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lopleal Twidts
Where We CameIn ...

A speaker at a recent model binge deplored the lack of
government support given to the hobby.

Now what sort of support he envisages I just can’t imagine,
but, as a cornmon or garden acromodeller (preferring, of course,
the common to the garden, as flying in the latter often evokes
criticism from neighbours), all I ask of the Westminster boys is
the import of the odd plank of balsa, and a bit of stiff legislation
against the johnnies who try to boot us off the flying fields.
I shudder to think of the disastrous consequences of any govern-
ment intervention beyond these simple requirements.

Let us, however, suppose the worst, and, sometime in the
future a question is raised in the House, asking what has hap-
pened to the model tiolanc, which now appears to have become
almost extinct (loud cheers), and what measures are being
taken for its preservation under the Wild Life Act. The hon.

member putting the question would probably be a farmer,

who, since the extermination of the rabbit, has found the
straying model a mild but welcome outlet for his twelve bore
sportiveness.

The reply would most likely be published in the form of a
White Paper; extracts from which might read as follows:

“ Investigations into the model retail trade by officials of
the National Scheme for Subsidised Model Flying revealed the
incredible re of 234,308.5 model fliers resident in the
United Ki In view of this the Minister felt constrained

to exercise some form of control over the limited flying spaces
available in the British Isles in order to relieve the congestion
evident in these statistics. It was therefore decided to restrict
such flying areas to exclusive use by accredited Subsidised Kit
Builders. ough he regretted this unfortunate ban on private
model flying, the Minister. . . .

. . . the total influx of Subsidised Kit Modellers into the
aforementioned flying areas during the initial six month period
was officially estimated at o.5. This figure comprising a
Master J. Bloggs. However, this total was later amended to
the round figure of o when enquiries revealed that the glider
madel of the said Master J.' Bl was a completely factorised
commodity outside the sc e subsidy benefits. . . .

. . the ﬁndinga proved that there was a definite case for
private model flying. Consequently it was considered setting
up a small experimental flying area on Chobham Common. . ..

The Pioneer

An eminent authority has recently drawn attention to the
tremendous possibilities for making discoveries with the aid of
models,

I can vouch for the truth of this from my own personal

ience. For instance I have often made the discovery that

the sinking speed into a concealed ditch is relative to the
visual e of the model to the horizon. Again, I have dis-
covered the time taken for the c.g. to contact the datum line
depends on the rate of slip, the latter factor bein%hv:riablc to
the unhygienic habits of the bovine ruminant. is animal,
incidentally, can be distinguished from its male counterpart
by calculating the speed at which the modeller in front dis-
appears through the nearest hedge. Investigations into the
textile rending qualities of barbed wire can also be most
revealing—sometimes to an embarrassing extreme.

The only discovery I never make is the lost model.

Comedy of Manners :

I am mystified by certain cryptic references in Scottish Club
News to * Dyspeptic Ayshire Individuals.” This gag, like the
individuals in question is frequently repecating, , admirer
though I am of pawky Scottish humour, I do wish they would
put me (and, perhaps, the D tic Individuals) out of my
misery by explaining the ingurgitatory reason for this outbreak

ulan

of :{m t ce.
y conjecture is that the morbid condition resulted from
an ill-digested Stag Supper. In which I can but stress the

148

desirability of chewing each mouthful of antler at Icast 25 times.
Again, a mid-field picnic of overripe haggis could cause the
internal bagpipe system to come into violent and windy opera-
tion. But, perhaps, they ‘merely made the common mistake
of drinking diesel fuel in mistake for pop. If this be so, I beg
their dyspeptic pardons, as I hope they too have been well
mannered enough to do during their indisposition.

Off the Record :

Whenever the International Records List crops up I see red—
not one solitary British name in the lot. Plenty of 'vitches and
’ovs, but a complete and dismal absence of Browns, Jones or
McTavishes. And to think that this country has been called
the cradle of model flying (at least it’s always referred to as
kid’s stuff here). '

Casting about for some patriotic excuse, I notice that some
of the records were established way back in the pre-Djt era,
when only a select few intelligentsia knew what g(m meant.
Since that time this vital knowledge has spread to the moronic
masses, but we, with true British reserve, steadfastly ignor it—
not one linear inch will we yield to these fancy foreign measure-
ments.

Even so, the chances of setting up a new record inthis country
are slimmer than an Af2 fuzz. Given a calm day (and who
knows but this leap year will not bring one?) you would
have to suffer a pft failure at a time when two official time-
keepers happened to be in attendance. Although, if the average
contest flier was suddenly confronted with two timekeepers he
would probably suffer heart failure instead. We must therefore

presume that timekeepers are in more plentiful supply on the
other side of the Curtain, where perhaps the duty is optional
to going down a salt mine. Also D/t failures must be more
common in that part of the world, or perhaps for reasons of
national prestige they are left off altogether.

