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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



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

Digital Edition
Magazines.

AeroFred Gallery Free Plans.

http://aerofred.com/index.php

Hip Pocket Aeronautics Gallery
Free Plans.

http://www.hippocketaeronautics.

com/hpa plans/index.php

Diligence Work by Hlsat.
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http://www.hippocketaeronautics.com/hpa_plans/index.php
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KIT

22/6

COMPLETE

SPECIFICATION

WINGSPAN 50 in. LENGTH 29in.
WING AREA 283 sq. in. (1.96 sq. ft.).
WEIGHT 120z. WING LOADING 60z./sq.ft.

Fully detailed Plan and Building Instructions,
Best Quality “ Solarbo” Balsa Wood,
Plywood, etc.

Pre-formed Undercarriage and Profiled Nose-
blocks, Efficient Dethermaliser System.

Designed to give maximum flight perform-
ance with the new Allbon * Javelin” &
Elfin 149 engines.

TWO VITAL QUESTIONS ANSW
How can | eliminate the vicious spinning tendencies shown by my Pylon layout
models ?

The high Thrust Line and low C.L.A. of the “ Javelin “ have proved to
have the best spin-proof and stable flight characteristics, including “ snap-roll **
recovery from any looping position.

How can | control the lightly loaded model under power ?

To control the power flight of the “ Javelin “ we have the most useful
asset of increased wing and tail areas, replacing the unnecessary drag of a
heavily-loaded machine and resulting in exceptional gliding qualities for
contest work.

Designed to F.A.l. requirements, this model represents the absolute in
modern free-flight design. Featuring positive “ flip-up " tail D/T system,
compact fuel tank, timer, cut-out assembly, this kit is abundant in all that is
necessary to make contest power flying a certainty.

FUEL PROOFER

Specially  prepared _transparent medi
DOPES FINISHES which ries, wiehin 10 min. of appiicat
Renders surfaces immune from all methanol
and diesel fuels.

CEMENTS 20z. 1id. | pt. 4-d.
FORMULA " B" (Replacement* | oz. Hardener, 9d.” bottle)
FORMULA * C~

DOPES *oz. loz. 20z 4oz 6oz, | pint
Clear Dope. Med  tautening and jitable for —

small and medium models . 8d. i 1ed.  26d. 3 STILL A FEVti i
Glider Dope. Extra strong tautening and suitable LEET!
for large and heawy models. Ideal for use on ) » !
Silk, Nylon or Rag T v ed ved. 2/id.  3,id
Banana Ofl. Non-tadiening and waterproof. Suit-
able for lightweights. Of superior * banana oil * Price 1 9d.
finish it can be as a Final surface treat- _ _ gin. diam % 6 in, 10in. pile
ment on large gliders, seaplanes, etc., etc. — ey 19d.  2/id.  3fid. S o G B B
“ Supergloss " Glossy coloured dopes available in 0 . iam. x 10in. pich.
the following shades:— lin. diam. x 6in., 8in., 10i
White, Light, Medium and Dark Blue. Green, pitch.
Black, Cream, Brown, Orange. Red, Yellow, 101
Silver, Grey and Transparent ‘e 6d. lOd. 16d.  2,3d. 3 4>
Thinners. For use with all * Titanine” Celluiose .
Dopes and Lacquers . 8d. u3d.  1sed ALBATROSS * PLAN PACK,

WOODFILLERS * RAPIER*1 PLAN PACK 3 6d.

Sanding Sealer. An easly sanded priming compound
which ensures a perfect finish on Balsa Wood — 8d 1 19d. 2id.  3/id.
MANUFACTURERS Phone: HALIFAX 2729
IMPORTERS B S P
EXPORTERS HALIFAX YORKSHIRE - AEROMODEL.- HALIFAX



"the keilkraft power
RANGE CONTAINS THEM ALL!
CONTROL LINE TRAINERS

STUNT MODELS

TEAM RACERS

FREE FLIGHT CABIN MODELS
FREE FLIGHT CONTEST MODELS
JETEX MODELS

COMING SOON! Make your next model from a K.K- Kit

INEXPENSIVE
RUBBER MODELS
THAT
fly

1950 Nationals Gold Trophy winner 1
Semi-scale cabin

model for the
Price 18/6

Team Racer for engines up

3'- FLYING SCALE SERIES
INCLUDING— SKYSTREAK 26 9'6

LUSCOMBE SILVAIRE GLOBE SWIFT
D.H. CHIPMUNK AERONCA C-3 Stunt modal for E.D. Bee,
AUSTER ARROW FOKKER D8

AND MANY OTHERS

GETYOOR COPY OF THE 1950
SENATOR KEILKRAFT HANDBOOK TODAY
32"

buration mode! 92 PAGES Price 6d TEAM RACER SCOUT 226

Complies with class B T/R rules

m e Fun building these Giont Kits!

40'-
39'6 FALCON 8 ft. 10716 SOUTHERNER 60" bHANTON HITE
for radio control Ideal radio control plane Sleek cabin type contest model The control line trainer!

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
SOLARBO, E.C.C. Radio Control Equipment

ALL EXPORT ENQUIRIES TO BUTLER ROBERTS & Co. Ltd.,, 4 DRAPERS GDNS., LONDON E.C2



JUST LIKE THE REAL THING !!!... YOU COULD ALMOST

HEAR THE S-C-R-E-A-M OF AIRCRAFT PASSING THE
FINISHING POST—AND PHIL SMITH DID IT AGAIN !

With his MIDGET MUSTANG Team Racer, he captured the splendid M.A.T.A.
Trophy at Brighton — thus proving that VERON Kits are unsurpassed — FIRST
in the field and the LAST word in model aeronautics.

GET YOUR CLUB MATES TOGETHER FOR SOME FAST AND THRILLING TEAM RACING

Aerobatic Flying Scale Control Line, 24in. span model

replica of the famous American Sportplane. Suitable

for radial or beam mount engines with small frontal
area, from | to 6c.c. Wing area, 101 sq. in.

IT'S YOURS FOR

21i

Kit Contains : Spinner, Stunt Tank parts, Moulded Cockpit
Cover, Sponge Rubber Wheels, preshaped Balsa Cowling,
etc., and Plan showing every phase of construction.

GET YOU 4NERON”
CATALOGUE TODAY

COVERING!

A COMPLETE:

RANGE OF OVER"

35 MODELS
Control Line, Rubber Duration,
Jet Powered and Gliders, etc.

INCLUDING

THE NECESSARY

ACCESSORIES

Obtainable from your~ dealer
48 pages '}1» (or direct
o

for « 6d. in scamps)

Indian Distributors ; K. L. Roy, 8 Lee Road, Calcutta, India.

"phone SOUTHBOURNE 2783



10 NEW KITS -

This isTMercury’s year. Of ten kits introduced in
1950, five have won im portant firsts_(four of them
more than one) and one second. Two more are
true beginners’ jobs. The Monocoupe is acclaimed
the kit of the year. Mercury kits are designed to
win, and they do. Your dealer will be proud to
show you them so that you can sec for yourself
how much more you buy in value when you buy
Mercury

Note.—Sunderland & District M.A.C. August 13th,
1950 Stunt Contest. Musketeer 1st. Junior
Monitor 2nd. Junior Musketeer 3rd.

COUNTLESS CONTEST WINS

MAGPIE

24 in. Beginners_Sailplane,
designed to the fiTest > t
simplest standar .. of mode
ling. De-luxe ki* with plan
and instructions.

MAYBUG

Superb rubber * follow-on *
to the Magpie. 32 in. sp.~
Extra robust.  Simplicity to
build. De-luxe kit.

NORSEMAN
Mercury's famous A.2 Nordic
job. 2nd in British team.
Outstanding in its class.
Mercury standard  kit.

MALLARD

Mercury's first F/F kit. ~1st
in RAF. Mod. Asscn. Cham-
pionship. Halton, 23/9 50. E

MIDGE
CIL Class | Speedster. Up to
80 m.p.h. 1st, SE Area Gala

TEAM RACEK

Authentic in every detail.
1st, S. Counties Rally, 17/8/50.
flown by Ron Moulton (Henry

MUSKETEER

The greatest C/L stunter
ever. ~Several 1st, including
SE Area Stunt Champion-
ship, April, 1950, Continental
wins, etc. Standard kit with
cowling-

MOM M

L-7A

Specially designed foe those who prefer flying scale, and
who demand a kit,of the highest possible standards.
For design, quality itnd value, this ~kit has never been

o
<

equalled, and it marks one more great step forward in

Mercury’s programme of still better kits for modellers.
Tfee fipisheo model is ideal for precision contests. YOUR
DEADER WILL BE PROUD TO SHOW YOU MERCURY’S
GREATEST KIT YET. Super kit in new-type partitioned box

It contains pre-shaped, pre-cut and printed Solarbo, hardwood,
wire, tissue, acetate sheet, ball-and-socket wing strutfixtures,
nuts and bolts, as well as full size plan and comprehensive
instructions including installing radio control.

-/ w
ft ft

"FIZ
1ot

The reputation enjoyed by CELLON
amongst the world’s finest aircraft
builders isT,now extended to modelling

by the introduction (through MercurEv)

of a super range of CELLON MODEL

o AIRCRAFT FINISHES. These include
TQ Clear, Glider and Glossy Coloured Dopes,
Fuel 'Proof Lacquer, Sanding Sealer,
Banana Oil, and various thinners. IT
COSTS NO MORE TO USE CELLON

AND WITH IT, SUCCESS IS ASSURED.

JUNIOR MUSKETEER  Ask your Mercury dealer for the Celion

Musketeer performance for |

Ml g Leaflet.

g\esfﬂf ﬂl‘i’ﬁ{l 14 ft

MONITOR

As standard kit. _1st Inter-
national Week. Eaton Bray.
Norwegian  C/L _ Stunt
Championship, 1950,  W.
Essex Rally, 1950, etc. etc

196 MERCURY

LONDON, N.7

MERCURY ALSO DISTRIBUTE ALLBON MOTORS
AND STANT PROPS EXCLUSIVELY, AND AMCO,
ELFIN, NORDEC AND YULON MOTORS AS
WELL AS MERCURY ACCESSORIES, FUELS AND
KITS NOT DETAILED ABOVE. ALL IN THE
MERCURY CATALOGUE.

Prices subject to alteration without notice

MODELS

‘Phone: NORth 4272
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those who fly— generous basic and flying pay,
and commissions for all suitable pilots and navi-
gators.
For ground tradesmen— better opportunities for
promotion and for reaching top rates of pay via
the newlTechnician Ranks.
For all—wider opportunities for a long service
career with pensions on retirement.

NOW MORE THAN EVER THE R.AF. IS A

m = TARGET FOR MEN W/TH AN AIM IN LIFE m

(M.0.14)

VICTORY HOUSE, LONDON, W.C.2.

ADDRESS




RAEBURN

, ENGINES
Allbon Dart5 c.c.
Mills S .75 c.c.
Mills P. .75 ¢
Amco .87 c.c
E.D. Bee | cc.
Mills 1.3 c.
Elfin 149 c.c
Allbon Javelin 149 c.c.
Allbon Arrow 149 c.c.

estrel 18'ce’”
“ K" Tornado 19c.c.

S

“ K™ Falcon 2 c.c.
E.D. Mk. II, 2 c.c.
E.D. Comp. Special 2 c.c.
Mills 2.4 c.c.
Elfin 2.49 c.
E D. Mk. Illl, 2.5 c.c.

C. 350 3.44 c.,

Amco 35c.c.
Amco 3.5 c.c. (G.P.) .
E.D. Mk. IV 346 ¢cc. ...
Yulon 29 4.89 c.c. (G.P.)
Frog 500, Scc (G.P.)

E.-TA. 29,485 c.c. (G.P.)

*)

“ K" VUIt Comp. Spec.

149 5

MODEL

FREE FLIGHT KITS (POWER)

Frog “ 45, 45"
Frog Centurion 60"
Frog Strato. D., 42"
Frog Janus, 44"
Frog Vixen, 36"
Frog Powavan, 36"
K.K. Slicker Mite, 32"
K.K. Slicker, 42"

K.K. Slicker * 50 " 50"
K.K. Super Slicker, 60"

27/-

35/-

K.K. Southerner Mite, 32 10 -
K.K. Southerner, 60" 40 6

K.K. Pirate, 34" 12 -
K.K. Bandit, 44" 186
K.K. Outlaw, 50" 22 6
K.K. Scorpion, 44" 32 -
K.K. Falcon, 96" 107 6
K.K. Cumulus, 54" —
Mercury Mallard, 48" 17;6
Veron Streaker, 37" 19/9

SPECIAL XMAS SERVICE
If desired you can order goods now. to be posted on December 20th.

Mark your order

“ Xmas Delivery "

IT PAYS TO ORDER EARLY
Particular attention will be given to all orders required specifically

for Xmas
special requirements.

Yulon 49. 82c.c.
R.C. UNITS
E.D. Mk. | £14 10 0
E.D. Mk. Ill £7 196
GLIDERS
Frog Prince, 60 25 - Mercury Gili Chopper. 42"
Frog Dare, 16 26 Mercury Magpie. 24’
K.K. Vega.. 1/3 Mercury Norseman, 58+
K.K. Speck 16 Skyieada M.dge
K K. Polaris 2’6 Skyleada Swift
K.K. Chief, 64' ... 18.6 Skyleada Wizard
K.K. Invader, 40 66 Skyleada Jeep
K.K. Minimoa, 60" 7 - Skyleada Skyrova. 1
K.K. Soarer Baby, 36' 5- Skyleada Three Footer ...
K.K. Soarer Minor, 48' 8- Veron Swift
K K. Soarer Major, 60" 11.6 Veron Tomtit
K.K. Cadet.’30° 4~ Veron Wren
K.K. Cub. 20" 2/6 Veron Coronette, 26

50 1 span (Jetex)

Price

presents and our fullest co-operation assured for any

SERVICE

SENDS XMAS GREETINGS TO ALL AEROMODELLERS

SPITFIRE 22.

R.C. KITS
E.D. Radio Queen
Veron Skyskooter

NTROL LINE

co

K.K. Phantom Mite, 16"
K.K. Phantom, 21"

K.K. Scout Biplane, 20"

(Team racer)

K.K. Stuntmaster, 30"
K.K. Stunt King, 36" ...
K.K. Stunt Queen, 40"
K.K. Skystreak ‘26, 26"
K.K. Skystreak ‘40’, 40"

Mercury Junior Monitor,

30"
Mercury Monitor, 39"
Mercury Junior Mus-
keteer, 28".
Mercury Musketeer, 20"
Mercury Mk. | .
(Team racer)
Mercury Speedwagon,
*30"
Mercury Midge, 12" ...
Veron Sea Fury, 25£" ...
Veron Spitfire ‘22", 27£"
Veron Focke W ulf ‘ 190",

Veron M

24"

Veron Bee-Bug, 22"

RUBBER KITS

Frog Venus, 38"

Frog Goblin, 24

Frog Saturn, 30"

Frog Sprie, 24"
Ace.

Ach\lles 24'...

Senator, 32
Gypsy. 40"

9 ARCADIA

COLNE

LANCS

K.K. Contestor, 45P
Mercury Maybug, 32"
Veron Fledgeling, 24v
Veron Goblin. 17'
Veron Rascal, 24'
Veron Sentinel, 34"
Skyleada Hawk
Skyleada Falcon

aBrm
EE™

Price 27/6

78/6
25/-

11/6
18/6
22/6



Your aim is to fly whenever you want to, and to
achieve perfect flights.

You cannot do better, therefore, than to decide
right now on using a Mills. This engine is famous
throughout the world as the quickest starter. Its
immediate response gives you more flights and more
fun.

All Mills Diesels are extremely powerful. It is of
interest in C/L flying that the 13 c.c. (1950 type) gives
an even .10 h.p. “ plus " over the very wide range of
9.000 to 12,000 r.p.m. whilst the .75 c.c. and 2.4 c.c.
peak .05 h.p. and .17 h.p. respectively at about
10.000 r.p.m. It will help the free-flight modeller to
know that a Mills runs just as smoothly also at com-
paratively low speeds. In fact, the Mills Diesel is the
ideal all-purpose engine.

.75 c.c. (I| ozs.) 50s. without cut-out

.75 c.c. (I| ozs.) 55s. with fuel cut-out

13 c.c. (3£ ozs.) 75s. " » B

2.4 c.c. (5L ozs.) 84s. ” -

13 Marine Unit 82s. " .,
Mills Blue Label Fuel 3s. large standard bottle.

(Re-fills 2s. 6d.)
Sole Distribution (Trade Only)

HILLS BROS
(MODEL ENGINEERS) LTD
143, GOLDSWORTH RD.,WOKING, SURREY

with
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Our readers will no doubt be aware that since April,
1948, there has been a certain amount of confusion as to
whether or not model aircraft accessories, motors, etc.,
became chargeable with purchase tax under a new order.
This order amended the list of chargeable items to include
toys and games, appliances, apparatus, accessories and re-
quisites for sports, games, amusements, etc. . . . including
parts thereof and accessories thereto.

Since this order came in force, some manufacturers have

included purchase tax in the price of their engines and
others have not. The position of accessories, etc., has
been largely undecided.
**With a view to clarifying the position and in particular
to free all model aircraft items from the *“ toys, games,
sports, amusements, etc.” classification, the case for the
mode! aircraft trade was taken up by the Federation of
Model Aeronautical Manufacturers and Wholesalers, and in
order to secure a definite ruling, a Test case was instigated,
the defendants (on behalf of the member firms of the
Federation) being Messrs. E. Keil & Co., Ltd., with the
Commissioners of Customs and Excise as plaintiffs.

There has been considerable, but inevitable delay between
agreeing this Test case and bringing it into court. The case
was, however, heard in the King's Bench Division of the
Law Courts, on October 23rd, 1950, before Mr. Justice
Croom-Johnson who ruled that in his interpretation of the
law, model aircraft were inseparable from the broad general
classification of " toys, games, sports, amusements, etc.”
as laid down in the order. He also ruled that in view of this,
kits and accessories came under the same order as “ apparatus,
appliances, etc., thereto.”

This means in effect that all model aircraft kits, components,
accessories and engines are legally subject to purchase tax,
the rate of tax being 1/3rd of the wholesale price of the
article. What effect this will have on the trade, or what
further action the Federation may decide to take is not at
present known, but unless it is decided to appeal against
the decision, and this appeal is successful, an all round
increase in the price of kits, accessories and engines (except
those at present already being charged as including purchase
tax) appears inevitable.

Stiny

The successful advent of
the first R.A.F. Champion-
ships Meeting at Halton
on September 24th, 1950
marked a new step

forward in aeromodell-

ing in the Services.

Our cover photograph
shows one of the
contestants, Cpl. N.
Barker of R.AF,
Cardington, prepar-
ing to fly in the Power
event in which he
gained second place.

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.



1950 AMERICAN A perusal of the 1950 American
NATIONALS National results throws an inter-

esting light on the present speeds
prevailing on the other side of the Atlantic and the
motors used to attain them.

In their class “ A ” the McCoy 19 engine com-
pletely swept the board at speeds averaging around
the 110 m.p.h. mark ; the best being 116.84 m.p.h.
by Warren Tomme—a junior entry.

Honours in the “ B ” class were shared out fairly
equally between the McCoy 29 and the Dooling 29.
Here the average speed was in the region of 120 m.p.h.
with the best performers, Torry and Stanley Grish,
working as a team, well ahead of all others with
over 12 m.p.h. in hand at 137.88 m.p.h.

In class “ C " the McCoy 49 established an undis-
puted superiority with speeds in the neighbourhood
of 125 m.p.h. with the best performer. Lew Mahieu,
of Long Beach, achieving 135.28 m.p.h.—not so
fast as the smaller class.

In the larger “ D ” class the McCoy 60 and Dooling
61 share the honours at speeds of 140 m.p.h. with
world record holder, Eugene Stiles, of Alameda,
reaching 147.48 m.p.h. to achieve the highest speed
of the meeting.

These speeds compare favourably with those
achieved at Knokke by the chief European exponents
and give an indication of the goal to be aimed at
by our national speed exponents.

It is always difficult to make comparisons between
flights made in different countries under different
conditions in the case of free-flight models. This
applies particularly to flights made in America
where we have had frequent evidence that better
than average conditions obtain than in this country.
Nevertheless it is always useful to know what is
happening elsewhere and a review of the free-flight
results at the American Nationals, at which there was
considerable rain this year, reveals that the standard
of winning flights were of a definitely high order by
comparison with those to which we arc accustomed
in this country.

No less than 54 entries with a aggregate of over
10 minutes appear in the results, which is impressive
by whatever standards and it indicates no falling off
in the quality of American aeromodelling.

444

The best total of 26 min. 11sec. was reached by
Joseph Foster Jnr., of San Jose, California, with
a model powered by an Ohlsson 23, the next best
being by Jack Emery, another Californian, with a
total of 23 min. 20 sec.

Seventy-two different classes appear in the
Nationals results and this must almost be a record
in itself.

WAKEFIELD
CONTEST 191

As we go to press we learn that
Finnish Aeronautical .Association
has applied for sanction to hold
the 1951 Wakefield Contest in Finland and there
seems little doubt that the event will be held once
again in the land of the midnight sun. The S.M.A.E.
Council have no objection nor it is almost certain
will the F.A.l

In view of the excellence of the arrangements
and organisation of the contest held at Jamijiirvi
those who made the acquaintance of the Finns
this year will look forward to another visit with
undoubted pleasure.

The S.M.A.E. Council have also approved the
modification of the Wakefield Rules on the lines
recommended by the F.A.l. Stockholm conference
which should give the 1951 contest an added interest.

For the benefit of these who arc not yet aware of
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these modifications we have given details of them
together with a technical review of their implications
and effects in this issue.

The main purpose of the modification is to bring
the method of measuring the models into line with the
international method established some three years
ago by the F.A.l. in order to avoid confusion and
eliminate certain weaknesses which have caused
difficulties of interpretation in the past.

The method of measuring the total area and the
fuselage cross section will be in accordance with the
F.A.l. regulations, with the area of the surfaces
including the projected area of the surfaces through
the fuselage, and using the* inscribed circle ” method
of calculating the fuselage cross section in difficult
cases of wing and fuselage junctions. The projected
area of the surfaces on to the horizontal plane will
also be employed in determining their area.

As tlie F.A.l. methods of measuring have been
fully explained in the S.M.A.E. Handbook for the
last two years we would refer our readers to this
publication for full details.

THE 19%51 Now that it is known that the
WAKEFIELD 1951 Wakefield Trophy Contest
TEAM will again be flown in Finland

under similar conditions to last year the question
of the British team selection is one of paramount
importance. There is a likelihood, as wc see it,
of a repetition of the 50 results if a team is ciiosen
on the performances in the Wakefield Trials held
under typical English daytime conditions. Wc need
models with maximum still air performance and such
models may not necessarily be suited to normal
British competition weather. Given a windy Trials
day, for example, a model which may well be capable
of winning the Wakefield in Finland might well do
very badly in the Trials. Maximum still air duration
calls for, basically, moderate power and a long
power run and rather “ open circle ” Hying. This
type of trim seldom pays in a wind.

Nor would attempting to hold our Trials under
similar conditions to those which might be expected
in Finland be the answer— for we very much doubt
if we could get similar conditions to order on the
date required! Wc have given the matter very
serious thought, and talked it over with a number
of leading Wakefield fliers. One solution which,
it has been suggested to us, would meet the case
and give Great Britain the best possible chance of
bringing back the Wakefield to this country is as
follows.

The S.M.A.E. should select, now, half of the team
members on the understanding that they got down
to the job of producing Wakefields for Finnish condi-
tions. They would be excused flying in the Trials
and could concentrate entirely on still air models.
The remaining three places would be filled by Trials
competitions to preserve the present attractiveness of
“ giving everyone a chance of getting into the British
Wakefield Team.”

MODEL AIRCRAFT

The three selected members ? Those suggested
by the chap who thought up the scheme would, he
says, be Evans and Warring of the 1950 team, who
would have the invaluable experiences of Jamijarvi
contest behind them ; and Copland, who is still
undoubtedly in the world class of Wakefield fliers.
All three, he points out, are experienced Wakefield
men and all prefer “ still air ” conditions.

He adds that Kllila will almost certainly be im-
proving his model for the 1951 contest, under the
conditions in which this contest will be held and
suggests that his scheme is the only certain way of
preventing a Finnish “ hat-trick.”

