,
less about 4 per cent, for the length enclosed in the
wings, say, .126 h.p. At 60 per cent, prop efficiency
ibis is equivalent to .21 b.h.p. ; if the motor is
developing .35 b.h.p. this means that 60 per cent, of
its output goes in overcoming line drag and only 40 per
cent, to the model. It is difficult tp try to fix a
proportion because we do not know what power
corresponds to a given speed ; the above figures are
reasonable in view of published b.h.p. figures for
various motors and also in view of the fact that the
speed quoted is by no means the best achieved with a
standard motor in this country. It could bo 75 per
cent, output to the lines, it might be only 40 per cent.,
but the important matter is that it unquestionably
takes a lot of power to tow those lines round.

Let us consider those American speeds more closely.
It is absurd to compare the results obtained by the
merest handful of British fliers with the top figures
set up by the long-standing expert specialists of a
traditionally speed-conscious nation. Much has
been written condemning the situation in America—
it is said that the more casual amateur entrant
does not 4stand an earthly ” at their big contests ;
the competition is fought and won largely by the
professionals who spare no effort or expense in
tuning their motors far beyond the performance of
the usual 4over the counter ” job.

We have no real yardstick of performance; what we
read about is News, not the everyday run of events,
and it is a pretty safe bet that the everyday hobbyist
who buys, say, a Speedwagon “ 30" kit anti a
McCoy 429 to go with it, finds it just as hard to
get much above 100 m.p.h. as we do in this country.
We do not hear of the speeds below third place at
their big meets ; the junior and novice events give
a clue, however, since performances are appreciably
lower ; comparable with our speeds. Indeed (if
such fliers as Cyril Shaw and Don Powell will excuse

just to overcome line drag alone.
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to be employing 4straight ” motors.

The interpretation of the situation, as made clear
by these line drag figures, is simply this : where our
models are lacking is definitely in sheer brute h.p.
It is not because some of the Americans used a dozen
or more coats of proofer rubbed down to a mirror
finish, not because they had fancy aerofoils, crafty
cowlings, offset thrust-lines, etc., that they went so
fast. Such details are all contributory, but since they
had just as much line drag to contend with as our
models, it is now obvious that those record holders
must have churned out a prodigious amount of power
It is established now
that the 138 m.p.h.. or thereabouts, which has been
officially achieved could not possibly have been due
solely to model design, with a 4igood average
engine, for even complete elimination of model drag
could not account for the difference between this
speed and the average.

In our example, zero model drag would push the
speed from 92 m.p.h. to 109 m.p.h., so that we can
clearly fix a limiting speed which cannot be surpassed
by model improvement alone. According to our
graph, 130 m.p.h. calls for .36 thrust h.p., or roughly
.5 to .6 b.h.p., to overcome line drag alone at this
higher speed, total power for the example being
.9 b.h.p. This infers that the assumptions are a bit

[Continued on page 304)
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Bon Warrant:

Evans% f lipper

W akefield

ESIDES being an exceptionally good model
flier, Ted Evans has the undoubted gift of
being able to design Wakefield models on unorthodox
lines and get away with it. It is easy enough to
produce an unorthodox design, but certainly not so
easy to make a success of it.

The first of Evans’s designs to attract world-wide
attention was, of course, the Jaguar, which is so well
known as to need little, further description. Design
layout here was based on C. H. Grant's C.L.A.
theory which, despite much opposition from several
theoretical sources, has been applied and used with
success by many prominent modellers.

Introduced some four years ago, the Jaguar has
succeeded in piling up a most impressive contest
record during the '47, '48 and '49 seasons, with one
morlf~in the "48 team and two in the '49 team. But
our personal opinion, and comment at the time, was
that this layout with undcrslung (belly) fin could
not be stable in a sideslip inwards—a manoeuvre
which is commonly introduced by gusty air.

This, in fact, docs appear to have been borne out in
practice. Under certain conditions Jaguars have a
definite tendency to go inverted, i.e., roll over on to
their backs. Over-banking produces this tendency,
with the nose being held down all the time. Yery
many people have got into trouble in this respect.

At the same time, flying properly, the Jaguar is a
very good contest model indeed. The climb is
exceptional, the design seemingly able to hold a very
steep angle of climb on little or no downthrust and
with less tendency to stall than most other models.
Possibly the underslung belly fin accounts, in part at
least, for the considerable amount of sidethrust which
can be used with safety, although if this has been
obtained at the expense of reduced stability margin
under certain other circumstances, it is a heavy bill
to pay.

Before condemning the Jaguar on this score,
however, it must be remembered that a very con-
siderable number have appeared at contests. Xot all
have been perfectly trimmed, and the design being
so distinctive it is easy to form a false impression of
the true proportion of failures. Yet at the same time
Evans himself came to grief in the '48 Trials through
just this basic fault— the model rolling on to its back
and diving in.

It is particularly interesting, therefore, to study the
latest design from the same stable. Unlike most other
leading Wakefield designers, Evans has never been
opposed to making radical changes from one model
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tojanother and the Clipper is virtually an entirely new
design. About the only major point of similarity is
the retention of the diamond-shaped basic fuselage.

The 1950 flying season has already given us the
opportunity to assess the merits of the Clipper. It
has done very well indeed and has been adopted by
such leading fliers as Chesterton and Smith, who last
year flew Jaguars at the Wakefield events. The
Northampton club as a whole seem almost exclusively
to have adopted the design, Revel1lbeing apparently
the only exception, and the Northampton club arc
noted for their general excellence in Wakefield
events.

Broadly speaking the Clipper is a high wing,
diamond fuselage slabsider with fairly conventional
proportions. The method of mounting the wing,
however, is unorthodox. A cabin-type centre section
fairing is built up on the basic diamond fuselage, the
wing being assembled on this in a somewhat similar
manner to the Jaguar wing mount. In the Clipper,
however, internal rubbers are used for anchorage.
The wing position is adjustable, fore and aft. Also
incidence adjustments should be relatively easy. The
actual centre section fairing— celluloid covered—
gives an increase in effective wing area within the
present rules, in the best modern streamlined-
slabsider tradition.

We must give the designer full marks for this most
ingenious wing attachment, but our personal opinion
would be that it is quite unnecessarily complicated.
It cannot be easy for the average modeller to dupli-
cate accurately and get a good appearance. Sheet
celluloid is notoriously difficult to apply successfully
to any fight framework. A major field repair to a
damaged centre section would appear 10 be a very
difficult job to tackle indeed.

Aerodynamically, the disposition of the fin area is
of particular interest. Fin area is disposed almost
equally above and below the centre line of the fuselage
and many modellers have expressed their satisfaction
at the spiral stability characteristics of the design.
In common with the Jaguar, it appears that a con-
siderable degree ofsidethrust can be used for trimming
out the power (thus reducing or eliminating the
need for downthrust), which is a very desirable
feature.
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Wing and tail planform arc roughly of blunt
elliptic shape. The actual aerodynamic gain over a
normal straight tapered wing with elliptic tips is
problematical, but it is nevertheless nice to see a
different wing shape appearing. The wing con-
struction retains the same anti-warp features of the
Jaguar. using two flat +in. X in. balsa mainspars
(top and bottom) and sheet-covered leading and
trailing edges. This gives an exceptionally rigid and
light frame. But to keep the weight right down it is
necessary to select carefully the i 32 in. sheet covering.

Tailplane construction, by comparison, is on the
flimsy side and would appear rather liable to warp.
Most Wakefield tailplanes do. in any case- warp,
unless built exceptionally heavy and rigid. The main
thing to avoid is asymmetric warps, where one side
lias more incidence than the other. Equal washout
warped into each tailplane lip may even be helpful.
In keeping with the wing construction, however, it
would appear that some form of anti-warp tailplane
construction might have been tried.

One cannot take too kindly to the wire skid
undercarriage in place of the conventional bamboo
or wire legs and wheels. No doubt it is effective,
for none of the Clippers at the Wakefield Trials
appeared to have take-off difficulties, but it does not
look right—-and something that does not look right
often is not right !

The weight of such an undercarriage unit must be

MODEL AIRCRAFT

heavier than an orthodox bamboo plug-in type. The
latter can be reduced to } oz., or very slightly over.
A normal piano wire undercarriage of the type
specified may weigh as much as three times this
amount.

Possibly the designer has been swayed in this
decision by the fact that it is very difficult to obtain
strong bamboo of adequate section those days.
More and more people are, in fact, going over to
all-wire or wire and bamboo undercarriages for this
very reason. But not to the extreme shown on the
Clipper.

Evans’s own model with which he gained a place
in the Wakefield team was actually a later develop-
ment, the most noticeable difference being the fact that
a onc-piece wing is used, resting on top of the fuselage
cabin-pylon. A single wire loop (skid) undercarriage
is used with similar thin wire skids under each tail-
plane tip. This particular model, incidentally, was
built down to the amazing airframe weight of 3J oz.
and carries 4.1 oz. of rubber. A feathering propeller
is used of the type developed by Evans, which first
attracted widespread attention at the 1949 British
Nationals. The Clipper was flying well then and so
has been thoroughly proven before being released in
plan form. Four members of the '49 British team—
Chesterton. Smith, Clements and Hinks— immedi-
ately set about building this model in preference to
their own designs !
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For any Wakefield enthusiast who is keen on getting
top performance and is prepared to put a fair amount
of effort into the construction of the model, the
Clipper is a very attractive proposition. Potential
performance is as good as any contemporary design,
the layout is sufficiently original to be interesting and
the model does riot appear to have any definite vices.
It is not, however, a beginner's model. It is not. in
fact, a model which one would fly with impunity-
under rough weather conditions without worrying
about what might happen to the centre section
assembly in a #treed " landing.

Plans of the Clipper are marketed by Super Model
Aircraft Supplies, of Northampton, printed sheets
and propeller blanks also being available. The
development design— the Vansfeed—is still in the
proving stage and is more in the nature of an
experimental model. Few modellers, for example,
would attempt to duplicate the intricate feathering
propeller mechanism and no plans or other details of
the design are available, as yet. Performance is
roughly identical to that of the Clipper, although the
proportion of rubber carried is greater.

Science und the Speed Model

out ; it does not necessarily mean that the line drag
figures are wrong, for if in fact the prop, efficiency
was 75 per cent., then our example may have been
developing .28 h.p. instead of .35 at 92 m.p.h,,
requiring .72 b.h.p. at 130 m.p.h. Model drag may
also have been less, so that the total power was about
.25, thus it may be that only .65 h.p. is required at
130 m.p.h. The author hopes to find time to collect
a few measured figures just to prove his point : the
most direct proof is to measure model drag in a
wind tunnel, measure prop, characteristics, also in
a wind tunnel, obtain a power curve for the engine
and then go out and fly it. This takes a lot of time
which is all too short in the contest season, so it may
not be done for some time ; just the model drag alone
would show, however, that a large proportion of our
power output must be going elsewhere.

From our line investigation, then, we have derived
substantial backing for the contention that the
average British model is just as good as the average
U.S. job, that those extra high record speeds are the
exception rather than the rule and further that such
speeds depend primarily on 4thot” engines rather
than on secondary' considerations of model refinement
in the aerodynamic sense. Do not be i: blinded by-
science ” though ; without careful consideration,
these results present a very pessimistic picture.
Remember, we have notprovedanything, we have only
shown the real set-up behind the speed flying story ;
we have settled the fact that relatively small increases
in speed call for a lot more power—far more than is
generally realised. Remember that the high speeds
have been achieved (by downright practical fliers
who did not realise how 4impossible ” it was !) so it
is clear enough that the tough problem on paper can
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Detailed structural weights of the Clipper are as
follows :—

Fuselage and undercarriage *.7 0z
Wings and connecting biace .oL1 o,
Tailplane and fin 05 »
Propeller and noseblock .l2,

Motor weight 4-0 »
. 85

i

Comparative figures for other wcil-know1l Wake
fields are :—

Copland
'49)
ream-
Component Jaguar  Zombie liner
Fuselage - Co1+
" plus undercart 1.9 — —
Undercart —
Wings ... 1.0
Tail and fin 0.6 |
Propeller assembly 1.0 li *3
Motor ... 3-8 3 3*
Totals ... 83 83 9

(Continued from page 301)

be beaten in practice. The solution is, of course, in
the hands of the specialists ; the point to bear in mind
is that we just cannot get there by model design alone,
for in the example a 30 per cent, reduction of model
drag results in 12 per cent, reduction of overall drag
and adds only about 4 m.p.h. to the speed. The fact
that wc do see appreciable differences in speed reflects
on the importance of the other variables ; motors
loosen up throughout a season, we change props.,
fuels, plugs, lines, fly in different atmospheric con-
ditions and. above all. it is often true that we are
working below the ideal 4tbest” combinations of
these quantities so that a relatively greater improve-
ment is possible than might otherwise have been the
case. In speed flying everything matters ; wc may have
to resort to engineering subtleties in a search for
<shorses,” for we stand to gain more by improving
power output, but none the less although model drag
has been shown to be much less important than is
commonly imagined, the writer is certain that design
will not tend to stagnate just for that reason. Those
U.S. record holders are a credit to the industry and
talent of their owners and, regardless of any advan-
tage they may have had concerning the power plant,
the fact remains that it is the model 4* owner team
that counts, and the ability to achieve the utmost in
performance on the field.

It is a complex situation, but a review of some of the
details can perhaps help with a few home truths on
just how much wc can hope to gain in various ways.
Wc have yet to discuss odd points on line lengtlis,
changing diameters, enclosing them in the wings,
effects of stretch and expansion ; in (he meantime,
the foregoing should provide some food for thought.

(To be continued)



Once agan this popular annual event was favoured with superb
flying weather and attracted large numbers of fliers and visitors from
places as far distant as Kendal (Westmorland). Manchester. Yeovil,
Worcester, Northampton. Portsmouth and Southampton

Only a very small proportion of fliers present entered the contests,
however, but nevertheless the standard of flying in these events was
very high indeed. In the Queen’s Cup Contest two competitors,
J. A. Howard and R. Copland, tied with three maximum flights each
Zthe first time that chis has happened in a major contest since the
introduction of the 5 mm. rule. In the fly-off Howard proved the
winner.

angncy, American member of the Croydon club, made an out-

s(andmg flight in the Thurston Helicopter Trophy evenc of 2 mm.
435 sec. to sec up a new British Record for this class of model (subject
to confirmation).

Altogether a very enjoyable meeting for which the organisers
(and the weather man 1) deserve great credit.

Flight Cup (Glider).  Agg. 2 Rights
ner Fjihar-

2 L Barr . Pharcs
3 P A Ward Wayfarer*

Fairey Cup (Rubber). Agg. 2 Flogwa

Coronotion Cup (Fewer). - Agg. 2 Fiights

1 A. Setchfiel Willesden
2. R Hill Hillingdon
3. P. Buskell Surbiton

Queer's O (Rubher)., Ago. 3 Flihts
entish Nomads 900 &<

iR Copland “Northorn Heights 500
3. B West ~Yeovil
Cup (C L Stunt)
Salisbury ..
Chingford

Contours d'Clegance
(Power). J. A. Newton. B\ackhcalh
(Generai Fiying Models) N. Gre
(Scale). J. Nunn, Barking. Spec\a\ award' H. J. Towner, East-

oure.
(Unorthodox). | . Ashby, Canterp-pr Pilgrims.

Halton Cadet Prize—Cadet P. Scan
Gala Champion  (Aeromodelier Cup L. Barr, Pharos.

(1) J. A. Howard of the Kentish Nomads club launching his model
for the third of its three maximum fhghts-

(2) Howard with the Queen's Cup and his winning model.

(3) Johnny Nunn and his fellow Barking club members with the
jet-powered”* Vampire " which won the Scale Class in the Concours
dElegance.

Nunn's * Vampire " in flight- It gained well deserved applause
from the large crowd of onlookers for cs impressive flying display.

(5) E T. Walls, of Yeovil, launching his model for a clean get-away.

(6) 1949 Wakefield Team member, F Holland, of Swansea, making a
Quean'’s Cup flight.

(7) Ron Warring, 1949 winner of the Queen’s Cup was out of luck
this year

(8) E. Bourne, of Eastleigh, with his Jccex powered helicopter.



r| VHIS model was designed in October,

X to the Nordic specification which was then
being discussed. The object of the desigr.
produce a job capable of giving a good account of
itself in any weather conditions that were likely to
be encountered. It was sst flown over the
winter months and showed itselfcapable ofan average
of just over four minutes in still air.

In the first competition for which it was entered,
the 1950 Pilcher Gup, it took second place. This
competition, as readers will probably remember,
was flown in a gale, but in spite of this unfavourable
weather the model went up straight on the towline
and flew in steady circles when it came off. Unfor-
tunately, the towline (ofwaxed fishing line fitted with
a rubber tensioner) was not strong enough to take the
model up under these conditions and it snapped on
each of the three flights before the model was able
to reach a reasonable altitude. It should be noted
that the mode! was still in perfect flying order at the
end of the competition, thus showing its robust
construction and general airworthiness.

Fuselage

The sides are built on the plan in the usual manner,
fairly hard 4 ft. wood being used for the longerons
and medium for the uprights. The sides are then
joined at the rear, the weight box formers added,
followed by the cross-pieces. Bind and cement the
towhooks to the j-in. square braces and fill in with
*in. sheet either side. Complete the remainder of
the sheeting, then fit tailplane platform. The chute
box is then built and glued firmly into place. Those
modellers who prefer to use the tip up tail dether-
maliser should, of course, omit the box.

Wings

Cut out the wing ribs by means of a ply template.
Drill the holes for the dowel tubes in the centre
section ribs. Thread the ribs on to the dowel tubes,
complete the construction of the centre section, then
glue the tubes firmly in place. Do not be tempted to
omit the gussets shown on the plan, they are func-
tional, not ornamental. Medium stock is used
throughout.
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Covering

The original was covered in a fairly heavy type
Jap tissue obtained recently from a London model
shop, but coloured Modelspan is quite suitable.
The colour scheme on the original was black fuselage
and fin with white wrings and tailplane. Give the
fuselage and wings at least three coats of good
quality clear dope and follow this with a coat of
clear fuel proofer if you intend flying in wet weather.
When the covering of the fuselage is completed the
auto rudder is fitted.

Dethermaliscr

The type of dethermaliscr used is left to the indivi-
dual modeller. The writer considers the parachute
type operated by a fuse to be best for gliders, but those
modellers that prefer some other type such as a
tip-up tail could, of course, use it.

The chute may be cither circular or hexagonal
with six shroud lines, a small celluloid spacer being
fined on to these. A 16 in. diameter chute with a
2m. diameter hole in the centre is ideal for this
model. The material used is thin silk or nylon.