Another factor against us is the way these models of in-
scrutable eastern design put up such colossal feats of endurance;
clearly showing the superiority of the collectivised thermal
over our own exploited form of disunified puff. So, altogether it
would seem advisable for us to forget about such international
honours and concentrate on our own quite formidable list of
British Native Records. I, for one, will continue to submit
my claims under the name of Gunga Dim.

I am asked by the Foresters Club to point out that the
Ganston Streamer Slashers aré not, as you may imagine, a grou
of camnival saboteurs, but a sapling offspring under the Iea.g
patronage of the Foresters. Though youthfully addicted to
Combat Flying, their ability to decorate each ather with such
gracious titles as ‘Pit-Boot’ and ‘Jimpy,’ suggests that they
are backwood rather than backward boys.
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Captains Log: star-date August 10".2003.

The wife Rachel, grandson Jamie, and | beamed down to QOld Warden
for the second day of the SAM35 Vintage Weekend. ..

It was a glorious day; we had travelled down via Cardington, the sheds
looked impressive in the morning sunshine. Entering OId warden, | choked
back the tears when | had the tenner plucked from my reluctant fingers at the
gate, then onward into the field to park by the control-line activities.

True to form, Jamie's first port of call was the Café for sausage rolls
and cold drinks, then up and down the Trade Stands passing time of day with
my number one fan John Hook. | do now have a rival for John’s affections
however, in the shape of one John White who apparently has written a
hilarious article in some northern newsletter. I'm still after a copy to see what
the competition is like. (Small digression by worried Clarion scribe of Rugby)

The next step was to set up camp out on the field, we took chairs, two
fishing umbrellas, and, of course, the model box. It was an extremely hot day
with no wind to speak of, so we set up in the middle of the field. | hammered
the poles of the two umbrellas vertically into the ground using them as
sunshades rather than their normal use as windbreaks. | don't handle .
sunshine very well so | was lathered up with factor 60 sun block and wearing
my somewhat battered white sun-hat. | didn’t bother with the beach tent,
which was just as well as things turned out later.

The effort of setting up camp had me melting in the sun, so the first
activity was lack of activity. | had half an hour resting my backside in a chair
watching the world go by and admiring the efforts of other modellers while |
cooled down. One thing struck me, why is it that half the high-wing cabin
sports jobs seem to fly round with the inside wing down? They look on the
edge of spinning in to me. | suppose the modellers must regard wing warps
as a building defect rather than a trimming aid. On reflection, | must admit
that | have many ‘trimming aids’ in the models | build.

" It was good sitting and watching the huge variety of models cavorting
about the sky. The drift was so inconsistent, that in some instances models
launched at the same time drifted off in different directions. Old Warden
seems to shrink in size when you start your flights in the middie of the field. |
saw models drift off over the road, others over the trade stands and some off
towards the radio flight line.

Lethargy finally passed and | got out the winding jig and had a few
flights with 36-3, the rubber job that was knocked about at the BMFA
Nationals. | had refurbished (that's renovated, no, mended) the broken prop
blades and usual tissue damage. It was soon back in trim.

Grandson Jamie then decided it was lunchtime and we were off to the
Café to fill the water bottles, then back to camp via the car to pick up the cold
box with the sandwiches.

We had ourselves a picnic well underway when Peter Tomlinson cameé
walking down from the car park looking for somewhere to set up.




Peter set up alongside us, for want of a better place | suppose. He
was airing his low-wing Earl Stahl Hurricane. The name being an unhappy
coincidence as events transpired towards the end of the day.

After we finished our
lunch, we set about having a
few more flights. Peter’s
Hurricane was flying quite
steadily and | rigged up 0-2 | e
my larger open rubber ENESEN\E
model. 0-2 never seems to |
fly the same way two days |
running. One day it will be
stalling then the next day it |
will be failing to climb. It [
took one or two attempts to |-
get it on song again but |
eventually | managed (o get |
it back in trim.

When recovering up
by the radio end | noticed |
that a couple of horses in the |
paddock opposite seemed to |
have blindfolds over their
eyes. | suppose it was to |
save the poor animals the |
embarrassment of having to |
watch my feeble attempts to |
re-trim 0-2.

Pictured  alongside
are Peter and | modelling N, Y
sunhats fit only for the dustbin, what a pair of reprobates, if only the Devil were
to cast his net, what a cafch.