Whilst there is no doubt that this somewhat
drastic method of team selection would provide us
with a first-class Wakefield Team we doubt whether
it would be at all popular with the fliers who will
be competing for a place in the British team which
will make the journey to Finland. Nor are wc satis-
fied that it is so all-important that Great Britain
should win the Trophy in 1951— after all, the U.S.A.
and ourselves have had our fair share of successes.

Wc should, of course, be delighted to see the
British Team win in 1951, but we must keep in
mind that the donor of the Trophy, the late Viscount
Wakefield of Hythc, desired above all that it should
promote international goodwill and sportsmanship.
The fostering of this spirit seems to us to be far
more important than which country actually wins
the Trophy.

MODEL
FLYING

The newly elected P.R.O. of the
S.M.A.E., K. J. A. Brookes,
intends to endeavour to counter,
as far as possible, the recent adverse publicity which
our hobby has received as the result of reports in
the daily press dealing with the banning of model
flying in certain districts.

Despite the amount of space devoted to these
reports, we are, of course, aware that the local
councils who have taken this drastic action are a
very small minority compared with those who have
given model flying every support and encouragement.

Mr. Brookes feels, and we entirely agree with him,
that more publicity should be given to this fact and
asks that the secretaries of clubs who have been able
to interest local authorities in their activities, thereby
obtaining flying grounds and other facilities, should
write to him c/o the S.M.A.E. Offices, Londonderry
House, Park Lane, W.i. giving full details.

PURCHASE
IMPORTANT

TAX
NOTICE

As purchase tax is now chargeable on model
aircraft products (see Editorial) the prices
quoted by our advertisers in this issue may
be subject to alteration without notice.
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ARLY this year the designer became extremely
interested in team racing. The S.M.AE.
having published their team racing rules, he set out
to design a plane which would conform to their
specification, and look like the real thing.

The ultimate result was Red Lightning, which has
a consistent top speed of just on 80 m.p.h., dots
forty-seven laps on 27 c.c. of fuel (present tank
capacity) and has an all up weight, less fuel, of 18 oz.
It has already won one team race event at the West
Essex Gala, and came third in the All Herts Rally,
owing to a slice of bad luck when a piece of solder
from the tank stopped up the jet, when half way
through the finals.

Construction

Fuselage— Cut the fuselage formers to shape. Use
J-in. ply for No. t and hard sheet balsa for No. 2,
the remainder from medium hard sheet. Notch
formers 6, 7 and 8 to take the rudder. Use hard
wood for the engine bearers.

Cut out the j-in. sheet sides as marked on the plan
from medium hard balsa.

Make a template of the wing section at the root,
so that the recesses for the wing in fuselage sides
will be exactly the same when cut out.

Bend and fit 10-gauge wire for undercarriage to
No. 1 ply former. This is done by sandwiching the
undercarriage wire to the former asshown in the plan.

Next fit engine bearers to formers 1 and 2, use
glue here. When they are dry fit engine and bolt
it to the bearers. Remove engine and solder a
piece of brass strip across heads of each pair of
engine bolts, to prevent them from turning.

Fit the t oz. tank as shown in plan. Drill a hole
through No. 1 former for the feed pipe, which
should project J in. though, and be in line with the
jet. If fitted carefully it will clear the engine crank
case.

Wedge the lank securely between formers 1 and 2
with scrap balsa and cement.

Next cement the fuselage sides on to formers
1 and 2, making sure they arc parallel, when dry
fit soft balsa wedges between sides of tank and
fuselage. Cement in position formers 3 to 8 and
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joint the ends by fitting a small triangular piece of
hard balsa in between, as shown on plan.

Make rudder with two pieces of § in. balsa, grain
running as shown on plan, cut and sand to streamline
section and cement in position, then plank in the top
half of the fuselage from formers 1 to 8.

Build up top halfof the cowl with ~in. X £in. sq.
soft balsa and cut roughly to shape.

Tail— Cut out tail from hard in. sheet, sand to
streamline shape. Elevator is hinged on with bind-
ing tape. Next fit control horn.

Wing— Cement two sheets of j, in. hard balsa
edge to edge. Sand both sides flat, as this will
help to make a good job of thewing. Trace full
outline ofwing on to the sheet. Cut out to shape and
mark on position of ribs and pin on to flat board.

Cut out ribs from hard £ in.sheet making the
necessary slots in the port ribs. Drill ~ in. holes
in the outer rib and insert in each a piece of 20-
gauge inside diameter aluminium tube. Cement
ribs in position and leave to dry.

Cut out wing tips ready to cement in position.

Cement approximately £ oz. of lead to inside of
outer starboard rib.

Thread control wires through slots in ribs to make
sure they are an easy sliding fit.

Make control plate as per plan. For the pivot
on the control plate use a 16-gauge brass bush, cut
to length so that w'hen fitted to plate and nut screwed
up tight bush is flush with nut. To lock nut cement
round the edges. The same method is used for
fixing push and pull rod to the control plate, and
control plate platform. Spacing washers can be
cut from the remainder of the 16-gaugc bushes used.

Bend control rod to shape and fit to control plate,
do not fix.

Fit 20-gauge control wires to plate, use brass or
aluminium tube to bush control wire holes, solder
ends.

Thread control wires through ribs, and let the
control plate rest between centre ribs when sheeting
the wing is in progress.

Cut two pieces -§g X 3 in. medium balsa for
sheeting forward half of port and starboard wing.
Cut to length from outside rib to inside of centre
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ribs for both sides, also cut out wing locating block.

Before cementing front half of wing sheeting
damp top surface and bevel leading edge under-
neath, cement in position using pins to hold the
sheet down.

Cut out rear half of wing sheeting in one piece.
It will be noticed that the rear edge of the front
sheet is not straight. The reason for this is that the
wing section gets thinner towards the tips. Trim
away the front edge of the rear wing sheeting until a
flush fit is obtained, bevel slightly under T.E., to
ensure a good joint. Cement in position and pin
down. Add wing tip blocks and carve to section.

It is very important that the passage way for
the control wires on the port wing be opened out at
the tip. Let in two pieces of i mm. ply to cover
control wires. There is a good reason for doing
this, the vibration set up by the engine, if movement
is restricted, will cause control wires to harden and
snap off close to the wing tip. So be warned !
The suggested method obviates the trouble.

When wing is dry remove from board and sand
to required shape.

Cement wing locating block in position, and
place control plate platform in position and pass
4V in. drill through bush, control plate bush and
drill through wing and ply reinforcement which has
been cemented underneath. Make sure your control
wires are long enough to enable you to slide out
control plate without losing the ends. Fit push
and pull rod to the plate, solder washer over end
and file nearly flush. Push control plate back
into position. Pass a piece of 16-gauge wire
through control plate platform bush, control plate
and wing, adding necessary washers for correct
spacing. Solder a washer to both ends of the 16-
gauge wire close to the platform and under the wing,
then cut to correct length. Check to see all move-
ment. is free, then cement platform to wing locating
block and leave to dry. The wing will now be
ready for fitting to the fuselage.

Thread the control rod through the holes already-
cut in the fuselage formers. The wing should
slide into position with the control plate platform
fitting between the fuselage sides. Cement well in
place using pins to hold the wing in position. Now
cement the lower part of formers 2 and 3 in position
under the wing. To fit the tail, slide into place,
check control rod for correct length by passing end
through elevator horn temporarily.

The sleek lines of the Amco 3.5 powered prototype “ Red
Lightning * are shown in this photograph.
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Any slight adjustment required to get neutral
elevator can be made by moving the tail backwards
or forwards slightly. When cementing the tail in
position make sure it is in line with the wing. Add
balsa fillets between tail and rudder and sand to
shape.

Add tail skid and block.
bottom of No. 8 former.
underneath.

Cut out cockpit and fix platform inside to take
head and shoulders of pilot.

Fit control rod to elevator horn and solder on
retaining washer.

Cowling— Practically7 all that remains to be done
is to make the lower cowl for the engine. To do
this, fit engine with propeller and i| in. K.K.
spinner. Sand top cowling to shape and fit two
pieces of ply to cither side for dowels as shown on
plan. The upper pieces should be cemented
firmly to the upper cowling. The lower pieces arc
lightly cemented to the upper ones. Drill holes
for dowels.

Cut out a block of soft balsa roughly to the size
required and halve down through centre. Hollow
out until both sides fit over engine and come to-
gether. (An exhaust is fitted to the original and
this has to be cut down to get inside the cowling
comfortably”.) Cement the two halves together and
carve the outside to shape. Be sure to leave £ in.
of cowl projecting below the fuselage as this is where
the main air-cooling exit comes. Sand to final
shape. Cut out air and exhaust vents and |-in.
hole for the compression lever, also one for the
needle valve. Take off the cowl, sand the inside
smooth and give a coat of dope.

Cement the cowl to the lower pieces of ply,
when dry prise apart and fit dowels. Dope on
silk covering which makes a really” strong job of
the cowl. Insert a piece of hardwood across the
back of the inside of the cowl, thus joining the two
sides together. A rubber band will be sufficient
to hold the cowl in position.

This is notched into the
Plank in the fuselage

Finishing

Cover the whole plane, with the exception of the
lower cowl, with Modclspan doped on, adding silk
fillets to the wing roots. Give two coats of sanding
sealer. Rub down each coat. Apply two coats of
cellulose of the desired colour, when dry coat with
fuel-proofer. Hendon-W will give you an exhibition
finish.

Flying

Before trying out make sure the c.g. is half way
between the front line and the leading edge. A
brass flywheel is fitted to the original and this brings
the c.g. to the correct position. A piece of plasticone
in the spinner cap will also serve very well.

The best combination of fuel and propellor
found so far is Mills Diesel to wliich is added a small
proportion of castor oil and a 9 x 10 Truflo cut
down to 8 x 10.

Red Lightning should give any team a good run
for thefr money.



AND

By
G. Homiest-
Kedlirii

r I"HF main consideration of carrier-operated R C

1 equipment is range, and | have listened to con-
versations between R C enthusiasts and read articles
on various circuits designed to give improved per-
formance, but one important point has been cither
taken for granted or ignored altogether. Transmitter
powers arc often- quoted, but how much of that
power actually leaves the aerial is not known, and after
all that is the important factor. Means for checking
the amount in watts are only relative to a definite
standard and the instruments required are not within
the normal amateur’s means.

Taking the transmitter first, the “ power " usually
referred to is the H.T. battery consumption, tliat is
the battery terminal voltage multiplied by the current
flowing in amperes. As an example : a 120volt
battery in a circuit passing 20 Ma (.02 A), then the
power consumed by the circuit is 120 x .02 =
2.4 watts.

Now the power consumed does not mean that it is
available at the output. Two engines, both con-
suming one gallon an hour can have greatly differing
outputs, due to inefficient combustion, bearing
friction, etc.

In a transmitter we also have two major reasons
for inefficiency. 1. Incorrect component values, and
2, valves and components unsuitable for the frequency
used.

It would take a lengthy treatise to go into this
subject thoroughly, but we can give the main ideas
with the help of a fairly standard H.F. oscillator
circuit.

This is the cross-connected Hardy oscillator
circuit which is used in one form or another in the
majority of R/C equipment. There may be two
separate valves, or a more modern double valve
may be used.

The one major cause of losses is in long leads in
the R.F. circuit. The R.F. power generated is con-
centrated in the tuned circuit Li. CI (often referred

to as the tank circuit). At 27 Me Li will be a coil
ofonly a few turns, and if connections to the valve-
holder, also the internal wires of the valve are a
large percentage of the coil wire length (actually we
should talk of “ inductance,” but wire length is an
approximate value and easier to understand) then
power will be dissipated outside of our “ tank
circuit” and wall be wasted.

The second point of component values is more
difficult. For every frequency band there is a definite
optimum L to C ratio. That is a size of tuning coil
compared with its tuning condenser. In practice we
must use a slightly smaller L to C ratio in order to
obtain frequency stability when loaded with an
aerial.

For a rough check at 27 Me, the tuning coil should
be chosen to suit the band with a condenser of about
20 pf. The grid condensers and grid resistances are
chosen according to the valves used. With the double
triode Mullard DCiC 90 about 80 pfand 10,000 ohm
are an average.

A further source of power dissipation is the proxi-
mity of conductors to the tank coil. All chassis
and screening metals should be at least one coil
diameter away from the coil sides, and one and a
half coil lengths away from the ends.

Bearing this in mind, we now have the maximum
R.F. power concentrated in the tank coil. 1low do
we extract it ? Just as a motor has to be matched to
its load, so we must gear our coil down. A pick-up
loop of two turns at the neutral centre of the coil
should lead with the shortest connections, one end
to the metal chassis, the other end to the aerial
terminal.

The aerial also should be matched, and at 27 Me is
approximately 8 ft. 4 in long This takes the coupling
coil into account, but a slight variation will be
automatically taken up by the “ pulling " effect of
the tuned circuit.

Any great variation of aerial length will materially
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reduce radiation, for example the practice of holding
another aerial on to the existing one when the plane
is out of range, will reduce the chance of getting
control back again.

The 1 wave monopole is the best simple type to
use. A double j wave dipole will give a slight
increase of radiation, but to save space by folding
it up at an acute angle will definitely reduce radia-
tion. With the two arms parallel radiation is nil,
as they are progressively opened out, so radiation
increases rapidly at first, and then to a lesser extent
between 90 deg. and 180 deg. My field pattern tests,
have proved that the £ wave monopole is quite as
good as a 90 deg. dipole.

Now, how can we test and check for the best
component values and also for the optimum aerial
length and type ?

A field strength meter of either valve or germanium
crystal type, of which several have been described,
is required We must set up our transmitter and
F.S.M. at a distance apart which will give a readable
deflection on the meter of the F.S.M. The position
chosen must be free from shadowing by building or
metal fences, etc. An open space like a suburban
garden is quite usable. The position of both trans-
mitter and F.S.M. must be accurately’ marked, as
all our checks arc relative only, and after every
alteration to transmitter values the same positions
and set of conditions must apply.

Variations of aerial lengths, grid resistors, grid
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condensers, etc., should be made to
give the greatest deflection on the
F.S.M

This is the only way to ascertain
if you are increasing radiation by
alterations to your transmitter.
Alterations to produce a higher
anode current and input power are
not always accompanied by an
increase of radiation— actually they
may decrease it.

One further point. In purely
radio books, radiation patterns or
“ polar diagrams” of transmitter
aerials are often shown. These are,
from a R/C point of view, mis-
leading. They refer mainly to the
direction of radiation strength in
respect of reception over great
distances. Over the comparatively
very short visible distances of R/C
these patterns do not apply. Radia-
tion and reflections from the trans-
mitter case itself, the keying lead
and ground conditions all tend to
even out the distinctive “ lobes ”
and gaps. As when a stone is
dropped into a lake, the wave
pattern is distorted by neighbouring
objects and floating twigs, etc.
Only at a greater distance from
the centre does the true pattern
predominate. “ Polar diagrams”
also do not indicate the great
reduction of signal strength within a few feet from
the ground. This is very apparent, when the model
is checked at its extreme range on the ground and is
then raised above the head.

Finally a warning : circuit changes will ususally
cause frequency changes, so check your frequency
after tests.

RADIO CONTROL QUERIES SERVICE

Arrangements have now been
made with Mr. G. Honnest-
Redlich.who is one of the fore-
most experts on radio-control,
for readers of MODEL AIR-
CRAFT to avail themselves of his
services in overcoming their
R/C problems. Queries should
be addressed to the Editor,
MODEL AIRCRAFT, 23, Great
Queen Street, London, W.C.2.,
and must be accompanied by a
stamped addressed envelope.



Following the precedent estab! shed last year the Southern Counties
Rally was held on Thomy Isiand. Emsworth. to coincide with the
*“Battle of Britain " Sunday, by the kind permission of Group Captain
D. J. Eayrs, C.B.E., D.F.C., the Officer Commanding the Air Force

Unfortunately a heavy gale blew during the proceeding night and
though it abated slightly during the morning, it remained at gale force
during the whole day and marred the proceedings. As a result entries
were few and two of the events had to be abandoned.

The blitzed hangar on the aerodrome provided just sufficient shelter
to enable the team C L contestto be run off in comfort and this proved
to be the most popular contest in consequence. Particularly as the
winner—Ron Moulton—had Henry J. Nicholls as his mechanic, and it
was worth travelling quite a long way to see H.J.N. in his canary waist-
coat sprinting round the arena like McDonald Bailey!

1 The Gosport team starting up their Team Race entr
2. Phil Smith (Bournemouth) tunes up his * Bhillbusser *
the Team Race event.
3. Norman Butcher starting up the Croydon club’s team racer.
4. J. C. Plank of the West Middlesex Club.winner of the Open Rubber
Contest.
5. Henry J. Nicholls. who acted as pit attendant for Ron Moulton,
winner of the Team Race
6. Group Capt. D. J. Eayrs. C.B.E., D.F.C., presents the Southermn
Cuunlles Trophy to (he winner.

D. H. Baker of the * Bad Pennies
adlustment

prior to

Club makes a last moment

Contest Results

Open Sal\p\ane Contest (“ Hunt” Trophy)
Wells, Chichester ... - Score  92.3 sec.

2 R Smith, Croydon 710 sec.
3. T. Geesing, Croydon... 611 sec.

Open Rubber Contest (* Tip-Top" Trophy)
1 J. C. Plank, West Middlesex..
2. M. Marcus, Croydon

3 N Standing, Cioydon.

Score 256.3 sec.
144.0

105.1 sec.
Qpen_ Pover Contest (Portsmouth Power Trophy)

1 E J. Self, Score 56.0 pts.
2 5. % Faker. Bad Penries 388 pts.
3. —Walpole, Sutton By-Pass 365 pts.

Qpen Siunt Control-Line Contest (Porismouth City Council Trophy).
. A. Bates,

1 279 pts.

2. A Piacentini, Sausnmy pts.

Team Race

1 R. G. Moulton, Wesl Essex (Speed for final :—54.8 m.p.h.).

2. K. Muscott, West

Heat Results Heat | Nn “finalists
2. R.G. Moulton 58.85 m.p.h.
3. C.A. Taylor 474 m.p.h.
4. K.Muscott.. 658 m.ph.




HEN it comes to spending Christmas my

views are pretty one track, and that track

doesn’t go much beyond the old ancestral flue pipe.

True, | might hoofit round to the local if the orange-

juice begins to run a bit low, but you can generally

take it that the old cat takes second-best place on

the family hearthrug during the pud-and-booze
season.

So a few days before this year’s festivities | was
dreaming of the delights of a nut cracking sesh on
the home front, when the post arrived. Fifty per cent,
of the shoal lying on the doormat turned out to be
a greetings card, while the remainder was in the
form of a letter lurking beneath a penny stamp.
Now there’s only one character | know, this side of
Aberdeen, with such a frugal outlook, and that’s old
Froggy Manners : ex-London barrow boy recently
turned yokel fruit-grower, and now exiled in a
bucolic little backwater called Chipping Balsa.

True enough, it was his fruity fingers that had
scrawled the following :

The Windings,
Stretch Lane,
Chipping Balsa,
Jetcxshire.
Dear Tosho,

Well, how goes it, me jolly old prop-flicker ?
Still bashing away at the balsa mutilation stakes ?
Matter of fact, I've been having a bit of a dabble
myself lately—even managed to round up a few
local hayseeds to form a club. Talk about laugh,
though. | roped in the village idiot as a member,
and after giving him a shuft at the old glow-plug
sent him out with an empty bottle to milk glow-
worms.

Hows about tootling over to see your old china
this Chris. 1've got a bit of a team-race laid on for
Boxing Day, so why not tote along a job and waltz
a few laps ?

I'll have the red carpet out for Wednesday.

Your Old Oppo,
Froggy.

Being a strong minded sort of cuss this genial
invite left my dream of a Christmas encamped on
the homely hearthrug as before—one hundred per
cent, intact.

Now, | can’'t say I've ever mosied up to the North
Pole or shinned up Mount Everest, but I'm of the
firm opinion that a winter trek into the bleak wastes
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of Jetexshire puts me right up among the great
explorers of this age. After five bone-shaking hours
in some wheezy old refugee from a railway museum
I arrived at a dump called Much-Bunching-in-the-
Fuzz : the nearest township to Chipping Balsa
which boasted a railway station—although you'd
think they'd have the decency to keep quiet about it.

Outside the station the only form of locomotion
in sight was a i h.p. affair called a “ buggy.” I've
often wondered why such contraptions were called
“ buggies,” but I've got a pretty shrewd idea now.

The driver of this wheeled antique turned out to
be an ancient character in a peaked cap and face
to match.

“ Be you wanning to go to Chippin’ Balsa, young
sirr ?” he asked, with bronchial accompaniment.

“ Matter of fact, | do.”

“ Then oi'U 'elp ee in sirr,” replied said ancient
between sundry blasts on the sort of nose that
would put a temperance society on its mettle.

After jogging along a while the cabby fixed me
with a rheumy eye : “ And wherr in Chippin’
Balsa do ee want to be drapped, young sirr ?”

“ Do you know ‘ The Windings ' ? "

“ Aye,” he replied with a sinister leer, “ Oi be
knowing * Windings * aw right. That be where that
young furriner, Mr. Manners, lives, 'im what's
got the 'ole village in uproar.”

“ Why, what’s his latest racket >— | mean, what's
all the trouble ?”

“ Trabble,” he snorted, “ It's them there model
airplanes is the trabble. Proper daft on 'em ‘e be.
Oi never did 'ear sich a noise as what them things
make. Nuffto froighten a soul out of its body.”

“ Do the villagers object then ?”

“ Abject,” he replied shrilly, “ Oi'll say they abject.
Take Farmer Muckrake for one. ‘e be in a turrible
temper, w'hat with ’is 'ens off their laying and the
old bull not his usual sproy self loike. Then there
be the Squire complaining as 'ow the voibrations
upsets liis gout. But worrser 'an that there be Lady
Puff-Snootle from Manor. Aye, she be the one as
what counts in village, and oi've been told she's
been dow'n to Parish Council in a proper 'uff,
seeing as 'ow 'er little Pekinese can’t sleep so well
on Sunday. Oi wouldn’t be at all surproised if
they don’t put a stop to it.”

“You mean ban it?”

“ Aye, they'll probably do 'at too,” he replied.
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Eventually we shuddered to a stop outside “ The
Windings ” ; and there at the gate, as large as
life and twice as 'orrible, was Froggy himself doing
a grand host act.

“ Wotcher, me old tosheroo,” he hailed, “ long
time no sec, ch ? Have ajolly journey ?”

“ When you talk about that journey you touch
me on a tender spot,” | said, rubbing same.

“ Never mind,” was his hearty reply, “ toddle in
and thaw out the old torso.”

Now, I've known Froggy for some years— unfor-
tunately—and as we yarned it round the old fire
I detected a somewhat bleak mist in his eye.

“ Not worried, Froggy ?” | asked, “ if you are,
just spill a tearful earful to your old unk.”

“ Oh, it’s nothing much, tosh,” said that worthy,
“ just that it looks as if the old 'ag at the manor is
going to put the kibosh on the village green team-
.race caper.”

ff “ So the cabby was telling me.”

W “Yep,” he continued, “ she’s already been down
to see the old gasbags on the council with a lotta
guff about her poor Woofies being scared by the
screaming noises from the village green. As if there
‘asn’t always been screaming noises coming from
the village green—and not from models either,”
he added meaningly.

“ Well, what do you think they’ll do?” I asked
anxiously.

“ They've arranged a special conflab for tomorrow
morning,” he answered glumly, “ and it’s an almost
odds-on cert, that they’ll pull dotvn the iron curtain
with a bang. Still, worrying’ll never get the baby
speed job a new dolly, so let's have a spot of dope
thinner and then toddle over to do a little circulating
on the green.”

So early p.m. saw Froggy and me wiring up for a
bit of a duffy on the village green. We rigged up
Froggy’s racer first—me as chief mech. and Froggy
doing the war dance act in the centre.

Just as the job started to beat up the laps I caught
a glimpse of an old dear on the far side of the green.
She appeared to be sporting a fur muff—or so |
thought until said fur muff took a yelping leap to
the ground and began to foot it in our direction.
As it did so it took on the more doggy- shape of a pop-
eyed little peke—and a peppery little pup to boot.
This 1 tried, but neatly evading my flying hoof
the said lap-dog started lapping the circuit in full
pursuit of Froggy's racer. And not doing so badly
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either, considering that slicked up bullet was chug-
ging along at a modest 60 miles per.