Trimming

Balance the model at a point 2Ain. from the leading
edge of the wing by adding lead weight to the weight
box. Check the glide with a few hand launches and
adjust the amount of ballast if necessary.

Tow the model up on a short line using the middle
hook. It should go up quite straight. If it turns
to either side due to a warp or incorrect line up a
small trim-tab should be glued to the upper fin at
such an angle as to correct the turn. As soon as the
model tows up straight adjust the auto rudder to
give the required amount of turn on the glide, then
trim for best glide.

Flying

If the model is towed up correctly it will reach the
full height of the line before flying ofl. Best results
are obtained when it is towed up fairly fast. The
middle hook is usually used. In very calm weather
it is advisable to use the rear hook, and on a \ery
windy day the front hook.

Always set the dethermaliscr.



FULL SIZE WORKING DRAWINGS ARE OBTAINABLE FROM YOUR LOCAL DEALER, OR BY POST FROM THE “ MODEL AIRCRAFT * PLANS
DEPARTMENT. 23, GREAT QUEEN ST, LONDON, W.C.2. 5s. Od. POST FREE.



PIN EACH SET OF RIBS TOGETHER
MODELLING AND SAND LIGHTLY
KNIFE

Cut ribs individually for parallel chord wing

CARVE AND SAND
TO SHAPE

X ROOT
TEMPLATE
MAKE ROOT& TIP TEMPLATES
FOR TAPERED WING RIB BLANKS
MAKE ONE RH ONELH SET ky.poor TB/PATE
sthod, quick,

MARK OFF RIB
LENGTHS

KEEP CORRECT
TE DEPTH

Another m-eebcd of cutting taoered rib* for tip panels.

SPAR SLOTS FORMED BRASS TUBE PUNCH
WITH FILE

TEST SLOTS FOR SIZE
WITH SPAR

FILE NOTCHES

Use file for cutting spar slots, etc. ; punch for tightening hoh
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(A) For best results, always select your wood
carefully for wing ribs. Wood thickness does not
necessarily ensure adequate rigidity. Ribs from poor
e stock can be heavier and buckle more easily than
ribs cut from good 1/32 stock.

Quarter-grain sheet is required. That is, sheet
which is rigid rather than flexible ; brittle rather than
soft. But if you are building a lightweight model,
make sure also that the sheet is of medium light stock.

For wings up to 200 sq.in. area, 1/32 sheet is
generally adequate for close-spaced ribs. If the spacing
exceeds about 1$ in., use or 1/20 sheet. 3/32 sheet
is adequate for wings up to about 350 sq. in. Above
that size use £ sheet, or 3/32 sheet with every fourth
or fifth rib a * stiffener " of -fa sheet.

For parallel chord wings where ail the ribs are
identical the best method isfirst to trace the wing sec-
tion accurately on to a piece of .y ply arid cut out to
form atemplate. Using this template is a guide, c_:
out the required r.—zer ¢* r i mode ng
knife or razor blade. C_: slots for soars, etc., separate-
ly, one rib at a time. Then pin the complete set of
ribs together and sand down very lightly to ensure
uniformity throughout.

(B) When dealing with tapered wings, instead of
plotting each individual rib separately and cutting to
shape, make ply templates of the two end ribs—the
root or largest rib, and the tip rib. This should be
the true projected tip rib—not the last rib as drawn
on the plan.

Then cut the same number of rib blanks as there
are ribs in the wing. Actually these blanks can be
progressively smaller in size, but by far the easiest
method is to cut them all oversize and roughly the
same, i.e., slightly bigger than the root rib. Otherwise
you may find that one or more blank in the final set of
ribs is undersize and does not conform to the full
depth of the rib profile at that particular station.

Sandwich the required number of rib blanks between
the root and tin templates, lining these templates up
on some common point, such as the mainspar position.
Hold in place with pins.

Then treat the whole as one block of wood and
carve and sand down to shape. Take care in cutting
any undercambered portion or you may split some of
the blanks and break off part of the required rib profile.

The same method can, of course, be used for rapid
production of parallel chord wing ribs, using identical
templates at each end.

(C) In some cases where only a small number of
tapered ribs is required, such as in the tapered tip
panels of awing, the full size rib template can be used
to cut the shorter chord ribs. This usually holds true,
provided the spar lines remain unaltered, i.e., remain
straight from tip to tip.

Having cut the first rib by means of the standard rib
template, mark off on the sheet the exact length of the
next rib required, taking this off the plan. Also mark
the depth of the trailing edge portion of the rib at this
point. Then simply lay the template over the sheet
with the leading edge at its correct position, but with
the template slewed slightly so that the upper surface
contour comes over the required trailing edge position
and depth already determined. Cut out with a model-
ling knife as previously. Simply repeat to cut out all
the remaining ribs.

This method of using the template is better than
cutting the actual template to the new rib shape.
Templates, once made, should be kept, with aerofoil
section and chord marked on tor easy reference. They
will almost certainly be of use later on for another
model. Provided you use them properly and do not
damage them with the knife when cutting ribs,
templates are always there for future use, once made.

(D) Cutting spar slots and trimming off the leading
and trailing edges of a set of wing ribs demands care.
Unless the spar sizes are exceptionally large a small
file will be best for cutting these slots. Such files are
obtainable in 1/32, -fa, 3/32 in. width, upwards and a
set will form a useful addition to any modeller’s tool
kit. For really large slots, the sides can be cut with a
fine saw and the slots then chiselled out, although
again afile will come in handy for finishing.

Check that the slots so cut really do fit the spar
sizes. Undersize slots will simply mean that the ribs
are deformed when the spars are forced in place.
Oversize slots mean a sloppy fit, possibly abad cement
joint and every chance of inaccurate assembly.

For cutting slots in leading and trailing edges for
insetting ribs, again afile is the best tool to use. Choose
afile of the same thickness as that of the rib and the
result will be an excellent fit with sufficient clearance
for a good cement joint. Do not make these slots
unduly deep, otherwise you will weaken the spars.
As a general rule, depth of slot should never exceed
one fifth of the spar (leading or trailing edge) width.
Never notch mainspars, as this will weaken them
unduly.



THE VERON *“ SKY SKOOTER”

EMI-SCALE 48-in. span high wing cabin mono-

lane.  Free-flight payload or R/C. Power:
1-1-5 c.c. diesel or glow motors. Wing area: 310
sg. in. Recommended maximum payload: 12 oz.
Tricycle undercarriage.

Designer : P. H. Smith. Manufacturers : Model
Aircraft (Bournemouth). Kit price : 238. Produced :
June, 1950.

* * *

The Sky Shooter is the first of the smaller R/C
kit models, made possible by the advent of the light-
weight commercial radio receivers of the E.C.C..
E.D., Flight Control and Tele-Trol type. It is
obviously produced as an R/C design although, of
course, it can also be flown as a normal free-flight
model with or without a nominal payload. Thus, it
should also appeal to those “ sport ” fliers who are
not interested in, or cannot afford. R/C. As a sports
model (i.e., without payload), wing loading is 6.3 02.
per sg. ft, so that glide performance should be
excellent. Climb should be moderate on the 1-1.5 c.c.
motors recommended, but it would not appear
advisable to use larger and heavier motors without
some modification to the design.

In appearance, the Sky Shooter is a cross between
a Rudder Bug and a Luscombe Sedan. Rigging set-up is
very similar to that of the Rudder Bug, but with a
proportionately larger fin. Stability should be
excellent. We are somewhat surprised, however, to
see that the illustration shows the design motor (the
E.D. “ Bee”) mounted upright and therefore
protruding above the cowling line. The motor would
be completely hidden by inverted mounting, thus
adding to the semi-scale appearance.

Construction is quite straightforward, the fuselage

A FEATURE WHICH
BRINGS TO YOU
UP-TO-DATE NEWS
OF THE LATEST
TRADE PRODUCTS

two-spar. We feel, however, that both the leading and
trailing edge sections of the latter could have been
made larger, with advantage. Some protection—
such as celluloid facings or cloth binding— is definitely
necessary on the centre section trailing edge to
prevent the rubber bands holding the wing from
cutting into the wood.

The tailplane, of symmetrical section and con-
struction, is ingenious. A normal flat undersurface
tailplane is built and the remaining portions of the
symmetrical ribs then added later. The unit locates
itselfagainst the bottom of the fuselage and is held in
place by rubber bands. The method of anchoring
these bands— two pins pushed into end grain balsa—
is not recommended, however.

The addition ofwing struts, recommended for R/C,
is of doubtful advantage. Method of attachment
to the wings could be improved. With the struts

being of basic box type and the wings (nominal) gh” Smith, Veron kit model designer, with his " Sky
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kooter " which is the subject of this month's kit review.
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in place, too, it is impossible to open the doors.

Suggested location cf the radio components is also
open to criticism. The actuator appears to be much
too far forward for efficient operation— long extension
drives to the rudder are always a source of trouble.
Forward placement also means a shorter rubber servo
motor, which again is not best practice.

Rubber suspension is shown for the receiver, which
is not well placed. A more forward location would be
better, where the whole of the receiver is directly
accessible. This would help to balance out a more
rearward position of the actuator. For the batteries
a simple form of box is suggested, with all other
details left to the imagination. Placement against
the plywood front bulkhead would have given
greater safety in crash landings.

The tricycle undercarriage is well designed and
correctly located, although possibly the noscwheel
leg should have been shorter to give a nose-down
ground angle. The noscwheel unit should be strong
enough for normal landings, but will undoubtedly
be bent back in rough landings. Binding the main
wheel unit directly on to balsa is also open to criticism.

Our overall impression is that although we like the
model very much and think that it should be excellent
for radio work, we cannot help but feel that the
requirements of the radio installation have been
glossed over. A separate instruction leaflet could with
advantage have been provided to detail a typical
radio hook-up. .As it is, most of the more difficult
points on which the relative newcomer to radio work
requires guidance are ignored. Battery installation
is one example. The builder has to rely on his own
initiative entirely. Nor will a rigid attachment of the
extension shaft to the actuator—as implied by
the plans, give anything but trouble. Also tape is far
from being the best method of hinging the rudder.
In fact, all the radio details appear to have been
added as an afterthought to a free-flight model design
—and then more in the nature of a tentative sug-
gestion. This contradicts the design layout, which is
obviously that of a very practical R/C machine.

As to the quality of the kit, we have nothing but
the highest praise for this. Pre-cut wing ribs, cowling
blocks, ply formers, and wing tips are especially
welcome. Also, unlike some kits wc have examined,
the ribs really are identical and accurate, the spar
slot sizes being a most excellent fit.

The plan is extremely well drawn and illustrated,
various stages of the construction arc illustrated
by isometric drawings, which are always helpful.

The inclusion of wheels and spinner completes
the impression of a luxury kit at a very modest price.
But like most kits of this nature, however, insufficient
cement is supplied. We ourselves would prefer
omission of tissue cement in favour of another tube
of balsa cement.

The Sky Skootcr, fitted with thenew E.D. Mark 111
lightweight radio equiprrent, will be the subject o fli Model-
Report ” in an early issue where the flight and control
capabilities of the design will befully investigated.

MODEL AIRCRAFT
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POWER PLUS . ..

TRANSMITTERS

This illustration shows one of the
four new "951 " series of trans-
mitters to be added to our now
famous “ 950 " range. Prices and
technical specifications will be an-
nounced later.

ESCAPEMENT

Well made and robustly con- ® bl

strutted, this escapement is very

light, weighing only J oz. It is self-

centring, rubber powered and

supplied complete with coupling.

Its overall size is If X | X f in.

Price 25s. (The first commercial escapement to incorporate a current
saving device.)

RECEIVER

The “ 950 " receiver represents all that the discriminating radio control
enthusiast could desire. It has already proved itself a contest winner.
Its latest successes being 1st place, British Nationals, and 1st and 2nd
places. West Essex Gala.

The receiver is of light and robust construction, the case affording complete
protection to the delicate components. It Includes plugs, sockets, insulation
material, flexible wire, potentiometer, aerial trimmer and tuning key.
Price complete, £3 10s. Od.

(ELECTRONIC CONTROL COMPONENTS) 48, Swinbrook Rd., LONDON, W.IO



r | M-IE European control-line championship meeting

| inaugurated by the Federation de la Petite
Aviation Beige last year was sufficiently successful
to encourage the organisers to hold another at
Knokke this year which was supported this time by
a British team selected by the S.M.A.E. consisting
of 1. G. Eifflaender, B. Hewitt (aerobatics), G. A.
Shaw and D. R. Powell (speed). The meeting was
also supported by two independent British entries
in the persons of J. K. MacXess and D. A. Salter,
both speed.

The contest was organised by the Federation de la
Petite Aviation Beige in conjunction with the Royal
Belgian Aero Club, the Municipal Administration
of Knokke. the International Association of the
Sporting Press and the Committee for the Develop-
ment of Sport at Knokke, Le Zoute and Albert
beaches.

Knokke is a fashionable seaside town and the mar-
ket place is large enough to permit the use of a circle
of 20 metres diameter.

The contest opened on the Sunday morning, in
the brightest of weather, with the British team making
a good start in the Concerns side of the event, B.
Hewitt gaining top marks for general appearance
and finish amongst the *“ aerobatic” machines.
I. G. Eifflaender did not place quite so well but was
still amongst the best models, a fact which stood him
in good stead later.

Amongst the speed models, which were judged as
a separate cla;* Dr. Millet, of France, gained a well-
deserved win with his io c.c. Dooling engined speed
model, which is unpainted, finished in clear varnish,
and up to best exhibition standard.

The ConcouT over, the actual flying commenced
with the special team demonstration in which each
team was given 20 minutes to do the best they could
conceive

The British team, represented by Eifflaender and
Hewitt, took tlv ring first. Hewitt took the first
flight and pul up a most polished exhibition of smooth
and apparently efl rless aerobatics which was
enthusiastically applauded. Eifflaender then followed
doing even better with his manoeuvres and. by way
of a finish, laying on his back and drinking a bottle
of “ fizz” while still carrying out faultless man-
oeuvres. This nearly brought the barriers down!

The Belgiarf team then gave a demonstration of
streamer cutting, followed by the French team

INTERNATIONAL
CONTROL-LINE
MEETING AT
KNOKKE, BELGIUM

By A. F. Houlberg

who gave a mixed display of acrobatics and speed
flying.

The Swiss team produced by far the most novel
and humorous display of all, emerging from one
corner of the arena attired in bathing costumes of
1900 vintage complete with straw “ boaters” and
“ handlebar " moustaches and proceeding to act
the fool in amazing style.

It was easily the funniest thing in model aeronautics
which we have yet seen and it deservedly gained
honourable mention in the day’s results.

The British learn were adjudged the winners and
thus gained the prize by sheer excellence of flying,
to be one up by lunchtime.

In the afternoon the first round of the contests for
acrobatics to set flight patterns, 5c.c. speed, and
10 c.c. speed was held.

D. A. Salter, who had made a private entry,
started the contest with his model in the 5 c.c. class—
at least he made an effort to get away but failed to
do so in the stipulated three minutes. He was rather
unfortunate as he got his motor running successfully
and was about to release when he was stopped by
one of the judges owing to a misunderstanding
concerning the use of a pylon and he then found
himself unable to restart his hot engine.

The British “ speed ” performers gave a dis-
appointing display, the sole exception being Cyril
Shaw who completed his two attempts successfully
but could not better 152 km. hr. compared with the
223.6 km. hr. of the best performer in this class on the
first day.

Nevertheless the British position at the end of the
first day was far from hopeless. Tt was assured of the
prize for the special flight demonstration, was running
1st and 2nd in the aerobatics class and stood a sporting
chance for the premier prize if the speed boys could
pull something out of the bag the next day.

A strong wind persisted throughout the second day
to change the ideal conditions to the very reverse.
Again Shaw was the only member of the British
speed team to get away and completer the course,
to beat his previous day’s run with a kilometre at
174 km. hr. plus— which was still not good enough.

The acrobatic team performed in polished style
in spite of the high wind and Eifflaender completed

Heading picture : Dr. Millet of France gets ready to
attack the 10 c.c. record.
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4. The Swiss team in their 1900 style bathing
rig-out give an amusing aerobatic demonstra-
tion in the Special Class which was won by
Great Britain.

6. The British contingent consisted of the
official team (standing; with two_independent
entries in the 5 c.c. speed class. The aerobatic
performers Hewitt and Eifflacnder were out-
standing and headed the aerobatic class in
addition to_winning the cup for the Special
Demonstration

I. Labardc of France gives aT ew deft touches to
the needle valve to obtain those precious top
revs, from his 10c.c. engine. His attempts were
Characterised by a soldier-like. etance at  the
pivot point.

2. The Dutch team under the leadership of J.
Van Hattum (with cap) md not have a lucky day
and finished in last place. Their performances
were below their usual standard

3. The French team who were a formidable
combination and were well equipped in both the
speed and aerobatic sections. Their two speed
experts Dr. Millet and Labarde both had 5 cc.
and 10 c.c. models with record breaking capabi-
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his flight pattern successfully, but Hewitt was unfor-
tunate in encountering a bad gust of wind while
doing his overhead eights and although regaining
control unfortunately got one line hooked round the
anchorage of the other with dire results. He was,
however, sufficiently near the end of his schedule to
finish up in third place. Eifflacnder’s two almost
faultless performances brought him into top place
to win the Aerobatics Class for Great Britain with
Malfait, of France, a close second, only 2.2 points
behind.

Throughout the afternoon a keen duel was fought
between the French team and the Swiss team for
the precious points each required to win the coveted
championship trophy, and all credit goes to the Swiss
team for the wonderful speeds they put up and for
gaining first place in both the 5c.c. and
classes.

The prizes were distributed to the winners by
the Burgomaster of Knokke in the Town Hall,
immediately following the contest, supported by
Mr. Victor Boin, the president of the meeting,
Major B. E. M. Borgniet, vice-president of the
Federation de la Petite Aviation Beige and M.
Albert Roussel the indefatigable secretary-general
of the Federation and of the meeting.

While Great Britain failed to attain the premier
prize its team did not disgrace the S.M.A.E. and
much experience has been gained which will be
invaluable next time, but in the meantime speed
fans in this country have got to find another 50 m.p.h.
on their present speeds to t> 2hi-Oto hold their own
with the Continental speed experts.

Oi the social side osfthe meeting- wr hxve nothing
but praise. The teams were alJi housed together in
the same hotel mear the sea front and the food was
excellent. An institution which met with universal
approval except by the team managers) was the
“ White Horse ” Club in the hotel, which possessed
an excellent bar and kept open all night.

ioc.c.
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Here, to the strains of a Swiss accordion and the
excellent resident pianist, the teams were able to
pass some pleasant hours together and the occasion
is now marked by a variety of power propellors
nailed to the semicircular arch which forms the
background to the bar.

