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SOPWITH TABLOID & VARIANTS

PRODUCTION VERSION

7-cylinder Gnome rotary engine. 6. Petrol
tank. 7. t .
9. Control wheel and column. 10.Oil tank. 11.Plan view of cockpit seating.12. Cockpit seating
showing control column. 13. Warping mainpl . Schneider Seapl
cowling removed. 15. Mahogany floats. 16. Float. 17.Water rudder. 18 Racing number, 19. Tail float.
20, Water line. 2|, Gnome rotary., Production Version.—22. Wider centre section. 23. Fixed fin.
24 Step, 25. Modified. U/C. 26. Wooden struts. R.N.A.S, Version.—27. Steel struts. 28, “Morane’
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SCHMEIDER CUP WINNER

LATE PRODUCTION
R.MAS VERSION

Prototype,—|. Aluminium
Cowli 2 P

wheel ~discs, 3. Centrol
cables. 4. Balanced rudder
(no fixed fin). 5. B0 H.P.

Rudder bar. 8. Mainspar attachments.

14, Lower

airscrew. 29, Lewis gun. 30. Wing tip skid. 31. Carburettor air intake. 32, Ailerons. =
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TOPFPICAL. T WISTSS

Topleal Twidts

The most crushing way to insult this column is to take it
seriously. When someone does I dolefully exchange my corn-
flake cut-out Jester’s outfit for the conical, but no less comical,
headgear, inscribed with a large D, and retire into a dark corner.

The latest sober-sided criticism to bring about this quick-
change act comes from a northern bod, styling himself *“ Sand-
grounder.” Now, not being an expert in the more obscure
occupations of the northern natives, I don’t pretend to know
what sort of dismal operation a * Sandgrounder must
perform for his daily crust, but I will be charitable encugh to
put his peevish attitude down to a particularly rough session
with Gilbert Harding in *“ What’s my Line? " and leave it
at that.

Anyway, he takes me to task over a slight geographical in-
accuracy in the number of damp miles which separate South-
port from Manchester. He also takes pains to remind me that
Southport is near Blackpool, where he can remember countless
thousands of human fritters being grilled to a turn.

Well, I can only assume that he has a long and ancient
memory, in which case he may have found the Wilfred Pickles
programme more to his book. Or, perhaps, he has been delving
into old municipal records. If so, he possibly came across a
reference to the appearance over the city of a large, glowing
body, sometime towards the end of the last century. The town
councillors, uncertain of the nature of the phenomenon, but
boldly enterprising as always, erected a large steel tower, from
which it was hoped to capture the mysterious orb for the purpose
of using it as a centrepiece in the illumination scheme. The ruse
proved unsuccessful, but the elusive sphere did make one or two
return journeys to hover tantalisingly over the Tower, until
eventually it was frightened away for ever by the organ music.

This explains why, on the crowded beaches, the atmosphere is
warmed not by thermonuclear energy but by the thermo-human
element in dense concentration, and why the nearest thing the
vounger generation have scen to the sun is the almost white

ot radiance of Uncle Fred’s nose as he dips an exploratory toe
into the ice-cold briny.

Flying on the Brain

Back in the old days R/G was simply a matter of flipping
a fin about in order to execute a number of realistic aerial
maneouvres which can be found in any aircraft manual under
the heading * When to Bale Out.” All rather crude, but good
clean family fun, with crack-ups, fly-aways, and disaster
enough to satisfy the most primitive urges of the ghoulish
onlookers.

But that’s all old history. We have moved into a new
electronic era of multi channel control, with the simple receivin
set replaced by a sort of electronic brain that can fly the mode
through a series of inverted bunts and work out the Election
results at the same time. The archaic bleep button has given
way to a jolly little joystick, and the happy, carefree operator
can enjoy his fun without his oral cavity being encumbered by
the presence of his cardiac organ.

At this point I put away the model books and went out to
face the stark reality of a modern radio event. The first
noticeable improvement in flying technique was the smooth
nature of the r.o.g. attempts; each model running straight
and true across the tarmac and embedding itself cleanly in the
grass verge. Only occasionally was a model smitten with the
more flippant delights of the pre-electronic age. expressing its
unfettered gaiety in a serics of frolicking ground loops. The
crowd-pranging maneouvre was also of a more polished order,
with greatly increased range. The dive-in scramble, which at
one time was the exclusive delight of the more adventurous
spectator at the take-off area, now provided athletic fun for
even the most distant onlooker.

Otherwise everything seemed to be in the good old bang-
bang rudder tradition, with the crowd clapping respectfully

MODEL AIRCRAFT:

when a model made a safe return to earth, and cheering
wildly when one didn’t. But perhaps on this occasion the elec-
tronic brains were suffering from clots, although possibly it
would be unfair to attach too much blame to the operators.