It was later in the afternoon when the fun? started. | put quite a few
turns on 0-2, as a final check to ensure there was no power stall and the
model D/T'd up by the horses. As | set off to retrieve, | noticed that a breeze
had started to make its presence felt. | picked up the model and, as | turned
towards base for the return journey, | became aware of the breeze stiffening.
As | walked, the breeze became a wind still increasing in strength and | had to
stop and re-adjust my grip on the model to protect the wing.

Looking up, as | began to continue my return, what do | see? A damn
great fishing umbrella hurtling towards me, bowling end over end in the
increasing wind. Now I'm the guy who played 7 aside rugby football for the
Royal Corps of Signals under floodlights in the Hong Kong Football Stadium in
1955, | was certainly not letting a mere fishing umbrella get by me. | turned
sideways to protect the model and prepared to 'stiff-arm’ the brolley as it
approached. | thought perhaps | might ‘clothes-line’ it and get a grip that way. 7




The umbrella was no fool, it rolled sideways and neatly sidestepping me it
continued on it's merry way. On reflection, perhaps that indicates one of the
reasons why ‘The Signals’ got knocked out in the quarter finals at the Hong Kong
sevens back in 55.

On getting back to camp, | managed, with Peters, help to get the mode/
back on the winding jig but the wind continued to rise. By now it was up to gale
force, Peter and | set about trying to take the model apart. The wing cracked in
the wind but we managed to get the model disassembled. Luckily, | had my
heavy cardboard model box and had set it down end on to the wind. With the
model, safely back in the box | looked around to take stock.

It was like a battlefield, there were wings, tails, fuselages etc blowing off
down the field with modeliers in hot pursuit. Many of the lightweight polystyrene
boxes were also amongst the debris careering along downwind. | hear a bit of a
squeal and | see Rachel fighting with one of our umbrellas, then everything
became a bit of a blur memory wise. Grandson Jamie was off somewhere sitting
on a guy’s model box whilst the owner chased his bits and pieces. Someone else
must have pulled down our other umbrella as | helped Rachel get hers down.
Eventually we had our kit under control, umbrellas rolled, chairs folded all flat on
the floor. We then scuttled about picking up other peoples bits and pieces. The
damage that must have been done to numerous models does not bear thinking
about. We gave it best about then and retired to the car ready for the off.

| was talking with Malcolm Jagger at Wallop later and he said that type of
wind was called a Sirocco. | looked it up in my dictionary, which says it is a ‘hot
maoist wind in south Europe, to me it was a bloody hurricane out of nowhere.

Right - Authors Open
Rubber Model 0-2

The following weekend, B8
17" August, | was at &%
North Luffenham for the
Timperley Gala. The
wind was reasonably
light but in the worst
direction, straight across
the narrow part towards
the hangers. The
organisers had to settle %
for @ short maximum Of et .
two minutes. | had repaired 0-2 from the ravages of Old Warden and re-trimmed
it the day before, so | was up for it

| entered open rubber, put 0-2 together, had a check flight with a couple
of hundred turns or so and all was well, or so it appeared. | wound up for the first
flight with, | think, a conservative 750 turns or so, collared a volunteer timekeeper
and launched. 0-2 kicked me in the teeth again, it zoomed up to about 50 feet
then proceeded to fly in flat fast circles like a pylon racer. Very little height was




gained, cruise was useless then down it came well short of requirements. John
Boy had blown it again. The conditions that day were extreme to my eyes, big it
and big sink, but | don’t think conditions were my problem with that flight,

| stuffed 0-2 back in the box and since, | have decided to start trimming
from square one. | looked at the wing warp and it was quite a lump, possibly crept
in with the repair work, so | have re-set it at about half of what it was and 0-2
awaits re-trim.

| digress, back to Luffenham to continue the competition. | had my Hep-
Cat with me, so back to control and enter vintage.

Right - Authors Hep-Cat

Same procedures as in open
rubber, check flight OK, wind,
find timekeeper and launch.
Two textbook flights D/T just
over 2 minutes and down just
before the hangers. John Boy
is on a rol, what can go
wrong. I'll tell you later.

