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| Pad userst you are having trouble opening the New Clarion, hold your finger on it to display a menu,
thenselect open in new tab". You will find the new tab to theANhO66tteh.
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Flg 1Windscreen attached after c coverlng the nose Flg 2Mount|ng theundercarrlage Ieg
Note masking tape on port side window.
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Fig 3 Undercarriage attached. The cabin occupants Fig 4. Covered fuselage
are Paul Plecan s Profile Pilots.
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Fig 5. Photocopying patterns for wing registration, Flg 6. Covered components
aileron, and fin markings.
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The covered weights were as follows:
Fuselage without nose plug 2.59g

Wing panels 1.35g

Stabiliser 0.36g

Fin 0.19¢9
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Fig 8. Five laminations for one wheel
showing clear plastic disc rigging support. and wheel blank for the other.
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CARVED PROP OPTION
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Fig 9. Henry Struck s carved prop blank Fig 10. Sawprop blank
for the Jetco Dayteright REL. the key to successful propeller carving
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Fig. 11. Finished Swallow prop in comparison with the Sleek Streek plastic prop.
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Indoor flying
Nine-channel radio flying seems to be all the rage, but I
can’t say I find tele-modelling all that wonderfully exciting.
“ Flick them there moths off the screen!” cried Granny.

“ Moths,” says Sonny, disgustedly, “ They're model planes.”

“ That’s quite enough of that, Sonny,” says Mother, * If
Granny says they're moths, they’re moths.”

Undismayed, Sonny, quite the model expert, proceeds to
identify each type of moth as it appears on the screen:

‘ Radio job—power duration—stunt model—rubber job . . .”

“Hold on,” says Father, ‘ That’s making a funny noise
for a rubber model—its got an engine in it.”

Sonny desperately tries to explain what nitwits the television
people are, but the family, shocked at such heresy, pack him
off to bed—and just let him try to make out he’s a model
expert again, that's all.

This England

Visitors to the Stately Homes of England believe in having
their full half crown’s worth. After dutifully inspecting the
regal four poster where Good Queen Bess was reputed to
have enjoyed a quiet snooze before a rally of arms, they
demand a rally of models as a consolation. Choked with

pride over the glories of old England, they retire to the
Stately Lawn to witness a stunt display by a screaming slab
of American model. Put through its stately manoeuvres over
the corner of a foreign field, it%

ew square c;xlrc:lq:i sat up ha.nd
begged, and did everythi
but talk—and even at th‘:ﬁ
the wires had a decided
Yankee twang.

To add further splendour
to the historic English scene,
the traditional blurp of
another American engine
rises above the tinkle of
afternoon tea. Tiaras are
wedged firmly over stately
earholes as a monster radio
job swoops up to perform a
series of stately loops over
the stately home. *Super-
dooper ! ¥ gasp the proud
descendants of Shakespeare. Solemnly they watch the model
disappear over the soaring turrets as the enchanted music of
a skiffle group floats on the summery English air.

Flﬁast -
er reading last month’s Vintage issue it seems that silly
old me has got the wrong idea about this model flying business.
Being a bit vintage minded myself, I still picture it in anti-

uated terms of the young-in-heart and the short-in-pocket
throwing weird flying machines into the air, and actively
pursuing their pastime, as it were. Now I can see that the
modern approach is more leisurely, consisting of nothing more
than a gentle potter among museum relics for the inactive
study of weird, non-flying machines.

Possibly I'm just old-fashioned, not quite so old-fashioned
as the weird non-flying machines, but old enough in my one
tooth to think of a model plane as a Wakefield or Afz glider.
However, things seem to have moved on (or is it back?)
since my vintage days, and I can now understand the
astonishment of the local natives as I make my solitary
appearance on the flying field, clutching an archaic concoction
oFbalsa and tissue. While I've been living in the flying past

the hobby has evolved through the static era of the gs. 6d.
balsa kit, to the positively immobile state of the 2s. ready-
built plastic model. The latter, of course, being solely for
the benefit of those athletic enough to wield a paint brush.
Others, with less vigorous inclinations, are content to meditate
n the colour of von Richthofen’s socks, or to ponder upon
the technique of hand launching a bomb out of a cockpit.
If I'm to keep up with the model flying hobby I need to
revise a few of my quaint old notions, and find out something
about these stringy looking biplanes which are cluttering up
the model books and museums. Unfortunately, the only
museums known to this old fossil are full of old fossils, with
not a stringy biplane in sight. All I can do is to build a
showcase for my defunct Wakefields and hope that, in future,
someone rr:‘c?ht remember those funny flying models and run
a vintage edition in their honour.