Altogether a very pleasant weekend with good
sport and good fun and we are sure that all who took
part will want to be there again next year.

Final Results
Concours d'Elegance (Speed Models)
Prize of Honour : Dr. Millet (France)

Contest for the Special Flight Demonstration
Prize of Honour Great Britain

2nd Switzerland
3rd France
Speed, 5 c.c.

ISt Peclct (Switzerland)
2nd Labardo (France)
3rd  lLippens (Belgium)

Speed. 10 c.c.
st  Meuwli (Switzerland)

k)7.802 km./hr.
1

189.473

229.299 km./hr.

2nd Valid (Switzerland) 223602
3rd  Millet (Fiance) 222.222
Aerobatics
Ist  Eifflaender Great Britain) 328 points
2nd Malfait France 325-8 »
3rd Hewitt Great Britain 294-6
Critrrium Scores
Ist  Switzerland 11 points
and France 12
3rd  Belgium 19
4th  Great Britain ... 200
5'» Holland 24 »

Dr. Millet with his 10 c.c. Dooling The jury ond timekeepers functioning J. K. Macness of Great Britain mokes
engined speed model with which he behind their protective wire netting, a few adjustments garbed in a spec-

won the Concours d'Elegance.

Note the local sustenance.

tacular line in shirts.
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A RUBBER-DRIVEN FLYING SCALE

FREE-FLIGHT MODEL OF 30 IN. SPAN

rT"HI$ scale fighter has been designed and

I engineered expressly for flying of the full-scale
type, and the model has been made sufficiently robust
to survive high speed contact with hard ground
without damage. The undercarriage fixing is novel.
It is almost indestructible and it gives an extremely
shock-absorbing suspension. The undercarriage may
b removed for a better flight performance : in
this case, the nose will tsh loads, with its
three compression members distributing the stress
over the wing root. The airscrew is arranged so that
if the unit is levered out by a blade in contact with the
ground, the hook folds and avoids damage to the
top of the fuselage.

Construction is best commenced by making the
wing boxes, tongues and outer panels. The under-
carriage springing should be bound to the boxes
which are then built into the wing root. Carefully
cement fuselage formers 7, 8 and 9 into position and
then cover the top of the wing root with 1/32 in.
sheet. The wound fuselage formers should be separa-
ted from their templates to make certain they are not
stuck, and then replaced. Line up ail formers, and the
wing root, on a straight piece of £in- square hard-
wood as a jig and add the stringers and. pisnStinig.

The model is covered with Jap itssue and finished
silver for lightness. The tailplane anrf fin
not be water shrunk, and should receive one com
of banana oil only. The required finish can be ob-
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tained by mixing aluminium powder with the /
shrinking dope and banana oil used. Roundels
should be cut from coloured transfer paper and
control surfaces marked with Indian ink. Colour
doping should be kept to a minimum.

The pilot's cockpit canopy is stretch-pressed from

in. sheet celluloid. A block of hardwood should be
carved to the final shape with a skirt of about \ in.
The block should be filled and finished as smooth
as possible. A female template is cut to the maximum
section of the pattern plus a drawing allowance of
I in. all round. A sheet of celluloid should be pinned
to the template with many drawing pins, fixed at
least 2 in. away from the edge. The template and
celluloid should now be heated in an oven or close
in front of an electric fire until the sheet begins to
sag under its own weight. The pattern may now
be pressed home until flush with the template ; a
simple system of guide rods will ensure a straight
press. The resulting canopy should be about as
thick as a film negative. It should be polished to
perfect transparency with good metal polish.

The spinner is made from four layers of the gummed
brown paper strip used for sealing parcels. The
pattern is simply turned from a lump of paraffin
wax or candle wax with the aid of a wheel brace and
a —actal Wei! grease the pattern and lay down
Saar ci paprr petals. Leave 24 hours to harden
2zxi rrmevr. Fill the spinner with cellulose grain

-r. and smooth and finish.

The finished model should balance on the main
‘ezar. It iis essential that all flying surfaces should be
absolutely true and free from warps. Insert the
tensioned motor and roughly adjust for glide. 1
pr--for to fly without the undercarriage which is
replaced by a small piece of plasticcne ballast in the
nose. When adjusted, the model should have a fast
climb and cruise for about 20 sec. and will cover
about 220 yd. over the whole flight. The stall of the
model is abrupt and should be avoided : under torque
the left wing will drop. This may be taken advantage
of to yield a spectacular “ ground-strafe ” type of
flight if the model is slightly over-elevated. Under
full turns, the model will rapidly climb to 100 ft.,
do a 180 deg. stall turn, and dive back at the launcher,
levelling out at zero height and then climbing away
downwind for the rest of the power run.



FULL SIZE WORKING DRAWINGS ARE OBTAINABLE FROM YOUR LOCAL DEALER, OR BY POST FROM THE "~ MODEL AIRCRAFT " PLANS
DEPARTMENT, 23, GREAT QUEEN ST., LONDON, W.C.2. 4% Od.. POST FRE".



N the new 8.2 c.c. Yulon “ 49,” the British
enthusiast is introduced to a new capacity
class in British made engines. Although the 0.49
cu. in. competition class was introduced in America
and examples of this size engine have been seen in
this country in the shape of the McCoy “ 49
Madewcll “ 49" and Atwood Triumph, the new
Yulon is the first British product to be made specifi-
cally to this capacity limit. Actually, the American
0.49 cu. in. competition class has now been dropped
but the equivalent British S.M.A.E. Class V category
(8.5 c.c.) is continued.

The Yulon “ 49" is unusual in many respects
when compared with other engines of similar dis-
placement.  First and foremost, it weighs only
6J oz. and is thus a good deal lighter than American
“49's” and no heavier than the average 5 c.c.
engine. Secondly, it features the annular port layout
hitherto only used (among commercially built
engines) for the smaller capacities.

The engine is, of course, based, like its smaller
companion, the Yulon “ 29,” on the original 5 c.c.
Yulon “ 30" introduced last year. The general
construction of the engine is, in fact, identical with
that of the “ 29,” the main difference being in the
increased bore ; the stroke of the
two models being the same. The
“ 49" thus has an extremely low
stroke/bore ratio—actually only
0.717— but, apart from the larger
diameter cylinder and a slightly
longer crankshaft, is practically
indistinguishable from the “ 29.”

The test engine featured in this
article was actually one of the
first “ 4g’s” to be produced and
the production model which will
be reaching the model shops when
this article appears will be an
improvement on this earlier engine
having greater power. Unfortu-
nately, a new model was not avail-
able in time to complete this report.

The modification responsible
for increased performance with
the new model, however, is in the
increased area of the choke tube,
the only other visible modifica-
tion being in the cylinder head and
barrel which are now produced
in two parts.
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No. 15— THE YULON *“ 49
Specification
Type : Single-cylinder, air-cooled, two-cycle."

Glow-plug ignition. Rotary-valve induction through
hollow crankshaft. 360-dcg. exhaust and transfer
porting with flat-top piston.

Swept Volume : 8.16 c.c. (0.498 cu. in.)A Bore

0.960 in. Stroke 0.688 in.

Compression Ratio : not disclosed. Stroke/Borc
ratio 0.717 : 1.

Weight : 6J oz.

General Structural Data : die cast aluminium

allov crankcase with detachable rear cover. Mec-
hanite cylinder liner, honed and lapped and'secured
to crankcase by threaded locking ring. Detachable
cylinder-head and barrel of low-expansion allumi-
nium alloy. Lapped piston with separate gudgeon-
pin yoke. Durachromcd nickel-steel crankshaft with
replaceable dural propeller stud. Plain bearings.
Test Engine Data

Total time logged prior to test : 1 hour.

Ignition equipment used : K.L.G. “*Miniglow "
short-reach glow-plug. 1.6 volts to start.

Fuel used : Record “ Powerplus ” Racing Blend.

Special Note : Dynamometer tests made with
original in. diameter choke tube in position.
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Performance

In testing the “ 49,” it was inevitable that an
estimate of its performance would first be made,
based on the specific output shown by the “ 9" and
“ 30" models and, by this indication, an output
exceeding 0.6 b.h.p. might be expected. However
despite the general similarity of the two engines, the
very fact that the “ 49 " is, in effect, a much “ bored
out ” version of the “ 29,” rather than a scaled-up
edition, makes the possible effect of its larger capacity-
much less predictable.

In actual tests, a specific output and peak slightly
below those achieved under similar condition with the
“ 297 engine were evident. Actually, this would
normally be no cause for complaint, especially since
the engine still shows an appreciable net gain over
the 5 c.c. engines on a size and weight basis but a
possible means of restoring this slight loss of per-
formance was, in fact readily apparent in the size of
the choke tube employed.

As fitted to this model a choke tube & in. in
diameter was used. This gives an area of 0.0276
sg. in. which, a briefcalculation will show, calls for a
gas velocity well above that found possible to achieve
to maintain a reasonable volumetric efficiency. To
bring the intake area nearer 10 the optimum for
maximum output, a too per cent, increase would
appear to be advisable and this has, in fact, been
done with the new production model which has a
17 64 in. diameter tube giving almost exactly double
the area 0.0554 sq- hi.) of the old fitting.

This cut-away illustration shows

MODEL AIRCRAFT

It should, perhaps, be mentioned that induction
pipe area, to achieve the best balance between peak
performance and smooth firing free from hesitation
in aerobatics, appears to be quite critical and, in
designing the original “ 49.” the makers intentionally
avoided the use of a large bore choke tube which
might have resulted in a loss of the “ stuntability ”
for which the Yulon engine has deservedly be<fc>ne
noted. Subsequent development, however, lias now
shown that a larger bore choke tube can in fact be
used quite safely although it is probable that any
substantial increase be-
yond the new size would
result in the reduced

some of the interesting con-
structional features of the Yulon Stumt, pzrformance as
“ 49" engine including:— The mentioned.

renewable dural propeller stud
screwed into the shaft and the
method of retaining the gudgeon
pin yoke by means of a spring

The makers mention
that an average gain
amounting to about ro
per cent, in revs under

ring. given loads has been
recorded with the new
engine and, from the

foregoing information, it
will be understood that
these increases, corre-
sponding to power incre-
ments of 33 per cent.,

not be so improb-
able as they might other-
wise appear. In addi-
tion to the normal b.h.p.
and combined torque
and b.m.e.p. curves,
therefore, the graph

[Continued on page 337)
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Prototypes Worth Modelling

By C. 11. Maycock

No. 3.

'TPHE ALE. 109G was a thoroughbred and in

1 advance of anything the Allies had at the time
of its introduction in 1942. Why it has not been
modelled as much as the Focke Wulf 190 is a little
puzzling.

Fitted with a Daimler-Benz DB605 inverted
vee petrol injection motor of 1,500 h.p. it had a top
speed of about 400 m.p.h. at 23,000 ft. The arma-
ment comprised in most cases, one 20 mm. cannon
firing through the airscrew boss, two 7.9 mm.
machine-guns above the engine, and one.20 mm.
cannon in fairings under each wing.

From the model makers point of view the large
air intake on the port side of the motor cowling
might be useful in concealing the contra-piston
adjuster on a side-mounted diesel engine. The
canopy was hinged along the starboard side and
carried a sheet of armour plating to protect the
pilot's back. The oval section fuselage, the wings,
tailplanc, and fin were of Hush rivetted stressed skin
construction.  Ailerons, elevators and rudder were
fabric covered. Handley Page-type automatic
leading edge slots and slotted flaps, which were
arranged to drop the ailerons for landing, together
with the semi-submerged wing radiators, were the
main features of the wings. The splayed under-
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carriage had a rather narrow track and retracted
outwards into the wings. The tail-whefl was semi-
retractable. Underneath the motor cowling was a
fairly deep oil radiator. The cockpit layout was
generally similar to our own fighters and the internal
finish matt black.

The general camouflage scheme consisted of grey
mottled in lighter grey or drab grey green. Under
surfaces were in very pale green, grey or blue.
Spinners were often painted distinctive colours, and
even spirally striped in some cases. The threc-
bladecl V.D.M. electric, constant speed, airscrew
was finished malt black. The main dimensions
were as follows.

Span 32 ft. 7 in. Length 29 ft. 8 in.
8ft. 6in. Wing area 173 sq. ft.

The bulge shown on each side of the nose in the
three-view drawing denotes that the particular
version illustrated is fitted with 13 mm. machine
guns. Also shown dotted is the position of the 550 Ib.
bomb carried on a central fairing in th*: bomber
version. The lines of the ALE. 109G should not
present any great difficulty to the flying scale
enthusiast, but for control-line work it might be as
well to dispense with the undercarriage, and to use
a dolly for take off.

Height
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E start off Photonews this month with a

picture of a well-known Northern modeller,
R. (.. Poad. of Darlington. His flying wing was based
on the Armstrong Whitworth “ 52 ” and has a wing
span of 8 ft. 4 in. Other details are : Clark Y sec-
tion ; weight 43 1b. : engine Eta 5 c.c. diesel. The
model is now undergoing minor modifications,
including the fitting of larger elevons and longer

A regular Model Aircraft contributor, E.
Stoffcl, sent us photograph No. 2, which he took
recently at Fairlop Aerodrome. The attractive-
looking power model shown was designed and
constructed by K. Beimion, of the North London
Society of Model Engineers. The wing span is
41 in., the weight 18 oz., and the power unit *
Mills 0.75 c.c. engine.

P. McAlroy, the press secretary of the Sunderland
& District M.A.C., isthe subject of photograph No. 3,
which shows him with his Mercury Gillichopper.
The model has apparently a liking for thermals and
he has had to fit a fuse-operated tip-tail D/T.

The photograph of the S.E.ja (photograph No. 4)
came from reader A. W. Bennett, of East Farleigh,
Kent, who flew this type in the 1914-18 war. The
model is fitted with an Elfin 2.49 c.c. diesel and
Mr. Bennett inform' us that the wing-covering came
frotn — » of his ladv ‘friend’s nightdresses. ~Well,

The problem of transporting models has been
solved by R- A. Revcll. of the Guildford & District
M A C. bv means of the large “ coffin” which he
has fitted on top of his Fiat car. The scale models
shown are an Avto 504K and a Curtiss Sparroichawk.



R. A. Adams, of New Eltham, London, was the
photographer.

R. Booth, of Manchester, has sent us many fine
photographs of his scale models in the past and
photograph No. 6 shows his latest job which is an
Avro type 638 (Club Cadet—Hermes I1V). The
splendid workmanship is clearly shown in this
picture of the uncovered model which is to be
powered by a Kalper 0.32 c.c. diesel when completed.

Photograph No. 7 came from Lcn Webb, of the
Carshalton M.A.C. and shows him launching his
Bowden “ Contestmodel on Epsom Downs. It
is finished in a very pleasing colour scheme of blue
and silver and the power unit is an Allbon 2.8 c.c.
diesel engine.

Norman Marcus, of the Croydon & District
M.A.C.. is the subject of photograph No. 8. which
was sent in by K. J. Miller, of South Croydon,
Surrey. He is shown launching the model which he
flew in the power duration contest at the recent Irish
Nationals. Unfortunately for Norman, the model
was lost on its first flight of 208 sec. and was not
recovered in time to complete its three flights.

At most London area rallies, B. Brooks, of the
Blarkheath M.F.C., who is shown in photograph
No. 9. can be seen flying his realistic-looking bi-
planes. His latest design which is shown in this
photograph is fitted with a 5 year old French 3.8 c.c.
Ouragan diesel engine which is still going strong.

Photonews star model of the month is seen in
photograph No. to. It isa 2in. to 1 ft. scale Auster
Aerocar by A. F. W. Moore, who $also a member of
the Blackhcath Club. The engine is an Allbon
2.8 c.c. Imd the model is *0 be f d with the new
E D. mirliaturc rat <MToi equr  ent.

“ Sam * Mavo. & Streatham
Miss Pat Mayo, the SM.A.E. <«
whose d d head appea above our

photograph. is not as it appears sporling a new .;
tartan sim-specs. Likc mam* sil.rials and corn-
petitors at this vc.ar's rallies he lims been blind*ed by
Henrv J. XichollsJshirt !

We are pleased to report ihilt tcadet's ane still
sending in plenty of pn<Mographs for Photonews;and.
what i' even more impc>rtant. a Wiy large nmnlixt of
those sulomitted zire suitable for pi:blication. This
improvement in the standard of readers' photographs
ha» been particularly noticeable since Photonews
became a regular feature. Keep it up chaps!



« the ilford and district club are planning a
series of team racing events to link up with the 1951
Festival of Britain. These contests are tentatively
scheduled for the last two weeks in September, next
year—-in the Borough of Ilford. We are told that
valuable prizes will be offered and possibly travelling
expenses provided for all competing teams. Briefly
the idea is to get something like 40 clubs to enter
three models each— making 120 entries in all.
Eliminating flights will be held every evening,
culminating in a grand three or four in a circle
fly-of T on the last day Should interest in small
(up to 15 c.c. capacity team racers develop, a
separate class for this type of model will also be
included. Suggestions and comments ON the above
will be welcomed by the organisers, so if your dub is
at all interested, write to E. W. Bridgets

Trclawney Road, Barkingsidc, Ilford, Esicx.

AEROMODF.LLERS held their
third Annual Gala at Fairlop on June 18th and for
the first time included a team race in the programme.
Four models were flown in the finals (160 laps!—
“ Skipper ” Rowe flying his original design to first
place, at over 70 m.p.h. This all red low-wing was
powered with an inverted Amco 3.5 A close second
was Norman Butcher's LiV Lulu—an inverted
engine mid-wing. Norman's model was consider-
ably slower than the winner, but his team got him
back into the air in record time after refuelling.
Johnny Nunn was also flying in the final, but
unfortunately he stepped out of the centre circle
and crashed his model into the backs of a rival team.