Digression first, on
one flight | collared Hanger
Meetings man Noel Parry for & S A
timing. | wound up and bang the motor broke. Whilst surveying the bobbm w;th
the short ends of the broken motor hanging off the winder, | hear this buzzing
rattle from the model. The motor had jammed in the front end of the blast tube
that was now rotating at a furious pace in the fuselage unwinding the motor. |
replaced the motor and wound up again. As | tried to set the Tomy DT, the output
arm swiftly returned to zero, the bob weights had been knocked off by the rattling
blast tube. There was no provision for fuse DT, so | engaged my prop stop (that
was Noel) and panicked about looking for bits to fit. | had to use a snuffer tube,
as there was waist high tinder dry grass in the DT area. | found a bobbin with a
piece of tube through it, so | fitted the tube across the Tomy with cyno. Then |
had to cyno some tape by the tube to prevent the fuse setting fire to the aircraft.
All this, with Noel hanging on to the prop and the wound motor cooking away. |
got it all together then nothing to light the fuse. Noels brain kicked in then “use
the lighter in the car” says he. We were up and away, one of the textbook? flights
| mentioned earlier.

Back to the comp, | had Noel on standby for the third and final flight. |
tried to be a little more professional this time and waited, with the model wound,
sniffing the air for lift. Noel pointed out a guy with a big Lanzo about 150 yards
upwind so we waited for him to go. He launched, it looked OK but muggings got
too excited and launched before the Lanzo got to us. Noel quietly said “I think
you've gone too soon”. He was right, | was in the sink in front of the lift and was
up and down well under requirements. Dipped out yet again.

Back next time with my Wallop 2003,
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Peanut Scale entries:
front row, left to right, Mike Stuart s Vought Kingfisher, Nick Peppiatt s Tefft Contester,
Pete Brown s Cessna 165 Airmaster,
back row:Alasdair Deas Waterman Mercury Gosling Racer, aadHgtegs Nesmith Cougar.
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Open Scale entries -
from left to right:Alisdair Clark s 1923 Cycleplane, Peter Brown s Piper Cub, Nick Peppiatt s Sablatnig SF-
Mike Stuart s Austed Brerry AdamsBristol Freighter and Steve Haines Currie Wot.

]
Mike Stuart beautifully finisheought KingfishéPeanut placed second.







Alasdair Deafine Nieuprt 1 from

(see last month, IIFE, 8 more on Nowlen Aero).
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We note with :lmun the gradual return to peace-time
puniuits of well-known figures [n the seromodelling world
on thelr release from the services and war-time actlyities.
yw Our cover plcture, which was taken by your Edicor at Falrey's
Aerodrome, on the ocasion of one of the major pre-war
competitions, showt & group of model celebrities who have recendy recurned
w0 movement. The tenie moment de in the rhowmph shows
E. Chasteneuf putting the last turns on his Yvakefiald model, with Eddis Cosh,
the late secretary of the S.M.AE. looking on, watch in hand, whilst che
ure on the left ks that of the well-known French enthusiase, Father Amlard,
Flers, Normandy,
E. Chuoteneufl has fust rejoined the model alrcrafc trade : Eddie Coth has
Jolned the staff of the Acromodeller, and Father Amlard, who has survived
the German occupation, hat [ust sent the S.M.AE. an Invitation to Flers to
renew the pleasine pre-war astociations which existed batween the S.M.AE,

eview
%M

While the term
“ Compression-Igunition
Enginc " is a perfectly
ml mett{:od of

to the new
engines, devoid of ignition equipment, which
have been developed on the continent during
the war period, it is long and does not come
casily to the to

The use of the term “ Diesel ™ in connection
with these engines is not strictly correct as they
do not use the fuel injection which is the
basis of the engines devised by the late Dr.
Diesel, althouaﬁl:?ponuneom or automatic
ignition takes place, of course, immodiately
injection of the fuel is effected.

If one considers the actual sequence of
operatjon of these new engines and their method
of producing combustion of the charge ooe is
led to the conclusion that they are in fact
Automatic-Ignition incs and this, it is
suggested, exactly describes them and is a
better nomenclature than either of those which
have been used up to the present, We propose
to refer to them by the abbreviation * Auto-
Ignition Engine™ in the pages of MobzL
AtRcRarT in future, as we are of the opinion
that, all things considered, it is a better term
to use when referring to this type of motor.

nA The uccessful
The 3. g IR iy by
Dinner the S.M.A.E. took place
?A&gzqﬁuiug on Saturday, February

16th, at Lysbeth
Hall, Soho Square, on the occasion of their
annual prizegiving, (g;cr tb:w p::tkmdcd t? hear
some witty specches speakers, including
one from Sir Fredererick Handley Page, who
was the principal %

The dinner is fully reported elsewhere, but
we would like to comment on the number of old
enthusiasts present, some of whom had not

and French aeromodallen.

attended an SMAE. function since the outs
break of war, indicating that supporters of the
Society who bave been involved in the Services
or essential war work are now finding their w
back to a normal life in which the S.M.A.
takes a place.