So there Xwas, sitting back enjoying the fun when
I noticed a begaitered geezer approaching with a
large stringy canine—a sort of mongrelised grey-
hound, called a lurcher. Well, probably the sight
of the old peke haring round gave it ideas of White
City fame, and doing a nifty trap “ 6 ” style getaway,
batted off' full bore after that puffing pup.

Leg power, notwithstanding, the peke did its
best to maintain a safe lead, but amid a flurry of
fur and yelping the lurcher snaffled the lap-dog in
its sharp snout and began to toss it skywards.

After a few repeat performances of this procedure,
during which the poor peke went through every
stunt in the book, plus a few special manoeuvres
thrown in, things began to look a bit desperate.
And what with the commotion of the dogs, the
begaitered geezer bellowing at the lurcher, and
the old girl flapping around with anguished “ poor
Woofles,” it was quite some shemozzle.

Then it happened. OId Froggy, quickly sizing
up the situation, brought down his “ bomb ” in a
screaming dive, straight towards the bloodthirsty
lurcher.  Which canine found littlejoy in the sudden
contact of a sharp spinner with its muscular hind-
parts, and expressed such dislike by a lightning
dash towards the far horizon—with the begaitered
geezer in full pursuit.

Poor old Woofies, looking a trifle threadbare in
places, just lay there, but 99 per cent, intact, and
still breathing. Up rushed the old dear— that is
I-ady Puff'-Snootle— and picked it up with a “ Poor
Woofies, come to mummy,” or nauseating words
to that effect. Then turning to Froggy, who was
running a rueful eye over the remains of his pet
team-racer, she cried : “ Oh, you dear, brave boy.
You saved my little Woofles’ life. And to think 1
was going to stop you playing with your nice toys.
Please do come to my Christmas party, both of you
— dear, dear boys.”

It turned out to be quite some party— and for the
first time | was struck by the beauty of the village ;
well, she ought to have known it was just my fun.

And, oh yes, the scheduled team-race went with
a swing, and as a memento of that occasion | have
before me a shaving mug presented as 2nd prize by
Lady Puff-Snootlc.

But I'm still dreaming of a peaceful Christmas—
some day !



HE writer “ dreamed-up " the theory for this
type of model several years ago, when chuck
gliders were in their heyday. Not until recently,
however, has the time been available to put it into
practice. It has now been proved to operate success-
fully on the simple model shown here, and no doubt
once the principle is grasped, modellers will lie able
to develop larger and even more efficient versions
for themselves.

Now, normally, the height which a chuck-glider
can reach (apart from when they catch thermals)
is rather limited, even when extra force is applied in
the form ofa catapult. If, however, as on our model,
the wings can be folded back, so as to produce zero
lift, the model can be “ shot” vertically to a con-
siderable height. The wings then fold outwards into
flying position and the model commences its flight.

Building the model. Usual solid glider methods arc
used— the important part being the wing attachment.
The ply mount must be cemented through the
fuselage at the exact position shown on plan. The
wedge-shaped dihedral-keepers are cemented to the
wings and reinforced as shown. 9 B.A. bolls arc
used for the swivel attachment, with washers on
each side. The wings should swing freely, but not to
be extent of being wobbly. The in. balsa stops
fitted on each side of the fuselage will keep the
incidence correct. N.B. The wings fold wider the
tailplane and parallel with it.

The catch (see plan) and pendulum are made up
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from 22 gauge wire, the catch being threaded
through the two ply bearers before soldering the
pendulum on to it.

Now fasten a length of 164 in. rubber, or similar,
at the points indicated on the wings, to pass round the
nose, just light enough to keep the wings in the
forward position. Some trial and error adjustments
will be necessary to get the exact angle of the pendulum
(that on the plan is as the prototype, but will differ
slightly with each model). Add weight—in the form
of solder— to the end of the pendulum until itis
enough to release the wings when the model reaches
a slightly nose-down position. It is not necessary to
fly thejob to find this, of course, the procedure being
to hold it vertically, with wings folded and catch in
position and gently turn it into its flying altitude.
The pendulum should then drop, releasing the wings.
Add weight to the nose— (c.g. shown on plan) and
trim in the ordinary way, with wings in flying
position.

For catapult launch, fold the wings and hold the
model vertically with the pendulum catch holding
the wings back. Launch just slightly forward of the
vertical, so that the model drops over forwards, and
not on its back. This is easily achieved with a little
practice. Very good heights can be attained and
hours of enjoyment can be had from experimenting
with these rocket climb gliders. One wonders, too,
if the principle might not be applied to Jctex or
even rubber-powered models ?

Although adequate arrangements have been made for
the distribution and'sale of MODEL AIRCRAFT, readers
are strongly advised to ensure regular receipt of their copies
on the 20th of each month by placing a firm order with their
local_supplier, Any readers who experience difficulty in
obtaining copies of this journal are requested to write to
the Sales Manager, Pcrcival Marshall & Co., Ltd., 23, Great
Queen Street, London, W.C.2. giving the name and address
of their nearest model shop or newsagent.
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+  looking-through some old model photographs
the other day, we came across one of a streamlined
glider we built exactly five years ago when in
Southern Rhodesia.  Balsa was scarce in that country
at the time and most of the model was built from
a local softwood called “ magongo.” We only
had time for brief test flights before being posted
back to England and the glider was smashed beyond
repair in transit. Seemed a pity, because the design

Streamlined glider design built by Bill Dean in [945. Span
approx. 45 in.

456

appeared promising and several months of work
had gone into the design and building. Now if only
we can hunt out those plans we should like to check
up and see just how close it comes to the A-a formula.
The design was based around a sturdy lift-con-
tributing centre section—with the fuselage added
fore and aft. In the front view, the fuselage was
small and circular in section, with the wings thickened
up to make a good root joint. Aspect ratio of the
elliptical wings was 10.4— section being Gottingen
426. Tongue and box wing fitting was used and the
tailplanc was free to pivot through 360 deg. in a
crash. No external rubber bands were fitted.

. few 1950 model meetings have been blessed
with ideal weather conditions and the 2nd Interna-
tional Jetex Contest at Fairlop (September 30th)
was no exception. The contest started at about
130 p.m., under low grey clouds, which soon
fulfilled their promise of rain. J. N. Mansour, one
of the managing directors of the Jetex concern,
told us that some good flying was anticipated as
several of the finalists had put up times of over 10
min. in their eliminating trials. Michael Pitel of
the Ampleforth College Cub topped the list of the
28 finalists with a flight of 10 min. 42 sec., using a 350
motor (three charges). Entries included an all
sheet 50 powered Rudolph (featured in June, 1950,
Air Trails), sent over for proxy flying by S. Fruciano
of Brooklyn, New York.

Flight ratios were calculated according to the motor
size and number of fuel pellets used. We saw
several designs with the fins positioned under the
tailplancs, like R. A. Twomey’s 1949 contest winning
Firecrest. This time, Twomey had boosted up his
last year’s design to approximately iA times its
original size, to give a span of 40 in., and fitted it
with two 350 motors. But this model lacked the
performance of the 200 powered version and after
the first flight it became obvious that its owner would
have little chance of retaining the handsome 1.C.1I.
Trophy for yet another year. As Twomey later
agreed, it was a pity that he had not entered the single
350 powered model with which he won the Jetex
event at the recent R.A.F. Championships. Few
commercial designs were flown this year, apart from
the 350 powered Durajet, which still outclimbs most
of the other Jetex designs we have seen flying.

John Magson of Warley, Halifax, entered a 350
size mid-wing (jet on top) which he told us had been
developed from his Roma glider design. Area was
200 sq. in. ; a 40 per cent, tailplane (dihedralled)
being fitted and an all up weight of oz. Most
unusual model flown in the contest was a 12 in.
diameter flying saucer (with dihedral) by A. Sanger
of the Southampton Club. Twin fins were fitted
front and rear, the 100 motor being clipped on top,
level with the leading edge. C.G. was at about
25 per cent, back from the leading edge. This model
seemed rather underpowered, although we were told
that it performs best in a still' breeze. Norman
Butcher took an afternoon off from stunt and team



racing, to enter a conventional 144 sqg. in. 100 model,
which featured a sheet fuselage with the jet clipped
to one side. One of the neatest designs we saw was
a 200 powered original, by T. J. O’'Brien of Bury
St. Edmunds. Wing area of this model was also
around the sq. ft. figure which just goes to show the
difference in opinion that exists, regarding the amount
ofwing area needed for the various motors. The jet
was partially cowled and set underneath the fuselage
—normal dihedral being used, plus a “ vV " tailplane
and small central fin. Ray Malmstrom of Hard-
wicke turned up with a 50 powered semi-scale that
looked just like one of those models he draws in
his cartoons. Complete with motor, this little job
tipped the scales at just under £0z. Wing area was
52 sq. in., the front portion of the fuselage being
carved from soft block. The jet was enclosed in a
Fouga type cowling, above the fuselage.

P. B. Allaker of West Ewell stepped up to collect
the first prize of £20 and the trophy. His two
flight ratio was 8.48— not so high as the winner last
year— but good ail the same, considering the far
from good conditions. The model was powered
with a 200 motor (under the fuselage) ; featured
a polyhedral wing (30 in. span— 138 sq. in. area), and
the fin was placed on top in the conventional manner.
Construction was typical of the type usually associated
with lightweight rubber models, with a square
section fuselage and banana shaped wing ribs.
Weight was only 2.6 oz. with unloaded motor.

Laurie Barr of the Pharos Club claimed the
second prize of £15. His model had a very light
framework and the 100 motor was simply slung
under the fuselage, without any fairing. Laurie’s best
flight was 2 min. 21 sec. and his final ratio worked
out at 7.1. The third place went to R. Krecger
(also of Pharos) who was close behind with a 6.54
ratio. Fourth was taken by Michael Pitel with a
ratio of 5.44. H. O’'Donnell of Salford qualified
for the best flight by an under 16 competitor (prize
£5). His ratio was 5.08, using a 200 motor.
Longest flight of ihc contest was by J. Ralph of
Gloucester, who put up 2 min. 56 sec. in the first round
with a 200 fitted model. Even though two pellets were
used, this still gave a ratio of 6.28, but a poor second
flight of 1 min. 25 sec. robbed this competitor of a
high placing on the results list. It is interesting to
note that none of the five winners used more than
one charge for each flight. Many familiar names
appeared in the list of competitors ; including
Norman Marcus, Barry Haisman, W. Henderson, who
took 3rd prize last year, Ray Jcssop andJ. Gorham.

All competitors were paid travelling expenses,
given refreshments, and even provided with a tent
for repair work. The prizes were extremely generous
by the usual British standards, £55 being shared
between the winners.

In Brief

In last month’s “ Power Talk”
minimum wing area for Class “ A " team racers as
85 sg. in. We now learn that this has been altered
to 70 sq. in. Other specifications remain unaltered.

w2 gave the

One of the finest scale models on view at the 1950 S.B.A.C.

Display was this “ Percival Prince.” This photogreph wos

taken on llford H.P.3 film—exposure 1/200th at f5.6—
using the available light source.

This beautiful “ solid" model of the “ Gloster Meteor"

which was displayed on the Royal Air Force Stand at this

year's “ Model Engineer " Exhibition was admired by the
modellers who visited the show.

Well-known modeller, Cyril Shaw, of the Zombies was respon-

sible for the excellent finish on the Westland models—

including this Westland-Sikorsky helicopter—exhibited at
the S.B.AC. Show.



Prototypes
Worth
Modelling

BY C. B. MAYCOCK

No. 6 THE D.H.C.2 “ BEAVER "

T is pretty safe to describe lhis machine as a natural
for R/C, scale model enthusiasts. It has a roomy
fuselage, simple lines and generous fin area, also the
large doors to the cockpit, four in all, are in just the
right positions for access. If the model is to a fairly
large scale, the cylinder of the engine can form one of
the nine of the Pratt & Whitney Wasp Junior of the
prototype. This machine is designed for rough usage
in the Canadian up-country, and can be fitted with
floats or skis. All metal construction of conventional
type, frames and stringers with stressed skin aft of the
passenger cargo space. The wing has a single spar,
braced by steel streamline struts to the undercarriage
leg-roots. A subsidiary spar carries the flaps and
ailerons. The wing and tail surfaces are metal
covered and the elevator, rudder, flaps, and ailerons
have many pressed “ribs” in the sheet covering ;
this gives them great strength and allows the mini-
mum of internal structure. This feature can be well
represented by doped-on strips of fairly stout paper
and it is surprising how this simple expedient does
stiffen up the skin. The airscrew is a Hamilton two-
blade, constant speed metal one of 8 ft. 6 in. diameter.
The main fuel tanks are beneath the floor. The
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maximum internal dimensions, from fascia panel
to rear bulkhead are 4 ft. wide by 9ft. The control
column is of the swing over type with “ cow horn ”
style control wheel. Pitch, throttle, and mixture
control levers are mounted centrally at the top of the
dash. A standard blind flying panel is on the left
and the radio panel on the right. The magnetic
repeater compass is positioned in the roof. Normally
a Beaver seats four but seven can be taken. They
are usually left in their natural metal finish with
perhaps a coloured speed streak, and the top of the
engine cowling is usually painted to minimise glare.
Just a reminder—-the registration letters for Canada
are CF- followed by three letters. One Beaver
flying in this country was registered G-ALOW ;
it had cherry-red speed-streak from nose to tail
broken by the registration letters midway along the
fuselage. The main dimensions are as follows :—
Span, 38ft. ; length (landplane), 30ft. 3 in.,,
length (floatplane). 32 ft. 9111. : height (wheels),
toft. 7 in., height (floats), 12 ft. 1in. ; wing area,
250sq. ft. ; wheel track, 10ft. 2in. ; maximum
dimensions of cabin door, 3ft. 3 in. wide X 3ft. 4in.
high.






MEASURE E 'i E" WITH THREAD OR BALSA STRIP
CONSULT TABLE OPPOSITE TO FIND
OFFSET INDECREES

USE 10*MEASURING BLANK INSTEAD OF PROP

Thrust line checks may be made by indirect measurement
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(A) The main types of warps are wash-in and wash-out.
These are defined in the diagram. Wash-in is always
a source of trouble and must be eliminated before
flying. Wash-out can have a stabilising effect, pro-
vided it is the same on both sides of the wing or tail-
plane. Some modellers, n fact, deliberately use
wash-out for increased stability.

(B) Provided the structure itself was not warped
initially—i.e., before covering—warps can be removed
permanently by twisting the wing or tailplanc true
in front of a source of heat and allowing to cool with
the correct setting. Hold the structure firmly about
six inches in front of an electric fire and twist true.
Remove after a few seconds to a cooler place, still
holding. On release the structure will be found to
have set this new (true) position.

(C) To check the accuracy of alignment of your new
model, assemble the machine and check the dimensions
shown in the figure. Datum points are the wing and
tailplane tips where joined by the mainspar and the
extreme rear of the fuselage on the centre line.
Stick a pin in the fuselage datum point and use a
length of thread or a strip of balsa for measurement.
The * A " dimensions should be within £in. of each
other, the “ B" dimensions within ~in. “C”
dimensions should also be within Ain. Make any
adjustments necessary, otherwise your model may
develop turning tendencies in flight.

(D) You should also check the fuselage and fin for
squareness, and also that the tailplane is square with
the wings. Lay the assembled model on its back on
the top of atable and check the fuselage and fin with
aset square. If the fuselage is not square, then most
probably the fault lies with the wing—either having
unequal dihedral angles, or not mounted correctly
on the fuselage. Correct this first. The tailplane is
checked for squareness by simply measuring the height
of each tip above the surface of the table. This can
be done with a piece of wood, marking off each tip
height. It may be necessary to add packing between
the tailplane and the fuselage on one side to get this
correct. A tailplane raised on one side will cause
the model to turn in that direction.

Difference
0 01 0.2
Degrees
Offset
(Approx.) 0 % 1

(E) For checking that your model is rigged as
per plan, a simple converter protractor is a very
useful instrument. Most model wings are under-
cambered and incidence is measured as from a flat
surface resting against the bottom surface of the
wing. It is most convenient, therefore, to choose a
protractor size larger than the chord of your wing.
A simple plumb bob made from a length of cotton
and alump of plasticene then completes the instrument

(F) To check incidences, block up the model near the
edge of a table so that the fuselage datum line is
parallel with the top of the table. You can determine
the correct attitude from the plan, or, if you wish,
set the model up so that the tailplane seating is at
zero incidence. This you can check by resting a
spirit level on the tailplane platform and adjusting
the blocks under the fuselage until this platform is
truly horizontal. Holding the protractor against the
undersurface of the wings and tailplane in turn, you
can then read off, directly, the respective incidences.
If you have set up your tailplane platform at zero
initially, your tailplane incidence should check out
at zero. As a check, measure incidence at various
points along the wing.

(G) Checking downthrust is a little more difficult,
but very important on a power model where thrust
line trim can be critical. First find the exact position
of the fuselage datum point 4.X,” as described on the
drawing, and stick a pin in here. Replace the pro-
peller with a blank or block of wood exactly 10in.
diameter and measure Df and D'L Use a blank
instead of a finished propeller since the latter may not
be perfectly true in side elevation. The difference
between D and D" can be converted into degrees
downthrust by reference to the table below.

(H) Sidethrust measurement is done in an exactly
similar manner, with 10in. diameter blank replacing
the propeller and measuring the distance from each
tip of this blank to the extreme rear of the fuselage
on the centre line. Make sure that the measuring
blank itself is drilled true and is exactly at right angles
to the propeller shaft of the motor. Measurement
difference can be converted into degrees sidethrust
from the table.

in ‘D’ or 4E’ dimensions (inches)
0.3 0.4 05 06 0.7 0.8 0.9 10
1§ 22 3} 4 5 Si



In dull rainy weather i y-nine finalists for the 1.C.I.Trophy
and generous cash prizes in the Second Annual Jetex International Contest held at
Fairlop Aerodrome, Essex, on September 30th. The fliers came from all parts of the
country. Their travelling expenses having been paid by the organisers, Messrs. Wilmot,
Lﬂanscur & Co., Ltd., and there was one entry from the United States.which was flown

y_proxy.

During the contest, some excellent flying was seen and P. B. Allaker of the Surbiton
and District M.A.C. made two very consistent flights with his Jetex "200 " powered
model, to win the I.C.I. Trophy and the £20 cash prize



T is a year since an American unit was last dealt
with in this series and while the sale of U.S.-
built engines through regular channels in Great
Britain is prohibited by import restrictions, it is
felt that the occasional inclusion of an example of
American model engine design in these tests is,
nevertheless, justified, if only for purposes of com-
parison with our own products. It should, perhaps,
be mentioned, however, that obtaining a U.S.
engine (where this may be desirable on the grounds
of non-availability of a home-market equivalent) is by
no means impossible as “ swops” with North
American correspondents are frequently effected
among British enthusiasts. The British customs
duty and purchase-tax payable, incidentally, on
American model engines, amounts to a little over
50 per cent, of the declared value.

The Atwood “ Glo-Devil,” subject of this month’s
test report, is particularly interesting on several
counts. It is, of course, a type at which the Ameri-
cans excel, for, despite the tremendous progress
made by British manufacturers during the past
two years (the best of our Glass “ A ” diesels are now
superior in performance to any similar capacity
motors produced outside Great Britain) there is no

No0.18—THE ATWOOD “GLO-DEVIL1

British engine in any way comparable with the
“ Glo-Devil " at the present time. The few 10 c.c.
two-strokes made in this country are mainly of the
strictly “ racing " type, w'hcreas the Atwood can
be considered as a multi-purpose competition type
for free-flight or C/L stunt work. It has an ex-
ceedingly high power output—only slightly below
that of racing types— available at shaft speeds
suitable to these latter types of installation, and has
the advantage of much reduced weight as compared
with the 10 c.c. speed engines, which generally
scale 15-16 oz.

The *“ Glo-Devil” Type D.R. first appeared
during the 1948 season, being the latest glow-plug
version of the long line of Atwood “ Champion ”
10 c.c. spark-ignition engines. Compared with the
earlier J.H. model “ Champion,” this engine
featured a 25 per cent, larger exhaust port area, a
30 per cent, increase in transfer area and volume,
a compression ratio raised from 6.5 to 80'to 1, and a
modified venturi intake. The system of induction,
involving the use of two rotary-valves, which had
been an exclusive feature of the “ Champion”

series for many years, was, however, retained. The
spark-ignition “ Champion” and the glow-plug
“ Glo-Devil ” are basically the

same engine and the substitution of
a V.2 sparking-plug and the addi-
tion of a contact-breaker (the cam
for this is integral with the drive
collet) are all that are required to
convert the engine to spark ignition.
Also available is a two-speed con-
tact-breaker for precision C/L or
R/C work.

The “ Glo-Devil ” is well finished,
both as regards the quality of the
die castings and machining. As
previously mentioned, induction is
via twin rotary valves. These con-
sist of a normal shaft type crank-
shaft port, supplemented by a
special flanged drum type driven
by the crankpin at the rear of the
crankcase. Both are fed from
one carburettor at the rear, induc-
tion to the front valve being via a
passage integrally cast with the
bottom of the crankcase.

The Atwood “ D.R.” model was,
of course, designed by Bill Atwood,
one of the pioneers of the model
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aircraft engine and who was responsible for the
6 c.c. “ Baby Cyclone " of the nineteen-thirties as
well as many other well-known designs.

Specification

Type : Single-cylinder, air-cooled, two-cycle,
glow-plug ignition (provision for spark-ignition and
two-speed contact-breaker.) Induction via dual
rotary-valves from single carburettor, with supple-
mentary sub-piston air induction.  180-deg. exhaust
porting. Domed baffle-piston with matched cylinder
head. Offset ignition plug.

Swept Volume : 10.23 c.c. (0.624 cu- >n:):

Bore : 0.940 in. Stroke : 0.900 in.

Compression Ratio : 8.0 : 1. Stroke/Bore ratio :
0.957 : >

Weight : 111 oz.

General Structural Data : Die-cast aluminium
alloy crankcase with integral front bearing housing,
induction passage, transfer passage and exhaust
duct. Detachable rear cover of die-cast aluminium
alloy carrying rear rotary-valve. Steel cylinder
with turned fins. Die-cast aluminium alloy finned
cylinder-head attached with six screws, including
three long screws securing cylinder assembly to
crankcase. Lightweight aluminium piston with
two compression-rings. Fully-floating tubular gud-
geon-pin with dural end-pads. Alloy steel 4. in.
diameter crankshaft running in Oilite bearing.
Forged aluminium alloy connccting-rod with bronze
big-end bush. Spray-bar type needle-valve assem-
bly. Beam type mounting lugs.

Designed by Rill Attwood. one of America’s pioneer model

engine experts, the Atwood D.R. 10.23 c.C. glow-plug engine

showed up well under test and its power-to-weight ratio

of 14 b.h.p./In. was the highest obtained in the * M.A."
engine tests so far.
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PISTON SPEED F PM. X I0G
Test Engine Data

Total time logged prior to test : t hour.

Ignition equipment used : Champion
glow-plug, t.6 volts to start.

Fuel used : Record “ Powerplus ” Racing Blend.

V.G.2

Performance

First tests of this engine, carried out during the
winter of 1948/49 were particularly illuminating.
At this time, the writer had, on test, two new racing
type engines then in early stages of development,
and the performance of the “ Glo-Devil ” was made
especially impressive by the fact that it substantially
exceeded that of either racing engine. This was
due. mainly, to the very much higher torque values
developed by the Atwood.

The usual procedure with glow-plug engines ofprim-
ing through the exhaust port, in addition to choking
the intake, is adopted with the “ Glo-Devil " to
secure a start from cold, but thereafter the engine
can be re-started, when warm, by choking the intake
for a couple of flicks. Various American proprietary
nitro-paraffin racing fuels are specified as suitable
for use in the “ Glo-Devil ” and an alternative
“ home-brew ” formula containing 25 per cent,
nitrobenzene is also mentioned by the manufacturers.
The use of this compound has been criticised as
having corrosive tendencies although no actual
evidence of this has been shown in tests. However,
in the majority of glow-plug engines, nitro-benzene
does not appear to have any marked advantages
over plain methanol/castor mixtures. For the “ Glo-
Devil,” therefore, a British nitro-paraffin content
fuel was chosen and this gave a useful increase in
output over plain racing mixtures.

Before tests were undertaken, the engine was, of
course, given a period of running-in.  No tendencies
towards overheating or tightening up were experi-



December, 1950

enccd during this period. Load was then progres-
sively reduced and the engine finally run up to a
maximum of 15,000 r.p.m.