Most popular engines in the team racers were
undoubtedly the Frog 500 and the E.D. 3.46. Two
interesting metal-wing designs were entered by the
Malden and District club. These models both

. the west Essex
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featured undercarriages bent from single strips of
dural—a “ wrinkle ” worth noting by team racer
builders. Team racing gets even more exciting
when frec-flight models drift into the circle—as
they did on several occasions at this contest.

as usual, the weather at this year’s Northern
Helghts Gala (July 2nd) was just about perfect.
Quite apart from the seven event contest programme,
there was plenty to interest the modeller who went
along for a nice restful day (like us!). P. E. Norman
put on his own private air display—with five free-
flight replicas of 1914-18 warplanes. P. E. must
have logged something like a hundred flights in all
and it was unusual to look skywards and not see at
least one of his fine scale jobs performing. Johnny
Nunn created a stir when he flew his Dynajet
powered Vampire. A beautiful sight in the air, this
controliner is relatively lightly loaded and can be
coaxed in for a perfect “ full size ” style landing.
Johnny flew the Vampire close to the Hawker hangars
and the Dynajet sounded even noiscr than usual.
The full size flving demonstration this year was
provided by a vantage Hanker Tom-Tit and the
famous “ Last of the Many” Hurricane which
carried H.R.H. Princess Margaret’s colours and also
flew in the King's Cup. Several models decided to
roost on the roofs of the 60ft. hangars, and the
thermals took their usual heavy toll of lost models.
Spectators cheered the rock-steady flying capabilities
of a twin Jetex (100) powered helicopter and
radio control enthusiasts took advantage of the
ideal weather conditions to get in plenty of flying. A
most interesting model was an E.D. R/C equipped
midget, powered with an Allbon Javelin.

Bob Copland put up three maximum 5 minute
flights in the Queen’s Cup. ButJ. A. Howard later
equalled this and then went on to beat Bob in the
subsequent fly-off. Last year's winner Ron Warring
flew his '49 model again, but this was not one of his
good days. Ron had little time for pre-contest
trimming this year, already having his hands full
getting ready for the Irish Nationals and the trip to
Finland— the latter as a member of the British
Wakefield team. Some very good designs were
flown in this year’s contest, although the total number
of entries was disappointingly small.  Our own
“ Queen’s” model was an overnight conversion,
consisting of power model wings on a Wakefield
fuselage. It flew quite well—but not in the contest.

* have you seen a copy of the Flypaper yet ? This
monthly newsletter is published in South Africa
and many British modellers have become subscribers
in recent months. Twelve issues cost only 2s. 6d.
from T. Engler, of 17, Schultaz Road, Nahoon, East
London,'S.A.

Here arc a few items we came across in the recent
Nationals number : American designs predominated
in the sailplane events— the winning senior model
being a Zaic Floater. First place in the Jetex contest
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was taken by a Durajet 350 and the winning model is
being sent over for the International Jetcx contest at
Fairlop in September. Class A (up to 150 sqg. in.)
and B (over 150 sg. in.) rubber events went to
American designs. Almost all the first four places
in each of the six free-flight events went to American
designs— such as the Ciwy Boy, Powerhouse, Sailplane.
Banshee, etc. The top three modelsin the CO- event
were all powered by O.K. motors. In the open
Wakefield contest (for the 1950 S.A. Finals Team) a
ConUstor took first and a Korda second. Third and
fourth went to a ConUstor and Gypsy respectively.
All the C L speed events were won by American
designs powered by McCoy iq’s. 29's. 49~ and Go's,
and they all used British Stant propellers. E. Allen
won three firsts—at the same time setting up new
National records. Dor Allen, who emigrated from
Britain some years ago, is now Chairman of the
S.A.M.A.A.—the South African S.M.A.E.

© at last we know why it is that so many models
crash or otherwise come to grief. According to Tony
Haerum, it is all linked up with astrology. Hr tells
of his last free-flight, which spun in from the first
take off. Tony was hardly surprised— he knew that
he had been tempting fate to even take the model
out of the box, when the aspect of Uranus was so
unfavourable.

Maybe there’s something in this “ What the Stars
Foretell ” business after all. So don’t be suprised if
we start a regular feature on similar lines to those
which appear in the Sunday papers. Modellers will
then be able to look up their horoscopes and ascertain
the best days to buy balsa ; when not to risk that
extra turn on a motor ; forecasts for future results
and even your lucky colour dope. Preliminary
calculations show that in our particular ease, it
would be fatal to fly a Jetcx model when the moon is
on the wane. If we ignored the stars warning, we
should be in dire danger of being struck by lightning
or mown down by a Dynajet job. But on the other
hand, we should definitely walk away with any
seaplane contests we chose to enter on January 17th,
1973-

« jack nfarne, of Herne's Hobbies, Melbourne
sends over news of the 2nd Australian Nationals.
He writes :

“ Over Goo entries were received this year—and
these varied from indoor stick models to the very
latest in jets. The prizes were good too—over £400
worth being awarded. The weather was as varied
as is only possible in the Melbourne area and we
experienced just about the whole range, except
snow. The R.A.A.F. gave us every assistance,
providing Jeeps for retrieving, huge transport wagons
and plenty of other help. We have a most worthy
supporter in our Minister for Air and Civil Aviation
—tlie Hon. T. W. White, M.P. With his help,
acromodelling (and full-size flying) has at last taken
a strong step forward in Australia. Model clubs are
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now being formed all over the country and I under-
stand that the A.T.C. will soon be taking up aero-
modelling as part of their training.”

Jack also enclosed an account of the contest; as
printed in the Australian magazine Aircraft. We see
that a British design Thermalist won the sailplane
event. Senior stunt was won by a Monitor and a
Frog 500 powered the Junior Stunt winning design
—an Australian Skylark kit model. Frec-flighl was
split into two classes—above and below 3.5 c.c.
The larger class went to a McCoy 49 powered
Westerner and the smaller class to an E.D. Comp.
Special powered Slicker 50.  British firms who
donated prizes were Electronic Developments and
International Model Aircraft.

® C. w. baker, of the Royal Navy, is stationed in
Hong Kong and writes of the difficulties of carrying
on acromodclling out there. Apparently supplies
arc available -but at a price. Typical engine prices
arc a Bee for 75s. and a Mills 2.4 at 137s. 6d. Query
these figures and the shopkeepers turn up old
obsolete price lists—which doesn’'t exactly help.
For the benefit of other modellers in that part of the
world—we pass on the tip that the cost of model
supplies (plus postage; is generally much cheaper
when purchased through a British mail order firm.

In Brief

Ken Muskett placed top in the London Area—in
the July 9th S.M.A.E. Stunt Contest. His model
featured flaps— set well out in the wings, like ailerons
—and was powered with a McCoy 29. . . . At the
same meeting, Ray Jenkins was doing well in the
speed event, until the lines parted. Ray certainly
has had more .than his share of bad luck when it
comes to contest work. . . . Losing your model pins ?
You should invest in a small pocket magnet for
collecting pins and other small metal objects from
the building board and floor shavings. . . . Things
got a little mixed up in that list of glider kits in the
July M oder Aircrafe. For instance— did you ever
hear of the Comfit by W. A. Dram

“ HI Lulu” Norman Butcher's team racer which gained
second place at the West Essex Gala. (Photograph by
K. J. Miller.)
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THIS year's Irish Nationals was very much the “ mixture
as before "—and what a pleasant mixture it always is !
Those of us who are able to make the pilgrimage to the
Emerald Isle each year for this event arc assured of a
warm welcome and look forward to meeting again our old
friends “ Doc " Charles, Billy Brazier. Des Woods, Chris
Bruton, Gilbert Rowe and the rest.

Baldonnel Airport was again the scene of the contests
and the British lads had a very successful time—winning
all three contests. The “ Wakefield * event was run eff
in the morning in between heavy rain squalls and Bob
Copland again proved the winner despite losing his
model on its second flight.

Control-line flying does net seem to have really caught
on in Ireland and there were only three starters for the
stunt event which was included for th~first time.
Zombies club member. Pete Westbrooke, scored a fairly
easy win in very bad flying conditions.

In the afternoon the weather improved considerably
and some good flying was seen in the power contest.
J.  D. Dudley, of the Satyrs club proved an easy winner
but Norman Marcus was unlucky to lose his model on
its first flight of 208 sec.

After the meeting a very enjoyable and well attendee
dinner was held in Jury's Hotel, Dublin. This afforded
the visitors an opportunity of expressing their apprecia-
tion of the hospitality which they had received from their

Irish hosts. E F. H. COSH.

Results
Pzh-'. Aggregate 3 flights.
1 J.D. Dudley Satyrs 524.8 sc
2. F. McDonnell Belfast 283.3 .

S. Wells Dublin 265.2 ..

Wokefrew Aggrega(e3fllgh15

Northern Heights 573 se
2 J- Tangney 5355
3. N. G. Marcus 503.4
Cornrcl line Slunbl ximum 130 points)

00|
2. M J. Daley Belfast 25
3 J. B. Bellew Dublin 16
Photographs

1 The control area.
2. Norman Osbourn, of Belfast, launching his entry in the Wakefiel'

3. Another Belfast encranc. S. Young, launches one of his po
contest entries.
A group of Belfast club members assisting Norman Osbour:
the take-off.
in the power contest, N. Spendlove. of Dublin.
second place winner in the Wakefield event. Jimmy Tangncy ]
of Cmydnn getting his mode! awa
budley, of the Satyrs club, winner of the Power contes-.J
bunchlng his model for its last flight.
8. Des Woods, chairman of the Model Aeronautics Council ¢
Ireland the organisers of the meeting.
Ine-up of some of the competitors and their models.
. W. Kenny, one of the Irish entrants in the rubber even
It. Billy Brazier's latest Wakefield. The weird layout is the resui: {
of a take-off prang.
12- Pete Westbrook (Zombies), winner of the control-line stum
contest discusses matters with M. J. Dalely who gained second place.
13, Doc " Charles chats \ '






NT, of the most acute problems associated with

the operation of speed models is that of hand
starting, particularly in the case of the smallrr
Class | and 11 speed groups.

The small t.5 c.c. and 2.5 c.c. class diesels which,
with free-flight model propellers, are quite easy to
start, become a very different proposition when fitted
with 6-in. diameter, coarse-pitch, narrow blade-
propellers designed to allow revs to rise above
10,000 r.p.m., for use in the tiny models currently-
favoured for Class | and Il racing. In such cases,
the “ flywheel action,” necessary to start under
light loads, is greatly diminished and starting actually
becomes more critical than with the larger glow-
plug engines using 8 in. and 9 in. diameter propellers.

In designing the small Alii r. Jar.eiir. speed mode;
(seeJuly and August M odel AouatafT.i. touooorpja.
with a 9 to 10 in. pitch propdkm s acaed at aod,
to obtain this speed, it was obvious that tfee «Sansratr
would have to be 5J to 6 in. 2nd the Hades hep-
quite thin and narrow. Such small propellers, rut*
when carved from heavy woods, are just beimr dae
minimum at which reliable starting can be obtained
with a Javelin and it was therefore decided to try
weighting the blades.

The obvious method of doing this : by letting
small lead weights into the blades as near as possible
to the tips, should not, of course, be attempted with-
out due consideration of the possible dangers which
can result. The potentialities of a small metal object
suddenly released at well above 10,000 ft. per minute,
due to structural failure of the blade, cannot be loo
strongly stressed and the utmost care must be taken
to ensure that the weights cannot work loose with
vibration and that they do not weaken the blade.

In constructing the first propeller for the Javelin
model, three ( in. diameter holes were drilled in each
blade, -fo in. between centres, the outer hole being
I in. from the lip. Tinmans solder was then run into
these and filed down flush with the blade surface, the
whole being then liberally glued and bound with silk.
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This resulted in the blade being spoilt somewhat
(due to local thickening with the binding), static
r.p.m. reached was 9,400 r.p.m. and the model
achieved 65 m.p.h. in initial tests ; 5 m.p.h. below
the speed hoped for. With a little practice, it was
fou_r|1d that hand starting could be performed fairly
easily.

An improvement on this first effort, has been to use
asingle cemented on covering of silk all over the blade
and this appears to be quite adequate. Ash was used
in each case for the propellers and the use of a similar
long-grained hardwood of high physical strength is
essential. Another wood, which has been found even
better, is jarrah, which has the advantage of being
extra heavy (dry weight : 56 Ib,/cu. ft., as compared
with 46 Ib. for beech, 44 Ib. for ash and 38 Ib. for
walnut . Some details of hardwoods most often
used for power model propellers, incidentally, are
given jn Table I. In the past, bass, yellow pine and
mahogany have been commonly used for free-flight
models and moderate revolutions. The heavier
woods- however, are to be recommended for all
control-line work.

TABLE |.—PROPELLER MATERIALS
Dry Weights of Various Woods
15- moisture content)

Weight | Specific

Ib. per cu. ft. ravity

Bass 27 0.43
Spruce 28 0.45
Poplar 29 0.47
Scots Pine (red and ; 3 0.53
American Mahogany 058
African Mahogany 35 0.56
European Walnut 3B 061
White Birch 40 0.64
American Walnut 41 0.66
Canadian Birch 0.71
American Pitch Pine s 0.71
English Ash 44 0.71
English Beech 46 0.74
English Oak 46 0.74
Maple ... 46 0.74
Hickory 53 0.85
56 0.90

Provided that the propeller itself is accurately
ftafarirrrt is the first place, accurate positioning of the
«d” Cnd automatically assure more nr less correct
h1hiT and any slight deviation can then be com-
pensated by drilling away part of the outef weight in
the bonier blade and filling the cavity thus produced
wia balsa cement.
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Opinion appears to be fairly equally divided on the
merits of the two popular types of speed model take-
off gear ; the three- or four-wheeled dolly and the
two-wheel drop-out undercarriage.

The writer's experience has only been with the
latter pattern but both types, in their standard form
suffer the disadvantage of risk to the model due to the
possibility of the latter “ jumping” its gear before
adequate air-speed has been reached. This is par-
ticularly true of the smaller class model.

With the Javelin model, therefore, it was decided
to try out an idea which had automatically suggested
itself after seeing so many models “ lose ” their
take-off gear on becoming prematurely airborne due
to bumps on the take-off surface. This was to em-
ploy a simple “ safctv-catch ” which would only
release the gear when the ithkicl had actually lifted
itself well clear of the ground.

With the Sadler pattern drop-out gear, a trailing
arm is used, the weight of which is utilised to lever
the undercarriage from its fuselage sockets, its the
model rises. A fairly close lit is therefore necessary
to make this effective. With the modified gear,
however, the drop-out unit was deliberately made an
easy, well-lubricated fit so that it would fall out easily.
The forward end of the trailing arm was then formed
into a simple lever, ending in a hook, which would
engage a slot in the bottom of the fuselage skid.

The trailing arm was also made to sufficient
length to make it necessary for the model to rise
9 in. or so off the ground before the catch was re-
leased. A sketch of the assembly is shown in Fig. 2.

In practice, this take-offgear has worked out very
well. With the present higher wing-loadings of speed
models, of course, there is a marked tendency for the
model to hug the ground due to the fact that it must
lift the drop-out unit as well as its own weight before
becoming airborne. This is, in fact, a distinct
advantage where inset thrust is used and a high
take-off speed is essential to avoid *“ free-flighting "
into the circle.

With the Javelin, flying on regulation 35 ft. lines,
the best part of a full lap is required before the model
begins to lift off. With a wing area of only 19.5
sg. in. and an extra i.l oz. undercarriage weight, it is
estimated that the take-off speed is well in excess of
50 m.p.h. Once clear of the ground, the under-
carriage unit is released and immediately the model
jumps up to shoulder height, where it will hold an
even course with no effort on the part of the pilot.
The long moment arm used in this design, combined
with tail is area are. of course,
contributory to the high degree of longitudinal
stability obtained.

If is, of course, possible to unstick the* model
somewhat earlier by applying “ up elevator,” but
this must be done carefully ; otherwise, when the
extra forward weight of the drop-out gear is released,
the model will shoot up in a climb, due to excessive
angle of attack, which may prove dangerous without
adequate speed, especially ifelevator area is small and
movement limited. The effectiveness of the elevator
with the Javelin is definitely marginal, so that attempts
to fly in a strong wind have resulted in an oblique
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flight circle which is difficult to bring horizontal.

Team Racing

Whether the promised popularity of team racing
in Britain will materialise or not, it is still rather too
early to decide, but there is no doubt that a good
deal of interest in team racing models is being shown
by modellers throughout the country.

Ideas on the type of model to be used appear to be

led. although it must be admitted that,
from the appearance aspect, ideas seem to be much
more fluid. Within the existing rules, the approach
is generally either from a strictly functional sense
(i.e. a clean, well-proportioned model intended to
travel as fast as possible as long as possible on a tank
of fuel) or is dictated by the apparent necessity for
“ realism ” which, at the present stage, generally
seems to mean bold decoration, starting with registra-
tion letters on the wings beginning XX —, plus
sundry American oil company trade marks. The
lines of one or two of the team racers so far seen in
action have had little to recommend them, being
neither functional nor bearing much resemblance to
full-size craft.

The existing S.M.A.E. team racing rules are, in
the writer’s opinion, perfectly satisfactory, with one
minor exception : the rule which requires a “ pilot’s
head ” in the cockpit. This seems rather futile and
since we are not all sculptors will, no doubt, result
in some fantastic examples of physiognomy which
may, or may not, amuse spectators, but which seems
rather a waste of time. If the intention is to provide
some scale by which a correctly proportioned cockpit
is built into the design, this also seems doomed to
failure : in at least one team racing design so far
seen, the pilot’s head and shoulders are cf such a size
that his seat should rightly be rubbing on the ground
while his feet are in the propeller.

The full-size Goodyear type racer has been frequently
mentioned as providing suitable prototypes on which
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to model team racers and a brief glance at the
requirements of the Goodyear specification will show
how this is so. Under these rules the Goodyear
Trophy racers, which arc limited to a certain engine
capacity and specification, while the aircraft itself
lias to fulfil certain requirements as to wing area, etc.,
have developed into compact, well-streamlined air-
craft which, for their overall dimensions thus have a
relatively generous wing area. Model team racers,
which are similarly restricted as to engine capacity
and also have to possess a certain minimum wing-area
arc, therefore, generally more suited to scale designs
of this type than, say, to a clean, well-streamlined
military aircraft such as the Spitfire or Mustang. The
weight of a model of the latter type, even if suitably
scaled to give a minimum of 125 sq. in. wing area, is
almost certain to be greater than that of a suitable
Goodyear design of similar area. Moreover, the wide
use of horizontally-opposed engines in the
machines automatically solves the problem of the
cowled engine required under team racing rules since
a normal sidewinder can be used whereas, in the case
of the Spitfire, a relatively larger model would be
required to enable even the most compact engine to
be cowled within its slim nose and would inevitably
result in reduced performance.

It has been suggested that the *“ fully cowled
engine " rule should be waived in the case of side-
mounted engines, although why this should be so is
not clear. True, to the pilot, the appearance, in
flight is of a fully cowled engine since he cannot see
the cylinder, but the sight of one bare cylinder pro-
truding from the side of the model must surely look
rather odd to the uninitiated and a good deal less
“ scale ” than an upright or inverted engine.