Another pleasing feature of the dinner was
the large number of provincial ¢lub members
who attended, showing that those outside the
London Area are taking a more active interest
in the parent body and the movement in

general.

A in the
Jhe ?mhpﬁ: by Mr.
W &‘P . J. Caram at the
S.M.A.E. dinner, in his
reply on behalf of the Prews, recalled that the
well-known pioneer of model aircralt, Mr. E. W.
Twining, was the first winner of 2 Wakefield Cup.
While this is quite true, it must be made clear
that he was referring to the original Silver-Gilt
Cup donated to the old K. & M.A.A. by Sir
Charles Wakefield, and not to the cgment
International Wakefield Cup, which was
donated to the S.M.A.E. at a much Jater date
by Lord Wakefield, the first winner of which

was H. Newall, on behalf of Great Britain,

The original Wakefield cup was withdrawn
from competition on the absorption of the
K. & M.A.A. by the SM.A.E,, and it has not
been competed for since it was won by Leonard
Slatter, now Air-Marshal Sir L. H. Slatter,
K.BE, CB, DS.C, DFC, just before
the 1914-1918 war,

We hope this will dispel any confusion which
may have been engendered in the minds of
those who did not realise that two separate
Wakefield Cups have been in existeace.

Incidentally, whilst we are indulging in
reminiscences, it is interesting to recall that
E. W. Twining made a habit of being the first
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MODEL AIRCRAFT

“Jhe Modet —The compoions o
[} n”
Engineer will be held in con-

Engineer Exhibition
have now been announced and are as follow :—
Section " A" (Seniors)

Class 18.—Wakefield Type Models.
Class 19.—Flying Scale Models.
Class 20.—Power Driven Models (excluding

Rubber driven).
Class 21.—Sailplanes,
Class 92.40115‘ Models (to any scale).
Class 23. inal Flying Exhibits.

Class 24.—R Driven Models (open).

M"B"(eru:‘ 16 years and under
Class 25.—~ nhdge(ld'ﬁ:eModeh.)
Class 26.—Flying Scale Models.

Class 27.—Power Driven Models (excluding
Rubber driven).

Class 28 .
Class zg.ih?ghm Models (o any scale).

Class 30.—Origi ing Exhibits.
Class 31.—~Rubber Models (open).
Attractive prizes will be awarded in each
class, and in addition a Championship Prize
for the best overall exhibit irrespective of the
chs::dinﬁ,both the Senior md{t:gor sections.
r your entry forms and start on your
models right nmy.uBon’t leave things to the

last moment.
Houses : Stepping from our
. L modlzpug one ¢nd of
M the scale, to the &r;
) super air

“The Brabazon,” at other end, we feel
sure that all model aircraft enthusiasts will
view with regret the pro to abandon its
construction as a result of the difficulties which
have arisen regarding the building of a runway
at Bristol of suﬁi::‘iim length to ensure its
take-off without the demolishing of some 30
ofltn;:emssh i led.eveninlhuedag
acute housing that a ect
such national importanoemthe"BI:Oj »
should be sacrificed for the sake of a few houses
which could be rebuilt elsewhere at much less
cost than that alrcady ed on imental

work in connection with this

Secretary of the S.M.A.E. immediately, t
the necessary steps can be taken with the
Ministry.
ﬁz‘d{;, s E- Lincoln.
we lomi
Birch 5 miles S.W. Colchester.
Boulmer 29 miles N. Newcastle.
Brunton we 20 xssg.&c:nwwk
Castle Camps ... 14 ! bridge.
Chedworth ... 12 miles ES.E. Gloucester.
Coslord 8 miles W.N.W. Wolver-
hampton,
Davidstow Moor 24 miles N.W. Plymouth.
Eye .. :8 miles N. Ipswich.
Fowlmere - miles S. Cambridge.
Knettishall :g miles N.N.W. Ipswich.
Raydon miles S.W. m
Steeple Morden 13 miles S.W. idge.
Warboys . 5} :;tiles N.N.E. Hunting-
on.
Windrush 20 miles E.S.E. Gloucester.
Winfield 3} miles W.S.W, Berwick.

When applying to the S.M.AE. for use of
a6l a list of the dates on which

any of these
they will want to be used is essential,

j_q'y\%aoio
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TI-I!:‘ original Allen-Mercury 10 was introduced early
in 1956 at a time when most 1 c.c. motors were of
quite modest output and forthwith set a new standard of
performance among 1 c.c. diesels, In general appearance
and layout, the A.M.10 has not altered very much in the
past ten ycars, but numerous modifications, mostly
internal, have, in fact, been made to the engine during
recent years. It is now available also in an “*R/C™ version,
i.c. with the addition of a barrel type throttle valve above
the spraybar, and in order to comply with current
S.M.A.E. requirements, the manufacturer also offers a
suitable silencer unit. It is with this version that our
present report deals,

The silencer is a very neat piece of work and D. J.
Allen Engineering Ltd.—who, of course, also make the
highly successful Merco glowplug engines—are to be
commended in tackling the problem so purposcfully.
The A.M.’s are not the casiest of engines for which to
make an etficient mufller unit, but the A M. silencer is
simple to fit, light and compact and effectively mufTles
exhaust noise without excessive loss of performance.