Letters on metal wallpaper have been so numerous of
late that, by now, thesubject should be more fully covered than
a one armed paperhanger. :

Spirit of Youth

Aerodromes are getting in pretty short supply; at least as
far as model flying is concerned. This state of affairs is
attributed to the juvenile antics of the type of youth who is
usually referred to as air-minded, although it is generally
recommended that brain is a more effective head-filling agent.
When unleashed on to an airfield they immediately set up a
highly organised fuel bottle dispersal system, through which
the empties are dumped in all the strategic positions of greatest
nuisance value. Other activities include the establishment
of new airfield access points (** See that we bring a decent pair of
wire clippers next time ”’) and general arson and skulduggery
on a grand scale. What intrigues me, though, is this fuel bottle
business. Judging by the prodigious number of empties they
leave behind, that } c.c. engine (never been flown) which is
their only slight connection with model flying, must have a
fuel consumption comparable with that of an airline fleet.

““Let's ask them if they've seen our cross-Channel R/C job."

Timers, Gentlemen, Please !

We hear that Jim Walker, noted C/L expert, who made the
headlines, as it were, by a nifty spot of cranial control, is still
going just as strong as his e(}ually famous namesake, Johnny.
Which makes us wonder if, after one of his three-model
gyratory sessions, he suffers the same dizzy after effects as is
produced by that gentleman’s beverage.

Speaking of hangovers, we are pleased to usher into the fold
the newly affiliated Freemasons Arms Model Club; a club
which obviously believes in combining model business with

pleasure. The members, we are told, although filled with the |

right spirit, have no connection with those tap-room aero-
nauts, known as barflys; nor is it likely that model operations
will be hampered by too many strong down-draughts. How-
ever, it is interesting to conjecture on some of the remarks
that might be overheard on any convivial evening:
“ Ur-r-r. Moighty strong dropee cider this. . . .
‘“ Has anyone seen my glowplug fuel ?
*“. . . Took one look at George’s pylon job and signed

the pledge. . . .”
P lomiuss

“ Lifted any good pots, lately ?
325
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John & Kath WingateRachel & John AndrewsJean & Reg Biddlecome
Evening meal at the Plough Inn at Wilsford

~ Martin Pike membep cretary these \dng a KK ax.
Several timesehoperated and recovered with son Rory in thepaagk



Old smootfe Ron Moulton keps the ladies amused

That s Vintage
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Aetual
size phuln

InN aMosT RESPECTS the larger B4 is similar to
the 1 ce. Barbini diesel (May issue) sealed up.
Main point of difference is the use of roller bearings
for the crankshalt and the big end.

I'he power curve peaks appreciably earlier than
one woutld expeer for an engine of this class, the
effect of piston friction being to flatten the curve
out as speed increases.  The BA40 has all the
attributes of a high speed cengine with, like its
smaller brother, the highest possible attention paid
to interior workmanship and again a rough exterior,
The only possible criticism ol it as a design is that
it is a modified diesel lavour (using the same
crankcase as the 2.5 c.c. Barbini dicsel) with diesel
porting not often the best possible arrangemnent for
glow plug running.

Main interest in the B.40 centres around the
main bearing and the big end bearing. ‘I'he front
bearing of the crankshaft is a conventional ball

434 August, 1957

ENGINE ANALYSI

UNUSUAL GLOWPLUG ENGINE
ITALY, USING ROLLER BEARING SHAFT & CON-ROD

NUMBER

DESIGN FROM

SARSINI
B. 40. T.N.

reviewed by R. H. Warring

bearing, located by a eirclip, "T'he rear main bearing
is u caged roller assembly, consisting of twenty
diminutive ncedle rollers mounted in a properly
fabricated brass cage. I'hese needle rollers run on
the hardened shaft and a hardened outer ring
pressed into the erinkease casting.

The reason for choosing a roller race here is a
little obscure as the radial load is within the rating
of standard ball hearings and the best of roller
races normally have many times the friction of a
good ball race. Certainly, also, it offers no bencfits
as regards oil sealing. "L'he plain length of the bearing
is gencrously oversize with regard to the shafe

S diameter (it appears to be a standurd bronze

inserted bearing as used on the plain bearing
crankcuse unit, drilled out) and there is appre-
ciable oil leakaze from the front end when the
engine is running.