Admittedly, this rule virtually eliminates scale
models with the Spitfire type nose but there arc, after
all, scores of designs from which to choose, using
either the horizontally opposed type cowied engine or
in-line engines, inverted or upright such as the
Mew-Gull, T.K.2, etc., if one wishes to use a strictly
scale model.

Obviously, much of the success of a team racer
must depend on the engine used. Once a race is
under way, it is the model which will fly the greatest
number of laps on its 30 c.c. tank, in the shortest
possible time, combined with the least possible time
wasted on pit stops, that will (pilot skill permitting
win the race.

Yulupa " built by John Chinn to the outhor's design.
(See July “ Model Aircraft ™), but with “ Bill Dean " fin
and less flaps
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TABLE 2—TEAM RACING—RELATIVE SPEEDS
10-mile course

Allowing one minute for each pit stop, including deceleration,

landing,  re-fuel, re-start, cake-off and pick-up flying speed,
Flying speeds required t complete course

Toe No. of Pit Stops ( min. ach) Average

ie Course
eourse 1 4 . B sme
Min see mph mph mph mph nphmph mph
10 00 60.0 66.6 75.0 85.7 100 —_— p— 60.0
10 30 571 632 706 800 923 57.1
11 00 545 600 666 750 857 100 545
11 30 52.2 57.1 63.2 70.6 80.0 923 522
12 0J 500 545 600 666 750 875 100 50.0
12 48.0 522 57.1 632 706 800 973 48.0

IS 00 400 429 461 500 545 600 66.6 40.0

To cover many laps with a minimum number of
re-fuelling stops at high speed will call for high power

utput and moderate fuel consumption. To ensure
a rapid getaway after re-fuelling, will demand
rdiahlc and instant starting and minimum rc-adjust-
meni to controls. Xot many engines combine all
these useful qualities in adequate measure and already
the most suitable types are being quickly proved so
that onlv a handful of types, from the larger number
of engines currently in production are likely to offer
serious competition in team racing in the immediate
future.

Of all types available, a good powerful petrol
engine, running on fetroilfuel offers by far the best fuel
consumption figures for the power delivered, and,
even with a 5 c.c. type, may run through a race with
only one re-fuelling stop. The disadvantage, of
course (and this probably accounts for their lack of
popularity for team racing the U.S., despite the
abundance of good spark ignition engines available
there) is that of the extra weight of the ignition gear

including a battery of adequate capacity to last the

ich the lightest of 5 c.c.. 125 sg. in.
nuadirf*would account lor a total increase in weight of
arching up to 50 per cent.

It is pourable, however, that some advantage might

gained with certain glow-plug engines, by running
them out petrol base fuels, such as Mercury Xo. 4,
in place dftbe usual methanol racing fuels. Power,
of course. -~ould be somewhat down on that obtain-
able with -r.-'thanol— possibly as much as 1,000 r.p.m.
di at. a: high speeds  but there would be a substantial
gﬁi{. in range which might more than compensate
thk.

The possibility of modifying fuels to decrease
consumption, in fact, should not be overlooked,
X rmally. the better quality commercial fuels contain
more lubricant than is absolutely essential for any-
thing less than peak revs with a racing engine.
The 28-30 per cent lubricant content often specified
for high-performance racing engines can usually be
quite safely reduced to 25 per cent and for team racing
revs say, 10-12,000 r.p.m.) some experiment with an
even lower lubricant content may prove worth while.
It is interesting to note that the makers of the
Dooling “ 29,” the most powerful of current 5 c.c.
engines, now specify a 20 per cent, castor oil fuel.



September 1950

The importance of efficient pit drill will become
increasingly evident in future events. The fact that a
10 mile race is completed in a comparatively short
time— 12 minutes for an average speed of 50 m.p.h.—
allows no time to be wasted during re-fuclling stops,
especially if the stops arc numerous. This will be
apparent frem a glance at Table 2.

In this table, one minute has been allowed for each
stop. This includes deceleration after the motor cuts,
landing, “ collection ? by the team mechanics,
re-fuelling, re-starting, take-off and acceleration up
to flying speed again. One minute may not seem
very long, but when one considers that pit stops in
Grand Prix car racing are frequently of considerably
less duration, during which time 30 or 40 gallons of
fuel may be taken on and, possibly wheels changed or
a minor adjustment made— and this for a race gene-
rally lasting 3 hours or more with seldom more than
one or two stops per ear— the time which is lost on
team racing pit stops appears vastly out of proportion
to the actual time in the air.

A 5 c.c. model capable, say, of 75 m.p.h. and
needing four steps will, at one minute per stop, will
take 12 minutes to complete the course at an average
speed of 50 m.p.h. In other words, one-third of this
time is lost on the ground. If, on the other hand,
pit stops can be reduced to three, or, alternatively,
each stop cut to an average time of 45 seconds, the
average course speed will be raised to 54.5 m.p.h.
and the 10 miles completed in 11 minutes.

At the moment, the range of the average team
racer does not appear to be is ¢ >:c as :: crigai be.
So model should require refcadfag more d as four
times in a 10-mdcs race. More powerful engines
like the Eta “ 29 and Frog “ 500~ will require
re-fuclline most frequently, of course, but, even so.
should cover about 21 miles per tank with a well
streamlined model using suitable airscrews and fuels.
It should, in fact, with due attention to these latter
items, be possible to get in 10 miles with a few laps
to spare on four tanks, necessitating only three stops.

Similarly, a good Elfin 2.49 powered model should
do the course with only two stops and this engine,
which rates highly among diesels on a power-fuel
consumption basis, may well rival the bigger 5 c.c.
glow-plug engines which, following American
tendencies, appear 10 have been the initial choice of
team racing enthusiasts. This is obvious when it is
observed that an Elfin team racer capable of 70
m.p.h. and such a speed is within the capabilities of
a good example in a clean model) and able to com-
plete a 10-milc course with two-three stops, will only
be beaten by a bigger model requiring three-four
stops, if the latter’s speed is 80 m.p.h.

Fuel Feed Troubles

Mention has been made of a tendency, experienced
with a Frog “ 500" Stunt-King installation,
towards richcning up and thus loss of power, in
level flight. This is a trouble which, apparently,
has been encountered in many quarters and can nor-
mally be traced to a lack of appreciation of the
fundamental principles governing tank installation.
The importance of correct tank positioning assumes
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An E.D. “ Radio Queen " R:C model built by V. Theobalds,
competition secretary of the Norwich club.

added importance where a model is lapping in less
than about 4-5 sec., as in the case of a 60 m.p.h.
model on 60 ft. lines.

It should be remembered too, that some engines
are more tolerant to variations in fuel feed than
others and a tank location which may have proved
satisfactory for one installation, may be entirely
unsuitable if a different type of engine should be
fitted to the model.

In the past, it has usually been thought that a
slight increase in jet opening, over and above that
at which maximum revs, are attainable on the
ground, was necessary to make up for the reduced
load in the air and to obtain best performance. An
alternative adjustment with diesel engines has been
to increase compression very slightly.  This assump-
tion is quite correct if one also assumes that the
pressure a: which the fuel reaches the jet remains
approximately constant. With the modern high-
speed C D model, this is seldom the case. A better
appreciation of the position will be gained if one
remembers the extremely critical situation in regard
to speed models where, despite specially shaped and
positioned tanks, a proportion of the flight is usually
wasted prior to the fuel level dropping and the
critical mixture strength for maximum power being
reached.

Different types of engines also respond differently
to changes in mixture strength, diesels generally
being a little more tolerant in this respect than
glow-plug engines. In addition, one type of glow-
plug engine may operate over a wide range of mix-
ture strength ratios with only slight loss of power,
whereas another engine may #4four-stroke ” or cut
out quickly if any deviation from a limited mixture
strength range is permitted. Different types of
fuels, too, can make an appreciable difference.

The Frog 4500.” which is noted for its unusual
flexibility, a useful quality' for free-flight work, gained
by its ability to 4 four-stroke " evenly on an increased
mixture strength, docs demand rather careful
positioning of the fuel tank to obtain even two-
stroking throughout C/L flight. This engine, of
course, has an upright venturi above the main
bearing, and, as side-mounted in the Stunt King,
this results in the jet being placed about i.j in. to the
offside of the approximate centre-line of the balloon
tank as positioned for the original Yulon installation.

As has been pointed out many times, any lateral
adjustment in relation of fuel level to jet position is
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Taking a rest from power, the writer's brother holds aloft
his F.Al. sailplane. Span 9 ft. Weight 60 0z. Wing section
MVA 301

multiplied in the air, by centrifugal force. Thus, in
the example above, the actual effect, in level flight
at 60 m.p.h. on 55 ft. lines, would be to pressurise
the feed to the jet about 4S g and. with a full tank,
would be the equivalent of a gravity feed on the
bench, of not less than 6.1-7 in.

Experiment with the frog “ 500 " in the Stunt
King has shown that the best performance is
obtained by placing the centre-line of the balloon
tank slightly to the outside of the jet. The initial
modification was to transfer the tank from the near-
side of the fuselage to the offside, which did result
in a definite improvement. The next step consisted
of building a bulge ” on the side of the fuselage
so that the tank could come over still farther. This
resulted in even two-stroking in all attitudes except
level flight. Finally, the tank was enclosed in a

in. diameter tube projecting about 1 in. and
strapped to the fuselage side, which completely
cured the trouble.

This final position means, as already stated, that
the centre-line of the tank is now actually outside
the jet line, and this would, under centrifugal force,

PRIDE GOES BEFORE
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be expected to give a negative pressure, thus lending
to starve the engine, although such a tendency is not
evident ifi flight. The reason for this is not clear,
but it is thought that a slight flattening of the
balloon tank under centrifugal force may be causing
a small compensating pressure. In this case, the
need for such drastic measures, particularly un-
welcome in the case of a semi-scale model, as placing
most of thce tank outside the fuselage would be
lessened by using a standard metal tank. Alterna-
tively, a cowling of the type used on full-size hori-
zontally-opposed lightplane engines, extending back
to enclose the tank, could be used.

Again, the possibility of using an upright or in-
verted engine installation should not be overlooked,
and, in this case, it should be possible to enclose a
suitably shaped tank entirely within the width of
the fuselage without risk of fuel feed troubles. The
objection sometimes heard that upright engines will
not stunt so well as side-mounted units is not, in the
writer's opinion, a valid one and such troubles as
do arise with upright or inverted units, can usually
be traced again to tank location relative to the jet
and arc not in any way due to any mechanical

- of making a properly balanced i.c. engine
function equally well upright or inverted.

So far, wc have only mentioned difficulties arising
from an excessively rich mixture being generated.
Precisely the opposite effect, i.e., a tendency to
misfire or cut out in the air, can result from placing
the tank too far to the offside in relation to the jet.
This trouble is frequently noticed with models where
the carburettor intake and jet is below the main
bearing, i.e. on the nearside when side mounted.

Here, of course, centrifugal force creates a negative
pressure and a slight trouble in this direction was,
in fact, at first encountered with the Elfin
Junior-Monitor.  With this model in level flight
at over 70 m.p.h. on short lines, a c.f. of nearly
8 g. was being exerted, but by careful adjustment
of the control and the use of a tolerant fuel, the
characteristic “ bfipping” of the engine in high-
speed level flight, often noticed with other models
having similar installations, was eliminated.

By Harry Sstil



(1) Heavy rain showers spoilt what would have otherwise been an excellent
meeting. This'photograph was taken during the running of the team racing
event and gives a good idea of the prevailing weather conditions.

(2) A newsreel camera-man taking shots of L Gray, of che Ruislip M.A.C.,
and his Short Sturgeon control-liner. Powered by two E.D. 2.49 c.c. engines,
it flics at 70 m.p.h.

(3) An Amco 35 cc powered Long Midget by P. Donavour-Hickie, of
Horley, Surrey, which attracted a good deal of attention.

(4) N._Griffiths, of the Grays and District M.A.C.. with his Fieseler-Storch
model. The model is later to be fitted with radio control and is powered
by a Kemp 4.4 c.c. diesel.

(5) In between the showers, one of che competitors, in the exciting team
race contest, prepares to launch his model.

(6) A small corner of the hangar which provided a'wclcome shelter from the
elements for the contestants and their models,

Competitors lining up at the control tent to enter the Cencours
d'Elegance.
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it THIS cotumn Seems to be causing quite a furore
in the Northern Area, people are going around at all
the meetings and saying “ is it you ?” But no-one
yet seems to have hit upon the right chap : 50 per
cent, of the area say its Sam Messom. but bow cun
Sam write a column when he has to pay .1 sccreiarv
to write out the area minutes each month

your copy of the minutes of the last A.G.M.; A lot
more think its Vie Duberrv, but Vic strenuously
denies it, and says he would never call himself “ up
and coining.” MacLeod of Hull Pegasus has a lot of
supporters; a dark horse this chap, “ works " for the
British Railways so should have plenty of time. The
Bradford club have narrowed it down to someone
who attended the Bradford club dinner—but is it ?
Trevor Hcsclwood of York has already written
two novels so a few words a month shouldn’t cause
him much trouble ; Harry Clegg seems to get
around most of the meets ; Trevor London has a
nice line in beautiful agents and Henry Tubbs seems
to be here there and everywhere. I'll tell you all
one tiling, don't let a camera fool you. The photo-
graphs which appear in these columns seldom come
from your Northern Notes scribe.

If you have any news you think would be f
interest—any funny happenings or even fiasx c%s .
your club write to Mr. Nobody, care of the Editor.
This column will always support the right, but no
personal grievances please.

it whether previous remarks made in this
column had anything to do with it 1 cannot say, but
| see the York club, through the stout efforts of
Harry Johnson, gained themselves a spot of limelight
and a National record, by a fine Tailless Glider
flight of 10 min. 44 see. 1 understand this is Mr.
Johnson’s first attempt at a “ flying wing ” but I am
informed that it is an extremely stable job. Released
at only 50 ft., the model commenced to gain height
immediately, and soaring in very small circles,
remained in sight for all but a few seconds of its
flight. The model is a very simple one, tongue and
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box fixing wings with a Clark Y section changing
over to a Clark YH reflex section at the tips. The
only alteration from the planned model was the
addition if a little tail area to counteract some
instability on the tine.

it 1spent a very enjoyable day at the Wakefield
Rally on June i8ih ; it would have been nicer if the
weather had been a little finer, but as usual, we had
to have a wee drop of rain. It was quite a change to
be on a flying ground with a view instead of the usual
desolate airfield. The meeting was very well
organised and run, apart from one or two of the
spectators getting tied up in the towlines (it's about
time the standard towline was specified as white) and
most of the competitors got in their flights without
along wait. | am sure the Wakefield club will permit
one small but constructive criticism, | did not like
their method of issuing numbered tickets in lieu of
competition cards. It meant a timekeeper had to
remember the correct number during the flight, and
in some cases it proved a little difficult, since the
rompeGBor, complete with number, had disappeared
. chase of the model when the timekeeper was
ready to check tw* flight in to control. Also some
entries had three and four different numbers pinned

V. 1 ihe confusion. The club sec.
* ¥hill " Sr.illiro made himself busy, and the club a
bob ok two, bv taking a leaf out of “ Fiddler”
Messofxfs book and disposing of a baby Spitfire to
b A willing and unwilling participants, and even,
bv <cr.e strange feat of legerdemain, managed to sell
the maestro himself a ticket. Deserves the O.B.E.
by cad ! Vic Duberrv, flying liis new Wakefield
took the rubber competition followed by Henry
Tubbs and Ted Muxlow. This was Vic's first
competition flying the new model, and this is one that
has flown straight off the drawing board, not the
slightest mod having been necessary to the proto-
type. (At least so my spies inform me.) Why didn't
you take this one down to the Finals, Vic ? Chas.
Exlcy had no trouble in the Glider competition,
beating his nearest rival, North, of Halifax, by a
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clear minute. Walker, another of the Sheffield
stalwarts, coming in third. The West Yorks club
cleaned up the power event, Preston, C. Farrance
and W. Farrance finishing one, two and three
respectively whilst Cook, of Rotherham, gave out
with some Gold Trophy style to walk away with the
control line competition. The West Yorks club had
another prizewinner in young Headley who took
the prize for the best Junior. Altogether members of
16 clubs took part in the competitions, the Wakefield
members standing on one side entirely to take care of
the visitors. Special mention is due to the recovery
squad provided ; during the afternoon they per-
formed a sterling job and many a competitor found
his model being returned before he was himself half
way to the landing spot. Many thanks, Wakefield,
for a good day out, I shall certainly come again next
year.

it it seems a lot of criticism and suggestions for
these Area events are circulating around, next month
[ hope to deal with them at greater length. In the
meantime. | hope all clubs will bear in mind the
Area Semi-Centralised events at Clifton on September
3rd. The Area Open Rally at Baildon on September
10th 'clubs arc reminded that a little help with the
prize list would be appreciated) and the Huddersfield
A.L. Rally at Huddersfield on August 27th.

another nationatl record went to the wall at
the Beverley Rally at Leconfield on July 2nd,
when W. Hancock’s (Creswcll) 0O.D. Xordic
broke 26 min. This model was timed 0.0.s. but a few
minutes later due to a wind change came back
across the 'drome and was observed for another
30 minutes. One of the Creswcll recovery squad,
who incidental! / uses the model recovery work as
part of his training for cross country running, came
back eventually after being underneath the model
for well over an hour, and reported that it still
showed no signs of corning down ---hen he last saw it.
The Beverley Rally deserved more support than it
got, only about six clubs turning out for a well ran
Rally on a remarkably
Leconfield is a little out of the way for a lot of the
clubs in the area, but if the Creswell club could make
the journey then so could a lot of others much
nearer. Clubs must remember that if they expect
support at their own rallies, they in turn must
support the others. The Leeds pair, Vic Duberry
and Henry Tubbs, again took first and second place
respectively in the rubber event, with two flight
aggregates of 452 and 328 sec., followed by F. Warren,
of Goole, with a 328 sec. aggregate. D. Twist, of
Scarborough won the Glider event and K. P.
Jefferson, also of Scarborough, the open power.
R. T. Mander, of the Woodlands club was putting
in some nice steady flying with his R/C glider and
G. H. Harrison’s rubber canard was showing
promise. Harrison puts a lot of work into canards
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and we will, no doubt soon be seeing another
National record within the area.

sa 1 was informed that the support given to the
Area Control Line Competitions at Rotherham on
July 9th, was little short of disgraceful. The
Rotherham club had put a great deal of work into
the organisation of this meeting and the facilities
available were much better than at any previous
semi-centralised event. The total entry of 16, nine
speed and seven stunt reflected very poorly upon
the remainder of the area members and | understand
that one club turned its back in no uncertain fashion
by attending a rally outside the area altogether.
A poor show this, 16 entries from nearly 40 clubs ;
people ask for control-line events and when a good
one is arranged do not bother to support it.