Latest Modifications

The construction of the A.M.10, in general, is ortho-
dox. The crankcase of the current 10 R/C is the sume as
that of all previous A.M.10's, except for having the air
intake shortened to accommodate the throttle. The
throttle consists of a barrel type valve in a machined body
which is plugged into the shortened intake and held in
place by the spraybar. Since this, in effect, sleeves down
the intake bore, whereas the spraybar diameter remains
the same, the choke area is considerably reduced. This,
of course, will have the effect of improving fuel suction —
a desirable condition for R/C—but at the expense of top
end power. A 10 B.A. screw with locknut, in the top of
the throttle body, engages a slot in the barrel; in the
usual way, for the throttle stop. Unfortunately, on our
test engine, the slot was wrongly positioned and would
not provide both the full throttle stop position as well as a
practical idling setting. The screw had to be almost
totally withdrawn to allow the barrel to be rotated to a
suitable low-speed sctting and a separate means of
cstablishing the full-throttle position (via the throttle
push-rod) was therefore adopled.

196

ENGINE TEST

by Peter Chinn

A-M. 10

A popular 1 c.c. diesel
with radio control fittings

Several changes are evident in the crankshaft of the
A.M. 10 since the original model was marketed. The gas
passage through the shaft has been reduced from approxi-
mately 4.8 mm. to 4.2 mm. and the valve port is also
smaller. The actual induction period, however, is not
significantly reduced, since the intake aperture in the
main bearing is slightly larger. The propshaft section of
the shaft:is 0.2 in. longer and the knurled section onto
which the prop driver is pressed, is of larger diameter. The
crankpin is slightly shorter and is drilled instead of solid.

One of the more distinctive features of the original
AM.10 was its very thick cylinder. On the current
model an even heavier cylinder is used: it now has a wall
thickness above the ports of 0.100 in. instead of 0.067 in.
Cylinder porting has also been altered quite extensively.
Exhaust and transfer ports are still of the radial slit type,
three exhaust and three transfer, but both arc rather
smaller in arca and the exhaust ports are appreciably
higher in the bore and since the gudgeon-pin is placed a
little higher in the piston, exhaust port timing now leads
the transfer by a very large amount. The exhaust, in fact,
remains open for no less than 172 degrees of crank angle
—28 degrees longer than on the original A.M.10. This is
Jjust about the longest exhaust period we have encountered
on any model aircraft engine to date.

The throttle and needle-valve controls may be in-
stalled on the left or right hand side of the engine. The
silencer, too, may be mounted on either side, The silencer
consists of a collector ring and a cyvlindrical expansion
chamber cleverly formed from a single tinplate pressing.
A machined dural nose picce plugs the front end of the
expansion chamber and a noezle of similar material,
having six outlet holes, is inserted at the rear and retained
by a long 6 B.A. screw. The silencer is casily fitted by
removing the cylinder jacket, dropping the collector in
position over the cylinder screw lugs and replacing
the jacket so that the collector is clamped between the
base of the jacket and the top of the crankcase. This does
not in any way interfere with the manner in which the
cvlinder itself is retained.

Performance

Although the majority of our reports are based on the
results of examinations and tests of engines submitted for
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The manufacturer’s silencer for the A.M.10 is
light, efficient and easily fitted.

the purpose by manufacturers, our subject for this
month’s article was purchased in the normal way from a
model shop. We mention this fact because, although
instances of manufacturers trying o “pull a fast one™ by
sending us a specially prepared example, are rare nowi-
days, the chances of getting an extra good one from a
maodel shop are, obviously, a good deal less.,

We gave our AMI0 R/C about two hours total
operation in short runs, with and without silencer, before
undertaking any tests. Although our old type AM.10
would start at any time without priming the cylinder. the
newer engine responded best to a small exhaust prime.
This fact made starting more ditticult with the silencer
fitted as there is then no provision for port priming.
Under these circumstances, we found it helpful ro prime
the intake and to then invert the engine to induce a rich
charge into the eylinder. It was also helpful to so position
the prop and throttle arm that one’s “flicking finger™ did
not foul the latter. In an engine of this size, it 1s all o
casy to accidentally swipe the throttle arm when flicking
the prop in the usual “up and over™ manner.