Success story Y

Nearly all important people in the world of aviation
seem to have begun their illustrious careers with model
planes and finished up in full-size aircrafi—scaled up to
success, as you might say. Looking
patronisingly down upon us lowly
hobby friends, they recall as how
how they, too, as boys, played with
models, and how it helped to foster
ambition in the real thing.

As one of the boys for ever, I
can always console myself with the
thought that had I given up
fiddling with toy planes I, too,
lm}ht have become a captain of
industry. Meanwhile I can,
perhaps, ask one of the mighty
captains to forget about that
already obsolescent design which
might go into production in 1980
if the order isn’t cancelled, and come over to the flying field
to find out what a thundering good time he’s missing.

Ye Olde Village Pump

In keeping with the historic mood, we leave the museum
boys to their First World War crates as we, of the Old Brigade,
gather respectfully around the remnants of a real vintage
job: a 1911 compressed air model.

What fun they must have had on the village green in those
far off Edwardian days. You can imagincﬁi excitement of
the bewhiskered enthusiasts
as the model triumphantly
lands after doing 20 sec. on
only half pumps. Discussion
in the cowshed would reach
fever point; would the
magic half-minute mark be
reached on full, 400 pumps ?
Calling all hands to the
pumps they sally forth for
an attack on the British
Record. The rest is history.

But what has happened to
the compressed air model ?
The idea of a model with
a self-contained updraught
appeals to me. It might not appeal so much to the F.A.IL.,
who would be. burdened with a new class of model—
compnessian[non-ignition. A set of complicated rules, by
which to ruin the model’s capacity for flight, would probably
be on the following lines :

 Cylinder(s) should not exceed a-volumetric capacity of
2.5 c.c.’s. The atmospheric pressure will be limited to an
equivalent of 50 grammes of rubber. Standard bicycle pumps
only will be allowed, and only normal, breathing-type air
permitted. In the event of a cylinder burst, a reserve pumper
can be used.”
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Peter Watt releases his EZB
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The beauty of indoareetings
John Andrews, Ken & Noreen Bates relax with a bottle of pop, a bag of cassendake.
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The Wakefield

< Once again the International
Wakefield Cup moves on, in its
journey around the world. As
readers will know, the contest
took place, in company with the
International Power Champion-
ships, near New York, in the
United States, and the winner
was A. King—of Australia.

The principal results of the
two contests are as follows:—

Wakefieid
ist A.King Australia  goo
2nd C. Jackson G.B. .. 866
qrd A. K. Kim

Joon ... Australia ... 863
Team Positions
st US.A. 2404
2nd G.B. ... 2334
grd Canada 2322
Pﬁm(f -
1st C.Wheeley US.A. ... 8
and S. Lanﬁ'a?-, =

chi ... Switzerland 831
ard D. Knee-

land USA. .. 783
Team Positions
st US.A. ..e 2204
and Argentina . 1826
yrd Canada . 1712

We offer our congratulations
to Mr. Jackson, of Ashton M.A.C.,
and to Silvio Lanfranchi, of
Bradford M.A.C., for their fine
performances; our only regret
18 that Silvio, although he topped
our Power Trials, is in fact a
Swiss subject and was therefore
unable to represent Great Britain !

Dave Kneeland, third in Power

342

this year, was of course the winner
at Cranficld last year and Carl
Wheeley was also in the U.S.
team then.

In the individual placings of
both contests it was a fine per-
formance by the Commonwealth,
and the Australian venue next
year will further the great ideal
of a truly World Championship.

Model Aeronautical
Confarence

€@ ‘The Low Speed Aerodynamic
Research Association is consider-
ing the possibility of holding a
conference in London, during
Scptember.  This would take
place on a Saturday and have a
morning session devoted to model
aircraft and an afternoon session,
during which the application of
models to full-size aircraft design,
etc.,, would be dealt with. The
papers on the above subjects
arc to be quite short and the
half-hour lectures would be fol-
lowed by 15 min. open discus-

sion, plus allowing for the papers
to be dealt with at each session.

This new L.S.A.R.A. project
scems to us to be a most excellent
one and we trust that adequate
support will be forthcoming to
make it possible for the Associa-
tion to go ahead with its plans.

Mr. T. Dorricott, of 84, Marston
Gardens, Luton, Beds, will be
pleased to hear from anyone
interested in the proposed con-
ference.

Cancellation

@ The Bristol and West M.A.C.
has asked us to bring to the notice
of rcaders that the West of
England Championships that were
to be held at Lulsgate on Sep-
tember s5th, have unfortunately
had to be cancclled. Too bad—
better luck next time!

While on the subject of meet-
ings, the organisers of the second
All Britain Rally have announced
somc new attractions for Sep-
tember 26th at Radlett, Herts.
The St. Albans M.A.C., who arc
running this popular event, are
olfering £1 1s. to anyone who
officially breaks any British record
at the Rally. In addition,
Westway Models Ltd., are present-
ing a magnificent trophy for the
combat event. This is a gold-
plated model of the Supermarine
Swift on a streamlined plinth—
a prize well worth winning !