SPECIFICATION:
22 S ----'""-]---- S T Displacement: 25 c.e. (152 cu. in))
| Hore: 374
I ﬁlﬂllﬂ': -S;JU in, T
) are; Ntroke ratin: 065
&‘ 20— - : . . I Rare Weight: 47 ounces
Mox B HP I8P ot 14000 rpm M, LELP: 189 ac 14,000 rpan.
t i : i - Max. torque: 16 inch-gunces a1 9,500
P ! r.p.an.
:g /8 — Power ontpurn: -0725 1LI11Y prr e
@ | Fower 'Weight ratio: 04 BILLE, per
g | uumee
'sfd' '
§
e
i ; Material specification:
-( ] | Crankease: Gravity die casting in Jight
o Sl e SR L S T ..1....,.._, R e

2503 2000 /0000 T HDCO ;4000 nooo ;4-'00 L5000 16002 172000 18000
!?PM

alloy
Cylinder: Hardened steel
flstond Cast iron
Connecting rod: Tlardened and  tem-
pered stecl

T end bearing: Cageless needle rollera
Main bearsowes: Hall race (front) and
ta-lhr race {1ear)

‘eankshalt ] Lardenaed steel a7
Propeller  drive  washer:  Alnminium,

mounted on sph collet
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Similar size ncedle rollers are used for the big
endd Dbearing, this assembly being cageless and
retained on the crankpin by a thin stee! washer and
a circlip.

As in the 1ec.c. diesel, the connecting rod is
machined from steel, hnrdu:mr.l and tempered,
with & hollow gudwon pin retained in the piston
by spring wire circlips; the piston is again of cast
iron, but the top is castellated to give four nnglcd
deﬂectm‘ faces corresponding to the port positions
cut in the whmlcr. ‘T'his is a convenient means of
altering  porting in individual engines.

‘I'he eylinder is similar in construction and port
arrangement to the 1 c.e. diesel, but with a some-
what greater overlap on the transfer. The transfer
ports appear to have been formed in two operations
—first a slor cut and then re-worked upwards at
an angle by an end cutter with the qlmdcr rotated.
Taper relief at the bottom of the bore is less than
normal (the liner had not been honed after grind-
ing), leading to the stilfness previously mentioned,
but piston-cylinder fit was otherwise L-wct-pnomllv
good, with a higher compression than is usually
found on a glow motor.

“T’he eylinder seats on to a flange on the crankease
casting, that on this particular example having a
moderate finish. ‘I'be cylinder jacker is of dural,
sliding over the top of the cylmd:.r and sc.nlm;,
by a copper and brass mskt-t in the head. Four
hold-down screws passing through the cylinder

- jucket into the crankcase casting then hold the
cylinder unit in place. In this instance, the holes
are asymumetrical and excessive tightening of these
screws was found to cause some distortion of the
cylinder, Ilowever, no trouble was found with the
liner rotating. So it was not necessary 10 assemble
very tight.

fru,'m'h-.r
dia. x pitch r.pom,
Exh W, 600
K xa( 12,500
%x 5 (s 11,200
;l x4 (5 ) A
x b (S1ant 12,4160
Propeller 7x4 f 13,900
i GxAf 16,400
Test Data 6 x 18,000
Hx S T A
Gox 1
¥ ox I
Hx 13,
9 5 1

Fuel wsed: Standard 2 21 methanol :
Castrol M plus 20, Nitromethane,

T'he crankshaft is a heavy unit (1 ounce), stepping
down from 85 mun. (-334 in.) diameter to 5 mm.
(:1964 in.). 'T'he crank web is o full }in. thick,
relieved at the crank pin side by two cut-outs
drilled through for Iubrication passage. The
crunk pin (Fmm. (-1575 in.) dia.) is unusual in
thut it is pressed into the erank web after hardening,
which operation appeared to have generated a
couple of cracks in the top of the web in our lirst
(oversize) rest engine,

T'he B.A0 is casy enough to start, after gencrons
priming with the needle valve upen a4 turn or two
past the running position.  T'he necdle can then
be clased down for best running, there being ample
time (o recover without the engine stopping if the
needle is inadvertently closed too much, At the
lower speeds, power markedly drops oft as the
engine warms up and 6,500 r.p.m. is about the
lower limit of speed at which consistent running
can be maintained. "T'he ability to run consistently
and smoothly increases with increasing  r.p.am,
Propeller rests were continued up to 18,000 r.p.an.
(6 x + Frog nylon propeller) with hand starting

aclily achiev ed in all cases. Continued overleaf

ENGINE ANALYSIS. Vibration caused by
an unbalanced propeller can become a problem
above 15,000 r.p.m., requiring trisl-and-crror

positioning of the prop. to achieve satisfactory

results,  The cylinder gets extremely hot after a
short running time and the engine normally runs
quite “dirty”

Various fuels are recommended by the manu-
facturer: a 2 : 1 methanol/castor mixture for running
in, increasing to n 3 : 1 proportion for normal

running.  For “performance” work a 2:2:1
mixture of methanol, nitromethane and castor is
specificd.