The best times recorded were

Class 1 G. H. Wilkins, Sheffield 6(5.56 m.p.h.

Class 2 Miss B. McCann, Worksop 63.63

Class 5 Harry Clegg, Sheffield 90.00 ,,

P. G. Russell, of Worksop, beat R. Cooke, of
Rotherham, in the Stunt event by the narrow margin
of 6 marks, J. Swift, of Sheffield coming a very close
third.

«jr mr.nobody Wants to know . . .

Who was it in the Huddersfield club went to the
Nationals and never opened his box ?

Why does Peter say he would welcome with open
arms an amalgamation of all the clubs in the district ?
It doesn't tally with what we heard about a half
empty coach earlier this year.

Why do some clubs prefer the seaside air of
Lancashire to the good old Yorkshire variety ?
Even to the extent of ditching an Area meeting.

And oughtn’t they to send a few sticks of rock to the
Rotherham club, just as a token gesture ?

Two nice looking models from Rotherham. Miss M. Leadley
and E. Ruston’s Amco powered speed job.
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CENSUS SUGGESTED

Dear Sir— Across the Atlantic a well organised census
of opinion is in course of being conducted by your con-
temporary, Model Airplane yews.

May | suggest we await the outcome of this
and upon it base our future contests, or alternatively,
conduct a census of our own, in order to furnish our
contest com mittees with first hand information concerning
the type of contest required to suit the aeromodelling
public ?

census

l'hese last two words cover a
and old people all interested in the hobby, some may
have large resources, many have not, but we all fly for
the love ofit, | myselfafter twenty years still do. and the
number ofcontests | have entered can be counted on the
fingers of my left foot. Tt is this large body of people
that the trade supplies with materials and to whom the
trade is also dependent upon for its continued existence
It is essential, therefore, that if the hobby is to grow, it
must be fostered, b> educational authorities, by the
formation of new clubs at easy rates, and formulation
of rulers to suit the newcomers, either by age grouping or
special events, or as the ruling body decides

W ith regard to the correspondence in your July
on mechanical starters ; | agree with Mr. N. G. Taylor
entirely, the only reason | do not use a starter is that |
use * Shanks's Pony " a lot, and a power starter can be
very heavy However, hand-starting my McCoy 60, 49,

large number of young

issue

etc., presents no difficulty, as any of my club members
will testify.

Finally, a tip for team racing fuel. 1 have found that
Barron nitropropanc, petrol and oil, mixed to suit the

engine, gives a fine needle setting and increases engine run.
Yours faithfully,
Notts. A. B.

Mansfield, Swanston

“ EXPERT ” CLUBS DEFENDED

Dear Sir,— Tentirely disagree with your correspondent,

» A. Cockney” *M.A.", July) about the so-called
expert-only " clubs.  Surely modellers arc entitled
to form the type of club which they consider caters best

for their particular interest? If they decide to exclude
from membership those who never build models or enter
contests | think they are quite justified

My experience of clubs with large memberships is
that 90 per cent, of the members are so much * dead
wood " who pay their subscription and wear a club

badge but never do any active modelling or flying. At

the club meetings, however, these individuals out-vote
the keen contest fliers and it is hardly to be wondered at
if the latter decide to leave these “ debating societies "

and form their own clubs.

The contest successes this season of members of clubs
like the Zombies and Kentish Nomads surely justifies
the existence of this type of club, which by their 100 per
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+ The Editor does not hold himself responsible for
the views expressed by correspondents. The names
and addresses of the writers, not necessarily for
publication, must in all cases accompany letters

cent, support of S.M.A.E. contests 0O in my opinion,
further the aeromodelling movement
Yours faithfully,
London, S.E.13. G. A. Jones.
Our correspondent's remarks concerning large
clubs do not apply in every case. Probably no club
has had more contest successes than the Croydon &
District M.A.C., for example.—The Editor.
WAKEFIELD DRAW
Dear Sir—The amount of money raised by the

W akefield Draw (approx. £600, I believe) is very gratify-
ing and the organisers are to be congratulated on this
very fine result, which has enabled a British team of
model fliers to be sent to Belgium, Finland and Sweden
already.

May | suggest that it would be a good idea for the
S.M .AE to publish a complete list of the number of
books of tickets sold by each affiliated club. We should
then be able to see which clubs have pulled their weight
let the side down,” as
would find this

and which ones have
1 feel sure that we
enlightening !

As we shall have to send a W akefield team to Finland
again next year, why not organise another draw soon
(preferably with tickets at 6d. each) to further strengthen
the fund which is, so | understand, to be used for the sole
purpose of financing the sending of British teams abroad ?

Yours truly,

it were
information very

Eden Park, Kent A. M. Lewis.
WAKEFIELD TEAM SELECTION

Dear Sir,— The article entitled “ The Wakefield

Trials Analysed.” which appeared in the August issue

of Model Aircraft, made very interesting reading and
provided much food for thought.

It seems obvious that if wc arc going to bring the
W akefield Cup back from Finland next year we must
have a team of fliers whose models will be capable of
making long NOM flights. Will we get such a team
by our present selection methods? | doubt it. It might

be better to hold the final trials either very early in the
morning or late at night when there would be less likeli-
hood of thermals

The writer of the article very rightly drew attention
to the big difference in the minimum qualifying times
in the area trials and it seems all wrong to me that fliers
in. say. the London area, should be eliminated from the
final * 100 " to make room for those from other areas
who have put up very much lower times. Personally,
I would like to sec the team chosen by a Selection Com -
mittee of experts, as is done in other sports, but | must
admit that there would not be a great rush to serve on
such a committee !

Yours faithfully

London, S.K.8 ‘Jonah.”
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The Yhlou “ 10"

(Continued from page 319)

shows a projected power curve based on
the approximate b.h.p. increases for a
production model

The test engine, it was noted, lost
none of the earlier Yulon models’ easy
starting qualities and while, as might be
expected, vibration was somewhat
greater than with the smaller 5 c.c
engines, the “ 49 " performed smoothly
at all speeds.

On the torque-reaction dynamom eter,
the lower b.m.e.p. values developed by
the test engine were evident in a maxi-
mum torque 0f0.27 Ib. ft. being registered
while the torque curve began to drop
off a clear 1,500 r.p.m earlier, and its
decline was steeper, than the * 29.”
An output of 0.55 b.h.p. was indicated,
this being equivalent to 67 b.h.p. litre
as comopared with 74/79 b.h.p..litre
obtained during various tests of the
5 c.c. Yulons, on the same fuel, while
the peak was reduced from 13/13,500
r.p.m. toslightly below 12,000. Both these reductions
would, of course, result from a loss of volumetric
efficiency due to the restricted induction of a small
choke tube

Needless to say, even on this performance, the

Yulon 49 " shows an exceptional power to weight
ratio— actually the highest ofany mwnrso hr deait
with in this series. Its weight, in fact, is only 1\ oz
more than the “ 29 ~ and “ 30 and. with almost

NALA. €ro&s\vm*<3
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identical external dimensions, will fit into any stunt

model
or no

desire to utilise its power in a

modifications

designed for the

than in extra speed, a 25

sq. in

wing area

Power Weight Rati"

litre

©on

BBoNooswe

"
5

« 29 n

-30 oz

or “ 30 " with little
Alternatively, for those who
larger machine, rather

model with 350-400

is feasible for this engine

13 b.h.p. b
tested) : 67 b.h.p./

Compiled by J. C. Snell

ACROSS
Engine in a coma. 22.
Journal of the same. 25.
Thirty-nine  comes be-  27.
tween. 28.
Heavenly direction 29.
Triangular strengthencr. 32.
3,

Touchdown outside the .
7.

Lead in this wood. by
Neutral point. 2.
Wot ! No line. 40.
DOWN

Tattered tissue. 18
Prototypes by Dumas. 20
Dean's fugitive 23,
Last song 24,
Moment arm. 2.
Reach or attain. 29
Make thirty-nine. 30
This engine is O.K 2
Bad covering, so it . .
By Keil and North 38
American. 35

Not here-—--no, .
Foxy frog

Outside diameter.
Begins another.

Good French engine ?
Reason for lubrication.
Consuming power plants.
End of a flying surface.
Sheepish jet

Cesh, for example.
Engine with a sting.
Can't live without it.

Professorial kitters
Modeller's pointed friend.
Flying tramp.
Name for warlike writer.
Low altitude
A disc proves harmful.
English elevators.
Mostly against.

. isthe spur.
With wing, often less.
Trimmer.

(Solution On page 339)



WAKEFIELD TROPHY CONTEST

21 -23 July, Jamijarvi, Finland
RESULTS
1 A. Ellila Finland
2. E W. Evans Great Britain
3. A. Leardi Ital -
4. P.W. Seton Holland
5. H. R. Stevens Great Britain
6. L. L. Salisbury . USA
7. S. Lustrati ... ... ltal 5
8. B. Bachli . Switzerlar
9. E Sadorin .. oo ltal e
10. R H. Warring Great Britain
11. A. Blomgren Sweden
12. S stark Sweden
13, G. Dijkstra Holland
14. J. B. Knight Great Britain
IS. P. Follet Belgium
16. J. Morissct . France
17. P. Deschepper Belgium
18. A. Dijkstra ... Holland
19. R. G. Schmitt US.A.
20. E Fresl Yugoslavia
21. A. Bernard
22. G. Lippens Belgium
23 H. Eliasson Sweden
24. T. Haslach Switzerland
25. G. Fea italy ...
26. J. H. Wood
27. T. Silmuncn ... F\n\and
28. F. Takagi
29. A. Butler Austrana
30. D. Kapie " Yugoslavia
31 L. J- Walter ... Canada
32. R. Breznikar
33. S. Blomberg... Sweden
34. H.Wannberg
35. D. R. Kennedy New Zealand
36. A. Johanson ... Finland
37.1.J. Adams .. Great Britain
38. J. L. Pitcher
39. F. D. Bethwaite New Zealand
40- A. Bickel Switzerland
41. J. Bouche France
42. B. B. Marsh New Zealand
43, S. Bernfest Yugoslavia
44. A. Kivikacaja Finland
45. W. R. Mickelsen US.A.
46. E Gerland France
47. R. Aubcrtin . Monaco
48. J. Prhave - Yugoslavia
49. J. S Petersen enmark
50. L. Santalala ... Finland
51. H. Orvin Norway
52. A. W. Lcftwich
53. A. Hakanson... Sweden
54. Y. Joostens .. Belgium
55. C. A. Ford Canada
56. M. Beaujcan . Belgium
57. M. Ferber Belgium
58. C. J Pelelssn Denmark
59. A. M: Australia
60. L. Kanncwmff ly
61. R. Hansen New Zealand
62. R. Maret Switzerland
R. Wallenius Finland
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OUTDOOR
(Minimum FAL

Loading)
Rubber Driven
Monoplane Boxall, F. H. Brighton 35 : 00
Biplane Young, j. O. 3l :05.125,
Wakefield Boxall. F. H. Brighton 35 : 00
Paveley, D. 1:371
Scale Marcus, N. G. Croydon 5:2175
Tailless Boys, H. Rugby 1:245
Helicopter Richmond, J. S. Wolves 1:584
Rotorpiane Crow. S. R Blackhcath 1395
Floatplane Parham. R. T. Worcester 8:554
Flying Boat Rainer, M. North Kent 1:09
Sailplane
Tow Launched ... Best, F.. Leeds 63 : 46
Hand Launched Field. P. E Belfairs . 7:05.2
Tailless T.L. Harris. L. C. Croydon 10:30
Tailless H.L. Wilde, H. F. Chester 3:17
A 2 Nordic T.L. Willmott, D. Belfairs ... 10:52
A 2 Nordic H.L. O'Donell, J Whitefield 2:075
Power Driven
A. (0-25c.c) .. Springham, H. E  Saffron Walden 25 :01
B. (2.51-5) Dallaway. W. E.  Birmingham 20:28
C. (5.01-15) Lund, D. S. Wakefield 6:46
Marshall, J. 1:508
Scale Tinker, W. T. Ewell 1:365
Floatplane Stainer, J. R. Canterbury 2:594
Flying Boat — Gregory. N. 2:085
Control-Line Screed
1(0-15¢.c) Bucier. D. C. . 585 m.p.h
Il (151-2.5) .. Free. D. W. Surbiton 3
Il (251-35) .. Croycon 89.1
IV (3.51-5) ergh| St. Albans 1032
V (5.01-8.5) ... Shaw. A. Zombies 1184
VI (8.51-15) . Taylcr N G. Wimbledon 1326
I (Jet) ScovokJ, R. V. Guildford 1333
LIGHTWEIGHT
®elow F.A.L minimum loading)
Sailplane
Two launched Mace, J.A. . Upton .28 :17.2¢
Tailless T.L- Johnson, H. G.

Power Driven
Class C -Ward. Croydon 5:33 -
Note~L|gh|we|gh| categumes were instituted January 1st, 1950'

INDOOR
Free Flight
Stick (H.L) .. Copland. R. .. Northern Hts
Stick (ROG.) ... Mackenzie. R (Deceased) ..
Fuselage (H.L)  Parham,R. T, ... Worcester
Fuselage (ROG.) Parham, R. T. Worcester
Tailless (H.L) ..Thomas, M. R.
Tailless (ROG.) ~ Thomas. M. R.
Helicopter  ..Ward, S. A
Rotorpiane Mawby, L.
Round-the-Pole
Class A Muxlow. E. C. .. Sheffield 6105
Class B Parham, R T. .. Worcester .. 4:2
Speed y. Warrington . ph.

""Ali'records marked * are subject to ratification.

York
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British Records for Ratification
Glider Tow launched
D.M.A.C.), 23/4-50. 7 min. 50.8 see.
A/2 Glider—Tow launched.
13/5/50, 10 mins. 52 sec.
Al2 Glider-| Hand launched.
715150 1 min.
G\Ider—Hand launched.
7/5/50 7 min. 5.2
Lightweight G\Ider —Tcw launched.
16/4/50, 28 min

R. C. F. Day (Portsmouth and

D. Willmott (Bclfairs M.A.C.),

i
D. VWillmott (Belfairs M.A.C.),
P. E. Field (Belfairs M.A.C.),
J.A. Mace (Upton M F.C.)
Record Applications Recorded.
Helicopter—Rubber-driven._ J. F.
D.M.AC.). 2/7/50, 2 min. 43.75 sec.
a

Al2 Glider—Tow W. $. Hancock (Crcswell and
DMAC) 2/7.50, 26 min. 0.9 sec.

Tanuney (Croydon and

Glider Hand Iaunched J. ODOnnEII (VVhitefield M.A.C.),

4/7/50 2 min.

L\ghtwe\ghl GI\dEl*Hanﬂ launched. J. O'Donnell (Whitefield

1/7/50. 2 min.

nghlwewght Tailless Gllder—Tow launched. H. G. Johnson
(York M.A'S.), 25/6/50, 10 min. 44 sec.

CiL Speed—class V. p. Wright (St. Albans M.A.C.), 18%6 50.
1032 m.p.h

Class * A " Power. W. Archer (Cheadle and D.M.A.C.). 2 7 50,
31 mln. 05 S

Power—Lightweight. R A. Ward (Crovdon and
bie, ) 25/6/50 5 min
Merit Certificate Awards

Class™ B " No. 3661, A, Gorham (Ipswich), No. 372 G. A Paxman
(Huddersfield). Class * A - . 'F. Gordon' (Sheffield),
No. 379 W. Aircy (Kendal). Nos 380 R. V. Senkira (Swansea), No.
3L B, T. Fowler (Cheade), No. 382 H. N. Kenwardis, Birmingham),
No. 383'C. M. Cross (Erdington). No. 384 D. G. Bridie (Erdington),
No. 385 W. J. Denison (Wakefield). No. 386 T. A. Cropper (White-
fleld). No. 387 D. A Headiey (V. Vorks), No. 388 P. Berthelsen
EW ntry), No. 389 W. Archer (Chcadic). No. 390 J. G. Joyce
Leeds), No. 301 S M- Whie (Evesham).

STOP PRESS
NORDIC A 2 INTERNATIONAL CONTEST RESULT
1 Sweden 154 3
2. Finland 2,71 P&
3. Denmar} 2131
4. Norway

Individual Placing
1 Bem'est, Stiepan
2. Odenman, Rignar
3. Hansen, Arne
4. Hagen, Knut .
5. Persson. Lennart
6. Bennett, J. M. G.
British Team—J. M. G. Bent
M. L. Hanson 24th.

Denmark

Great* Britain
6th, T. Bootl.md 15th, R

M.A. CROSSWORD SOLUTION

MODEL AIRCRAFT

R.A.F. MODEL AIRCRAFT ASSOCIATION

Members of the clubs attached to the above Association arc re-
quested to note the following names and addresses of the Officers and

ommand representatives

Chairman- W.Cdr, C. F.
Princes House. Kingsway, W.C
| oHon Secretary—S/Ldr. E. . Cable, R.A.F., Padgate, Warrington,.
ancs.

Hon. Treasurer—V'Lt. T. C- S. Cooke, D.F.C., A.F.C., D.F.M.,
Headquarters, Transport Command. R.A.F., Bushy Park. Tcdding-

ton. Middlesex.
Compettion Secretary—F/Lt. A. F. Davidson, D.F.C.. 5,
R.AF.,

Pearce, Air Ministry, Room 514,
2

Hon.
Hyde Park, Knarcshorough. Yorks.

Bomber Command—S/Ldr. Bussey, D.F.C., H.Q., B.C..
High Wycombe, Bucks.

Fighter Command—S/Ldr. R. Courtney, D-F.C., H.Q., F.C,
R.A.F., Bentley Priory, Stanmore, Middlesex.

Coastal Command— F. R. Davies. R.A.F., Calshot, Hants.

Transport Command—F/Lt. J. F. Manning, A.F.C., H.Q., T.C.
R.A.F., Bushy Park. Teddington. Middiesex.

Flying Tralnlng Command F Lt 0. Van Cuylcnburg, No..
7F-T.S-.R.A Cottesmore. Nr. Oakham. Rutland.

Techniced Tramlng Command—S'Ldr. K. R. Cooper. H.Q., T.T.C-,
RA Grange. .
eserve Command—F Lt. H. H. CampbeH H.Q. R.C.. RAF.,
Whe W am N Maidenheatl Sork

vice Command—S.'Ldr. A. L. Arrow, H.Q., M.C.. RAF..