The AM.10 R/C was not unduly sensitive to needle-
valve adjustment and the split thimble type control held
any setting firmly irrespective of speed. The compression
lever was quite comfortable to operate and also held its
setting at all speeds, exhibiting no tendency to run back
at high r.p.m. as is sometimes the case with diesels. Nor
did the contra piston tighten or stick in the bore when the
engine was hot. The compression screw remained com-

April, 1966

fortable to operate hot or cold and the contra piston
followed readjustments smoothly,

One does not expect small R C engines, diesels
especially, to achieve such favourable throttle perfor-
mance as the big glow “multi™ engines. Throttle systems
are invariably much simpler and therefore less flexible.
In the case of diesels, an “under-compressed™ condition
results on resuming full-throttle after the cooling off that
occurs during a protracted period of slow running and
this mayv cause the engine to stop or to misfire con-
tinuously for the remainder of the flight. Bearing this in
mind, the “idling™ speeds obtained with the A.M 10 R/ C
were quite favourable, especially with the silencer fitted.
On an 8x4 PAW prop and using the silencer, we managed
to bring the engine down to 3400-3700 rpm (it tended to
wander between these two readings) and although, on
opening up again, the AMI10 R C nusfired and took a
long time to pick up 1o its maximum, it did not cut out,
A safe idle of 4000 r.p.m. would, therefore, appear to be
practical under these conditions. On smaller props,
higher idling speeds are, of course, inevitable—e.g. 6000
r.p.m. on a 7x3 Top Flite. As a general rule, it scems safe
to aim at an idling speed of about half the full throttle
r.p.m. obtained on any particular prop. There is only one
adjustment that can be made on the throttle, namely to
st the barrel for the required opening at idling speed.
There is no airbleed or low-speed mixture control of any
kind. The beginner should therefore have no difficulty in
arriving at the best available setting,

Examination of the parts of the cur-

rent A.M.10 and a compariten with

those of the original 1956 model, show

numerous internal changes. These are
detailed in the text.
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FULL SIZE
DRAWING

Without the silencer fitted we first checked out the A.M.
10 R/C on some typical props. Maximum r.p.m. obtained
were as follows: 7500 r.p.m. on 8x5 Power-Prop, 8600
r.p.m. on 8x4 P.A.W., 8700 on 8x3} Top-Flite, 9800 on
7x4 Tornado Nylon, 11,200 on 7x3 P.A.W. and 11,600 on
7x3 Top-Flite,

Torque tests were carried out with the silencer and
indicated a maximum torque of just over 8 oz.in. at
between 8000 and 9000 r.p.m. Maximum power fell just
short of .08 b.h.p. at slightly over 11,000 r.p.m. This com-
pares with 9.4 oz.in. at 10,000 r.p.m and ncarly 0.12
b.h.p. at 14,000 r.p.m. for the original A.M.10 without
throttle or silencer. Actually, the silencer accounts for a
smaller power loss than one might expect. Most of the
difference in power between the two engines appears to be
due to the restricted intake of the R/C version, although
the smaller shaft bore and revised cylinder porting may
also be a factor,

N ] | | | |
i ENGINE TEST - A.M. IOR/C |
(A.M. SILENCER)
o8 fod
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Remembering that this is only a | c.c. engine, the
performance with throttle and silencer fitted is, of course,
very good. Like its predecessor, this latest A.M.10 is
nicely made and of robust design. Owners may expect to
obtain plenty of reliable service from these engines.
Power/Weight Ratio (as tested complete with silencer):
0.34 b.h.p./lb.

Specific” Outpur (as tested complete with silencer):
78 b.h.p./litre.

| SPECIFICATION i
| Type: Single-cylinder, air-cooled, reverse-flow scavenged
two-stroke cycle compression-ignition wilh intake throttle
| Crankshaft type rotary-valve induction. Plain bearings.
Bore: 0.422 in. Stroke: 0.4375 in.
Swept Volume: 0.0612 cu.in. = 1.003 c.c.
Stroke/Bore Ratio: 1.037 : 1
Weight: 3.3 oz, (less silencer, less fuel tank)
3.7 oz. {with silencer, less fuel tank)

General Structural Data
Pressure diecas! crankcase and unbushed main bearing

unit in LAC.112A aluminium alloy. Case-hardened steel |
crankshaft with disc web, 0.312 in.dia. journal, 0.187 in.dia. |
crankpin and 0.165 in. bore gas passage. Case-hardened |
cylinder liner, flanged at exhaust belt and located by annular
seating in crankcase. Machined aluminium alloy finned |
| cooling [acket colour anodised green. Cylinder assembly
secured to crankcase with three 7 B.A. screws. Lapped |
cast-iron pislon with conical crown and fully-floating 0.125
in.dia. gudgeon-pin. Machined aluminium alloy connecting- |
rod. Machined aluminium alloy screw-in crankcase rear
cover. Machined aluminium alloy prop driver pressed on to
splines on crankshafl. Machined aluminium alloy throltle-
valve and body retained by cor al spraybar type
needle-valve bly. Beam ting lugs. Optional
expansion-chamber type silencer unit.