T'he makers recommend 40 per cent. nitromethane
and the 12:5 per cent, nitrobenzene for a com-
petition fuel. No trouble was experienced with the
original -glow plug (a pleasant change, this, with
forcign plugs), although it did have a tendency to

hard against its

leak unless tightened up rcallv
copper sealing washer.
Summarising, a most interesting design, beauti-

fully cngincered internally.  “P'he 25 c.c. Barbini
is, of course, the engine which surprised nearly
evervone by placing third in the 1956 World Speed
Championships; and speed control line is, of course,
the real test to sort out the best from the “indiffer-
ent”. ‘The engine used by Cellini had been
subjected to some revision of the intake and
transfer port areas and a lightening ol the recipro-
cating parts, but otherwise was a standard madel,

When originally tested, the B40) was found to
he over capacity. ‘P'he manufacturers have since
modified our test example and the capacity now
stancds at a marginal 2:5 c.e. with no change in
porform.mcc Those who own carlier Barbini B.40
engines can have capacity certifiecd by r:.tmumg
their engine to the manufacturers.
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The flying of models in
public parks and open

Parks and
Oﬂm y/f-’w spaces continues to give
local authorities much

concern, and a good deal of this is due to the lack
of proper consideration given to this matter by

most club and individual modellers, and the assump-

tion made by many that they have a right to fly
where and when they like without permission.

This fatal mistake is generally the primary cause
of the trouble and 1is aggravated in'many cases by
the fact that the local authorities have little personal
knowledge of model flying.

In view of recent developments it has become
imperative for all clubs to make closer contact with
their local authority with a view to giving them
“ practical >’ demonstrations of what- acromodelling
really is and showing them that, properly conducted
and controlled by the clubs, the pastime has no
dangers and is no nuisance. All clubs should make
a determined drive in this direction or they may
find their activities seriously curtailed.

Above all, aeromodellers should refrain from
flying late in the evening close to built-up areas.

Much time and corre-
spondence is wasted each

fmfa/aydfu'«p year owing to the large
number of changes of

secretaryship amongst clubs throughout the country
and the failure of clubs to notify the Society of such
changes.

Obviously, the Society cannot know of such changes
unless it is advised of the fact and it will continue
to send its correspondence to the retired Secretary
unless informed of the change.

Any club changing its Secretary should, therefore,
make a point of advising the Secretary of the S.M.A.E.
to make sure that the new officer receives all vital
correspondence and avoid its pigeon-holing, or
worse, by the past secretary. :

This is a very vital matter to all clubs but one
which is overlooked all too often,

The Pilcher Cup was

presented to the Society
in its early days by Mr.
D. H. Pilcher, to stimulate
interest in gliders in memory of the activities of his
illustrious ancestor who carried out such intrepid
experiments with gliders on the dawn of aviation
in this country.
- The contest for this cup has grown steadily in
popularity until it is now one of the premier National
Contests. The original object of the cup has, there-
fore, been fulfilled and the donor in appreciation of
this has just replaced the original trophy by a new
and larger one, which he considers more fitting to
the present status of the contest. _

In presenting the S.M.A.E. with the new cup,
Mr. D. H. Pilcher expresses the hope that it will
continue to inspire aeromodellers to take an active
interest in gliders and sailplanes and that the contest |
will grow in popularity and uscfulness.

The Socicty and all aeromodellers are extremely
grateful to Mr. D. H. Pilcher for his generous gesture
in providing such a handsome trophy for the contest
and for his continued interest and support.

A New. Cup

Contest There still' appears to

iy ¥ } be some laxity on the

9uu4ﬁmq Jimes part of clubs in regard

to the finishing time for

S.M.A.E. decentralised and area-centralised contests
judging by reports which we have received.

The finishing time stipulated by the S.MLA.E.
is 7 pm. and clubs should adhere strictly to this
and thus prevent the contests from lagging indefinitely.

There are always one or two competitors who will
hold back unless they are forced to take their flights
and this rule was established to prevent this type of
competitor from embarrassing the contest officials
and to give them a chance to collate their results
without having to work into the early hours of the
morning. It was also instituted to prevent competi-
tors delaying their flights to the evening in the
hopes of obtaining finer weather on unfavourable
days, and if decentralised contests are permitted
to continue beyond 7 o’clock, some competitors may
have an unfair advantage over others.

The rule does not prevent contest officials extend-
ing the time in extenuating circumstances, where
a competitor has lost a machine or is repairing a
damaged one, for instance.

It is with considerable
satisfaction that we are

Wortd's Record
‘O& Gt. Britain  able to register  that
another world’s record has

been homologated by the F.A.L in favour of a
British claim. This is the record for motor-driven
tailless models of 1 min. 50.8 sec., recently achieved
by J. Marshall. Hearty congratulations.