At speeds above 8/9,000 r.p.m., the “ Glo-Dcvil
runs with a clear, crisp exhaust note, free from
“ crackle,” and maintains a steady output. Between
running and re-starting settings, little, or no re-
adjustment is needed to the needle-valve, which is
conveniently located and is positive in action without
being critical. No vibrationary- period was evident
over the range of speeds at which the engine was
tested.

On the reaction dynamometer, a torque of 0.45 Ib.
ft. was registered at 9 10,000 r.p.m. which, equiva-
lent to a b.m.e.p. of 55 Ib. sq. in., is, of course, a
very good figure and indicates that an unexpectedly
high mechanical efficiency has been obtained despite
the additional drag of the rear valve rotor and the
absence of ball bearings. The decline in torque
was at a steadily increasing rate and resulted in the
peak b.h.p. being obtained at approximately 12,700
r.p.m., the actual output being just on 100 b.h.p.
This, of course, is an exceptional performance,
especially in view of the moderate weight of the
unit ancl is reflected in a power-to-weight ratio of
over 1.4 b.h.p. Ib., the highest so far published in
these tests.

Beyond 13,000 r.p.m., the power drops off steeply,
as is usual with engines not ported for racing speeds.
In the case of the Atwood, the venturi area, combined
with the right-angled intake passages, would seem
to be limiting factors.

With stunt models of 500-600 sqg. in., propellers
of 11-12 in. diameter and 6-8 in. pitch would appear
to be suitable for the Glo-Devil ” and should allow'
the engine to run at 10-12,000 r.p.m. in the air. For
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free-flight work, the Atw'ood is capable of exceeding
9,000 r.p.m. with a 13 in. free-flight propeller.
Power/duration models of well over 1,000 sq. in.
are currently being built for this engine in the
United States.

Power/Weight Ratio (as tested) : 1.42 b.h.p./lb.

Power/Displacement Ratio (as tested) : 97.9 b.h.p./
litre.

“ Second childhood, maybe, but | still don't think it was a good thing to give Grandad !"
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ALTHOUGH there are now signs of a large
growth of interest in biplanes, in the past
the majority of modellers have either been reluctant
to build that extra wing or have felt that biplanes
are difficult to trim. Taking a deep breath and
dodging the bricks that the last sentence will probably
call forth from all and sundry, the designer of the
little jet-biplane described here hastens to say that
the Mooncrest is very simple to construct, has no
vices regarding trimming, and in common with
most successful biplanes has a rapid and steady
climb to its maximum height (not a corkscrew' one
so beloved of the over-powered pylon brigade !)

All the materials required will probably be found
in the scrap box and an evening or so's work will
be sufficient to complete a little model which 1
guarantee will provide either yourself or your young
brother with a good deal of fun.

Although the original model has not yet hooked a
“ riser " (times in still evening air vaiy between 45
sec. and a minute) there seems no reason, considering
the height gained during the 18 secs, (approximately
power run, why it should not. Thus after putting
on the last lick of dope, add your name and address.

You feel like grabbing your building board ? Good,
then here wc go.
Fuselage

The outline should be traced on to i in. balsa

sheet and carefully cut out. Note the small notches
on the top section w'hich accommodate the rubber
bands retaining the mounting block and Jetex 100
clip. Add the fuselage sides and fit a small celluloid
wheel in the recess. Cement former A very firmly
in place. The “ cabin " is covered with cellophane
and for the semi-scale fans (of whom | am one)
a profile pilot can be added and painted with poster
colours. Complete by adding the wing mounts,
seating strips and dowels. Give one coat of clear
dope and colour-trim to taste.

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. 2s. 9d. POST FREE
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Engine Mounting

The engine mounting block and clip fit into a
recess on the fuselage. Care should be taken to
see that the mounting block is a push fit into this
recess. The mounting block and clip is held from
movement sidew'ays by two rubber bands. It is
important that these bands should be tight and
ahvays examined before flying. The complete
block and clip can be swung through 90 deg. out-
wards to enable unit to be loaded.

1vings

The wings arc ofsimple construction and both may
be built in a very short space of time. Cut the upper
and lower mainspars from sheet. Build both
wings in two halves and then cement together.
Sheet in the centre-section of the lower wing. When
water-stretching and doping do half a wing at a
time and keep pinned to a board to avoid wBrps.
Warping at any time is fatal, and you get double
your ordinary ration on a biplane if you are not
careful !

Fin and Tailplane

These are cut from -j™-in. sheet suitable lightened.
Do not dope tail assembly. Cement in place on
fuselage and add trim tab. The total all-up weight
of the model should be approximtely i-1 oz.

Flying

Test as usual over long grass. Alter the incidence
angles if necessary to obtain a flat glide. Test
glide wfith the unit unloaded. Half charges should
be used for the initial tests. If the model stalls
slightly under power, insert a small amount of
dowmthrust between the fuselage and the mounting
block. When the model flics steadily under power
and glides into flat landings, pop in a full charge
and let it really get upstairs! The original model
climbs in circles to the left.

Lastly, the lighter you can build the job the more
numerous the number of seconds that will tick off
before your model returns to Mother Earth, so sand
all parts well before assembly, and go easy with the
dope.
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The Royal Air Force Model Aircraft Association held its first champic
ship meeting at Halton Aerodrome, Bucks, on Saturday, September 23rd,
1950 and Air Marshal Sir R. Victor Goddard. K.C.B., C.B.E., Air Member for
Technical Services, flew from Biggin Hill Aerodrome, Kent, in an Anson
aircraft to watch the proceedings and present the prizes. _He was received
by the Commandanl Air Commodore N. Carter, C.B., D.F.C., and other

cluding the president of the association, Air Marshal

Hugh P. ond K.B.E., CB. M.C.

1 Cpl. N. Barker of R.A.F. Cardington won the Flying Scale class i
Concours d' Elegance with his fine Ch\p
C. Ross (Maintenance Command- listed by F Lt. Robson befg

placmg second in che C L Stunt event.

3. Two well-| knuwn modellers, now in the R.A.F., stop for a chat (1
R A. T womey, (right) M. A.

4. F sgt. Hiorns (Maintenance Command, flying his Power Contest e

5. F SQtLW. Brown (Uxbridge) launching his E.D. " Bee " powered cad

model.

6. F'Lt E. T.Ware (Transport Command), winner of the * Model A
craft® Cup with s Mercury * Mallard.

Green of Bomber Command rank unknown) flying iii the Po®

CO tES

& Winner of the C L Handicap Speed event, F Lt. J. L. Bow
Training Command) receives his priz
Goddard.



Each ofthe Home Commands had previ held eli contests and
sent the winners and runners up in these to compete in the Championships.
The weather was not too kind—a strong wind making flying rather
difficult—but nevertheless, some excellent flights were made and com-
petition was keen for the fine trophies which had been donated The
cnmple(e list of results was published in our last issue.
meeting was well organised, and gave a good send off to what we
rlee\ e will Become establianed as avery popular annual event.

9. W Cdr. C. F. Pearce, chairman of the R.A.F. Model Aircraft Associa-
tion, introduces Air Marshal Sir Victor Goddard, K.C.B., C.B.E

10. Cpl. C. Edwards (RAF. Binbrook) with his Mills 13 powered
Nieuport.

11 F/Lt. J. L- Bowmer, D.F.C.. D.F.M., chats with the Air Member for
Technical Services, Air Marshal Sir Victor Goddard

12. Pilot Il H. Horsficld (Flying Training Command) flying his own-
designed E. D. Comp. Special powered model

13. F/ILt. N. W. Verney (Fighter Command), member of the Cardiff and
Swansea Clubs, with the Victor ludorum

14. A Flying Tralnmg Command entry—P. W. Read, gets his model away.

15. F/Lt. N. W. Verney of R.A.F. Llandow, S. Wales, launching his
" S\lcker 50."

. A. C. Barker (Maintenance Command» winner of the C L Stunt



THE
NEW

THE BASIC RULES

Combined area of the wing and tailplane to be between
263* and 294+ sq. in. (W ing-tail area defined as per F.A.l
rules, i.e., gross wing-tail area.)

Minimum value of the maximum fuselage cross section
to be 10sq. in., irrespective of the overall length of the

fuselage
Minimum total weight to be 8.113 ounces.
One substitute model shall be allowed, the parts o

which may be interchanged with the original model.

WAKEFIELD RULES

POSSIBLE

HE main point about the new Wakefield rules

is that all existing Wakefields still conform to

the specification, with possibly one or two exceptions.

Thus your existing model is not necessarily obsoles-

cent. Whether it is at a disadvantage with regard

to a new model designed to take full advantage of
the new rules is a matter we shall deal with later.

First let us make quite sure that we clearly under-
stand the new wing area dfinilion—gross area
measurement instead of net area measurement, as
under the old rules. Net area includes only the
actual area of wing surface. Gross area includes that
continuation, or imaginary part, of the wing which
may be included in the fuselage— Fig. i. The same
applies to tailplane area definition.

A parasol or normal high wing model is unaffected.
The gross wing area is the same as the net wing area—
simply the area of the whole wing. But models
where the wings plug into the side of the fuselage
now have that centre section area included in
measuring wing area.

This will eliminate that controversial point as to
when the centre section is part of the wing, and when
it is not— a feature which disqualified one modeller
from the 1950 British Wakefield team. The judges
ruled that on the model in question—a high wing
cabin monoplane— the centre section fairing he had
used constituted wing area and not a definite fairing.

Thus from the point of view of clarity of definition,
the new wing (and tail) area rule is to be welcomed.
But it would appear immediately to put the plug-in
wing model at a disadvantage. One of the main
advantages claimed for such “ semi-streamliners ”
is that this centre section is effective as a lifting area.
That is, airflow over the fuselage of a well designed
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EFFECTS

ON DESIGN DISCUSSED

shoulder wing model should be such that the span-
wise lift distribution of the wings is continued across
this centre section, thus adding to the total lift—
Fig. 2. It is possible to get almost 100 per cent.

lifting efficiency from thisarea. Under the new rules,
of course, this area counts in any case. Thus the
wider the fuselage the more actual or net wing area
the plug-in wing model loses. This means, in effect,
that the true streamliner with a circular fuselage and
mid-wing position loses more net wing area (i.e.,
has a greater gross wing area under the new defini-
tion) than the semi-streamliner with a basic rect-
angular fuselage. Typical figures arc 20 and 25
sg. in., respectively— Fig. 3.

The point is now, is the plug-in wing still a
worthwhile proposition ?  Under the old rules
where the net areas were the same, the wings them-
selves could be built to the same structural weight—
or possibly slightly less in the case of tapered plug-in
wings. Difference in overall weight was the difference
between the shoulder wing fixing and the centre
joint(s) in the one-piece high- or parasol-wing (and
the parasol mounting in the latter case), the plug-in
wing invariably being heavier. This extra weight
was compensated for by the increase in actual
lifting area.

Under the new rules where both wings have to
have the same gross area the same conditions hold
true. The plug-in type of wing will be heavier, and
therefore at a disadvantage. But how much heavier ?

Some interesting figures can be quoted as an
example of how wing weight tends to increase
alarmingly with increasing area. Due to a drafting
serror, wing planform of Ron Warring’s 1949 Zombie
was laid out to have a bare 202 sg. in. wing area.
Wings off this plan weighed a fraction over 1 oz.
When the error was found and area boosted to
209.5 sq. in. for 1950, employing identical structure
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and, as far as possible, similar materials, wing weight
went up to iJoz. AJ oz. seems a high price to pay
for less than io sq. in. of wing area !

It seems fairly safe to assume, however, that every
additional io sq. in. of wing area added will increase
the weight of the wings by about J oz. and so the
comparison between the one-piece high- or parasol-
wing and the plug-in wing under the new rules is
not so flattering to the former as might at first be
imagined. We have to bear in mind, too, that the
centre section of the plug-in wing is still an effective
lifting area under either rules !

To get a complete picture, however, we must take
the whole of the new rules into account. This puts
no limit on tail area proportions, but simply fixes
maximum and minimum limits for the combined

wing and tailplane areas. We must therefore
consider carefully whether the 33 per cent, tailplane
area limit fixed under the old rules is still a desirable
figure.

The one-third wing area rule for determining
tailplane size is only a convenient approximation.
Its adoption has largely been due to the fact that
rules fixed this size as the maximum allowable tailplane
area and it is generally accepted that rubber models
need a reasonably large tailplane area.

Most rubber model designers, in fact; will tell
you that they would prefer to use a tailplane area
larger than one-third of the wing area. Where there
are no rules limiting tail area this trend has become
apparent. Open duration machines generally have
tail area boosted to 40 per cent, of the wing, or more.

Optimum tailplane area docs, in fact, depend to a
very large extent on the design layout of any
particular model. If a general rule can apply it
would be that the farther aft the centre of gravity
position the larger the tailplane area desirable.
The smaller the tailplane area the more critical
becomes adjustment, and the more likely are slight
warps to produce an unwanted change in trim.
It would always seem better to err on the side of too
large, rather than too small a tailplane.

An attempt to co-relate tailplane area and c.g.
position is given in Fig. 4, where a 25 per cent. c.g.
position is taken as the absolute forward position
where the model is flying with a slight downward lift
from the tailplane (and therefore entering the region
of inefficient trim, however stable it may be) ; and
a too per cent, aft c.g. position as the limiting
rearward position. This latter is seldom approached
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for it tends to make adjustment difficult with a
variable power output (i.e.,, counterbalancing the
varying torque output of the rubber motor efficiently).
These figures may be taken as minimum values.

First let us take the case of a typical shoulder-wing
semi-streamliner— Fig. 5. Built to the limit of the
old rules, net wing area is 210 sq. in. ; tailplane area
70 sg. in. Centre section area is 20 sg. in., so that
the actual gross area of the wings is 230 sqg. in. and
the total area 300 sq. in. In other words, the design
is already proportioned beyond the limit of the new
rules.

Now the tailplane area is one third of the net wing
area, but only a fraction over 30 per cent, of the
actual lifting area or grossarea. Aerodynamics takes
no notice of competition rules ! For any c.g. position
aft of 30 per cent., therefore, we could well afford
to increase tailplane area still more, which can now
only be done at the expense of reducing the wing area
as the total area has still to be on greater than 294.5
sq. in.

Shoulder wing models appear to perform best with
a c.g. position of from 35 to 40 per cent, of the chord.
Aft c.g. location on such a layout can often lead to
trouble, tricky to trim and often very difficult to
adjust for a really good, slow* glide, w*ith minimum
sinking speed. Even so, we see from Fig. 4 that we
could well do with a 35 per cent, tail area and
re-adjusted figures would be a 198 sq. in. net wing
area and a 76.5 sg. in. tailplane.

In other words, the best shoulder-wing semi-
streamliner under the new* rules may well have a
slightly smaller wing, but boosted tail area. This
should make possible a slight reduction in overall
weight— i oz. saved on the wings, but less than this
added in boosting the tailplane area, this being
inherently a much lighter structure.

The streamlined mid-wing model is in a slightly
different category. Here the same c.g. trimming
positions apply, but the centre section area is likely
to be greater and it may even be that the existing
design— to the old rules— exceeds the new limit for
total area. In this case an immediate reduction in
net wing area to 200 sq. in. would appear to be
called for when the original 70 sq. in. tail is still only
30 per cent, of the gross wing area. Reducing the
net w'ing area to 195 sqg. in., would allow a 75 sq. in.
in tailplane, equivalent to 33 per cent, of the gross
wing area and further reduction in wing area would
appear inadvisable. Both the shoulder wing types,
therefore, work out with under 200 sqg. in. net area
wing.

However, these comments apply to existing designs.
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The new rules also permit a reduction in fuselage
cross section, when centre section area can also be
reduced accordingly. Area “ gained ” from this
reduction in centre section area can be added to the
wings, to preserve the same balance as above, or in
the case of the full streamliner can be proportioned
between the wing and tailplane to achieve the
desirable 35 per cent, tailplane area figure.

High- and parasol-wing models again represent a
different case. O fthe two, the parasol wing model is
definitely more favoured, whether of the pure
parasol type or incorporating a pylon-type fairing
on top of the fuselage carrying the wing in the
parasol position. Generally, too, these models are
rigged with a more aft c.g. position, this being
especially true in the case of folding propeller designs.

With a folding propeller an aft c.g. position is
desirable— if not essential—to achieve a proper
balance of trim between power and glide. In feet,
almost all successful folding propeller models have
two things in common—an aft c.g. position and a
parasol wing position.

The biggest difficulty with a folding propeller
model is to achieve a good, non-stalling glide- Here
a large tailplane isdesirable to damp out any tendency
to stall which may develop in turbulent air. And to
use a large tailplane area efficiently also demands an
aft c.g. position so that Qe tailplane is rigged to
carry part of the total load, i.e., contribute towards
the total lift generated.

Thus choosing a 60 per cent. c.g. position as
typical for this type of model a tailplane area of at
least 40 per cent, of the wing is desirable. Within
the 294.5 sqg. in. total area limit figures then work out
to be 212 sq. in. wing area and 82.5 sq. in. tail area.
In other words, both wing and tailplane area can be
boosted above that typical under the old rules, the
tailplane more than the wing. The result should be a
definitely improved model. Fig. 7. Of course,
using simply a still larger tailplane—90 sq. in. or
45 per cent.—with a normal 200 sqg. in. in wing
could also be expected to give good results. The
main point is that parasol-model designers will
undoubtedly take advantage of the new rules to boost
tailplane areas, which should be a very desirable
feature.

Summarising the probably influence of the new
wing-tail area rule. Shoulder wing models may well
have slightly smaller wings with tailplane area boosted
somew'hat, with a possible slight overall saving in
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weight.  Parasol and high wing models can use
larger wings and tailplanes, the latter increase being
proportionately greater, with a corresponding slight
increase in overall weight.

The new fuselage cross section rule does not
greatly affect the issue. A good average value for
fuselage cross section on orthodox models under the
old rules is 12 sq. in. Reduction to 10 sqg. in. repre-
sents only a small saving, but presumably one which
most designers will be keen to take advantage of.
Slightly slimmer fuselages, with nose and rear sections
remaining the same for adequate rubber clearance.
Plug-in  wing designers will probably prefer to
reduce fuselage width proportionately more than
depth to reduce centre section area. Other designers
will presumably adopt an overall reduction at the
maximum cross section station— Fig. 8. A slight
overall saving in weight should be possible so that the
1951 semi-streamliner should come out lighter than
its 1950 counterpart—the 1951 parasol—or high-
wdng slabsider very much the same. It should also
be noted that the new rules call for a slight increase
in the minimum weight, 8.113 ounces, as against
the previous 8 ounces. One design type on which
the new cross-section rule will help is the very
long fuselage machine which can now be built
without prohibitive weight and drag values.

Thus what at first seemed a rather depressing
outlook for the plug-in wing designers docs not appear
to have turned out so bad after all. Aerodynamically
the models should remain very much the same with
the slight extra tailplane area that can be used
definitely beneficial in trimming out and holding
that trim. Other types, however, the parasol-
and high-wing models, should show a slight increase
in efficiency. There still remains the practical
advantage of the plug-in wing machine in that it is
generally more robust than a model with a one-
piece wing and certainly positive in assembly.
However, it is undoubtedly better to stick to one
particular layout and go on improving it rather than
jump from one type to another in an endeavour to
find the best competition model. In the end it is
always the way in which you handle the model which
counts and experience in knowing what tO do— and
how that particular design is likely to react— can
make all the difference between success and failure.

In laying out your 1951 Wakefield, too, the
implications of the 1950 Finals in Finland must be
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taken into account. It was there shown possible that
a contest could be run in absolutely “ dead " air and
quite the majority of models taking part were
trimmed for normal flying conditions. There is
definitely a fine distinction between “ dead " air
trim ancl trim for average conditions, also the type of
model itself is somewhat different.

For flying in still air conditions one can definitely
work down to minimum structural weight and carry
the maximum amount of rubber possible. A moder-
ate climb with a very long propeller run, followed by
the best possible glide will then give the highest
performance. But the same model, with the same
trim, flying under rough conditions may not give the
same results. Under average British contest condi-
tions a rapid initial climb is always advisable to get
the model away quickly and up high, out of the region
of ground turbulence. This turbulence may extend
up to a height of 200 ft. or more on a day with
average wind and the sooner the model is through it,
the better. It can often have the effect of turning
what may be a perfect still air glide trim into a series
of stalls.

Putting all the eggs in one basket, as it were, and
producing a high-time still air model and flying it in
all conditions may prove disastrous. A 50-50
rubber-airframe weight factor is the minimum
necessary, with maximum weight as near as possible
dowm to the 8.113 oz. level. The resulting airframe is
generally not as rugged as one would desire for
normal contest flying where the eventual landing
conditions, often several miles awmy— are quite
unpredictable.

It would seem, therefore, that the approach to
serious Wakefield flying—and participation in all
the contests—would demand a still-air machine,
specially built and flown for those conditions and
one, or preferably two, additional machines of
somewhat more rugged construction trimmed for
their maximum possible performance and use in all
contests where weather conditions are less favourable.

The still-air machine would have a 4 oz. airframe
and a 4 oz.+ rubber motor.  Effective motor run
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should be in the order of 100 to 120 sec., during which
time it should reach at least the equivalent height, and
preferably greater height, than the best contem-
porary Wakefields under still air conditions. Whether
this would best be done with a geared drive or a
very large diameter propeller is largely a matter of
choice.

Drag reduction would be very important, to
prolong the glide. Nowrthat Evans has successfully
demonstrated a feathering propeller, nothing less
than this, or a folder, can be satisfactory for maximum
still air performance. This is especially true if
propeller size is increased to take care of the larger
motor. It wOuld be an individual machine, possibly
a full streamliner for the utmost in drag reduction,
although if this could only be obtained at the expense
of an airframe weight in excess of 4 oz. any possible
gain here would be more than offset by the extra
weight. Then, finally, it wiould be trimmed to the
absolute limit of performance— a feature lacking in
all but Evans’s machine of the 1950 British Wakefield
team due, probably, in no small part to the lack of
opportunities for still air trimming in this country
during the past year.

The other two models should then be as near as
possible “ identical twins ” to take full advantage of
the third new Wakefield rule which allows you to
change various components, if desired. Normally
one would fly one machine as the contest model, with
the other as reserve. They are bound to work out
slightly different in performance however carefully
built. But both should be trimmed to their maximum
possible performance again and regarded as “ expend-
able,” if necessary in order to complete a maximum
flight under adverse conditions. Trim would be
somewhat different from that of the still air model—
tighter power and glide circles so that they would
remain in sight for the longest possible period in a
strong drift. The still air model would fly more
open, even wide, circles.

Thinking it all over, it means a lot of hard work to
tackle the 1951 Wakefield competitions thoroughly !

“ Well, you try getting an import licence for reindeer ! ”
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ODELLERS who attended the last Northern
Heights Gala will remember an interesting
twin Jetex ioo powered model which flew in the
helicopter event. Duration was only around the
half minute mark (Jimmy Tangney won the contest,
and also set up a new record with his second flight
time of 2 : 43), but in contrast to the average rubber
powered model, the Jetex entry featured remarkably
steady flying qualities. The Jetex manufacturers
have been working on similiar models for some years
now, and after much experiment have finally
developed a design which is efficient and fool-proof
enough to be produced.in kit form. First public
demonstrations of these new designs were given at
the 1950 International Jetex Contest and many
impressive flights were made with 50, too and 350
powered models.

Basically these models consist of two built up rotor
blades, with a flat ply support attached at right-
angles to the rotor centre section. This support
measures about 40 per cent, of the rotor diameter,
and the Jetex motors are mounted at each end. A
lightweight scale type fuselage is suspended under-
neath, being free to weathercock into wind. The
weight of the fuselage is equally distributed on either
side of the pivot point. Rate of climb is quite rapid,
and the descent slow and perfectly stable— three
point landings resulting every time.

JETEX SUPPORT

Designer, Harold Figgins, prepares
the 350" " Jeticopter " for one of itJ
realistic flights at the recent Jetex finals

at Fairlop Aerodrome.

The rotor diameter of the 350 powered model is
70 in., giving a swept area of 3,848 sq. in. The area
of each blade is 78 sq. in. Without charges, the
weight is 12§ oz., of which the 350 motors represent
5§ oz. The angle of incidence of the rotor blades is
7 deg. and each blade is hinged at 60 deg. (in the
top view) to the rotor centre section ; so that when
the charges have been expended, the blades arc free
to take up the correct angle of incidence for the best
rate ofdescent. Under still air conditions, durations
of 1} min. have been put up. In strong thermal
conditions, the model should be capable of main-
taining or even increasing height with the rotors
windmilling.