TEST CONDITIONS

Running time prior to test: 2 hours

Fuel used- Keilkraft Diesel i
| Atmospheric T ture: 54 deg. F |

Barometer; 29.9 in. Hg.
II Silencer Type; A.M. as recommended. |
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Heard at the

Hangar Doors

Three-Fold World Championships

Further to our March Editorial, where we
criticised the insistence of staging separate World
Championships meetings, word has reached us
from Hans Justus Meier of the German model
committee (M.F.K.) which clears the air
considerably.

Meier states that when he attended the F.A.L
meeting in Paris he was duty bound to put forward
the application on behalf of Germany, his com-
mittee not being aware that the U.S.A. was to
propose a combined meeting. Under the circum-
stances, he was unable to accept the American
offer, but at a later meeting of the M.F.K. on
January 2, the situation was reconsidered, and the
Glider Championship will now definitely take
place at the same period as the Wakefield and
Power events. :

All that remains is for the A.M.A. to clear top

level arrangements with their Air Force officials,
when more detailed information will be forth-
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coming regarding venue, etc. This first three-event
Championships should be the biggest thing to hit
aeromodelling and we look forward to a fine
meeting with every confidence. To our German
contemporaries we send congratulations on so
swiftly adopting the American offer, and trust it
will not be long before we see the full “Olympics”
in operation.

Contest Chatter

The two Radio Control events (‘‘AEROMODELLER”’
and Ripmax) scheduled for May 8 will be taken as
eliminators to select a team to go to the Inter-
national r/c meeting, Cologne, for the King of the
Belgians Cup two weeks later on May 21. Hopefuls
had better apply for passports before these
«eliminators!

Big changes in dates—at the end of the season—
occasioned by the Farnborough Air Display.
This shifts the P.A.A. Scottish Festival of Model
Aviation one week back to September 17 and 18.
This date is final! Special train with excursion
fare starting at London and calling at eleven
principal stations en route to Scotland, should
make the trip an enjoyable jamboree for Sassenachs.
Actual venue appears to be in doubt, but will be
announced in good time.

This in turn means a change of date for the
previously scheduled 1956 Elim. for Wakefield
and the team glider to October 9 (Gutteridge and
Model Engineer) and to October 16 for A/2 and
Power Elims. (K. and M.A.A. and Halfax).

The All-Britain at Radlett is to be on September
25 and there are to be at least 19 events, with
rule changes in Combat, Clipper Cargo and r/c.
More than £100 cash, trophies and diplomas will,
it is hoped, be distributed by Sir Frederick
Handley Page to contest winners, principal events
being as follows.:

Rubber/Glider/Power
Seaplane Rubber/Power ...
‘Tailless Rubber/Glider/Power " ” "

f prizes each Class

e

Concours d'Elegance Scale/Non-Scale : e %
=2

3

" " "

‘Team Race A and
Combat é M.A.E. Ru]u)
Clipper Cargo 1 c.c.

Radlo Control Smglc)‘\!uln Channel
Spectator Event -~

Record Trials

" " "
" " "
" " "

-

numlemuu"priu:.
prizes for record-
breakers.

Biggest break with tradition in ’55 will be the
move of the Northern Heights Gala from Hawkers
at Langley to the R.A.F. Station at Halton on
June 26. One of the most picturesque situations in
the country, Halton nestles under the shadow of
the wooded Werdover slopes in the Chilterns and
is a grass field of not too great proportions. Sur-
rounding woods will doubtless call for short d/t's,
but are no more hazardous than the hangars and
factory buildings were at Langley. Restricted
tarmac area means that the Team Races will be

What are they looking at? It could be Frank Bethwaite’s

latest radio model during its world record _ﬂ;&{ndmribed

on the opposite page. In point of fact they ARE watchinga

radio model, but one flying at last year’s Nationals at

Waterbeach. Reader, J. Jones, who sent “the bodies”,

says the model uﬂﬂying atapproximately 800 feet, hence
the need to get down to it
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