Amport, Andover, Hants.
90 Croup—F/O. P. F. Bclham. H.Q.. 90 Group. * Danes-

d,” Medmenham, Marlow, Bucks.
B.AF.O. Secton—S/Ldr. E. G. Couch, M.B.E., D.F.C., H.Q.

Offlcers Mess. R A.F.. Bad Eilscn, British Air Forces OfOccupalmn
c/lo BAOR., I

SOUTH MIDLAND AREA
The Royal Air Forces Association. Aylesbury & Halton Branch,,
in conjunction with the S.M.A.E. South Midlands Area have arranged
a model flying meeting for Sunday. September 3rd, at the airfield
R.A.F. Station. Halton, Aylesbury, Bucks.
Programme includes : _National Contests,
the * Mode: Engineer Cup ® and the * Astral Trophy." Othe
contests wi” be the " Battle of Britain " cup, an open rubberduranon
contest which was instituted last year in a local meeting, and a
enetroi-Sne aerobatics contest. No trophy is offered for this contest,
a yet, but other valuable prizes have been offered.
Enguiries ewman (Hon Secretag) R.A.F.A., Aylesbury
ton Branch 45, Russell Avenue Aylesbury, Bucks.

the “ Farrow Shield,”

ICARIANS M.F.C.

With the contest season now in full swing, there is the usual feverish
atmosphere among club members to get their models finished in time
for_the imminent contests.

Several local events have been attracting the attention of the
control-line_exponents.  On Whit Monday we helped out at a
demonstration organised by the Luton club, providing judges for the
stunt contest ; following this up by giving stunt demonstrations.

Later some lads went over to give a stunt flying exhibition at a
show put on by the newly organised Harlington club. With a free
tea provided, and transport arranged, this event proved quite popular!

Although ‘winning through to the' Wakefield 100, no success came
to Eric Smith in the eliminators, but we are pleased to see that Eric
has now added the Weston cup to his Carnage cup success earlier this
season.

There is still a lot of interest in ultra-large stunt models in the club,
the only limiting factor being that there are not enough McCoy
“'60s" about !

We are competing in the West Essex Gala and Northern Heights
Gala ,and wc also have an eye turned towards the area Control-line
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N'W. MIDDLESEX (THERMAI.EERS) M.F.C.

The Kingsbury and Edgwarc M.F.C.s have now amalgamated
under the new changed F,dgwarc name of North-West Middlesex
(Thermaleers) M.F.C.

The secretary of this club is W. Skinner, 57, Whistler Gardens,
Edgwarc, Middlesex. Whilst N.W. Middlesex is the affiliated name,
Thermalcers is the competition name and is displayed on most
competition models.

The first competition entered by the club was the Hamley Trcphy
and our two entrants placed second and fifth. First place.
Peppered. 215 see. off 15. 512 off 12. 410 sec. off 20. Seccnd
place, G. V. Hollobon. 364 see. off 20, 185 sec. off 20. 150 see. off 20.
Totals of SI5 sec. and 699 sec. as the 5 min. flight rule applied
Peppercll was flying a modified Elfin powered Firecracker. This
was the same model with which he won the Kcil Trophy whilst
flying for Edgwarc

WEST ESSEX AEROMODELLERS

The club’s annual gala held at Fairlop was well suppcned
modellers came from far and near. The weather was kind though a
hit gusty. Another speed record was broken by C. Shaw. The radio-
control event went off without a hitch. The latest event team-racing
made quite a stir with visiting modellers and mostly the public, who
wanted more. Looks like becoming a popular event. Members of
the above club arc now going all out for le3m-racc models and
engines that run on excitement.

The W.E.A. thank all visiting modellers for their support, and those
who helped.

SUNDERLAND AND D.M.A.C

The first club event of the year, the Pott's Cup for F.A.I gliders,
has now been flown off. Weather was gusty, although sunny, and
the breeze soon disposed of some of the “ fair-weather floaters " that
appeared. Times were not marvellous, but a good evening's flying
was had. the eventual winner being the club chairman flying a Nordic
of his own design. Mr. Stores was unlucky to lose his Sunnanvind on
his first flight, the mode! disappearing into the outskirts o f Sunderland
after 2min. 15sec. Jt was not found, in spite of a chase by road and
shadowing from the air by an A.T.C. two-seater glider which was
winched off at the same time

Results : First J. Robson (Nnrmc)
W. Stores (Sunnanvmd) 135 sec. aggregate :
133 see. aggre:

The 64 in wmg of Mr. Robson's Nordic is in two pieces held
together by yards of cellulose tape (as described in Model Aircraft,
May, 1950) without benefit of tongues or dowels. Twin towhooks
an: fitted, one on each bottom longeron.

155 sec. aggregate ; Second
Third T. Short (Zephyr)

Jackson recently set up a new club glider record of 3 min. 30segf many Northern Area sees now undertaking strict security measures

wnh his own-design F.A.I. model. The airfoil section is nothing more
or less than a double-surfaced curved plate, but in good weather the
performance is very satisfactory.

A small contingent represented the club at the N.E. Area Rally on
Newcastle Town Moor on July 9th, 1950, and failing to achieve fame

other way managed to fly a pylon job into the ornamental lake
half-a-milc away !

We have not yet med |Eam racing, but have seen some “ two in the
circle " antics. ~ Even with comparatively tame models like a Radio.
(Frog 180) and a Skyslreak (E?ﬂn 1.S) a lot of fun was had. The
competition committee feel that a team-racing plan drawn round a
maximum engine capacity of 2.5 c.c. would meet wit-, favour, and are
studying the idea.

CONTEST CALENDAR
AU, ISlh 25th  Eaton Bray Rally.
27th Huddersfield Air League M.A.C. Rally.
27ch Merseyside MAC. Slope  Soaring  Mesting,
Clwyd Hills, N. Wales
Sept. 3rd AREA AUTUMN RALLY

Farrow Shield. Unres. Team Rubber.
Model Engineer " Cup. Unres. Team Glider.
Astral Trophy. Power Ratio.
3rd  “ Battle of Britain " Meeting, Halton Aerodrome.
ucks.

17th S.M.A.E. Cup. Open Glider. D C.

17th " Flight " Cup. Open Rubber. D C.

17th  Frog Junior Cup. Open Rubber. D C.

17th  Portsmouth and_District M.A.C., Southermn
Counties Rally, Thorncy Island, Hants.

30th  Finals of International " Jetex " Contest. Fairlop

Aerodrome, Essex.

S.M.A.LE. CONTESTS IN BOLD TYPE
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EST YORKSHIRE M.A.S.

On April 18th membels attended the Wakefield M.A.C. Gala and
were well rewarded for their efforts. In the free-flight power event

ton, E. Farrancc and W. Farrance were 1st, 2nd and 3rd
respectively.

D. Headley, a junior who has only recently joined the club came out
top in the Junior Glider event with three very creditable flights.
Flying the club glider Drambuie 11 he has been putting up good times
in all competitions entered.

The Farrance brothers have forsaken last season's ETA “ 29 °'*
powered Super Slickers in favour of an original which can well and
truly be classed as a “ hot model.” Three models have already been
built, two 65 in. versions for the ETA “ 29" and a 45 in. for the
Elfin 1.S. With the 65 in. job W. Farrance docked 700 odd sec. in
the Hamley whilst the Elfin model was designed, built, timmed and
lost all within a week, the model since being recovered. This latter
model has the fastest climb the writer has yet seen.

We got through the second round of the N.E. Area Knock-out
competition without having had one job airborne. This isn't our
idea of winning competitions and we arc looking forward to the
result of the next draw . It has been said that Leeds or Sheffield will
win the Cup to which we reply * Tha won't win it bah't a feight."

wakeheld (yorks) model flying club

During recent months we have been absent from Club" news
columns” but nevertheless not inactive. A successful Open Day was
held in May and was attended by some 16 Northern clubs. D. S.

Lund made an attempt on the Class C Power Record and was success-
ful in a flight of 6 min. 46 sec. which has been duly accepted by the
S.M.A.E., subject to the usual waiting period, as a new British record.

Items of general interest are a scale Seabee which is now completed
and awaiting air test, club glider record noxv stands at 21 min. 29 see
K. Buttye (a junior member—and are the seniors’ faces red 1) Power
record now 11min. 38.4 sec. K. Leaithcrland with a Banshee powered
by the new Elfin 1.49.

On June 18th members of 14 clubs attended our Open Day. In
spite of poor weather condmuns 400 cumpemlon flights were made.
The best llmes put up were : Preston (w Ycrks)
Glider. sec. C. Exley (shemeld) Rubber, 544
Duberry (Leeds) The control-line stunt event was won by R. Cuuke
of Rotherham, with a total of 318 points out a of maximum of 355.

YORK M.A.S
Northern Notes has spotlighted Y ork's small entry percentage into
Decentralised Competitions, etc. Who is this guy anyway ? | know

against likely personages, yet still he seems to circulate amongst ns.
a viper has been reared in our Northern mid'st 2
Seriously mough Pe’ seoms to. be. bringing things to light that do
need rectifying. Here's an answer to Northern Notes. Members
have been visiting certain Rallies, and have had foul luck, and the bad
weather has put paid to many a promising model. York, no different
to_any other club, carries * passengers " and it seems that one idea of
raising the club fees.a trifle might weed 'em out, leaving the keen
ones to carry on. Can it be that club facilities arc too easily available?
Star. Williams won third prize at the Beverley & Disirict Rally at
Leconfield (poorly supported) while the G ot who ran a " free-flight "
race car (Comp.-Specia: powered) amongst other people’s models
doing wanton damage. was allowed to get away with it (Beverley
stewards please note- At York the other Sunday. Mr. H. Johnson's
own design flying wing did 10 minutes 44 secs, being recovered in * hr.
m Messom will soon be back in flying trim with his own
design Wakefield Fiddle and the August Glider Meetings
promise a grand battle for the Pickering Trophy and the Nordic Cup.
York is to visit the Huddersfield Air Leagues Rally also in August.
Transportation is the York boys* chief worry, as anyone, with outsize
gliders knows. There were few entrants for the club's second round
points comp., the position now : T. Hesclwood, 1,047.3 ;
R. Hodgson 877 : G. Caplc 677.5 : Mr. Cross 289 ; Mr. Messem
257 ; Mr. Sykes 24? : Mr. Firth 233. (The last four did not fly the
second round owing -0 holidays.) Sam Messom, Yorks chairman,
held an inquest last Sunday regarding Northern Notes pointer to
York. A competition committee is to be set up as a direct result.

SWINDON M.A.C

In_weather conditions which, normally, would have kept them

rounded, members of the club worked hard to keep the public
entertained during their recent flying display at Wroughton, near
Swindon.

The display, which was run in connection with the British Legion
Annual Fete, featured jet. stunt, free-flight, power and rubber and
ghder types.

ne model—F. Hulbcrt's litack Magic, caused some amusement
amungsl the crowd when it landed on top of the beer tent !—indica-
tive of its owner's personal tastes !—Immediately afterwards it
crashed into a tree 1 (There’s a moral here somewhere ! 7

Due to the high wind the mortality rate was inevitably high and
soon the model enclosure bore a marked resemblance to a luncral

Despite this, the S.M.A.C. * pilots " continued with their * de-
pleted and much-patched squadrons,” to bring the display to a success-
ful conclusion.
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CANTERBURY PILGRIMS M.F.C. THEY ARE ALL AT

The club have been unlucky in losing their flying field and as yet arc

unable to locate a suitable new one. here's hoping. V. E. Smeed has
raised the Club's Ratio Record to an amazing 86.3 (10 min. 1ssec on B A P I O C R A F T S
a7 sec. engine ryn). Detalls of the model, 9 0z. 250 sq. in. Elfin 18
engine. Name, * Flattened Fifth.’

The Pilgrims have been float-plane flying at Herne Bay and the
club members arc quite keen on this type of flying. Besides having

two model displays in local cinemas the club has found time to give 1 JAVELIN - 55/- POWERVAN - 25/- £
control-ne stunt exhibiions at a local Fete-  In September they arc ED BEE - 45/~ VIXEN 12'6d
staging a big static exhibition and are hoping to gain support from al | FROG 500 - 75/~ MAYBUG 7:6d

the Area clubs. Details and entry forms will be sent to all clubs in the ;

Area, giving full information. _In conjunction with this it s hoped 1 JETEX 50 - 96d CADET 41/-
arrange trol-I and rad he yard MILLS. 75 - 50~

CUB 2 6d
- 45/- SKYSKOOTER 25/~ 1

(NX WE HELI* YOU ?

10, GOODMAYES ROAD, ILFORD, ESSEX
S.AE. FOR LISTS

diacent to the Hall. Full support for this eifort is requested BARit
connection with the Batle of Britain Week. E K KESTREL

PRESTWICH M.A.S.

It was decided at the beginning of the season that the club should
take a more active part in competitions. This resolution seems to
have met with a fair amount of success as in the area we have obtained
two firsts, E. G. Cusrington was first in the Weston and D. Bennett
was first in the K.M.A.A. At the Natonals A. Wrigley lost fis
Thermalist for 6 min. 5 sec. 0.0.5. which gave him eighth piace in the
Thurston. In the Sir John Shelley, D. Bennett was placed eleventh,
his first flight was 2 min. 35.5 sec. 0.0.5. the model being lost. It was
returned badly damaged and was repaired by his clubmates but

only managed 30.3 sec. on its second flight. "We managed to get CONDITIONS OF SALE

six membets down to the Nordic and Wakefield trials.

This periodical is sold subject to the following con-
ditions :—That it shall not, without the written consent
of the publishers, be lent, resold, hired-out, or otherwise

LIVERPOOL M.A.S. disposed of by way of Trade except at the full retail

We are still in the position of not having a flying field of our own price of 1/6d., and that it shall not be lent,resold, hired-

but the club holds meetings every three weeks at winter quarters out, or otherwise disposed of in mutilated condition or

gsﬁé?n;embers can talk about the latest aspects of model flying and in any unauthorised cover by way of Trade : or affixed

Denis McCrockers new power job is very stable in flight, main to or as part of any publication or advertising, literary
features include a high thrust line and a Vee tail offull Clark Y section or pictorial matter whatsoever.

Done’s escapades with his R.O.W. power model provide a
welcome change from more conventional flying

TELEPHONE - LANCING 2090-2099 COMMERCE WAY, LANCING, SUSSEX



PERCIVAL MEW GULL

M.A realistic looking scale
conlrol Imer for 1-15 c.c. engines by
R. A. Twomey. Price Is. 9d.

THE ALPHACON

M.A. 43. Ideal beginner's control line
stunt trainer for 15-35 c.c. engines.
in. By H. J. Nicholls.

LUTONIA

M.A. 56. Model Engineer Exhibition
Championship Cup Winner. For |
to 15 cc. engines. Span 45 in. By

THE KID

M.A. 29. An outstanding French j
pylon-typo modol for 1-3 c.c. engines 1
by M. Bougueret. Span 44 in.

THE DEMON
M.A. 42. A successful 62 in. sailplane ]

by a well-known Dutch designer, J. ]
Van Hattul Price 6s. Od.

BRYTON ROC
M.A. 67. By F. H. Boxall. holder of
British outdoor rubber and Wakefield
class records.
Span 5 Lin.

GUILLOTINE
M.A. 68. Nordic A2 dlass Sailplane by
Phil Guilmant. ~ Pod-and-boom type

Price 5s. Od

Span 62 in Price 4s. 6d.
TYCOON

M.A. 69. A stunt concrol-line model
by Cyril Mayes, that has won many
contests.  For 2-35 c.c. engines.
Span 37 in. Price 5s. Od

MODEL

AIRCRAFT

Prov™ °» eradef

a

mQie;

«.*1*

~Perfel?® of des,>™

'Sla?452?7&N

1049 WAKEFIELD WINNER
63. An outstanding model by
Aamc gilla of Finland, winner of the
1949 and 1950 Wakefield Contests.
Span 46 in. Price 5s. 6d.

TAILLESS RECORD HOLDER
J. A Marshall. A

power Siven fying wing for I-
1 cc. engines.
Span 40 i Price 4s. 6d.

SKYLINER
M.A. 66. Beginners stunt control-
line: model for 12 ce. engines. By
Free and Bergman.
Span 24 in. Price 2s. 9d.

PLANS DEPT. 23.

HOWARD'S HATCHET
M.A.75. High performance Pod-and-
boom type contest sailplane by J. A.
Howar

Span 52 in.

ACE OF DIAMONDS

Price 5s. Od.

3s. 3d.

HESTON A.O.P.
M.A.78. Free flight ﬂ{mg scale model
for .75-2 c.c. engines M. Gates.
Suitable for radio Conlvu\

Span 44 in. Price 5s. Od.

GT. QUEEN STREET,

THE 'CHAMP
M.A. 25. Cabin type power model by
F. Lajeunessc, well-known French
designer. Wil take 1-25 G.. engines.
Span Price 4s. 6d.

THE GILI HATCHET
M.A. 53 A high permrmance pod*

and-boom- glid: a well-known
designer, PhllGulIman[ Span 42 in,

BABY BIPE
M.A. 5. Biplane stunt design by
control line cxperc Ron Moulton
Simple construction. For 1-25 c.c.
engines.  Span 20 in. Price 2s. 9d.

HAWKER FURY
M.A. 40. A popular Ron Warring
scale stunt control-liner. For | to
15 engines. Price 3s. 3d.

MANX QUEEN

MA. 39. An oulstandmg tailless
model which has

SIMON
M.A. 70. 1949 winner of Guttcridge
Trophy Contest. A streamlined

slabsided model by W. Hinks.
Span 41 in. Price 5s. Od.

ALPHERATZ
M.A. 72. Flying wing sailplane by

D. R Hughes. Winner of the 1949
SMAE. Lady Shelley Cup Tailless
Cortes:. Spm 84 in. Price Ss. Od.

MILES MAGISTER
M.A. 73. Flying scale free flight
model for 12 c.c. engines,

by E R
Biggs. Pendulum operated rudder.
Span 52 in. Price Ss. 0d

LONDON, V.-.C.2



Btodel Aeroplane Corner

For the modeller who prefers the small, easily carried and inexpensive
large and varied stock.

models here are but a few from our

&
FROG VIXEN
Span 36-in VERON “ SKYSCOOTER ~

1950's most popular semi-scale free-
flight model. Outstanding performance
on #5 cc. to | cc. motors. All fully
cut parts in usual complete Frog

Span 48-in.

E.D. Bee | c.c. diesel engine.
Post free

“ SKYSTREAK 26~

26 in. C/L stunt, semi-scale. All-up AUSTER
weight 6% oz. Simple construction.
Detachable wing. Ideal for motors  scale C/L kit
+75to I'5c.c. |i in. diameter Supersonic  popular light aircraft. Ideal for exhibi-
Spinner 26 tion flying in restricted spaces.