It is not intended to produce the 350 design

commercially— only the 50 and 100 version. Data
on these models are given below —
" 100" version *50" version
Rotor diameter 35in. 23in.
Blade area (1) 21 sq. in 9.q. in
Swept 862sq. in. 415 sq in.
Weight (less motors) 1+02. 9 drams
Average duration 60 sec. 45 sec.



UST what classifies a kit as a beginner’s model
is a purely arbitrary affair. What one manu-
facturer may list as a “ beginner’s model " can differ
considerably in detail and degree of skill required
from a contemporary kit of another manufacturer
and in compiling the tables at the end of this article
we have been guided by our own opinions as to
“ beginners’ standards.” There are no hard and
fast rules. An intelligent and reasonably skilful
individual might attempt a Jaguar for a first-ever
model aeroplane, and make a very creditable job of
it.  On the other hand, a less skilful, and perhaps
more impatient youngster could make a mess of
even the simplest glider model.

Our own experience is that the simple slabsider
is definitely the best type of model for the beginner
to tackle. One of the most difficult jobs is then
assembling the two sides to complete a reasonably
true fuselage structure. If he can build the fuselage
then he can almost certainly complete the rest of the
airframe. Covering is then the other major problem.

Typical models from the ranges of the leading
manufacturers are generally “ characteristic.” Frog
models, for example, are the most completely pre-
fabricated ofany. Every single sheet part is pre-cut,
spar sections are usually shaped and cut to length.
Building is mainly a matter of assembly. As such
they should be ideal for beginners, for the younger
members at least usually need considerable practice
before they can accurately cut out printed sheet parts,
but few designs possess the basic simplicity required
of a “ first” model.

Probably two of the best out-and-out *“ first™”
models on the British market are the Mercury
Maybug and Magpie. These have the desirable
features of extreme simplicity and rugged wood
sizes— the latter an important point where longerons
and spacers have to be handled by inexperienced

hands for the first time. They also have a particu-
larly comprehensive building instruction leaflet.

Keilkraft models are generally of a more refined
design, with attention given to eye-appeal and a
good flight performance. They need, possibly, a
little more care and attention to construct, but the
range is so comprehensive that there is a model to
suit everyone’s choice. The same remarks apply
to Veron kits.

Halfax kit models fall into the intermediate cate-
gory between the basic types and the models with
“ appearance,” designed primarily as “ club”
models compromising “ duration ” ideas with sim-
plicity. The Airyda range tends to simplicity and
functional design to produce a “ flyable ” model,
which the beginner can tackle with every hope of
success, whilst at the same time the design will also
appeal to the more experienced modeller.

All told, then, we are of the opinion that there is
no ideal absolute basic beginner's model on the market.
In fact, it is possibly doubtful that such a kit is
desirable at all. It would appeal only to those
youngsters of, say, eight to ten years of age tackling
their first model. It would have lines similar to the
Maybug or Mayfly, but all parts would be pre-cut.
Fuselage assembly would be on a simplified jig, and
there would be no sheet-in panels to cut and fit. It
would be rugged and have a moderate flying per-
formance. Whether or not this would make it too
easy for the youngster is debatable. He will have
to get used to cutting out printed sheet parts, so
perhaps he might as well start right away with this.
There is also some argument in favour of starting
with a simple “ duration ” model— like the Keilkraft
Ajax, for example, which has a very good flight
performance.

The greatest mistake a youngster can make in
taking up model-flying is to start in with a com-
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MAYBUG AND MAGPIE ARE
EXCELLENTFIRST MODELS
RUGGED WOOD SIZES

SIMPLE

WITCH IS LESSON IN
MORE COMPLICATED
CONSTRUCTION -ALL

_ 'S AN EXCELLENT
FIRST POWER MODEL

MALLARD IS GOOD
INTRODUCTION TO
POWER DURATION
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plicated and expensive power model. He may
complete it successfully, but from then on it will be
an expensive way to learn aeromodelling. Even
power models have to be trimmed, and learning
about trimming more often than not leads to damaged
models. The simpler the model the better, at this
stage, and we fully endorse the generally accepted
opinion that practical experience with the simpler
types of model aircraft is the only true foundation
for success and enjoyment of the hobby.

A “ first” model should be a simple rubber or
glider type. Being small and simple it will not be
difficult to build.

We do not recommend lingering over the “ glider ”
stage. We regard the small rubber model as the
more “ flvable,” simpler to operate in that it avoids
the complexity of towlines, and probably more-
satisfying to the new enthusiast. Hence a simple
“ basic " slabsidcr should be the next step, choosing
a kit containing a finished propeller for preference,
for this is one item usually well beyond the skill of
a beginner.

The rubber model should then be used to acquire
a groundwork know ledge of model aircraft, both as
regards construction and dying. Still in the small
model stage, the next project could be a kit rather
more complicated structurally, with sweeping lines
and curved wing and tail tip shapes to gain experience
in the use of curved (printed) sheet parts and the
importance of correct cutting and assembly. One of
the more detailed Frog kits would later provide an
excellent example of relatively complicated con-
struction, with virtually the w-hole of the cutting out
part already done so that final accuracy depends
almost entirely on accuracy of construction. Once
capable of dealing successfully with such a machine,
and having built up flying experience with the
previous models, one of the “ duration” types of
rubber models could be tackled with confidence.

A step into the free-flight power field is the next
obvious move. Here the previous building ex-
perience will be a great help, but more especially
the practical experience of already having flown
models. Building experience will lead to accuracy
of construction, which is important. Power models
are, if anything, easier to build than the smaller
models, although they may take more time.

A small model should be first choice. A simple,
straightforward cabin design which aims only at a
moderate performance, i.e., does not use a large and
powerful motor. And here wc choose the Keilkraft
Bandit as an excellent example. There arc a number
of others.

Finally, if power flying appeals, a duration type
is the next step and as an example of how to go about
this we have chosen the Mercury Mallard. This is
a definite duration design w-hich can be powered
with a number of different motors. Starting with
the smallest size of rmotor advised the developing aero-
modeller will have a reasonably “ safe” power
duration machine. Having learnt to handle this
successfully the rest is up to him. If he has worked
through such a typical range of models he will be
well pn the way to becoming an accomplished flier.
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Compiled up to August, 1950.
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SELECTED BEGINNERS' KIT MODELS

Whilst every care has been taken to make these tables as complete and accurate as possible, no
responsibility can be accepted for errors or omissions therein

GLIDERS
Span
(in) Name Manufacturer Type Remarks Price
20 cuB E. Keil & Co... Cabin ...
24 MAGPIE Mercury Model Square Tips 39
British Model Aircraft
26 CORONETTE Mode! Aircraft (Boumemoulh) Cabin
Internationa\ Model A Cabin
E Keil & C Cabin
36 International Niodel A/ Cabin
36 E Keil & Co Cabin
40 Chingford M Diamond — 126
International Model A C
E Keil & Co... .. Cabin
42 Model Aircraft (Bournemouth) ~ Cabin —
46 VEROSON\C Model Aircraft (Bournemouth)  Cabin 96
Cabin
60  SOARER MAJOR Cabin
60 BUZZARD... . Model A:rcraft (Bournemouth) — Slab — 136
J RUBBER-DRIVEN
Span
(in) Name Manufacturer Type Remarks Price
MINOR Halfax M odels.. High Wing Slab Carv.d Propeller
GNAT | Model Shop (Newcastie) Cabin Plastic Propeller
SNIPE Finished Propeller
PLAYBOY Square Tips
UNIOR Sawcut Propeller
SKYLARK Mode! Aircraft (Boumemuum) High Wing Slab Sheet Wings tail
FALCON British Model Air weut Propeller
RASCAL . Mndel Aucran (Eoumemou(h) Cabin , Square Tips
ACHILLES ... E. Keil & Co.. Sawcut Propeller
ORION Shoulder
EAGLET abin
SPRITE International Model A C High Wing Slab All Parts Cut
HAWK British Model Aircraft Cabin Sawcut P'opeller
FLEDGELING Model Aircraft (Boumemou(h) High Wing Slab Finished Propeller
OBLIN ... International Model A.'C Cabin All Parts Cut
ALPHA Chingford Model Aerodrome  Cabin Finished Propeller
GNAT Il Model Shop (Newcastle) Cabin Plastic Propeller
WX E Keil & Co... Sawcut Propeller
MAJOR High Wing Slab Finished Propeller
CAVALIER British Model Aircraft
CABIN Model Shop (Newcastle) CabTn Finished Propeller
Don Models High Wing Slab
Mercury Mode\s Cabin Finished Propeller
SENATOR ... eil & High Wing Slab Sawcut Propeller
SENTINAL Model Arcrafi (Bournemouth)  Cabin Finished Propeller
STARDUST International Model A/C Parasol All Parts Cut
GIPSY E. Keil & Co.. Sawcut Propeller
CONTROL-LINE
Span - .
> Name Motor Manufacturer Price
16 PHANTOM MITE Mills .75 E Keil & Co
17 NIPPER ED. Bee Model Aircrat (Bournemouth)
21 Mills 11 186
22 E.D. Bee Mode\ chraﬂ (Bournemouth)
20 .D. Bee .. British Model Aircraft
22 Frog 100-160 International Model A C 176
— Mills 11 Don Models 06
18 Is Mndel Cenlre 146
20 de EOLT SiPE Frog *' 500 o Mercury M 296
26 VANDIV Frog 100-160 Intemauona\ Mcdel AC 26
37 VAGNETTE E.D. Comp. Mercury Models 25-
28 JUNIOR MUSKETEER Javelin Mills It 146
30  MILLS_BOMB Mills 11 Halfax Models 86
2 SrUNT“VASTER " E Keil & Co.. 196
30 JUNIOR MONITOR Elfin 2.49 Mercury Models 146
30 THUNDERBIRD .. E.D. Comp. British Model Aircraft. 17/6
POWER
First Inter»mnediate More Advanced
Model Motor Model Motor Model Motor
PIRATE Mills .75 BANDIT E.D. Bee MALLARD Elfin 2.49
VIXEN E.D. Bee OUTLAW Jave'in HERMES Mills I
JUNIOR 60 E.D. Comp. RAPIER E.D. Com
SKYSKOOTER E.D. Bee SUCKER Mills I
VIXEN Frog 160 STREAKER Mills I
MALLARD 152cc FOX Frog 100-160
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by the time the readers of this column (all two
of 'em) are perusing these words, it will be very near
the time of peace and goodwill and all that, and 1|
had decided for once to fill my pen with the milk of
human kindness and not the usual mixture of vinegar
and gall. However, I find it once again necessary
to start of T with a bind (come out the man that said
the column is nothing but a bind, anyway) but 1
will try and make it the only real bind this month.
My remarks are addressed to the secretaries of the
clubs in the Area, or should I say to some of the
secretaries, and | ask them to read, mark, and in-
wardly digest, one salient fact (perhaps the com-
positor will be kind enough to put it in large capitals
for me)—THE AREA MINUTES AND NEWS
SHEETS ARE SENT TO YOU AS THE SEC-
RETARY OF A CLUB, AND IT ISYOUR DUTY
TO COMMUNICATE THE CONTENTS TO
YOUR FELLOW CLUB MEMBERS. A simple
thing, one would think, but apparently we still have
with us the odd bod who uses the minutes, etc., for
lighting the fire and other such utilitarian purposes.
For instance, one club in the Area took the trouble
to travel to York in absolutely shocking weather
the other week, to attend the Area Championships.
That the lack of support for this meeting had caused
its cancellation had been communicated to the club
sec. in Question both in the Area minutes and the
News Sheet, but he had seen fit to regard the infor-
mation as Top Secret, hence the wet, cold, and fruit-
less journey of his club mates. 1 bet his ears burned !

contrary to general expectations the Northern
Area Rally did not have the beneficial effect upon
the balance sheet this year as has been the case,
previously. The net profit was only about /.f. said
profit being so much smaller by virtue of the heavy'
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cost of prizes. The appeal to clubs for donations to
the prize list seemed to be a waste of time, only
one club subscribing, and, more credit to them, one
which rarely figures amongst the prize winners. |
think when clubs see the balance sheet this year,
they will be in for a bit of a shock ; 1 hear the fluid
assets are nothing to be pleased about considering
the size of the Area. The proposition, which will
by now have gone to the A.G.M., that all clubs should
pay a small subscription, according to their member-
ship, sounds a wise one, particularly in view of the
fact that one not inconsiderable source of income,
namely the fiddle, will dry up next year, unless
another fiddler is found. 1 know' our first violin is
more than a bit fed up with it, and after hearing some
of the cracks made to him about fiddles, | cannot
say' | really blame him. It seems to be the old story
of the more you do the less appreciation you get.
So think on, y'ou N.A. lads.

yir those of you who can read, afid who do not
buy this magnificent journal (or pinch the club’s
free copy) to look at the pretty pictures only’, will now
know about the new Wakefield rules. We shall now
see a flock of pencil bombers with tails as big as wings,
fuil of gears, bursting with rubber, and with all
manner of weird and wonderful folding, feathering,
tapering, square cut, and pitch varying propellers
stuck out in front. Long, loud and terrible will be
the arguments between the parasollers and the mid-
wingers and life-long friends will part over the vexed
question whether to gear or not to gear, and if
turbulators make good mothers. If I might poke
my nose in (wWhat does he know', anyway ?) 1 would
point out that although the new rules will allow
nice long slim fuselages, rubber still needs plenty' of
room to thresh around in, even more so if you are
using twin motors, and strange as it may seem,
knots have been known to pile up in the less wider
parts of the fuselage, even under the old rules.
One serious word if I may. The addition of gears,
etc., plus the unlimited fuselage length allowed, is
going to cause a bit of trouble when fixing the r.g.
in the right place. C. H. Grant laid dotvn some years
ago. that for maximum efficiency, the distance be-
tween the leading edge and the back of the propeller
should not exceed two wing chords : a piece of
information | have found to be very, very true.

To my mind, the only accessory on the model that
has not decidedly improved in the past ten years is the
propeller.  We still, with one notable exception,
cling to our old ideas regarding shape, size and
blade areas : can it be that we have reached the
ultimate in propeller performance, or would experi-
ment and improvement therein solve our problem ?
Finally, an illuminating remark from one of our
leading fliers, “ It looks as if it will be necessary to
build two models next year, one of the short and
sharp motor run type to qualify for the team under
English conditions, and a special type for the comp,
proper.”
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we shatt know by now, of course, the first
winners of the Area Knock-out Trophy, who will
have waded through a spate of misunderstandings
and arguments on their way to the final round. |
would suggest that next year the committee overhaul
the rules and make every possible effort to avoid
further contretemps. There was a time this year
when | thought a special meeting would have to
be called to decide the minimum weight of boxing
gloves permitted !

following on My notes of last month, | was
quite pleased to hear that the matter of glider tow
lines had been brought up at Area Committee level.
The attempted use of over-length lines is a deliberate
attempt to gain an unfair advantage : yet time after
time an offender has been caught out and merely told
to cut the line to the proper length : the said offender
quietly laughing up his sleeve and trying out the
same trick at the next meeting and what is more to
the point, getting away with it four times out of five.
You know, come to think of it, the average aeromod
is a simple soul ; he will stand and look at a glider
up on the line, feeling absolutely certain that the
line is well over length, and yet, surprisingly enough
do nothing about it. Yet if lie caught a pal with
a couple of spare aces up his sleeve in a friendly game
of pontoon, he would probably hand out a thick
car without further ado.

I wisn | could look back down the year and say
what a wonderful year the Northern Area had had,
how many cups we had won and how well our lads
had fared on the International teams. The true
picture, unfortunately, is nothing like as rosy, in
fact, it seems to have been the worst year ever.
Never mind, chaps, there’s another year ahead, let’s
all get together and make a resolution, next year
we will win some cups and we will send some of our
boys to Finland.

CLUELESS GETS THE BIRD

MODEL AIRCRAFT

turning to the
lighter side of life, 1
present herewith an
explanation of the
disappearance  from
the modelling world
of our old friend Len
Stott. He has not,
as many supposed,
given up the art, but
has been in secret
seclusion working out

the details of his
latest model, Flying
Fish. It might be

“ Frying Fish,” since

there was an awful

lot of crackling on

the line when my

informant telephoned

me, but, however,

what is in a name. It

is easy to see that this

latest model is well

up to Lens usual

standard and you will note that he still clings to the
streamlined fuselage. The wingspan is rather small,
and it looks as if the tail area is well outside the limits,
but nevertheless, I am told that its first and only
flight lasted a little over twenty minutes. The stick,
or pole, in his left hand is not used for flying the
model around, but is, so he informs me, an extremely
useful accessory for poking little boys in the ear when
they get too close when he is putting on those last
few turns. Good luck, Len, the next one you build,
send us a slice !

«e finally berore digging out my beard and
reindeer, may 1 wish every one the very best, long
flights, no lost mods or broken motors, and bags of
beer. 1 can only hope that | have made a lot of you
smile, some ofyou think, and that the offended ones
are in a small minority.

By Harry Stil
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Epsom Downs is a favourite week end spot with
London fliers, and our first picture, which was taken
there by K. J. Miller, shows well-known Croydon
Club member, Jack North, launching his Arden
.199 powered model.

Introducing a little glamour into “ Photonews,”
No. 2 shows Mrs. D. P. Gunter, at the All-Herts
Rally, with one of husband Gussie's latest “ Club-
man ” models, this version being powered by an
Amco 3.5.

Pliers from fourteen clubs attended this year’s
North West Rally, organised by the Lancaster and
Morecambe M.A.C. Photograph No. 3, which was
sent by reader R. F. Garnett, shows a happy group
of the prizewinners and officials after an enjoyable
meeting which was favoured by one of this year's
few good flying days.

The fine model of the Domier 24, which is shown
in No. 4, with its owner, J. Bridgewood, of Doncaster,
won the scale power event at this year’s Daily Dispatch
Rally, at Woodford. Built to 1/18111. scale, it is
powered by ore F..D. Bee, weighs 23 oz., and is a
most stable performer.

No. 5 shows a i/i2in. scale Fokker DVin free-
ilight model, by P. L. Gray, of Luton. It is fitted
with a 0.87 c.c. Kalper, ami has pendulum operated
rudder.



D. salloway, of Rochdale, sent us the next photo-
graph which shows Ernie Currington, of the Prest-
wich M.A.C., winding up prior to flying in the
N.W. Area Wakefield Trials, at Bury, whilst Barry
Haisman lights the d/t fuse.

No. 7 was taken by R. A. Adams, of New Eltham,
London, at the West Essex Gala, at Fairlop. The
speed fan is Alan Indge, of the Zombies Club, and
the model is powered by a Hornet Special.

“ Photonews " star model of the month is shown
in No. 8, with its owner, Gus Payne, who, so the
photographer, Ed. Stoffel tells us. has been experi-
menting with tandem wing models for some. time.
This latest model has a particularly fast climb and is
a reliable performer.

The two lads in summery dress in No. 9 are A.
Piacenti (left) and K. Knowles. The former won
the C/L stunt event at the Northern Heights Gala
Day, with the Amco 3.5 powered .Mercury Monitor,
shown in the photograph; which was taken by J. B.
Stewart, of Salisbury'.

At this year’s Irish Nationals, at Baldonnel Airport,
Dublin, the lads from the Belfast Club turned up
as usual in strength and photograph No. 10 show's
them with some of their models.

Cheerio until next month.
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W ITH the adoption, at the beginning of the
1950 season, of the S.M.A.E. C/L sub-
committee’s very sensible “ appearance points”
rule, the days of rough-looking box-like stunters
for serious contest work definitely appeared to be
numbered. This has been confirmed by the results
of many of the more important stunt contests this
season, and all being well, next season should see
the virtual elimination of the shoddy contraptions
which, in the past, have often been tolerated under
the much-abused description of “ functional models.”
Undoubtedly, British stunt model design has
come a long way in quite a short time. Our pro-
gress has been far quicker than the Continental
countries, and it is probably no exaggeration to
suggest that we are, if anything, now slightly in
advance of the U..S., particularly in the case ofunder-
5 c.c. engined models. In general, American stunt
models have remained unaltered in design over the
past two or three years and tend to heavier and
bulkier construction than the latest British designs.
Of course, from the commencement of C/L flying,
. the Americans showed a good deal more interest in
speed than stunt, hence their great prowess at the
former, probably to the detriment of the latter. A
similar situation has developed in Continental
Europe, where average 5 and 10 c.c. class speeds
arc higher than those normally reached by British
speed modeLs.

Another feature of the 1950 stunt season, has been
the wide increase in the popularity of 5 c.c. class
models. This, undoubtedly, has been largely due
to the good, low-priced 5 c.c. glow-plug engines
now available, as well as kits to suit them. Medium
and large size models have much to commend them,
being smoother in flight and more spectacular and
several newcomers to stunt living have told the writer
that they find the larger machines easier to fly than
the small jobs. Views probably differ on this point,
however, and, since larger models, in general, are

482

bound to be more vulnerable than smaller types,
the latter are still the obvious choice for the raw
beginner.

For contest work, a powerful 5 c.c. engine, per-
mitting, as it does, a model of around 300 sg. in.
wing area, seems to be a suitable choice. Among
kit models of this group conforming to the modern
stunt formula of a fast, streamlined, semi-scale
layout are Henry Nicholls’s Monitor and Musketeer,
Bill Dean’s Skystreak-40 and Brian Hewitt's Stunt
Queen now being kitted by Keil-Kraft.

The latter model is particularly interesting inasmuch
as it won the most important British aerobatics
competition of 1950 : the Gold Trophy at the
Nationals, and represents an interpretation of modern
stunt requirements by a designer who, hitherto,
has favoured the better type of functional model ;
Hewitt, of course, having previously built up an
impressive stunt record, including last year's Gold
Trophy, with his earlier Stunt King. The writer
found die model especially interesting also in view
of a genera! similarity to his own 5 c.c. stunt model
Tulupa, designed late in 1949. Neither of us knew
of the existence of each other’s models until after
the Gold event, but it appears that thinking was
along similar lines in regard to what was required
of the model and of its general layout, the precise
manner in which this would be obtained, how'ever,
differing by detailed design. Some general design
data for the two models, which shows this, is given
in Table I. The aerodynamic layout of the Stunt
Qtieen is shown in the accompanying 3-vicw drawing
and a 3-view of Tulupa was given in the July issue
Oof M odei. Aircrare.

Both models, it will be noted, were designed around
the Yulon 5 c.c. engine, an early 1949 “ 30" type

Heading.—Cleon lines of * Yulupa's " fuselage are evident
in this photograph. Note small air intake on top of the
close fitting cowl to ensure adequate air reaching the engine.
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(actually one of the first five of these engines built)
in the case of Yulupa and a 1950 “29” model in the
case of the Stunt Queen.

Table I. General Data
Stunt Queen Yulupa

DESIGNED BY B. G. Hewitt P. G. F. Chinn
BUILT BY B. G. Hewice 2’1 Chinn
TYPE Mid-wing monoplane ~ Low-wing Monoplane
MAINPLANE

Area .. 276 sq. in. (gross: 275 sq. in. (gross)

2955q. :n. approx.)

Span 405 in. 4000 in,

Planform ... Tapered L.E. & T.E. Tapered LE. & Tc

Chord, root 8.375 in. 8.00 in.

6.375 in.

6.00 in.
Aspcce ratio 5.82
ection ...

573 .
N.A.C.A.0016(16 ,) Symmetrical 12" ,
s de

Dihedral .. 2 degree: 3 degrees
TAILPLANE
Total area 60 sq. in. 63 sq. in.
% wing area 20.3% 24.7%
Elevator area 22sq. in. 30 sq. in.
% tail area ..  36.7-., 410
Moment arm (C.G.
to elevator hinge 1825 in.

in
» X mean chord 2 x mean chord
Maximum  (emer-

gency) elevator

2.47 x mean chord

25 deg. up and down
Fixed, faired. 2 in.
eels

40 deg. up and down

UNDERCARRIAGE Fixed. 1 in. wheels

ENGINE e Yulon 29. (487 c.c)  Yulon 30 (4.95 c.c.)
Installation Beam. Side mounting  Beam. Inverted
Fuel tank Balloon Vented balloon
Airscrew 9x 6Truflo or Stant  Own 9x 6 or Stant
Spinner Kil ii in. plastic Keil 1£in. alum.