187
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MODEL AIRCRAFT
Contest Sense

There still remains too
large a proportion of aero-
modellers who lack the
elements of contest sense,

and far too great a number of these were in evidence

at. the Nationals. \

One such case which came to our notice on the
first day of the meeting was an entrant in the power
contest (not due till the second day) who turned up
right in the middle of the MopEL AIRCRAFT Trophy
contest to make a trial flight, in spite of the fact
that close by were many hundreds of yards of tarmac
from which he could make his trial flights without
hindrance to the competitors and officials and much
less inconvenience to himself.

There were, of course, the usual number of non-
competitors who will fly their models on the wind-
ward side of the contest area so that their models

_traverse the contest take-ofl point, thus helping to
confuse timekeepers who ate trying to follow a model
which is fast getting out of sight.

There was also the usual percentage of modellers
who were too lazy to walk a short distance to a suit-
able take-off point for their trial flights, and who
released their models with the greatest nonchalance
right in the middle of groups of cars or persons.

A new menace which appeared on the second day
was the “ jet " enthusiasts who, with complete lack
of consideration, set their machines going close to
the roped ofl area, while the power contests were in
progress, thus making it practically impossible for
the timekeepers to hear when the motors of the
competing machines cut-out. A bad show'!

It is time that club officials took the trouble to
educate their members regarding the elementary
features of correct conduct at major contests and
rallies, and we would suggest that this is a suitable
subject to arrange as a lecture during the winter
months. j

We have no doubt that there are a number of
S.M.A.E. officials who would be only too pleased to
expound on this subject from first hand experience.

The radio contest at the
Nationals proved to be

Radio Control
: Contests most interesting and well
supported.

One point, however, which will have to be given
close attention, both by the organisers and the
competitors at future contests, is proper control
over the transmitters during the contest period to
avoid interference with competitors who are making
contest flights.

It is only natural that competitors who encounter
trouble should want to try out their apparatus but
it is disastrous for this to be done while a competitor
is airborne. There was decided evidence of unauthor-
ised transmission taking place during the contest
and at least one competitor lost control of his machine
through this cause.

Impounding all the receivers on the field, and only
issuing them to competitors individually immediately
it is their turn to fly, is one possible solution. Another

188

Dinner

August 1949

is to have a single official transmitter and to forbid
the use of any other transmitters during the time of
the contest, |

The best way, of course, is for competitors to
realise that they are jeopardising other competitors
chances and for them to studiously refrain from
transmitting during the contest except when they
are actually taking their flight under the authority
of the contest organisers.

The Model Aircraft -
Trade Association are
holding their first annual
dinner and dance on
October 13th, 1949, at the Paviors Arms, Westmin-
ster, London, S.W.1. A cordial invitation is extended
to all aero-modellers, whether members of the Trade
or not. Price of the tickets and other details will be
announced later by the Social Secretary, C. Stevenson
of 239-241, High Street, Lewisham, London, S.E.13,
to whom all enquiries concerning this function should
be addressed.

m.AI.A.

Japlin The Council of the
S.M.AE. have decided
Thophy

to allocate this Trophy

for a Radio Control Con-
test to be held on September 25th, 1949, on a North/
South Area basis. The Northern Area Contest will
be held at Sealand Aerodrome and the Southern at
Fairlop Aerodrome. The results from the two areas
will be collated to decide the winner of the Trophy.
A Sub-committee consisting of Messrs. H. J. Nicholls,
C. A. Rippon, G. Honnest-Redlich and S/Ldr.
Peter Hunt, has been set up by the S.M.A.E. under
the Secretaryship of E. F. H. Cosh to frame the rules.
for this contest and to advise the Council on radio
control matters in general.

BOOK REVIEW

The Model Aeroplane Handbook. By F. J.
Camm, has just joined the growing list of literature
on the subject of model aeroplane building and
flying. Model aircraft design, building, and flying
presents such an extensive problem that it is not
now possible to cover all these aspects of the hobby
in one volume. Since the volume under review has
attempted to cover the historical side of model
aviation as well as administration by the F.A.L
and S.M.A.E., design, construction, and flying of

" models, steam plants, petrol engines, compressed

air plants, diesel engines, rubber motors, formation
of clubs, and lists of records, etc., it will be realised
that it has only been able to deal with each aspect
in a very brief manner. Those who are new to the
hobby will probably find much of interest in the
historical sections but it is a pity that the general
usefulness of the book has been considerably res-
tricted by the almost complete omission of informa-
tion on engines and components available at the
present time and details of modern theory and design.
Published by George Newnes Ltd., at 12s. 6d.
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John Andrews - Goes Indoors - Part 3

Following on from last month’s ramblings, my efforts over a couple of
years at Cardington resuited in a few reasonable indoor models and it soon
became apparent, as | continued to visit the sports hall indoor meetings, that the
fimsies were more than a lifte vulnerable. The penny finally dropped at
Wallingford where | left two of my Penny Planes on their stands whilst | went off to
eat some lunch.