The P.A.A. Clipper Cargo event
is a new onc for this year's Rally
and, in fact, anywhere in this
country. A large entry is expected
and a P.A.A. handbook and further
details of this and any other
events can be abtained from the
S.M.A.E. P.R.O., Ken Brookes.

—
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R/C, X and B?

Recent developments in  radio
cquipment for model aircraft
having from 3 to 6 tuncd reeds
and providing as many individual
controls, have revolutionised the
technique and scope of flying
radio controlled models, and it is
quite clear that the time has
approached when radio controlled
models will have to be split into
at least two classes for competition
purposes ; single control models
and multi-control models.

It is only neccssary to witness
the performance of a good multi-
controlled model in the hands
of one of the leading exponents of
this class, to rcalise the total
unfairness of expecting single
channel models to be able to
compete against them on level
terms.

The alternative which presents
itself, is to handicap the multi.
controllers in some way cither
by up-grading the marks of the
single control models by a suitable
formula or by providing them with
bonus marks to offset the natural
handicap.

It is obvious that if something
is not done in this direction
shortly, the more simple model
(and the more popular one) will
be discouraged and this is bad
for the movement,

International

Teax= Racing

The introduction of team racing
to the International Calendar
of the F.A.L. is imminent, and it
will present some tricky problems
for the Model Commission to solve.

The present F.A.L rules permit
only 4 persons per national team,
and they score as individuals.
However with team racing a
team is required to operatc each
modecl, and there is no individual
score. What is to happen, then ?
Are there to be just four persons
in each national team, cach with
his own model, changing around
pilots and mechanics, or will there
be four complete units of, say,
threc men to onc mnodel, resulting
in a national team of no less than
12 men ? Or at the other end of
the scale must there be just four
men to operate ane model, i.c.

pilot, two mechanics and a
reserve‘'manager ? A further
complication arises if both A and
B classes are recognised. QOur
imagination boggles at the permu-
tations that would be involved
if the first system with two
classes were used.

However, no doubt the Model
Commission will resolve the con-
fusion ; certainly we welcome the
granting of international status to
this intriguing branch of the
sport.

o low
Twist

The Austrian team in the
World Glider Contest in Denmark
turned up with machines employ-
ing a ncw idea for dealing with
the stall problem.

Their high aspect ratio wings
were purposely constructed to
flutter when the model reached
the paint of stall, the effect being
to level out the machine quickly.
Whilst this scheme may work in
practice, and ther¢ was some
cvidence in Denmark that it was
functioning, the scheme has a
very serious drawback in that a
wing has to be designed to suit
each weather condition. Obvious-
ly the point at which flutter takes
place will vary with different
wing conditions and to make the
scheme practicable, cach model
will have to have a set of six
wings to cover the conditions
prevailing.

It was obvious that the Austrian
modellers had not expected the

MODEL AIRCRAFT

severc conditions which were
encountered in Denma:k and
the flexural rigidity of their wings
were insufficient to cope with the
conditions they encountered. ‘This
was one of the main reasons for
their unexpectedly pror showing
in the contest.

Another interesting incident at
that contest was supplicd by a
pair of swallows who had buili
a nest inside the administration
building on the aerodrome, which
was used for processing, storage,
rcpairs, etc.

These intrepid birds had con-
structed their nest on a ledge at
the end of two corridors which
werc at right angles to cach other.
This was remarkable enough in
itsell but what was still more
remarkable was the fact that the
influx of the hundred or so
competitors and officials did not
seem to disturb them in any way.
When the competitors arrived in
the building at 4 a.m. on the dav
of the contest, both birds were
aslecp by the nest and did not
wake until their usual time,

Laie wews

As we go to press we have heard
the good news that the contest
for the West Hants Radio-con-
trolled Glider Trophy, which was
unfortunately postponed on July 4,
will now be held at Larkhill on
October 3. This is to be held in
conjunction with the Southern
Arca glider and power climinators

and should bea most interesting
event.

The World Control-line Championships are being held this year indaors in this
huge hall at The Hague, Holland.

Jogobogbouoboobogoboobd
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TYPHOON R230

Thoeugh
excop lionally
powerful ma-
tor, all port
asizem are of
muderaia pro-
portions. b rant
ballrace in
prened in
place,  Inner
mcoe a light
11 on the shaft
maoking it a
perrfect  fros-
runuing crank-

ahaft mnit.

we can use an Americansm to describe a
Dutch engine, the new Typhoon R.230 diesel

produced by Mimatuwur-motorenfabrick  Tyvphoon

of Amsterdum is a  honey " one of the must
powerful motors in its class and a delight tooperate,
It will be remembered that we reported on the
Tvphoon IV by the same manufacturers m the
March, 1953 wmsue. whilst a report on the plain
bearing Typhoon 247 appeared in Tieg Aero-
MobELLER, April, 1952, The new R.25) appears
essentially the same as the original engine of the
same displacement with the crankecase unit now
re-designed and incorporating two ball races. 1t
is, as the manufacturers call it, a true racing
engine.