Fuel .
Glow-Plug
RIGGING DATA
C.G. (relative to
mean chord)
Pivot point (to” m
chord)

Record Record
Champion V.G.3 K.LG. Miniglow

15% chord 25% chord

40% chord chord
Nil

40
2 deg. back
Nil

Line rake

Engine off 2 deg.

Finoffset 2 deg plus 10 deg.
rudder 5 deg.

& ounce

Outer wing weight
LOADINGS
Win

107 oz.'sq. ft.
Power (approx.) 351 hp.
OVERALL LENGTH
TOTAL WEIGHT ...
LINES USED

25in.

20.5 oz
60-70 ft. (P.D.Q. or
Light Laystrate)

205 oz,
60-70 ft. (Russell
0.0096 in.4-strand)

65 m.p.h.

NORMAL
FLIGHT SPEED ...

AEROBATIC CAPA-
BILITIES

LEVEL
68-70 m.p.h

Full stunt schedule  Full stunt schedule

The 30" had previously given a good account
of itselfin an earlier stunt model, and there was little
doubt that Yulons were remarkably well suited to
stunt work : their ability to function evenly through
C/L manoeuvres being a quality shared by few other
motors of similar capacity, and no reason, therefore,
was apparent for adopting another type. The
engine had, of course, the added attraction of easy
starting and light weight which would allow the
greatest possible scope in design. At the same time
the available power output was quite adequate.
No doubt similar arguments influenced Brian Hewitt's
choice of a Yulon for the Slant Qtieeit.

With the capabilities of the “ 30 " already known,
wing area and weight were quickly decided. A speed
of 65 m.p.h. on 60 ft. lines was being aimed at, with
a permissible fair weather increase to 70 ft. lines.
Since a fixed undercarriage was desired, together

MODEL AIRCRAFT

with slight line rake and rudder offset, both features
which would increase drag and decrease speed, an
area of about 275 sq. in. was decided upon. This
was also dictated by the requirements of structural
strength.  Allowing 70-75 per cent, total weight for
the finished airframe, an all-up weight of 20-22 oz.
was indicated for a finished airframe weight of about
15-0z., a reasonable figure for adequate strength in
a model of this size.

For a gross area of 275 sqg. in. and an aspect ratio
not exceeding 6 (a fair upper limit figure for stunt
models) the span and root- and tip-chord conve-
niently worked out to round figures of 40 in., 8 in.
and ti in. The slight dihedral was incorporated
mainly from the point of view' of appearance. The
tail moment it was decided to keep reasonably short
without being excessively so.

A practice which has grown up with stunt models
is that of measuring the tail moment from the trading-
edge of the wing, at the root, to the leading-edge of
the tailplane at the root, but with the great variation
in planform shapes of wings and tails—some tapering
sharply on wing trading-edges and tailplane leading-
edges, this method of measurement affords no accu-
rate standard on which to base comparative dimen-
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Removable cowling on “ Yulupa " gives easy access to

engine needle-valve and tank. Balloon type stunt tank is

housed in compartment behind engine. Clow-plug is wired
to socket between u/c legs.

sions. A better, yet equally simple, system is, in the
writer’s opinion, to measure the moment arm from
the c.g. (from which ail moments should in any case
be calculated) to the hinge-line of the tailplane.
For the moderate to short tail moments currently
favoured for stunt models, the figure will then come
out at between 1.5 and 2.5 times mean wing chord.
For Yulupa, a X mean chord was chosen, i.e., 14 in.

A tailplane of planform shape to match the main-
plane was laid out, area being 68 sq. in., or a fraction
under 25 per cent, of the wing area. The elevator
area is 44 per cent, of the total tailplane area, or
30 sqg. in. No attempt was made to dispose the
surfaces symmetrically, the wing being 1 in. below
the thrustline, while the tailplane is placed J in.
above it.

Inevitably, some modifications to the original
design were carried out during construction. Prin-
cipal among these was the elimination of the
manoeuvring flaps which, at one stage, it had been
decided to try. Another alteration which the builder
saw fit to make was the designer’s fin shape, for which
a nice “ Bill-Dcanish " outline (albeit somewhat
spoilt by an offset rudder) was apparently deemed
preferable.

No rushjob, the paper work was started on at the
end of last season and the model itselffinally emerged
in May this year.

Brian Hewitt, on the other hand, wasted no time
over the design and construction of the Stunt Qtieen
Having been persuaded, a bare three weeks before
the event was due to take place, to have another
crack at the Gold Trophy this year, Brian took three
days to get his design on the drawing-board and
scheduled his construction over a fortnight. Thus it
was that he had only one or two test hops before
taking the model to York, while the engine had not
been run-in at all.

On the morning of G-Day, while attempting: to
become better acquainted with the new machine,
he had the unenviable experience of the “ up”
control lead-out tearing out of the paxolin bell-
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Table Il. Structural Data
Stunt Queen Yulupo

Fuselage.......... Sheet sides. Upper Sepii " crutch* basic

decking planked \ in. x  structure Plywood

£ in. Two plywood nose formers. 1/16in.

nose formers. Whole balsa planking. — Sheet

.owl draws off for- bottom aft of wing.

ward when prop is Detachable upper cowl-

removed. Retained by  ing

over_engine and
two bicycle spoke ends

tank compartment.

and nipples.

Engine bearers ... Ash, 4* in. long, into  Ash, 8 in. long, extend-
both ply formers.  ing well back above
Formers and bearers Wing to strengthen
plastic wood filleted to  fuselage.
each other and to fuse-
lage sides

Mainplane Fixed. 1/16in. sheet Fixed. Two tapered
leading-edge covering  spars. Ribs every 175
Ribs every 18in. in. Bell-crank in centre
Bellcrank in centre- section. Silk covering.
section.

Tail.Unit Solid i in. hard sheet Solid i in. hard sheet

balsa.  Split elevators
with control horn en-
closed within fuselage.

balsa. One-piece eleva-
tor with external con-
trol horn on lower sur-

Nylon hinges. face.  Nylon  hinges.
Tissue covered.
Undercarriage ... 12 sw.g. steel wire. 12 sw.g. steel wire.

Bound fo second ply. Bound to engine bear-
bulkhead. Faired with ers. Rubber tyred alu-
i in. sheet balsa at- minium hub wheels.
tached_with _cellulose

tape. Celluloid wheels.

Control system Enclosed. Flexible lead Enclosed. 20 s.w.g. lead

outs on original with outs in wing. 14sw.g.
paxolin bell-crank. 14 ush rod. ~ Duralumin

w.g. push rod in two  bell-crank and elevator-
parts Piano wire elev-  horn.

crank he was then using. It says a good deal both
for Hewitt's flying skill and for the handling qualities
of his model that he was able to bring it down, in
a succession of outside loops, with no damage other
than to the propeller, and then, despite such a
discouraging start, to go on and win the trophy—
and by quite a useful margin— although he, himself,
dismisses his performance as a “ terrible flight " 1
The general similarity in appearance of the Stunt
Queen and Yulupa are obvious from the photographs.
The Stunt Queen, however, with its longer tail moment,
smaller tail surfaces and bigger fuselage does suggest
better scale proportions. It is, of course, a slightly
bigger aeroplane all round, although Brian Hewitt
succeeded in keeping the weight of the original model
remarkably low—only 20.5 oz.— precisely the same
as that of Yulupa. The layout of the two machines
differ in that the Stunt (Queen's horizontal surfaces
are located on the centre-line of the fuselage, for

Team-racer like lines of the “ Stunt Queen” Both wing
and tail surfaces are positioned on the thrust line.
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similar flight characteristics upright or inverted,
whereas, on Tulupa, the wing and tail are located
below and above the centre-line respectively. This
latter arrangement has no noticeable effect on the
inverted flight performance, however ; the model
handles equally well through manoeuvres from the
inverted and will maintain an absolutely level course
in cither attitude.

The popular side-mounted engine installation is
used for the Stunt Queen. The “ sidewinder " has
become almost universal in Britain, but although
originating in the United States, this type of mount-
ing is less popular both in America and Continental
Europe, upright installations being more common.
/VImost unheard of, however, are stunt models with
inverted engines, and it was not without some protest
from the pilot that the designer determined to use
the Yulon “ 30" inverted in Tulupa. The original
intention had been to entirely enclose the engine
within a “ beard ” cowling but with such a short
fuselage, this would have given a rather bulky
appearance to the nose, and so a compromise was
eventually reached and the cylinder-head left
exposed.

Apart from better appearance, the inverted layout
did offer certain practical advantages with this
particular design. Firstly, the engine bearers could
be extended well back over the top of the wing to
strengthen the fuselage at this point and thus permit
the whole nose cowling above the centre-line to be
made detachable. This completely solved the
balloon tank location problem as the balloon would
then lie in .the ideal position, immediately behind
the engine and properly lined up with the jet.
Accessibility to both tank and needle-valve was then
excellent, while the control stem of the latter was not
in the usual vulnerable position on top of the fuselage.
The objection to the vertical engine on grounds of
vulnerability did not arise as, with the fixed u/c
(conveniently anchored to the engine bearers) the
cylinder is adequately protected.

With regard to the functioning of the “ 30" in
the air, this has proved satisfactory, and only when
one is a little too nonchalant in one's starting drill
and drowns the glow-plug with an oversize prime,
are the Yulon's quick starting qualities impaired.

Both models use balloon tanks. For Tulupa, the

Like the
undercarriage.

“ Stunt Queen " “ Yulupa '* features a fixed
Model is finished in red and silver.

MODEL AIRCRAFT

The Mercury “ Musketeerdesigned by Henry J. Nicholls,
is a typically modern streamlined, semi-scale stunt model.

“ vented ” type is used to simplify re-filling. This
was first tried out on an earlier model, and was later
described in the June issue of Model Aircraft.

Of the machines, the Stunt Qiieen appears to be the
slightly more robust. Actually, with the more
complex structure, and higher fly'ing speed, of the
modern streamlined semi-scalc stunt model, as
opposed to earlier box-car and profile types, more
serious damage in crashes is bound to result if wing
loadings are kept at similar desirable levels. The
modern contest stuntcr, therefore, is not necessarily
the model on which one learns to do vertical eights
and then goes on to win a national contest. Better
to knock up a fully aerobatic “ trainer ” and then to
build the semi-scale job for the Gold . ... or, ifyou
prefer to have decent appearance to start with, to
resign yourself to building a duplicate for serious
contest work. It is not entirely a matter of the semi-
scale job being the weaker, as of the scars acquired
by any model used for training which may reduce
its chances of high “ appearance ” points in any
important stunt contest.

The Stunt Queenwing uses a thick section (N.A.C.A.
0016), with the leading-edge sheeted top and bottom,
which must obviously provide a stiff structure.
Tulupa has a section of moderate thickness (122 per
cent.) with two spars running through the ribs and
a certain amount of reliance is placed in the doped
silk covering to provide adequate rigidity. Both
models have lead-out wires running through the ribs
and bellcranks are mounted in the centre-sections.

Both fuselages feature balsa planked and sheeted
covering over ply and balsa formers. In the Stunt
Qiieen, two ply formers arc used in the nose section
immediately in front of the wing leading-edge and
these support the engine bearers and undercarriage.
A short pne-piece cowl carved from block balsa is
fitted ahead of this around the engine crankcase.
Plastic wood fillers arc used to strengthen the various
ply to balsa joints ; £ in. planking is used. Tulupa's
fuselage features lengthened engine bearers extending
well back over the wing, as already mentioned, with
two plywood nose formers and the remaining formers
assembled on two shaped balsa longitudinals ex-
tending to the tail which comprise the fuselage sides

485



MODEL AIRCRAFT

below the centre-line.
fuselage is planked with in. hard balsa.

Respective rigging is interesting. Both models
have a 40 per cent, pivot location, although c.g.
locations are different, Tulupa balancing closer to the
pivot at 25 per cent. Fin offsets are used and are
approximately equal, but while the Stunt Queen has a
2 deg. engine offset, Tulupa uses 2 deg. line rake.
Outer wing balance weights arc, of course, used.
Sum total of these features suggests that the Stunt
Queen will pull outwards a little more under power,
and, also, being the very slightly larger machine,
will be slightly slower, assuming the power output of
the two engines to be similar. This appears to be
the case. Brian Hewitt quotes the speed of his model
as 65 in.p.h., while Tulupa has returned figures
ranging from 64 to 70 m.p.h. on various occasions
using Truflo, Truflcx and Stant 9x 8, Stant9x 6,
9 X5, and a homemade 9 x 8, The finer pitch
propellers are definitely the best for stunting— the
note of the engine hardly changes from that in level
flight— and, with these, the Yulon must be approach-
ing very near to its peak output in the air.

The Stunt Queen is an undoubted advance in the
pursuit of more scalish stunt models in that it closely
approaches scale proportions in tail moment length
and tail surface areas, while remaining fully capable
of all stunt manoeuvres.

In a later article, it is hoped to publish some
impressions of precisely how the handling charac-
teristics of the two models differ in the air. It has
often been said that “ anything ” will fly on lines
and that almost anything will stunt given enough
power and elevator movement. There is a grain of
truth here inasmuch as a good engine can “ make ”
a stunt model, while the stability problems associated
with free-llight models are happily non-existent.

Above the centre-line the

486

December 1950

But that is not to say that stunt model design presents
no problems of its own, or that study of these pro-
blems cannot be repaid in superior models. The
difference between a good and poor stunter can be
likened to that between a thoroughbred sports car
and a family saloon. Both model and car can be
lively yet a pleasure to handle, willing to go where
they' are directed with precise accuracy, yet safe and
manageable in an emergency. And while it is
probable that no more than 5 per cent, of those who
take up stunt flying can ever hope to achieve national
contest standard; the pleasure to be had from hand-
ling a thoroughly good model is undoubtedly well
worth the effort put into its design and construction.

Boob Department

New type Allbon-Javclin bearing astonishing
resemblance to Eta “ 29 " (see heading photograph
August “ Accent on Power ") definitely confirmed
as figment of (printer’s ? caption-writer’s ?) imagina-

tion. Model is writer's Eta “ 29" “ MIlETA”
speed job. Caption referred to Javelin job overleaf.
“ MIlIETA ”

“ MIIETA ” was designed and built last winter
around the excellent British Eta “ 29 " 5 c.c. racing
engine, hence its name. General proportions of the
model arc shown in the accompanying photograph
and 3-vicw drawing.

The model follows a similar layout to that used in
two earlier speed models, and, it will be seen, employs
a mid-wing long moment-arm arrangement with
circular-section fuselage and a moderate area, lifting-
section wing. The structure is mainly of balsa, the
fuselage being turned from a hard 2 X 2 block and
the wing built on a hardwood spar and covered with
fc in. sheet. Only the front upper portion of the
fuselage, with cowling, is detachable. A self-
locking drop-out undercart, as used earlier .and
described in the September article, is employed.
(There being nothing new under the sun, N. G.
Taylor, British Class 6 record holder, appears to
have used the same idea at about the same time.)
Sockets for this consist of two screwed bushes locked
to the engine mount, the upper ends of these being
utilised also to locate spigots on the detachable
cowling which then needs only’ one 6 B.A. screw
behind the engine to lock it securely in place.

The bellcrank is unusual in that it is made in two
parts and is pivoted above and below the main spar,
giving a stronger assembly with no tendency to
rock due to line pull. An L-section, or “ piano”
tank, is used and is positioned immediately behind the
spar. Propeller shown in the photograph is n\
X to, this being cropped and thinned from an
American 8 X 10 “ Flo-Torque.”

Two design faults have come to light in this model.
Firstly, it is almost impossible to utilise the mid-wing
layout with a 7J-0Z. engine and a light model (under
14-0z.) without resulting in the c.g. being placed too
far forward of the pivot point, resulting, in turn, in
excessive crabbing and loss of speed. Secondly, in
order to obtain the finest possible lines to the cowling,
this was built too closely around the cylinder-head
and has resulted in blistering of the finish.



SOME INTERESTING FACTS

S a preliminary to some te’s on propellers,

which we hope to carry out fairly soon, we have
been delving into the reports of previous experi-
menters in this field, and have dug up some inter-
esting facts. The reports were, of course, intended
for use on full size aircraft, but the actual tests had
been made with propellers of about 2 ft. diameter,
running at very modest speeds (by model engine
standards). Thus, from the point ofview of Reynolds’
Number, the test results are probably more closely

related to model propellers than to full size. All the
reports emanated from such responsible bodies as
the R.A.LE. and N.A.C.A., and there is therefore
no doubt about their being reliable.

The reader will find that nearly all the main facts
quoted in this article are completely contradictory
to the teachings of Mr. P. R. Payne, in his “ Moder-
nised Airscrew Design” scries. We mention this
as a matter of interest, but make no comment on it,
except to say that, personally, we arc inclined to be
rather old-fashioned as regards propeller design.

Planform
The planform of the blades has only a slight
effect on the performance of a propeller. All the

ON

BY J. A. MAXWELL

conventional curved planforms are about equal in
efficiency, but propellers with constant chord blades
were found to be 3 per cent, less efficient. Also
propellers with unusually sharp tips are slightly Itss
efficient than the more orthodox shapes. (See Tig. 1.)

Blade Width

Narrow blades tend to be more efficient than
wide blades. Tests on a family of propellers, all
hating the same diameter and pitch, showed that
the efficiency gradually increased as the blade
width decreased. For instance, the efficiency with
blade width equal to 1/to of the diameter was 69
per cent ; while with blade width equal to 1/20
of the diameter it w-as 76 per cent. ; or an increase
of approximately 1o per cent. The tests also showed
that the power coefficients of similar propellers are
nearly proportional to their blade widths.
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DIFFERENCE FROM EFFICIENCY OF PROPELLER ALONE

BODY INTERFERENCE

FIG. 4,

Taking these two facts together, one finds that
narrow blades should normally be associated with
high revs, and forward speed. This, no doubt,
explains the success of “ toothpick ” propellers on
speed models.

Blade Section

Most of the propellers tested employed blade
sections having a flat undersurface and maximum
camber at about 30 per cent, of the chord. It was
found that any reasonable section of this type was
practically as good as, say, an accurate Clark Y.

One propeller had a section with the maximum
camber at 50 per cent, of the chord—-a section very
similar to those recommended by Mr. Payne. This
propeller proved to be 3 per cent, less efficient than
those with orthodox sections.

The thickness of the section, within reason, has
little effect on the characteristics ofa propeller, though
thin sections arc slightly more efficient. A thickncsss/
chord ratio of about i appears to be the best compro-
mise between strength and efficiency.

Pitch Distribution

It has sometimes been suggested that the per-
formance of a model propeller might be improved
by having a higher pitch at the tip than at the root ;
that is, washing-in the blades.

Tests prove that there is some justification for this,
and Fig. 3 shows approximately how the pitch should
be varied for best results. The pitch at 0.75 of the
radius is taken as unity. (In fairness to Mr. Payne,
we must point out that this is one aspect in which
the tests agree with his theory.)

However, the improvement to be gained by-
deviating from a uniform pitch is not large (roughly
2 to 3 per cent.). The important thing is to have
the average pitch right.

Body Interference

The presence of a body or nacelle behind, or in
front of a propeller (contrary to w'hat one might
expect) increases the efficiency of the propeller.
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Indeed, it is possible to obtain apparent efficiencies
of over i00 per cent, for propellers operating near
certain bodies.

This apparent efficiency is, however, misleading
because although the body docs increase the effi-
ciency of the propeller, ihe propeller, due to its
slipstream, increases the drag of the body. If this
increase in drag is deducted from the thrust, one
obtains what is known as the “ propulsive efficiency,”
and this is the best criterion for judging propellers
in practice.

With bodies of poor aerodynamic shape, the
propulsive efficiency may be greater than the
efficiency’ of the propeller alone, but with most
reasonably streamlined bodies it is less. Fig. 4
illustrates this point.

Spinners

Spinners arc usually fitted with the object of
covering up the inefficient part of the propeller near
the hub, but this apparently sensible idea is not borne
out by the test results.

Fig. 5 shows the effect on propulsive efficiency of a
variety of spinners. They all reduce the propulsive
efficiency by a considerable amount, but the large
“ needle nose " spinner is the worst offender. One
is therefore forced to the conclusion that on most
models a spinner is a doubtful blessing.



French Radio Control

Contest

= X)UR members of the Bushy Park Model Flying
| " club, Messrs. G. Honnest-Redlich, C. F.
Earp, R. Goodman and the writer, journeyed to
Paris to compete in the Miniwatt International
Radio-Control Contest for gliders and power
driven models which was held at Cormcillcs en
Vexin Aerodrome on September ioth.

We left early on Friday the 8th September in our
very ancient and heavily laden car in time to embark
on the 80 am. boat from Folkestone to Calais
and arrived without incident in Paris at 9.0 p.m.

Saturday morning was spent in endeavouring to
arrange for the issue of transmitting licences and
trouble was encountered here as the 27.1 m/c band
previously allotted for the contest could not appa-
rently be used. However, M. C. Pepin of A.F.A.T.
came to our rescue and.secured the use of the
guard-room on the aerodrome as an impromptu
workshop. Honnest-Redlich then got busy and by
to o’clock in the evening had converted and ironed
the bugs out of one transmitter, and three receivers
for operation on the 72 m/c band.

After typical continental “ discussions” the
contest got under way on Sunday morning and a
jury of four inspected and checked the equipment
in the models, awarding points for design and
installation of radio gear, and also for the design and
finish of the models themselves. The competition
ran very smoothly and the first power model to fly
was a very outstanding one by M. Wastable of
Moulins. This nicely finished semi-scale model was
fitted with very ingeniously designed radio gear,
consisting of a four-valve modulated receiver with
four spaced delay relays operating rudder and
progressive ignition control. The latter was so
arranged that in the event of the model flying out
of the range of the transmitter, the motor slowly
retarded and finally cut oil' with the rudder in a
neutral position.

M. Wastable's take-off technique was quite
interesting.  First his wife was stationed some
distance down the runway with the transmitter,
M. Wastable then started the motor and signalled
to his wife to operate the advance and retard controls,

Reported by O. E. HEMSLEY

whilst he adjusted the throttle. When satisfied that
the motor was retarded a stick was placed in front
of the wheels to act as a chock and then M.
Wastable took over the transmitter. On advancing
the motor the model over-ran the chocks and took
off in a very realistic fashion. Unfortunately after
several manoeuvres had been completed the model
went out of range, and the safety device mentioned
came into action with the result that the model
landed undamaged.

G. Honnest-Redlich was the next to fly and despite
the fact that he had no left rudder control, managed
to put up quite a creditable flight. W. Earp next
flew his Forster 29 powered model and although
this was his first really controlled flight he completed
several spins turns and dives. The model was
coming in nicely for a spot landing, when it just
failed to clear a car which was parked on the runway.
However, the model received less damage than the
car and in his best pidgin French he endeavoured
to pacify the irate car owner !

In the second round M. Wastable again made
a good flight and Honnest-Redlich, who had over-set
his rudder trim tab, found that he had very little
right turn and could not manage to make the to
sec. straight flight which would gain him most
points. At the close of the second round it was
obvious that the winner would be either Wastable
or Honnest-Redlich. The latter's last flight was
very impressive, and after the model had made a
spectacular 15 min. flight ending up with the best
spot landing of the day, he received a spontaneous
round of cheers from the officials, competitors,

and spectators. The final result was : 1Ist
M. Wastablc (Moulons) power ; and G. Honnest-
Redlich (B.P.M.F.C.) power : 3rd M. Poulain

(Vichy) glider ; qth C. F. Earp (B.P.M.A.C.) power;
5th O. E. Hcmsley (B.P.M.F.C.) power.

The day ended with a dinner at the local inn
which was enjoyed by everyone, especially by the
one and only French speaking member of our party,
(no name no pack drill) whose otherwise near perfect -
French was reduced to sign language by about
midnight!
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REPORT OF THE S.M.A.E. COUNCIL MEETING HELD AT
LONDONDERRY HOUSE. PARK LANE. LONDON, ALY
SATURDAY, OCTOBER 7th, 1950 at 2.30 p.m

Present: Mesors. A. F. Houlberg (chaiman), D. A. Gordon,
H. W. Barker, C. S. Rushbrooke, K. Brookes. H. J. Towner
(S.Eastern), S. D Taylor (Lcndcn) V. R Dubery and B. A, Messom
(Northern). W. W, Lowery. R. I Concly. a as <S Wales),
FitiLt A Bradbury (& Midiand). 6. i Blshup (Weslern)

Finance

Tne Treasurer presented his reponwmch showed a balance in hand
of £1,337 13s. 6d. and was accepted.