On my return | found the back ends of the two models had been
removed and the guy next to me explained that some high-speed polystyrene
wonder had fizzed across my table, chopped off the rear ends and flew on without
breaking step.

If you can'’t beat ‘em join 'em. | had seen an article in one of the
magazines about making a small indoor job, something like a Wot 4, from 2mm
wall-foam insulation so off goes | to the DIY store and procures a roll of said
matenal. Adhesive was the next problem; even | knew that showing expanded
polystyrene any cellulose caused rapid disappearance of the foam around the
area of contact followed by a creeping expansion over the next few minutes.
Bison Clear Adhesive was the recommendation in the article and by coincidence |
found some in the same store, Homebase or what ever name it went under in
those days. It does not matter as the only place | can get it now is from the good
old boys’ at Flight-Hook.

Speaking of coincidences | must digress. | have one | must relate. | was
at the BMFA Winter Open at Wymeswold in February flying Open Rubber and |
set up alongside Ray Alban. Ray asked me to time his last flight and proceeded
to wind. His model is worthy of comment, a large vintage rubber job with a single
biaded wind shovel on the front that was more akin to a canoe paddle than a
propeller. Double digression, back to Ray winding, he was nearly through when
BANG. The motor had broken at the rear peg and the motor together with the
winding tube made a quick exit out through the front former. Ray set about
replacing the motor and called me again for his next attempt. All was OK, the
model was launched and the flight timed down at 2-49.

| then collared Peter Martin to make a flight of my own. | was nearly
through winding when BANG. The motor had broken at the rear peg and the
motor together with the winding tube made a quick exit out through the front
former. | replaced the motor and wound for my next attempt. All was OK, the
model was launched and the flight timed down at 2-49 coincidence or what.

Digressions over, back to the polystyrene. Armed with the matenal and
the glue | wondered what to build and settled on the good old Hanger-Rat. It was
a good choice as it turned out as | think the Rat is about the largest size you can
go with expanded polystyrene wings without spars.
| built the fuselage as normal and the tail-plane and fin were just cut from the
sheet polystyrene and stuck in place with no support. The sheet was markeq out
with felt pen and cut with scissors. | tried cutting with a scalpel but even with a
brand new blade | still got some tears at the edges so | always use SCISSOr'S NOW.
The aircraft surfaces are cut with the natural curve of the rolled sheet chord wise
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to give the aerofoil section. The fin is curved to give the right turn. Each wing has
one 1/32 balsa rib about 1/16 deep at the centre and a 1/16 x 1/4 deep nib at the
dihedral joint joins the two halves. The method that | use for assembly is to take
each wing half and mark the centre rib position then run a bead of the Bison
Adhesive along the line. | then put the rib into place and hold for a minute or so
until it stays put. The sticktion of the adhesive is quite good and it does not take
long. | have yet to decide the best method for the centre section and | don't
remember which method | used first time. My Poly-Rat is on its third wing at the
moment. An electric helicopter chewed the first one up and the second got past
its sell-by date. The problem with these spar-less wings is after a year or soof
enthusiastic rafter bashing you begin to notice severe distortion of the wing when
the model dives after a meeting with the ceiling. Eventually you lose so much
altitude before recovery its best to make another wing, it does not take long.
Where was I. Ah! Yes, joining wing halves.

Method one is to shape the joint area, put a thin smear of Bison on one
half and bring the two halves together with the tips propped up at the dihedral
angle. You need pins to ensure you don't lose the wing section curve. When diry,
add the centre rib. This helps the nib to be kept square but uses more adhesive
and takes a little longer.

Method two is to use a thicker coat of Bison on each of the wing halves
and bring together onto the centre rib and do the job in one go. The danger is that
you can get the rib out of square to the dihedral.

The next bit is the tricky bit, the cabane and wing struts. The construction

itself is not difficult, the cabane from 1/16" x 3/16" and the wing struts from about
1/32" x 3/32™. The wing strut material size depends on the hardness of the
balsa.
The difficulty is attaching wing struts to the wing ribs whilst keeping cyno away
from the foam. The vertical cabane struts plug into flattened alloy tube cyno'ed to
the fuselage and must be hard balsa for longevity. As | said eariier, foam and
cellulose or cyno don't mix, my bumble-fisted approach in the early days lead to
much melting foam. It's not only keeping the glue away from the foam in the
Jjointing area but also keeping it off your fingers. You think you have got away with
a joint somewhere when a few second later the spot where your sticky fingers
picked up the wing starts to dissolve. You can spit on it, spray water it but it just
grows as you look at it and eventually you have to start again.