Post free
GAMAGES, HOLBORN. LONDON, E-C.I

SKYLEADA'S LATEST
EXCEPTIONAL VALUE

Now available from your Local Retailer and
pmvmg the most popular kit o

AUSTER™

Designed for the E.D. Bee and other rj if*
small engines. Complete Kit Price 110 only
EASY TO BUILD —DELIGHTFUL TO FLY

RETAILERS :

A de-luxe kit with_super detailfplans
ideal for the new E.D. and Thyra-Trol
miniature R/C units. Wil carry full 12
Post free oz. payload when powered with the

W rite to us for complete lists of Kits, Balsa, Accessories, etc.

1-49 c.c. ALLBON
JAVELIN
DIESEL ENGINE
0000 rpm - Weight

 ascli diesel of
ex ceptional
ower for
your  small

K.K. « PIRATE "

34 in. Span Cabin Duration
Fine competition performance and
attractive  semi-scale cabin  layout
account for the popularity of this

Fost ffee

E.D. BEE | c.c.
DIESEL ENGINE
10000 r.p.m
Weight 27 oz -368
B.H.P./Ib. Sturdy con-
Tiple

make
popular

BEE-BUG ~

22-in. Stunt Controline
" Bee-Bug” has proved to be the'smal
motor owner's most popular stunt job.
6* oz all-up weight. Kit includes metal
spinner and stunt tank kit. I

LONDON'S HEADQUARTERS for MODELS

SKYLEARA FLYING SCALE

SKYLEADA 16 in. Wingspan (12 models) at \/-
Hurricane, Spitfire, Tempest, Mustang, Helldiver, Thunderbolt,

Miles M18, Hellcat, Ascender, Curtis Owl, Typhoon, Boomerang
SKYROVA JUNIOR SERIES (Il Models) at 1/6
Auster, Tiger Moth, Messenger, Typhoon, Tempest, Barracuda,

Firefly, Grasshopper, Mustang, Duration, 20 in. Glider.

SKYLEADA (3 MODELS) at  3/-
26in. Wingspan AUSTER, ingspan GRASSHOPPER,

AND 20 in. TIGER MOTH.

GLIDERS

MIDGE, all Balsa 13
SWIFT, 20 in. Wingspan 2/6
WIZARD, all Balsa 3/.

JEEP, 24 in. Wingspan 3/6
THREE FOOTER .o 5/-

ASK YOUR RETAILER TO SHOW YOU
THE COMPLETE SKYLEADA RANGE

(THERE IS A SKYLEADA TO SUIT EVERYBODY)

Try your retailer first. If there is no Skyleada agent near you

write direct to British Model Aircraft Mfg. Co. Ltd. Orders

over 10s. sent post free, under 10s. add 6d. to cover postage
and packing.

PROMPT SERVICE GUARANTEED.

BRITISH MODEL AIRCRAFT MFG. CO. LTD,

tilth LOXOO.V

UOAH,
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PATENTS PENDING

Height overall P 2"
Height to Bearers. . . 1"
Length Carburettor to Spinner 21"
W idth s lj

Weight with fuel and prop 11 ozs.

September 1950

KALPER-32

Owing to improved facilities this hand made
Engine can now also be supplied direct.
(Straight off the Test Bench)

First class Service scheme

at very reasonable cost. For details

of performance please
ask vour friends.

C w.o0.

52/6 or

SEYMOUR, HYLDA & CO.

Engineers’ Instrument Makers

SOUTHWICK, SUSSEX

Blowing a Trumpet.........

is not our forte. Our monthly ad. is a peep on the
piccolo compared with the many trumpets blown for
us by hundreds of modellers who affirm that FLIGHT
CONTROL Mk. Il R C Equipment and Service is the
BEST, although maybe not the noisiest. Read
between the lines in the contest reports—the best
men have built their equipment from our non-
technical plans, price 4s. post free with detailed price
lists.

Receiver Kit (with XFGI and Siemens relay) 437
Transmitter Kit (5-watt, with 3QS valves)...

. 2-Pawl Actuator
HIVAC XFGI gas-filled triodc. with leaflet (inc. P.
Siemens Type 73 sensitive relay, with leaflet

Mullard DCC90 (3A5 twin triode) 30,6
Recommended Radio Control Engines

AIIDON JAVENN. 15 € € ovoorerioriesorsosnsosnsoniosoniososinsicec 55
Elfin. 15¢ 59 6
Elfin, 18 c.c. 9 6
Elfin. 2.5 89 6
Amco. 35 c.c 97/6
E.D. Mk. IV. 35 c.c. 26

VI ALL MODEL SUPPLIES IN STOCK!

Send large S.A.E. for price lists and latest gen. on
XFGI valve and Siemens Relay.

CALL, WRITE or PHONE : ILF 2066

FUG HT CONTROL
783, Romford Road, Manor Park, London, E.I2

xii

EVERY

Use Seliotape for repair
jobs on the field. It's
neat. economical and
g~t - w«ig-T—won't
cock'e or crease— and
easy to use.

YOU’LL NEED

ing struts and

DAY

position while gluing. It’s
so much quicker than

Seliotape is a boon to Aeromodellers.
Self-adhesive sticks at a touch

Ideal for emergency
repairs. Get some today

-biti.\sisTiroy
SELLOTAPE.
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IMPORTERS OF TIMBER FOR
MOOFF MAVIIK Tl RFRS

AFRICA HOUSE. KINGSWAY, LONDON.W.C.2
TELEPHONE! HOL8QRN 7053 TELEGRAMS: 'BALSAWUD' LONDON

MODEL CONSTRUCTIONAL
KITS AND SUNDRIES

DURATION MODELS SAILPLANES

Manx Cat, 34" wingspan, tailless (wing area, 180 sq. |n) 10/-
Junior 20" \:vmgspan 5/- North Wind 34" wmgspan 5/-
'Sjtutfier:tzizfl (75; West Wind 36" 8-

refect B - .

Minor 30" . 716 Sunduster 40 716
Monitor 34" 8/6 CONTROL-LINE MODELS
Senior 36" » 9/6 Swallow 2 2 'wingspan 12/-
Master 45 B 22/6 Swift 24' Biplane (Stunt) 25/-
ALSO 14 FLYING SCALE MODELS AT 2/6 AND 35 1/77-SCALE SOLID MODELS FROM 2/- TO 10/
Rubber Strip in boxes of 12 yards, x 1/30', Is. 6d. -&&' x 1/30%, Is. 9d. y x 1/30', 2s. Coloured and Clear

Dope in | oz. jars at 9d. Red, Orange, Green, Blue, Silver, Black, White, Yellow, Grey, Sky-blue, Brown. Extra Quick

Drying Cement, large tubes, 7d. Sorbo Rubber Tyres, with dural hubs U'diameter, 3s.9d., 2' diameter, 3s. 9d.

With wood hubs : 2$' diameter, 4s. (wheels plus tax), 3' diameter, 4s. 6d. Also: Large stocks of Balsa, Wire,
Tissue, Aluminium Tube, Transfers, Cockpit Covers, Brushes, etc.

ASK YOUR DEALER FORFURTHER PARTICULARS of these kits and sundries. If there is no dealer in your area send 6d. in stamps for the 1950 catalogue to:-

MODELLERS SUPPLY LTD. (Dept. AM/I), AIRYDA WORKS, ASPLEY, HUDDERSFIELD

Manufacturers Also of:—

‘ANORMA’ O O 'gauge model railway line-
side constructional kits and

‘“QUILLA’ model ship and boat construc-
tional kits and sundries.

xiii
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A KIT FOR THE BEGINNER.
ONE OF THE

C.M.A.
POPULAR

T he College of SERIES OF KITS

Aeronautical and

Automobile Engineering
(The Chelsea College)

Complete practical and technical train-
ing for entry to Civil and Commercial
Aviation or the Automobile Industry.
Entry from School-leaving age.
Syllabus from Recorder

SYDNEY STREET, CHELSEA, CHINGFORD MODEL AERODROME LTD.

S.W.3. Telephone :  Flaxman 0021 155, STATION ROAD LONDON, E4.
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vou 100 can e © ON THE BEST OF TERMS ” wiHBANBootT

HIRE PURCHASE TERMS available on any
Postage is always paid by Roland Scot. ~Engine, Kitor R/C Equipment valued £2 or over.  gong gAE. for complete lists and simplified

Any kit included with an engine, special terms arranged. h.p. agreement form
\Es ash or 0 weekly
ENGII .0.D.  Deposit Payments
Kalper .32 c.c. diesel 52/6 Jgs yza !!'R.S. RECOMMENDS !!
Mills .75 c.c. diesel 50-  10- 23 on " Midjet Mustang " for realistic
E.D. Bee 1c.c. diesel 45/- 9:- 2- &t flying. A cop value kit at ... 21/-
Elfin 1.49 c.c. diesel 59 6 12- 27 N e
Allbon Arrow or Javelin .. 55- 126 24 Mercury * Mallard * 48" span frec-flight kit,
“K* Tornado 1.9 cc. glow A winner for performance.
lug 49 6 10™ 22 Mercury “ Musketeer * 40" stunt kit
Super Hurricane 2 c.c. diese 34 6 8 - 16 Y p
E.D. Comp. Special 2¢.c. , 576 Il - 26 Does  the book " with Frog 500 ... 196
Eifin 2.49 c.c. diesel 606 146  3- Frog * Pawavan * 48 span free-fight kit
Mills 2.48 c.c. diesel 84-  14- 39 Unique design—terrific performance
E.D. Mk. IV 3.46 cc. diesel 726 15 32
Amco 35 c.c. diesel or glow Ifyou are a glider fan | leave the choice to you
plug 976 18- 43
Yulon 29 or 30 glow-plug 796 146 36 The = Chier + 64r span Al2at .. 186
Frog 250 diesel 726  15- 32 The * Norseman " 58Aspan A/2 at.. 1%
Frog 500 glow-plug B s 33
Yulon 49 glow-plug 18, 4 " Aeromodels " are in full production once
Nordec Mk 1H0%r Roio 282 70, 9.9 again with scale kits at the right prices:
THE NEW FROG 250 DIESEL AND RADIO EQUIPMENT "“Autocar " 18" span rubber kit 56
Cash or C.0.D., 7206, ot on easiest terms  E.p. Mk I mmp\ RIC unit 159 6° 40 - 63 "Fury” 5 . 56
RADIO CONTROL FOR ALL B transmitteronly 926 17 6 L Wicko ™, 17
Did you know that for E1L/9/6 you 00 can o RCunt DS 26 27 Aot s
enjoy the thrill of real flying ? .C.C. 950 compl. R;C uni - - . . aor
The” unit il g e B transmitteronly 109-  20- 49 Autocrat™ 40’ span diesel kit 35/-
The engine E.D. 8ee. £2 50 70 - 18- 3- N -
The k“g; Sky-Skooter .. £15 0  Falcon 108" span kit 176 226 5- Baby Gull 3T span sailplane
Tma\ cash £l 9 g Radio Queen 84" span kit 98 6 19 - 43 My second-hand engine list contains over
on the easiest of easy terms —50- Choose your own time to poy—5, 10 or 20 weeks 20 different types : ail personally guaranteed
Geposit and 20 weekly payments of 0/6 or special monthly terms if desired and cheap
SECOND-HAND ENGINE SCHEME The Jap Silk is nearly all gone, so you arc
Why not pay your deposit and the first few ROLAND SCOTT advised to "StOCK up" “now and avoid
payments by “ trading " your old engine ? THE MODEL SPECIALIST 39 per panel
But please don't send "old dunks" 185 CAMBRIDGE RD.. ST. HELENS, LANCS. 11'sq. yds

1950 ELFIN
2-49 c.c. DIESEL

Many NEW features
but price reduced

Descriptive leaflets available
from your retailer

PRICE

69/6

Improved in
DESIGN - PERFORMANCE . FINISH

Trade Distribution by

Mercury Model Aircraft Supplie- Ltd., London, N.7
E. Keil 8f Co. Ltd., London, E2

AMNIfACTUBED BY AEROL ENGINEERING, LIVERPOOL, 13
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MODEL AIRCRAFT September 1950

AEROMODELLING SPECIALITIES

DIESEL FUELS GLO-FUELS
“ BLUE LABEL" “ RED LABEL” Clear and Coloured “ SUPERGLO ” “ NITRO-
For running-in and  For Speed work Cellulose Dopes. Shrinking For General flying SUPERGLO "
general flying competition Dope. Clear and Coloured Desianed aang "™
2. 6d. 2. 6d. Fuel Proofers. Balsa and 25 9d 4s

Perspex Cements
2
Ether B.SS., 57%. 2s. 6d. Nitro-Paraffins
Write for free list of the full range of BARON QUALITY PRODUCTS

BARRON INDUSTRIES (Chesterfield) LTD., WHEATBRIDGE ROAD, CHESTERFIELD

rZ.N. MOTORS LTD-

are still manufacturing the best wheels for
Model Aircraft. New modified type of hubs
with threaded pattern tyres: 2$*; 3"; 31";
4% ; 6", also Z.N. Coils for aircraft engines.
We can supply spares for American Engines :
McCoy, Dooling and Hornet.

—Z. N. MOTORS LTD—

904, Harrow Road, London, N.W.IO
Telephone : LADbroke 2944

Independent and  impartial

test with an over-the-counter

model from stock revealed

aB.H.P. 0f 0.8 from this 6A oz. )

8570 glow plug. unit show STOCKPORT'S HEROMODEL SHOP

ng it to have the greatest

power-weight ratio ever.
experienced modeller

anxious to fly big cannoc do

better than do 1t with the KEILKRAFT, FROG, VERON KITS
with the extra power ED. MILLS, FROG, DIESELS
ALSO JETEX AND CO, ENGINES

PHONE: STO. 4744

54, Wellington Road South, Stockport
and
151, Oxford Road, Manchester

Siipetfouie”

97*84 m.p.h. S.E. AREA C | CHAMPIONSHIPS

— 100 m.p.h. ALL HERTS RALLY.
95*5 m.p.h. LONDON AREA C/L CHAMPIONSHIPS.
90*6 m.p.h VICTORIA AUSTRALIA CHAMPIONSHIPS

11228 m.p.h. NEW ZEALAND 1950 NATIONALS.

— Junior Stunt  N.S.W. AUSTRALIA CHAMPIONSHIPS

Open Stunt  N.S.W. AUSTRALIA CHAMPIONSHIPS
(British 5 c.c. Car Record Holder—80'36 m.p.h.)

Literature from ETA INSTRUMENTS LTD. — 5 HEMPSTEAD RD. — WATFORD — HERTS

Printed in Great Britain for the Proprietors by Electrical Press Ltd., Cordwalhs Works, Maldenhead Berks,
and published by Percival Marshall & Co. Ltd,, 23, Great Queen Street, London,



The technical staff of E.D.'s proudly present the “ Baby " of Radio Control
Units after very extensive experiments, and our Mr. Honnest-Redlich can
rightly claim that the world-famous principles of E.D.*s of “ proving before
production " have been well and truly carried out resulting in this Gem of
Radio Control. We forecast that even rubber driven jobs will be under B.D.
Mk.IIl “ Miniature” Radio Control.

Miniature in size, weight and price. 101 per cent, reliable.
GREAT WE WILL LET CUSTOMERS MAKE THE CLAIM.

RANGE IS SO

THE RECEIVER

Carefully matched components to obtain 100 per cent,
performance from the new gas-filled R.C. valve.
Tuning by variable inductance eliminating difficult
adjustments.

Small volumetric size achieved by tubular case.

Special feature : Crash-proof.

Receiver weight only If oz. H.T. Two B122 22£

volt batteries 2 2/3 oz. L.T. One half pen cell

\ oz. Price only £3 Os. Od.

THE TRANSMITTER

3A5 twin triode valve giving greater radiation than
any other commercial transmitter. Up to four watts
input. Entirely self-contained. Sectional 8 foot aerial.
This transmitter will double the range of any known carrier operated receiver.
Prototype satisfactorily checked by G.P.O. for frequency stability and output within
£ per cent, limits.
Batteries. 120 volt Ever Ready Winner.

15 volt Ever Ready All-dry No. I.
Price only £4 12s. 6d.
Price complete with Transmitter and Aerial, Receiver Unit, Escapement Unit, Meter
Socket and Plug, Battery Socket and Plug, on and off Switch. Potentiometer, 5 strands
of thin covered coloured wiring, cored solder (less batteries). £7 19s. 6d.

Rfnl

The Transmitter

ORDER THROUGH YOUR MODEL SHOP

THE ESCAPEMENT

100 per cent, reliability due to robust
and accurate construction of claw
and rotor. Fitted with double
winding and current saving device,
a feature first developed by the E.D.
technical staff. Weight f oz.

Escapement Battery :

3 half pen cells, weight

Price only 18/6.

Total weight of receiver, escape-
ment and all batteries only 7\ oz.

I£o0z.

Potentiometer On and off switch.

(CELECTRONIC DEVELOPMENTS (SURREY) LTD

1223 18,VILLIERS ROAD, KINGSTON-ON-THAMES, SURREY, ENGLAND.
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JETCRAFT

Build this streamlined hydroplane for your
Jetex “ 50" motor. Kit contains full scale
detailed plans, printed balsa panels, cement "TIJ
and plastic driver.

PLASTIC

COMPLETE WITH JETEX *“ 50" MOTOR.
ACCESSORIES and FUEL PRCE
This is the fastest boat in the world for inc. PT.
its size. It comes to you complete andfl*fc'|ffc
ready-to\run, amd Is UNSINKABLE | B LN

OTHER POPULAR JETEX KITS

Flying Wing for Jetex “ 50 " or “ 100 "
Dura-Jet. Contest model for Jetex “ 350
Mijet. Beginners plane for Jetex “ 100 "
Jetex Racecar Kit for Jetex “ 100"

or “ 200 “ 10,6
Plastic Racing Car with Jetex “ 50 " 176
Rota-Kite. Something different in kites 10/-

See them at any Model Shop

The sensational success of the Jetex Vampire kit for the
Jetex “ 50" motor, has resulted in the'production of this,
larger version for the “ 100.” The kit contains everything
needed to build plane as illustrated, and you get a fine
performance with this exclusive model.

COMPLETE KIT, PRICE

VAMPIRE KIT for the JETEX50 MOTOR

Thousands of this beautiful little plane have been sold to date. f
Outstanding kit value, and flight performance are the reasons fH

JETEX KITS AND MOTORS ARE MADE BY

WILMOT, MANSOUR & Co. Ltd.

SALISBURY ROAD, TOTTON, HANTS. Totton 3356