The council also decided to consider reducing the prices of badges
and transfers.
Date ofthe Next Council Meeting

It was decided that the next council meeting shall be held on
Sunday, November 26th, 1950 at 11.0 a.m

Fodcii (E. Anglia), F. A. Vincent and R. C. F.

«Correspondence

«The council were informed that a telegram had been received from
the Finnish Aero Club stating that they were prepared to run the
1'?51 Wakefield Cup Contest, and had advised the F.A.l. to this
e

The secretary read a letter from Messrs. Percival Marshall and Co.
Ltd. (Publishers of Model Aircraft), stating that a cheque for
£170 12s. 4d. would be forwarded to the society as a donation for its
work in connection with the 1950 Model Engineer Exhibition, this
sum being the agreed figure of £200. iess the cost of cups purchased
for the society.

-letter from Messrs. E. Law and Son, Ltd., was read in which
they agcecd that the trophy, to be known as the Davies Trophy,
which they had offered to the society should be allocated for a Team
Racing League Championship.

The secretary stated that a good deal of correspondence had been
received from clubs concerning action taken by local authorities with
regard to model aircraft flying in parks and open spaces. It was
decided to again draw the attention of all clubs to the circular sent
out by the society some months ago in which it was advised that
clubs should approach their local authorities for co-operation without
delay and before any action was taken by them to restrict or ban
model flying.

A letter from the S.E. Area Committee evoked considerable dis-
cussion. In it the Area secretary, Mr. H. Rcwcll stated that the
Area bad been presented with an account for £200 in respect of the
printing of the programmes o fthe 1950 S.E. Area C/L Championships
As the Area was unable to meet this sum it suggested that the S.M.A.E.
or the Kemsley Trust might do so. The matter was deferred until
the next council meeting, the chairman undertaking to fully investigate
the matter in the meantime. Arising out of the discussion, Mr.
B. A. Messom proposed that * No Area Committee shall sponsor
any meeting without direct sanction of the council.” This proposal
was seconded by Mr. F. A. Vincent and carried unanimously.

Area Proposa\s etc.

S. Rushbrooke reported the formation of the new West
of Stotiand Area Comnmittee, and was accorded a vote of thanks for
attending the inaugural meeting. The formation of the area was
ratified by the council

Resolution from the Midland Area : * That Rule 7 of the General
Competition Rules be modified to read—' Competitors must_have
constructed the airframe of the machiue(s) themselves, except in the
case where a model is specifically entered as a club machine, in which
case, the air frame must have been constructed by club members
only.’ * was no_ seconder.

Resolution from the Northern Area : * That part of the income
from the 1950 Nationals micht be passed on to the Northern Area
for their efforts in the organisation or the meeting.” After it was
pointed out that the society had made a loss on the Nationals it was
agreed that such action would be impractical.

Resolution from the London Area : *That the engine run in
ratio contests be timed to_I/10th sec” There was no seconder to
this proposal and it was pointed out that the majority of stop watches
only timed to V5th

Election o f Fellow

The council unanimously decided to recommend to the A.G.M.,
that Mr. D. A. Gordon be elected a Fellow of the Society.
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ophy Model

The council decided to adopt the alterations to the Wakefield
model specifications which had been suggested by the F.A.l.  These
arc as : Total area of horizontal surfaces 17-19 sq. d.c.m.
Minimum fuselage cross-section area 65 sq. c.m., minimum weight,
230 grams.
Hcrmravy Member hip

E. Chorley (Liaison Officer for the American Academy

of Model Aeronauucs) was unanimously elected an £rphorary Member
of the society.

Records

The following records were ra(med Al2 Glider T.L., L. Whiitall
(Birmingham M.A.C.), 29 min. 51.7 e : Rubber-driven Canard, R.
Woodhouse (Whitefield M.A.C.), 2 min. 131 sec.

nghlwe\gh\
Rubber-driven, B. J. Williams (Whuehe\d M.A.C.), 5 min. 15 sec.
Lightweight Glider H.L., J. O'Donnell (Whitefield M.A.C.), 3 min.
01 sec ; LIghle\ghtTalHeSsGllder H.L,R.A. Fau\kner(Whllefleld
A.C.), 1min. 85 sec. ; Control-Line Speed Class IV, ud-
ney (West Essex} 1071 'mp.h. The following record appllcalluns
were recorded : Tailless Glider T.L., A. ucas (Port Talbot),
22 min. 33.5 sec. ; A/2 Glider (H.L., J.R. Done Liverpool):, 3-min
25 sec.. 27/8/50 : ditto J. G. Joyce (Leeds), 3 min. 40 Sec 10/9/50
Power-driven Tailless, W. Poile (Country member), 2 min, 9.6 sec.
Lightweight Rubber-driven. J. O'Donnell (Whitefield) 7 mm 12 We.
Control-Line Speed, Class 1, R. Scott (St. Helens), 80 m.p.h.

Mem Certificates
lese were awarded to the lol\owln Class “ B " No. 208 Exley,
C E (Sheffield), 213 Walker, ?Shefﬁe\d) 250 Johnson, R. J.
(Regents Park).' 393 Twumey, R, A _F. 'Cottesmore). Class
A No. 420 Greaves, R. H. Sculh E\rmmgham) 421 Cole, R
(Ewell), 422 Gllberts M H. (Saddlers). 423 Roberts, E. B. (Coventry).
424 Robertson. |. M horlevwood). 425 Bennison, H. (loswich), 426
Roylc 3. (Litticover). A27 Williams, B. (North W irrall) 428 Fairgrieve.
T. 1. (Litticover), 429 Conroy, J. F. (North Wirrall), 430 Ward. S. A
(Ashmn)‘ 431 Churcher, C. G. (Streatham) 432 Firth, R. (York).

Applicationsfo r Afiliation

Applications from the following clubs were accepted : Broughton
& Dist. M.C.. Seniors 4. Juniors 4, fee 24s. Gd. N Shermgham & Dist.
M.A.C., Seniors 12. Juniors 6, Fee 76s. 6d. : Lewisham Orbit M.A.C.,
Seniors 6, Juniors 1 .fee 265. 6d.

Cranwell Aerodrome

The R.A.F. Association delegate. FIt./Lt. Bradbury, informed the
council that the authorities at the R.A.F. College. Cranwell, Lines.,
would be pleased to offer facilities for the holding o international and
national meetings at that aerodrome. The secretary was instructed
to convey to the Commanding Officer the council's thanks for this
gesture.

Mr. C. S. Rushbrooke proposed and Mr. B. A. Messom seconded
a proposal that * The 1951 Wakefield and A/2 Trials be held at
Cranwell Aerodrome.” This was carried unanimously.

Contest Results
The proposition from the Southern Area that in future the latest
date for the receipt of contest results at Londonderry House should
be the first post on the Saturday following the contest was passed
unammous\y
The meeting terminated at 6.20 p.m. with a vote of thanks to the
Chair.
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BATH M.A.C.

MODEL AIRCRAFT

September 24th, the Jetex Duration competition was held. There
were nine entries.  D. Smith was first, flying a Jetex * 100" his time
being 135.3 see. |. Dowsett entered two models, a Jetex * 100" and

""and these gained second and third places Jespectively. | His
time for the 100" was 96.3 see, and sec.
The low times were due to the extremely Dad webther conditions

The club held its Autumn Gala on Su
at Charmy Down, in excellent weather, there Was'a slight wind, and
this resulted in a few losi models in all classes. The club event was
won by M. Pocock, second K. Burt, and 1 Fry third. The open
rubber was won by C. Woods of Bristol West, and two Swindon
" bods " Bittles and Greenwood, won the open Power and Glider
respectively. In the afternoon a member flew in, in his Auster to
give the crowd an added attraction. The Bart brothers produced an
R/C Sun Spo.% which flew very weil : Sqd.-Ldr. Ellis pulled a good
one too, with a tailless glider powered by a .75 Mills. Tea and re-
freshments were provided by Mrs Burt and Mrs. Wade. The Red
Cross had a collection during the afternoon, and realised over £2.
The visitors came from Swlndon Bristol and West, Trowbridge,
and Weston-super-M was a good sight to see the control-
liners doing a little bi Siires flying.

SOUTHERN CROSS A.C

Large numbers of large sailplanes were apparent when Southern
Cross met Brighton in the second round of an inter-club contest.
Strong winds made the flying of rubber and power models hazardous,
but good times were put up in the glider section, where F. Boxall
of Brlgh\on was, ||rs( Hymg amodel of his own design for an aggregate
of 511.0 se ane, a junior of Southern Cross, brought
out a brand new 9 n model to place second, aggregate 480.0 sec.
This lad has placed regularly in the first three in all the club's sailplane
competitions this year 3nd definite;;, Ahows pi

Almost continuous drizzle and fresh Wlnds did not make the
Autumn Area Rally of September 3rd an enjoyable meet. Never-
theless, four * bods " made a flight each to record an aggregate of
of 736.0 for the “ M.E.” Contest. By the time these flights were
completed visibility was down o 50 yards, and models were going
0.0.s., whilst still on the tow-line 1 However, this performance
was sufficient to win for the club the S.E. Area Knock-Out Contest
Trophy.

SUNDERLAND AND D.M.A.C.

Ten club members made the 50-mile round trip to Consett to help
stage a model display at the Consett Agricultural Show in September.
The main event was a C/L stunt contest for the * Baldwin Trophy,"
premier N.E. Area C/L prize. Our Mr. Revell placed second (fo
Mr. Wolstenholmc of Durham City M.F.C.? in his first entry in an
area event. Other members put on a display of streamer-chasing,
with a Vandiver, Junior Monitor and Bee Bug in the same circle
Young Gordon Burton made the crowd of some thousands gasp
when he converted his biplane into a low-wing monoplane at one
fell sw-oop ! Nothing daunted, he flew off again, but found the
torque of the Amco 3.5 too great, the model eventually rolling down
the lines and chasing him across the field !

The lack of decent weather has thrown attention more on glider
and rubber jobs—they don’t cost so much when they hit ! Two
recent'incidents show what we arc fighting against. First, Les Clark
flew his heavyweight Eros some $ mile downwind and on reaching it,
Was unable to get back to the launching point in the teeth of the gale.
He had to turn the model on its back then go again for it by car !
The second—the mystic marking * Enfin * on Geo. Jackson's Sky
Skooter. We asked him why, and he replied. “ It's French for * At
last’ That's because at last, for the first time this summer. I've
taken a 'plane home undamaged.”

KENTISH NOMADS M.F.C

With the end of the season now here, the Kentish Nomads would
like to place on record how much they have enjoyed the company
of other clubs at this year's competitions.

Our first year has brought us a number of successes, among them
being J. B. Knight in the Wakefield team, D. Rumley's win of the
Junior Championship and Daphne Knlghts win of the Ladies
Championship.

Our comp, sec., A. G. Russell, was 2nd in the Glider class at
Eaton Bray International Week, and J. Howard won the Queen's Cup
at Northern Heights' Gala.

We have also won the London Area Keil Trophy for the team of
power models Three of the machines used engines designed and
made by our chairman, H. J. Knight. We have also won the Farrow
Shield.

SOUTHAMPTON M.A.C.

On September 9th the S.M.A.C. held an engine starting competition.
There were nine entries, and the results were : First P. Cock who
entered a Weston 3.5 ¢.c. and managed to start his engine from
cold in 18 see, and when hot, in 7.5 see. Second wi t who
entered a 1.8 c.c. Elfin. He started from cold in 17 s and frum
hot also in 17 sec. B. Leach was third. In obtaining me remarkable
time of 7 sec. from hot, Mr. Cock only flicked the'propcller over one?
after filling the tank.

On September 10th, the scale C/L stunt competition was held.
There was rather a poor response to this competition as there were
only [WO entries. Results :  1st B. Leach, 104 pts. 2nd B. Jones
100 pt

Construction and Finish Contest—I his which is
open to all, each entrant must bring a\ong his uncovered model
for judging on December 8th. All entrants arc then required to
briDg their covered models 4n January (1951) for the final judging.

UTON AND DISTRICT M.AS.

Despite just about the worst and wettest weather we have had for
a contest this season, the club made a good all-round showing at the
South Midiand Area Autumn Rally at Halton.

Bateman obtained a wclbdeserved first place in the Open
Rubber with Roy Clements running a close second. Trevor Clark
proved the value of the large wing area, and lightly loaded power
model with a good second place in the free-flight power, ff Trev.
had had better luck he might have gained a first, his first flight ratio
was 20 : 1in far from lifting air. Model was a sealed-up Mallard
with an Amco 3.5 providing the necessary-

n Minks could only manage a fourth in the sailplane, but he at
least proved that he had learnt something in Sweden—his last tow-up
was the best of the day—right above his head.

The yo-yo boys got the mill turning in no uncertain manner, and
got second and third in a closely fought Stunt contest, only five points
separating the first three places. We were pleased to see Laurie

lover, who had travelled all the way from Portsmouth, win this
event, but this result was reversed a fortnight later when the club
stunt maniacs went down to Thorncy island for the .Southern Counties
Rally, and scooped first place in the stunt in a full gale.

ile on the subject of the brick-on-a-string boys, we have noticed
|ha( even the most ardent stunt men arc building at least one team-
racer, although they tell us they will be fully siunlable as well !

elbow grease has been flowing freely with the coming of the
Luton Ideal Home and Trades Exhibition, where the club made a
large entry in the model section. With £50 offered in prizes com-
petition was quite keen, and although we don't yet know the results
we should see some awards coming to the club.

Sid Miller was showing his original Lutonia, which still_displays a
finish that looks more like glass than balsa. " In the free-liignt power
section. Geoff. Williams had an interesting looking ETA * 29" job
to the modern formula, with beautifully cowled engine and laminar
flow wing section ; Geoff, refused to disclose the exact airfoil.

RTHERN HEIGHTS M.F.C.

At tite invitation of the Bradford club, 11 members of the Northern
Heights c'ub set forth on convoy to the North on Saturday, October
7th. Arriving at Bradford we were met by Trevor London. The
evening was spent at Silvio Lanfranchi's house and all present will
remember his hospitality for many a year. Len Stott's films of the
1948 Wakefield, and the Northern Heights club films were shown and
enjoyed. Late that evening the party broke up and we went to our
hosts’ homes. Sunday morning broke fair and hopes ran high for a
good day's flying. We gathered on Baildon Moor, and although
the rains came and the winds blew, a single-flight comp, w-as run off
with Ron Mead's 10 ft. glider putting in a flight of 186 see. to win the
contest

Memories of the past were aroused when one saw Norman Lees
and Alec Bell flying Wakefields. Val Turner was flying a Norseman
and got some good flights off a short line, allowing the wind to do
the work of taking the model up.  Taking into account the adverse
conditions very few models were written off.

Before starting back to town the party sat down to a very welcome
hot meal at Ken Race's Cafe and at 5.0 p.m., the convoy set off
for London. Thanks Bradford, thanks a Iot for a week-end which
will Tong be remembered.

A cheery group of Northern Heights and Bradford club
members at the meeting on Baildon Moor which is
reported above
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NORTHERN AREA COMMITTEE

Model Flying Banned '—But not in Leeds. Why not ? Because
Les Mann, Leeds club secretary wrote to the chairman of his local
Parks Committee, inviting her to attend a model flying display ;
because he made sure he. and his chairman were there, and they
prepared their case and talked respectully, but convmcmgly, explain-
in W quiet (noisy)
ciL ﬂylnc really is. How they recognised that ﬂylng must be done
away from private dwellings, and in an area clearly marked, for safety's

What about your club ? The S.M.A.E. are continually getting
hard luck letters from clubs asking for help, because the local council
has stopped their activities. What is the difference between these and
Leeds 7 Simply this, Leeds (and Rotherham and a few others, but
only a few) HAD TH

Go thou and do Ilkewlse, lcday, Nor tomorrow may be too late.

Jnter-cluh Knock-out Contest Semi-Finals, Scarborough versus
Sheffield—Nine members of the Sheffield club iravelled (o Leconfild,

MODEL AIRCRAFT

Private, 3d. per word. Trade, 6d. per word. Minimum 18 words.
2s.

Copy matter and replies o Ne, §5. be addressed to * Model

Aircraft ” Advertisement Department, 23, Great Queen Street,

London, W.C.2 elephone: Chancery 6681-4.

YOU CANNOT READ THIS without reallsmg lhe value of this
column as an advertising medium for your ™ Sm Send us_a
o o e o mausion in e hext isseer

PERSONS WANTED to make model bungalows at home. Simple
clean, regular work. Top rates paid. Send stamped

and were met after lunch
followed shortly afterw ards by rain Abou z 30 p m. the rain Shupped
and the Sheffield lads rushed out to get some trimming flights in. and
see who was likely to do best,in die existing conditions before nomi-
nating their team. The result was a lot of damage.

The Scarborough team consisted of P. N. Cross, ff.ing the large
glider he had at the September 3rd meeting—a slabsider with tapered
square-tipped wings and constant chord centre section ar.d a tailplane
mounted on top of the fin. K. P. Jefferson had a large glider on
Sunspot lines. 'W. Stork entered the hot power job. an- original
“ wedgy " type similar to the Jersey Javelin with high constant chord
wings and powered by an Elfin 2.49.

The Sheffield team decided to use A2 gliders, and their team was
George Wilkin, Terry Poole and Charles Exley.

Scarborough, undaunted by wind. rain, smashes, and their oppo-
nent's 2 min. 5 sec. to their 6 sec., produced Jefierson with Sunspot
just before 7.0 p.m. _Sheffield realising that one good mgm could
still mean a win for Scarborough, sent out Poole to join him. Un-
fortunately. although Jefferson made a good tow up to 100 ft. the
job then swung to one side and began to come down. It was released
bul hit the deck fast and broke the fuselage. Poole then decided it
was not necessary to fly. and thus the day was by Sheffield (or
should | say George Wilkin ?) He certainly deserves credit for flying
successfully in such appalling conditions.

Goole versus |Vest Yorks.—When W. Yorks were drawn away
against Goole they had visions of miles of open flat country for their
match instead of their home ground of slag heaps, and pot-holes.
However. Eric Pyrah, W. Yorks secretary says in his report of the
contest that they now know how well-off they really arc. Apart
from the usual shocking weather they had to contend with a few
hundred trees and telephone wires

Towlines snapped like rotting cotton with the effects of the rain,
and the strain of high winds. Models were caught in trees and
telegraph wires. It took them until 7.0 p.m. to get all nine flights in,
and everyone was convinced that it was no competition as there was
s0 much scope for bad luck. The result came out very close, however,
with a-47 sec. lead by W.

Reminder—December 9th. Area Committee and Delegate Meeting,
Church Institute, Albion Place, Leeds.

V. R. Dubery, P.R.O

S.E. SUB-AREA CHAMPIONSHIPS

These championships comprised 22 contests (five power ratio,
five precision, five rubber, five sailplane and two Jetex) held on five
days throughout the season. The average wind for these days was
22°m.p.h.. only one day being blessed with calm. Raln a\so made
I(SE" evident.  Points awarded were, 1st 10, 2nd 8,
5th 2, one point for an unplaced entry, and five for |he best n.gm
of the particular contest.

Final club placings were : 1 Pllgrlms 528 2 Ashford, 167 ;
3 Folkestone. 124 : 4 Thanef, 24 ; 5 D

Average points scored per entrant were. 1 Pilgrims, 189 ; 2

Ashford. 11,1 ; 3 Folkestone, 8.9 ; 4 Thanet, 48 ; 5 Dover, 2.6.

Average of all entrants was 12.3.
Individual Placings

1V. E. Smeed Pilgrims . .. 187
2 E. A. Rigden 64

3 J. R. Stainer . *53
4 3. Holder Folkestone . 22
5 R. Webb . . Ashford 39
6 K. Wenbom B 35

* Unable to enter all contests.

CHANGES OF SECRETARYSHIPS AND ADDRESSES

Bournemouth M.A.S.—H. F. Weller, 17, Stillmorc Road, West
Howe, Bournemouth, Hants

Crewe & Dist. M.F.C.—C. Ho
Nantwich, Ches.

Halstead & Dist. M.F.C.—P. Hewitt, 57, London Road, Braintree,

owood, 71, Audfem Road.

Wlnchellev M.A.S.—P. H. Ivory, 64, Gordon Avenue, Winchester,
Hants.

addressed envelope for details.—Bennett Models, 137, Gray's Inn
Road, London, W.C

AMERICAN MAGAZINES. One year supply, post free, * Model
Airplane News,” 25s. "Air Trails.” 24s 2

For full list send_stamp to—Wi
Street, London, E.C.4.

en Ltd.,

(Dep| 22) 101, F\eet

FOR SALE. Acrolro\ Transmmer and Receiver, complete, £8.
McCoy “ 60," £9. Mc " 60-20," £12. Dynajet, Thimble-
drome Race’ Car, 510 ANl ew and  unused—Box No. A/23J,
Model Aircraft Offices.

FOR SALE. Ohlson * 60" 100s. K. & B. Infant, 70s. ; Elfin
149, 40s; E.D. Mk 11l radio outfit, complete, including bateries,

100s.: all new. Ohlson 23" 70s.; Amco 3.5, 50s.; E.D. I, 30s,
slightly used.— , 344, Manchester Road, Bury, Lancs.

NORDEC SPECIAL, £3 10s.; E.D. IV, 35s.: Elfin 2.49 c.c., 35s.;
or offers.—215, Peterborough Road, Carshalton, Surrey.
THE MOST

TRUCUT msi.
AIRSCREWS

C/L North Champs: 9outof 11

MODEL
CONDITIONS OF SALE

This periodical is sold subject to the

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

matter whatsoever.

WORLD WIDE MAIL ORDER SERVICE

postage guaranteed. All orders over £1 post free.

Allbon Javelin 55.- Mills .75 50/-
Elfm 2.49 696 Mills 13 75 -
Frog, 500 G.P 75 - Elfin 149 59/6

POWER MODELS

CONTROL-LINE
Junior Musketeer . 146

126 Musketeer 40’

226 F.W. 190 .

25 - Curtis Hawk
Mk. | Team Racer 176

ARTHUR MULLETT,
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GLEVL'M M.C.

The club visited the Area Autumn Rally at Wroughton Aerodrome,
near Swindon on September

On arrival the weather greeting us was - - 2x ! that's right, it was !
Still, we didn't have long to wait for fun

The Bristol South Club were out in force, and a variety of models
were seen as they unloaded. It was here that our fun started, as a
team-racer Shadrach from the American Flying: Mode\s magazine,

soon under way. Flooding the Frog * 500" a short circuit
Caught 7 on fire. A real old butze - was. despite vaiant c(forts on
the part of the owner :0 put it out by squirting fuel on it !
finished up with the engine ¢ on two Spearers n-his lands (hot engmes
these " 500s " —ain't they

Fisher was the onl member to fly in the contest—the model,
Mallard with a 2.49 Elfin.

A Southerner powered by the reliable E.D. 3.46, gave the most
impressive sport flying seen, and a well finished model, it put up nearly
a dozen flights. The best sight spotted, was the guy in rubber-boots
and shorts ! Mad-keen some o f our modeller friends—or just mad !

NORTH-WESTERN AREA COMMITTEE

Here is a chance for those who arc unable to get along to area
meetings, or who only manage it occasionally, to meet and have
a good night out in Manchester.

\W. Area is holding its first annual dinner and prize-giving
in Manchester on Saturday, December 9th. The venue—the 1'hrcc
Shires "Restaurant. Spring Gardens, Manchester. Full details of
pre-entry to be announced later.

It is. hoped to have the film of the 1950 Wake'le\d showing, so we
look'to all N.W. clubs to give this their full suppor
* The Area would like to have the flying seasons ex(ended to cover
the whole year, and, in order to try out this idea, there is to be a
winter contest. The proposed date is January 14th. 1951. and the
events : rubber, power, glider. Aggregate o| three fiights to count.
Full details will be given in later news sheet

While on the subject of contests, the rea will be having a fail
aeropiodclicrs’ week-end in the summer. There will be a big indoor
rally (remember how successful it was last year in the Corn ExchaaaeT)
on the day before the Daily Dispatch Rally at Woodford. Make a
note of this for next year's competition programme.

The Area will be Suppcmng the 3rd N.A.M.E. Exhibition to be
held in March, 195i. We look to all clubs to support this local c-.ezi
with the best models possible, and also for helpers—stewards to
man stands, organise the model display, etc. There is a lot more
work to be done this year, and the more help we get makes :: a let

easier.