Since | first got into polystyrene wings with the Rat I've built quite a few,
EZB’s, biplanes, triplanes, | do tend to get carned away when | get something
new fo actually work. There seems to be a limit to wing chord as | have not made
a polystyrene Penny Plane that will fly consistently, they seem to be flying OK and
then they just seem to stop, forward motion disappears and they just flop down. It
maybe that the wing chord arc needs to be shallower but if you do that you lose
the stifiness when no spars are used. As | am interested in simplicity | make my
wings Hanger-Rat chord maximum and no spars.

My grasshopper mind strikes again. Let's get back to making wing strut to
wing rib joints. The method | have evolved is fo use thick cyno (oreferably the old (11
stuff in the bottom of the bottle you never finish) and accelerator. | carefully put a
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spot of the cyno on the rib edge, spray the end of the stay with accelerator and
then bring the two together, Bang! job done. Practice bringing the two parts
together before you do it for real however as there is no repositioning possibility.
Warning, watch where you point the accelerator spray, I've destroyed a part built
wing on the bench before now with fallout.

Propellers, you can use commercial plastic props if you like but keep the
diameter down to six inches and use thin rubber with lots of turns. It's more
satisfying to make your own props though and it's easy.

The quickest method (that's for me) is to use about 3mm white plastic
tube from the hobby shop material rack for the centre, a piece about 3" long. For
the blades use a thin plastic yoghurt pot and cut out some blade shape you fancy
at an angle of between 10 & 15 degrees sloping left to right from root to tip. The
reason for the angular spread advised is the width of the blade shape you fancy.
The wider the blade the smaller the angle. The reason for this is that the twist on
a wide blade may cause the tip to wash right out. The blades are then stuck to the
tubing at an angle of 45 degrees at the blade root. You can do this quite easily by
eye. Be sparing with the cyno as it can still melt the plastic if you get too
enthusiastic.

| think I'll pack up constructional details, it was not my intention to write a
blow by blow how to do it article but | just sit here at the old computer and | never
really know where I'm going. | like to write light-hearted offerings but | think they
must be getting a little heavy of late and | fear | may be responsible in part for the
last issue of the CLARION going overweight. | got away with it myself however
but from reports a lot of you 1066%ers got whacked for postage due charges.
David picked the night time to go Stateside did he not?

: i 2) The Authors Poly-Rat  (Note: -John Hook is at the controls)

My Rat pictured is one of the most reliable indoor jobs | have ever built
Flease note the pilot, it's John Hook himself, could be his piloting skills that keeps
the Rat so stable. | fitted John as the pilot for his 60" birthday bash at Swindon
the other year; it created a litle amusement here and there.
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Performance wise my Poly-Rat has flown with rubber motors from 070"
strip up to .110” but it's had a few different propellers, as ceiling bashing is another
one of my habits. The logbook records the best flight as 2-41 made at Oundle in
December 2001. The motor was a 22” loop of .080” rubber with 2,300 turns.

| was intending to dig up something on vintage indoor and to that end |
looked in the Aeromodellers for 1947 and all | could find was an article by Bob
Copland in which he stated that although indoor free flight in America was popular
it had not yet become popular in Britain. He went on to say that round the pole
flying however had become very popular, but bear in mind that this article of his
was in support of his RTP Thistledown plan published in the same issue.

The RTP record up to that time was about 3 minutes with tissue covered
Jobs but the change to microfilm covered flying surfaces immediately pushed the
record to 4 minutes and development brought about by friendly rivalry between
the Northern Heights M.F.C and Streatham M.A.C. eventually brought the record
to nearty six minutes. There was a photograph with the article showing Bob’s own
model and with it was a photograph of a free-flight model so they were flown.

Seeing the reference to records | sent for the B.M.F.A. Records book.

When | received it | was initially baffled by the contents. There are over 60 indoor
record categories with various ceiling heights; 8mtr, 15mtr, 30mtr and over 30mtr.
The main surprise was that only 11 records had been claimed and | have seen
flights greater than the times recorded. Even | have beaten the 7-minute
Pennyplane record on numerous occasions. This lack of records required a little
investigation but the answer was soon found in the record book. The first difficulty
is the requirement for two timekeepers, not the competition norm these days so il
you want a record it is going to be a special attempt. Next problem, two certified
stopwatches with an accuracy of better than 0.02% that is a 4 seconds error over
a 6-hour period. It appears that records flown during the normal course of national
competition would not qualify and | assume people cannot be bothered to make
special attempts. | think | should pick one and have a go myself.
Whilst | was doing a bit of bedside reading | came across the Foam 200 plan,
which is reproduced herewith. | have no idea how good it is for | have not built one
but | have used the propeller construction method in the article accompanying the
plan. The matenial for the prop is good old 2mm wall foam.

The method is to take four layers of foam and wrap them around a 5-
inch diameter can, sandwiched between two layers of non-stick material such as
self-adhesive label backing or the good ladies non-stick baking sheet. You then
take a Solar-film iron set to maximum smoke and apply to the sandwich which will
fuse the layers together to form a curved material from which blades can be cut
as with the yoghurt pot prop. Propellers made this way are really light and will
stand up to some punishment.

One point about the Foam 200 is that the wing has no structural support
and this interests me no end. [ am in the process of seeing how big | can go with
this method. The tip dihedral joints will supply some support and preserve the
aerofoil. Currently | have a 12-inch version drying in the workshop. We shall see

how we go. . @
I'd better quit for this month or we’ll be overweight again. Part 4 vintage’
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Heard at the
Hangar Doors

Titled Gentry

Reference to our title page indicates a number of
Editorial staff changes that bring a number of
long-service members into positions in keeping
with their present responsibilities. C. S. Rush-
brooke—probably more widely known as “Rushy”
to most aeromodellers—now assumes the title of
Managing Editor, having held the post of Editor
since joining the magazine in the early months of
1940, Diverted from his pre-war enthusiasm for
contest work, his main interests these days are
administrative and a keen desire to further the
aeromodelling movement generally, particularly
through his work as Records Officer of the S.M.A.E.,
a post he has held for a number of years.

Harry G. Hundleby, for many years Assistant

Editor, now fills the Editorial chair—a task to .

which he is eminently suited by virtue of his long
association with the production and editorial side
of the magazine. Interested in all aspects of the
hobby, his main interest is radio-control, a subject
to which he has contributed many useful articles
gained from practical experience. Currently engaged
on writing a book devoted to the beginner’s re-
quirements in this sphere.

The duties of Assistant Editor are now under-
taken by Ron Moulton, who joined the staff in 1950
as a production assistant. Spent some time in
South Africa, and was probably the first exponent
of control-line flying in this country. Currently
having many successes in the free flight Power
field, securing a place in the 1954 British Power
Team which will compete—alas by proxy—in
America this month.

Help !

Clubs and individuals are urgently required to
organise events at the forthcoming Northern Gala,
due to take place at Croft Aerodrome, Darlington,
during the August Bank Holiday period. As is
pointed out, a Committee can only do so much, and
it is impossible for a small band of workers to cope
‘with all the personnel requirements at a multi-
contest meeting, and an appeal is therefore being
made to anyone who is in a position to assist at this
important function.

Remember, you can help yourself by helping
others, and it is quite possible to fly as well as
undertake an official position at such a meeting.
All offers of assistance should be addressed to the
Northern Area Comp. Sec., Mrs. F. Shirt,

- 13 Patmore Road, Sheffield 5.

Special awards are being made to the winners at
this meeting, in addition to the usual Society prizes,
and we look forward to generous support.

402 August, 1954

Readers will remember our reference to the engines
made by Mr, Bibby of Wavertree last month. Above we
show his 10 c.c. Racing Glo-engine with the amazing
.05 c.c. diesel alongside, This fantastically small engine
is 9/64ths bore and 5[32nd inch stroke, and was con-
structed on a 2 inch centre, homemade lathe.

Royal Support -

H.R.H. Prince Bernhard of the Netherlands will
open the 1954 Model Engineer Exhibition, to be
held at the New Horticultural Hall from August 18
to 28. He will be flying to London especially for this
function, and we welcome this further instance of
Royal interest in the world of modelling.

A new trophy will be awarded this year in the
form of the “Duke of Edinburgh Trophy,” com-
memorating the opening of the 1952 Exhibition by
His Royal Highness. This important award will be
competed for by winners of previous competitions,
who are barred from competing in the general
sections, and should prove an interesting task for the
panel of judges headed by Professor Low, and
including our Managing Editor as representative of
the aeromodelling fraternity.

Yugoslav International Teams

We hear from Yugoslavia that the following are
the results of the eliminators held at Lisicji Jarak
Airport, near Belgrade. :

Power.—1. Vilim Kmoch 774; 2. Ljuba Nesic
729, Marko Vujic 729; 4. Vladimir Novta.

Wakefield.—1. Emil Fresl 846; 2. Joze Prhave
839; 3. Vilim Kmoch 764; 4. Tomislav Prukner 746.

Glider.—1. Pelikan Zvonko 822; 2. Bora Gunic
815: 3. Ljuba Nesic 716; 4. Maringer Milan.710.

There is no hope of sending teams to the States,
but the A/2 boys will be flying in Denmark and,
judging from the above times, will offer pretty
formidable opposition. Glider fans in particular
will be interested to see a few short notes on various
Yugoslav ideas in “Reduce that Drag” on P.413.
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