The date is March 16th-1Sth.
entry fee for competition models is 2s. 6d.
models loaned for exhibition do not require entry fees.
will be announced as soon as possible.

Entry forms will be available shortly:
(includes_insurance),
Final details

RDIFF M.A.C

After many months of silence the club feels that its light should
no_longer remain_hidden under a bushel, so to speak.

To prove wc have a few clues, even in Weish Wales, the boys
managed to lose five out of eight gliders entered in a recent contest,
fuse and timer operated D/T's proving equally unreliable. This
occasion proved beyond all doubt the advantages of large gliders.
Peter Person's 3 ft. job. which took second place, going 0.0.5. in 41
min. whilst the 12 ft. Thunder King of Dennis Ridler beat the 10 min.

At the Swansea Club's * Battle of Britain " Rally, M. J. Bennett
repeated last year's successes by taking first place in Open Glider
with one flight of 2 min. 20 sec., the job being hurled out of sight in
a gale. 1le was flying the Nordic Glider which became notorious
during the International Week, taking 6th in the Nordic event after
eliminating the opposition with a litle dive-bombing.

club entered the " Bartlett Trophy " event, flown a: Bristol
in shocking weather on September 24th. Although unable to
muster a full team of six for the " Bartlett " itselfwe took 1st and 2nd
in Power-Duration, Peter North and Johnnie Woodbouse getting
very wet in the process ! Best flight of the day was 3 min. 6 see. by
Phillips in Open Glider, the model flying like a wet sponge on its
subsequent attempts.

NORTH WESTERN CHAMPIONSHIPS. 1950

The CM. events were flown off at Leverhulme Park. Bolton, in
rain and wind. “ Gig " Eifflacndcr flew beautifully tow in the Stunt
event, but was closely followed by cliibmate Ridgeway, and new-
comer Pumford from Wallasey. The speed flying was disappointing,
except for the efforts of Bailey and Pumford |r| Classes | and Il
respectivel

The following Sunday the frcc-flight events mok place at Hawarden
Airfield, Chester. AH entrants held Class * A " Merit Certificates,
and as an experimem scoring was made on the lowest flight of the
three. insists that a class entrant should
be capable of making three good flights, and be in possession of his
model at the end of the contest. Unfortunately, the gale force winds
which swept the field throughout the day made it difficult to assess
fairly the merits of the system.

Vet'in Sofe of the 1950 type weather, the interest of competitors
and organisers was maintained from the word go, and not until the
last third round flights had been made was it possible to give any
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results. There was a marathon atmosphere to the whole affair, as
three flights had to be made to get any score at all. 1f a competitor
failed to make a flight, then his score for that round was 0 sec., which,
being Jus lowest time, was his score for the contest. Consistency
and the ability to control the length of the flight were essential.

. Although in the first round D. Bennett clocked 246.5 off much less
than the 150 ft. of tow-line allowed, he was out of the running as the
model was lost. More spectacular were the Amco 3.5 powered
Super Phoenix models flown by Lord and Hindle of Accrington.
Their starling and release drill was faultless moving from one side
of a large pyion type model to the other while the motor is screaming
at top revs, and the wind is trying to tear the wines off is no sinecure,
as many at the York With the
engine run maximum at 10 sec., Lord clocked 145 secs.

In the rubber event, an ancient Evans Rocket flown by Frank Dodd
of Chester flew with rock steadiness in spite of gusts up to 40 knots
Barrg Haisman’; s canard perlormed steadily for 94.5 see. in the first
rou

Several competitors holdmg strong positions a: the end of the
second round failed to keep it up in the third. Success came to those
who had flown cautiously and consistently.

A remarkable piece of repair work was done by Fred Clarke of
Bolton, who reassembled the three pieces into which his Wakefield's
fuselage_had been smashed in the first round, and then improved
on his first flight in the last two rounds. The day’s flying was a
severe test of models and competitors, and all those who completed
three flights deserve congratulations

Permanent awards were made, consisting of small cups, and
shields on wooden supports, all with small S.M.A.E lapel badges
leLinto them. ' Such avards have proved more popular than medals.

Control Line
Ster—|. 2. G, Eiflaender (Macclesfiel). 350pts. 2. P. Ridgeway
+Macc'esricld). 345 pts. 3. T. Pumford (Wanasey) 322 pts
Speed (Class I)—l A Bailey (Comet), 70.0 m.p.h. 2. R. Scott
+Comet). 51.5 m.p.h.

Classii1 T Bumford Wallasey). 8.2 m.p.h. . 2. J. G. Eifflacn-

Macclesﬂe\d) 83.0 mp.h. 3 P R\dgeway (Macclesfield),
m.p.|
Class I1l—1 J. G. Eifflaendcr (Macclesﬁeld) 655 m.p.h. 2
P Ridgeway (Macclesfield), 59.0 m
FreerFU h
Rubber—1. R.  Woodhousc (Wh\lcﬂe\d), 98.2 (305.7). 2. F.

3. A. D. Bennett (Prestwich), 395

w1 A Molyneux (Wallasey). 638 (225.0). 2. E. Lord
(Acerington). 461 (24 d (Chester). 331 (115.0).
Glider 1. L. Gabnsls (Oldham) %ire (171.2). 2. A. Molyneux
(Wallasey). 34.1 (14 3. S. Hinds (Wallasey). 23.0 (143.8),
1950 Champmn A. Molyneux (Wallasey)
Nots. — The "lowest time, i.c. the contest score, is given first, with
the three flight total in brackets.

CUrke (Bolton). 815 (3215).

WHITEFIELD M.A.C.

There have only been two contests in the past month arid as the
weather has been poor, little real flying has been done.

H. 0’Donnell qualified for the letex Finals at Fairlop on September
30th, and his model was proxy flown by brother John ; who \vas
successful in winning the junior prize (which was a very generous cash
award). The model was a hurriedly buiit * 200" job and flights were
5.21 and 4.95 ratio.

The following day saw the Northern Championships at Har.wardcn
Aerodrome, but only one member, R. Woodhouse, was able to be
present. He made up for lack of quantity with quality by winning
the Rubber contest. The worst of three flights counted as the score
and he made three very consistent flights of 104. 103, and 9S see. with
a* Prefab” Wakefield.

PRESS PLEASE NOTE
# Club reports must reach the Editorial Offices by the

15th of the month.

# They should not
preferably less.

SECRETARIES

normally exceed 203 words—

« If possible they should be typed, otherwise they
must be clearly written. (Ruled fooscap paper is more
suitable for this purpose than club letter headings.)

+ Typoor write on oneside of the paper only

@ Club reports arc not primarily intended to furnish
information to a club's own members, but to propagate
news of general interest to other aeromodelicrs, such
as the details of machines which make outstanding
flights, forthcoming open events of general interest, the
successful overcoming of club problems, co-operation
with local authorities—in fact, information which is
likely to be of interest and assistance to members of
other clubs.



MODEL AIRCRAFT

an

SEND FOR FULL LISTS AND
AGREEMENT FORM

ALLBON
INOART

0.5 cc. DIESEL.
Weight |i 02

free flight scale

models up to

Price * 52/6
HAVE YOU|SEEN THESE?
The usketeer " for

smooth stuntii>gwith 15-2.5 c.c.
engines
** Stunt Queen .

# Mercury - Monocroupe, ~ 641n.
span, scale j

The ” Midget "Nustang
tic'C/L

The * ChalYenger fuily finished
CIL trainer, 'including wheels,

.handle, prop., and lines
Veron. * 'Sky Skoocer 48 in. span
designed for'R C flying
Mercury * Mallard * 48 in. s
, duration kitfor 1535 engines
The- * Chi.ef." 64A in. span glider,
"o ATz specification
The man" 58"
glider, 10 AI2 specmcatlon
Siyleada " Auster < 27in.
= Cv.L model for 1-35 c,

span

span
only

HAMILTON

ACCOUNT with

MODEL SUPPLIES

December 1950

HIRE PURCHASE TERMS ARRANGED TO
SUIT EVERYONE

R.S.

MY SIMPLIFIED can be a CREDIT 10 you
TODAY
ANY KIT CAN BE INCLUDED WITH AN ENG\NE
0 weekly
ENGINES COD Deposit Paymenls
Kalper .32 c.c. diesel .. 53856 26 23
Allbon Dart 5 cc. diesel 528 6 126 22
Mllls .75 c:c. diesel 5060~ 10- 23
e | c.c. diesel 45 -
Elnn 1.49 c.c. diesel 59 6
Allbon Arrow or Javelin 55 -
Super Hurricane?2 c.c.diesel 34 6
E.D. Comp. Special 2 c.c. 576
ED. Mk. Ill 2.49 c.c. diesel 65- 126 'l: MK | TEAM RACER x,
1850 Elfin 2.49 c., diexdl. d 145 eptional value at
3 5035(:7(0 iesell4 6. 70-
E 'D. MK IV 3.46 o, il 26 15 - Fnral\ englneSZ cc-5cc Dlesel Dr Glow
Amco 35c.c. dieselorglow 976 18-
Yulon 29 or 30 glow plug 796 14.6 SECOND HAND ENGINES
Frog 500 glow plug 15- E.D. Comp. Special, as new  « 35-
Yulon 49 glow plug 18 - Amco 3.5 c.c., perfe . 60-
ND RADIO EQUIPMENT Eta 29 GP., a new 90-
iplete R C Frog 160 red glow 25-
Elfin 2.49 c.c. Rafj\a\ mount 45-
EI[J) l\’at I-Ill\llransm\ller:)my 2%6 Yulon 29, as- new 55-
receiver only
ECC 950 complete R Cun : 170- FULL LIST ON_ REQUEST
ECC 950 receiver only 70 - “ AEROMODELS " NEW KITS
Monocoupe L.7A 64 in_span 55 - - chko " 16in. span rubber kit 36
Falcon 108in. span R C kic 1076 226 - “ Fury " 15in. span rubber kic 5/6
Radio Queen 84in. span “ Auscer” 36in. span rubber kic 15/3
C kit ... ) 78 6 186 "Autocrat” 40 in. span diesel kit 35/-
Choose your own time to £c<—5, 10 or 20 w Proctor '* 43 in. span diesel kit 35/-
or special monttfy terms if desired " Baby Gull ” 3Lin. span sailplane  6/-

ROLAND SCOT
THE MODEL SPECIALIST

Dept. M.A.
185, Cambridge Road St

T

SECOND HAND ENGINE SCHEME
Why not pay your deposit and first few
payments by * trading”’ your old engine

Helens, Lancs. But please don'c send “ old clunks.”

Perfect Sim"
tfecds o<t
More suslal
Sr-»"5 m°n'

L1Is3

> Forms aP

61, 69-70, Handyside Arcade,
NEWCASTLE-ON-TYNE,



December 1950 MODEL AIRCRAFT

Your Competition Winner!
1950 ELFIN e

Aerol Engineering and their distributors take this

opportunity of wishing all “ Aeromodellers
The Compliments of the Season
HOME TRADE DISTRIBUTION BY

E KEIL & CO. LTD., LONDON, E2, and MERCURY
MODEL AIRCRAFT SUPPLIES LTD., LONDON, N.7. Overseas
Distribution by: LEVENSONS RADIO PTY LTD., SYDNEY,
AUSTRALIA ; MODELAIR LTD., NEWMARKET, AUCKLAND,
N.2 : MODEL CRAFT HOBBIES LTD. TORONTO ; MODEL
ENGINEERING (EAST AFRICA) NAIROBI, KENYA ;
“ ESKADER" STOCKHOLM, SWEDEN; GABY KYBOURG,
ASCONA, SWITZERLAND.

Export Concessionaires

DAVIES, BENACHI & CO,

75 Oxford Street, Liverpool, 7

Xi



MODEL AIRCRAFT

SKYLEADA

FLYING SCALE CONTROLINER

CURTISS HAWK  wfip,

COMPLETE KIT

An exact replica ofthe U.S. F.11C4 Naval Fighter, this model
is ideal for exhibition flying—just like the real thing in flight.
Every Flying Scale Fan will want to build it. Suitable for Elfin
1.49, Allbon Javelin, E.D. Bee, Mills and other similar engines.

December 1950
SKYLEADA QUALITY KITS

Duration | -#$ Gliders
Falcon 22 in. ' 36 Midge 3
Hawk 24 in. 4/6 Swift 20 in. 216
Cavalier 30 ip. ; 5/6 Wizard 24 in. 3/-
Korda Wakefield 17/6 Jeep 24 in. 3/6
Three Footer 5/-

POWER MODfLS _
Completed  eAlLRIRIRERA

Free Flight
Zipper 44 to,. 21/- 716
Junior Zipper 31 in. 14/6 4/6
Control Line
Thunderbird 29 in. 17/6 6/-
Flying Wing 30 in. 176 6i-
Comet 20 in. 6 —
Auster 27 in. 76 —
Curtiss Hawk 24 in. 156 -

Ask your retailer to show you the complete Skyleada Range. If
there is no Skyleada agent near you write direct to British Model
Aircraft Manfg. Co. Ltd. Orders over 10s. sent post free, under 10s,
add 6d. to cover postage and packing.

Export enquiries invited

RETAILERS : Wrrite to us for complete lists of Kits, Balsa, Accessories, etc. PROMPT SERVICE GUARANTEED.

BRITISH MODEL AIRCRAFT MFC. CO. LTD.

IBO,

ROAD,

TYPICAL YITLON
PERFORMANCE

The winner of the 1950

E. KEIL & CO. LTD. J. R. BISHOP, 13, Ascot
MERCURY MODELS. Road. Birmingham, 13



December 1950 MODEL AIRCRAFT

FINEST
THE
WORLD
OVER

TRANSMITTER CLUBMAN TRANSMITTER
£1500

(ELECTRONIC CONTROL COMPONENTS) 48, SWINBROOK ROAD, LONDON, W.IO

THE IDEAL TISSUE
FOR MODEL AIRCRAFT

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

. HEAVYWEIGHT FOR POWER DRIVEN MODELS

Yellow, Mid-Blue, Dark-Blue, Red and White. 20" x 30"-500's

“ MODELSPAN ” is included in all the well-known Kits

and is available from your dealer



*Hm

MODEL AIRCRAFT

NOW ANOTHER!

We have pleasure  announcing the  S.E.5a” which is

the latest addition ange of flying scale
For anumber of years flying scale kits have beer, ¢ speciality

We  know what's wante

and give it to you i

kits which build into

fine flying scale models.

it S.ES5a

5/6
COMPLETE KIT

(6 Proctor
6 Messenger
K ‘Auster

WRITE NOW ! Enclosing 3d. in stamps for our fully illust
rated booklet describing our full range of kits.
AEROMODELS Ltd. * PARK WORKS *LIVERPOOL 17

XFGI|—The Valve for
Radio Control Receivers

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

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

Anode Voltoge . . .. 45V.
vNormal Anode
ey Current . .. .|5 mA
Weight R

PRICE 17/6 EACH.
Purchase Tax 3/10.

HIVAC LTD
1¥10*1  *17-2 (*

Xiv

48" sPAN D.H.
TIGER MOTH
For Free Flight
Radio Control.

Complete Die-
grams on plan for
RIC Engines I'3 to

KIT less wheels

NOW 35/-

D.H. HORNET MOTH KIT 42 SPAN
FOR FREE FLIGHT OR RADIO CONTROL
ENGINES ft to 2*5 c.c. — CLEAR RADIO CONTROL
INSTALLATION DRAWINGS KIT 27/6

POWER BOAT HULL KIT pRICE 30/-

Length 33J inches Beam M6 inches. FOR ANY TYPE OF
POWER UP TO 35 c.c.
Radio control installation clearly shown on plan
FINEST DESIGN IN POWER BOATS

ASTRA MINOR PEGASUS
MK il SAILPLANE

"
36" WINSPAN KIT A HIGH PERFORMANCE
FINISHED PROPELLER AND JCS—_EASY TO BUILD

RUBBER FOR MOTOR IN KIT

PRICE 7/6 PRICE 7/6

ROYLES, 87 LITTLE EALING LANE, LONDON. W.5

motor,

“ Judging by the number of them
about the Allbon Javelirf must
be fast becoming one of the
most popular diesels,

is exceedingly

AT 11.000 an'output of appr
R.P.M. b.h.p was
« FIRST IN MANY 1950 very good perfo
CONTESTS Read the full r
+ THE IDEAL CLASS |

of last month’
MOTOR

CLASS

ALLBON 1w

JAVELIN

from all Mercury stock
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CHRISTMAS GIFT SUGGESTIONS FROM

MODEL AEROPLANE CORNER

CHALLENGER” C/L  TRAINER
The first fully finished ready-to-fly model. 13% in. span
A superb miniature model aircraft that you can fly under full
consol. Absolutely complete with C L handle, lines and E.D.
plastic propeller. Specialty designed for the E.D. Bee, but equally
Suitable fof Javeiin, Elfin 149 c.c. ete.  Scale appearance-finished
silver with R.A.F. roundels

LESS ENGINE | V / -
Post free. i

CURTIS HAWK
Kit. Span 24 in.

USS. FILC-4 N.vy
light the

IB/ii

MERCURY MIDGE
(Designed by Cyril Shaw)
pan 12 in., weight 5j oz. Speed flying forms
one of Control Lines* most fascinating brantpeyy

Enter the field with a * Midge "—
proven design which is capable 26
speeds up to 80 m.p.h. ye: handi

fine. tax)

GAMAGES, HOLBORN, LONDON, E.C.I

E V E

Use Sellotape for repair
jobs on the field. It's
neat, economical and
light in weight—won't
cockle or crease—and
easy to use.

YOU’LL NEED

Use Sellotape for hold-
ing struts and ribs in
position whilegluing. It's
so much quicker than
string and just as strong.

Sellotape is a boon to Aeromodellers.
Self-adhesive—sticks at a touch
without moistening.

Ideal for emergency

repairs. Get some today

Sleeked by oil good Stationers

LONDON'S HEADQUARTERS FOR MODELS

MODEL AIRCRAFT

CAR

r«er thit achieve, a
SAFE AND EASY TO
dry fuel jec unit. Run.

JETEX
™ Ir k"1
OpEpitzverosm.ph

Genu.n

fuelth.rle. [."jth with plr*

Post and packlng od

J Gamages i
, New "64- 1
i page J
, Conjuring >
*1/- Post free’

JETEX " SPEEDBOAT

Another finds- finished model. ~ Fitted »,
‘r* motor «the car above. Streamlined i

STT? on' camiL?!?*" the ¥
Post and packing 9d

12 /100 ~ g ®

VERON “ SKYSKOOTER "
Span 48 in.

A de-luxe kit with super detai plans. = Specially
designed for the new Mk ill_miniature R'C
Unit. Will carry ful B, payload «)A |
when powered with the E.D. Bee /Q
I cc. diesel engine. /
Post free.  (ihc. tax)

(Xmas Bargain Ust free)

XV



MODEL AIRCRAFT

December 1950
9784 m.p.h. SE AREA C L GHAMPIONSHIPS. British
100 m.p.h. ALL HERTS RA Speed Records
95-5 m.p.h LENDON ARPAC'L CHAMPIONSHIPS
%0¢mph. — VICTORIA AUSTRALIA CHAMPIONS AIRCRAFT
11228 m.p.h. NEW ZEALAND 1950 NATIO
St NS ROSARALI CHAMPION St s 103-2 m.p.h.
Open Stunt  N.S.W. AUSTRALIA CHAMPIONSH P
103-2m.p.h.  WEST ESSEX GALA. RACE CARS
107-13 m.p.h. S.M.A.E. CL CONTEST. _ 80-36 m.p-h
Literature from ETA INSTRUMENTS LTD. — S, HEMPSTEAD RD. — WATFORD HERTS
Z.N. Motors Ltd. are still manufacturing the world's best
wheels and tyres for Model Aircraft —2J% 3'; 3£% 4]"; 6
also Z.N. coils for aircraft engines. We can supply spares
for American engines: McCoy, Dooling and Hornet.
The College of
Aeronautical and

Automonbile

Engineering
(The Chelsea College)

Complete practical and technical train-

ing for
Aviatio

entry to Civil and Commercial
n or the Automobile Industry.

Entry from School-leaving age.

Syllabus”™ from Recorder

SYDNEY STREET, CHELSEA,
s W.3. Telephone : Flaxman 0021
THEY ARE ALL AT

#H A

DIOCB AFT

JAVELIN m 55~ POWERVAN - 25/-
ED BEE m 45/-  VIXEN 12/6d
FROG 500 < 75/- MAYBUG 7/6d
JETEX 50 m 9/6d CADET 4/-
MILLS -75 = 50/- CUB 2,6d
K KESTREL & 45/- SKYSKOOTER 25/-

CAN WE HELP YOU ?

10, GOODMAYES ROAD,

S.A.E. FOR LISTS

S

ILFORD, ESSEX

904, HARROW ROAD.,
Telephone e

and published by Percival Marshall & Co. Ltd., 23, Grea

WILLESDEN, LONDON, N.W.I0

..LADBROKE 2944

Printed in Great Britain for the Proprietors by Electrical Press Ltd Cordwallis Works Ma\denhead Berks,
at Que<



MELECTRONIC DEVELOPMENTS

i«mniwt

223 18VILLIERS ROAD. KINGSTON-ON-THAMES, SURREY. ENGLAND

E.D. DIESELS

The finest range of models on the market.
I cc. Mk. lat £25s. Od. ; 2 c.c. Mk Il at
£2 15s. Od. ; 2 c.c. Competmon Special at
£2 i7s. 6d. ; 2.49 c.c. Mk. li! a: £35s. Od. ;
346 cc. MK IV at £3 12s. 6d.

MI/E.D. MAGNETOS

The ideal ignition system for two-stroke or
four-stroke engines up to 30 c.c. Dispenses
with the old coil and battery system. Price
£4 10s. Od. In unit form, price £2 15s. Od.

E.D. PLASTIC PROPELLERS
Practically unbreakable. Do not flex in
flight. Pitch can be altered by heating.
From 2/- each.

E.D. TIMERS
Under | oz. Total run 50-60 sec. 7 oz. pull.
Price 9s. 6d.

E.D. RADIO CONTROL UNITS
The thrill of complete and reliable control
at long ranges. Standard unit complete,
less batteries, £14 10s. Od. Mk Ill, Miniature
unit complete, less batteries, £7 19s. 6d.

E.D. FUELS
A balanced fuel blended with the correct
proportion of ether. Ready for use Price 3s.
E.D. Competition Diesel Fuel, for speed
work, Price 3s. 6d.

Also Kit Sets including the “ Radio Queen,”

#Aerocar " and ‘' Challenger”

Hydroplane. ,

Clutch Units, Water Screws, and Marine Units
Complete Spares Service for Radio Control

THE AEROCAR

Units and Diesel Engines.

"challenger"

ORDER FROM YOUR NEAREST MODEL SHOP

DEVELOPMENT

I NYE E R

hydroplane

(SURREY) LTD



ifeTICOPTER KITS

& -RSADY FORMED ROTOR BLADE HINGES.
ijiio tL SIZE DETAILED PLAN, CEMENT. CEL-

M.ULOID, WIRE. BALSA,

ETICOPTER 100

PROPULSION:— 2 JETEX

Second in the Jetex flying scale
series, the Meteor is a fine per-
former. This is a kit you will
enjoy building and flying!

«MINGSIFAN 20in.
LENGTH 20 in.
WEIGHT (without motors) lloz.

PROPULSION 2 Jetex 50 motors

PLYWOOD, Etc.

Thv amaztny
JETEX
HELICOPTERS
that fly so welli
FIRST MODEL HELICOPTERS
, TO COMPLY

WITH THE
THEORY OF

/\M & AUTO-ROTATION

CONTAIN « IMPORTANT
REMINDER
The cost of on additional | ~ ° de/latn ndb’n J

JETEX 50 motor is only 6/6

Just lieh? "ROc¢ J

Price of kit 716

I0OTORS.  BLADE SPAN 35 in.

JETICOPTER JO IT Price SI-

PROPULSION 2 JETEX MOTORS. BLADE -.PAN 23 in.

OTHEFVIJETEX FAV»' "HITES

Plastic Racing'.Car complete motor; fuel
and accessories—ready to run . A
Plastic Speed Boat* complete—ready to' run.
Fastest boat in the world for its size ! 12/10
Vampire * 100" flying scale model ... 76
Vampire “ 50" flying scale model

Kit includes :— Hot Dog high performance model for Jetex
All parts printed, cement, ~ PRICE

tissue, moulded cabin,
full size plans, roundels