In all fairness to Messes, Miniatuir-motoren-
fabrick Typhoon we quote fromn a letter received
from them commenting on the Typitoon [V report,
largely on the matter that the brake horse power
realised on test was nol as high as they had
anticipated . . . " The reason of this low result
probably is that we sent the engine new and nat

run in. The report mentions that the engine was
run at 3,000 to 7,000 rpm. At high revs. the
engine gets much hotter and as the aluvminium
piston expands more than the lining, the engine
will seize. The best method of getting the motar
run m for high speed is gradually increasing the
revs, whilst injecting small amuants of oil in the
choke. This method has been proved by extensive
experience.  Glowplug engines can only give their
maxmnum power at high revs,, therefore are very
sensitive ta friction of moving parts, which is not
so much the vase with diesel engines.™

If you want the complete picture, re-read the
origmal report. One of the main reasons for inchul-
ing the above quutation is the mention of applying
lubrication through the intake tube during running
in. Iu the davs of spark iguition engines which
were frequently set up very tight and left to ™ wear
themselves ta a it”', such “running lubrication ™
during the break-in period wias common practice.,
Just about the best lubricant for the joh was castor
oil. A drop of castur in the intake tube as soon as
the engine showal signs of stowing up was usually
worth an extra few hundred revs. in a matter of a
second or so.

It would also appear particularly pertinent (o
remark the low brake horse puwer realised is not
confined to their particular product. With virtually
no exception, the Neu Series of tesis has consistent-
ly given lower figures than previous test figures
wounld appear to indicate as probable, or which
would cven compare with contemporary test
figures from other sources. One outstanding
feature has been the consistency of these lower
fignres and the subject ot testing technigues in
general has been investigated in xome detail over
the past few months. We hope, shortly, to be able
to make an announcement of unusual IMportance
on this score. In the meantime. may we get back
to the " Typhoon ** R.250 ?
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What the maker's claim for the K.250 diesel in
the manner of hrake horse power we do not know.
Our own test produced a maximum of 0-29 b.h.p.
ata round 13,500 r.p.m. with a well rounded peak -
directly comparable with any 2.3 c.c. design so far
tested, and therefore a motor which must receive
serious consideration in the International contest
sphere. Quite apart from excellent power perform-
ance, however, flexibility as regards control, easy
starting characteristics and general non-critical
handling make the K.250 a most likeable engine.

Consistent with onr standard practice, initial
runmng-in was done with a large 11 m. % 6 in.
propeller until the revs. worked up from about
6,500 to 7,000, This provides an initial =" bedding
down ' of the moving parts, after which higher
speed running with smaller propeliers can safely
be attempted. Changing over to a smaller propeller
we chase une with an oversize hole through the
hub which, as events subsequently proved, we did
not lock on truly central. Vibration was consider-
able, so much that the nuts ran off the hold-down
bolts just as fast as you could have unscrewed them
by hand. We tried a quick shut-down (supposedlyl)
by opeming the compression fwo whole turns and
still the engine kept on running, so we simply had
to hold the now almost free engine down with one
hand and close the needle valve right down with the
other to starve the engine to a stop! For this
operation we blessed the designers for angling the
needle valve assembly both backwards and
upwards for easy bandling. A very gond point,
indeed, which more engines might copy, even if it
is a little more difficult to manufacture.

Impressed with the non-response to compression
control we repeated tests (this time with a balanced

propeller 1) and confirmed that you could, indeed,
with an engine speed of around 8,000 r.p.m. slacken
off compression more than two turns without
stapping the engine. The needle valve was similarly
non-sensitive so that you could. guite comfortably,
leave botk controls well alone, set for best running
position, and simply start by choking and flicking.
Starting rich, the R.250 soon settles down inta
absolutely consistent running at virtvally any
speed between about 6 and 14,000 r.p.m., depend-
g on the load. An occasional miss as speed was
increased by using smaller propellers was soon
cured by increasing the compression slightly so
that, at 12,000 r.p.m. and above, uptimum
compression was sume two thirds of a turn greater
than for slow running.

The final running-in was done with an 8in. x 4.
propeller which it turned comfortably at just under
12,000 r.p.m. It batted this around indefinitely
at that speed for just as long as any fuel remained
in the large test tank with never a miss or a protest
or variation in r.p.m,, except for i total gain of
Just over 140 r.p.m. after prolonged running.

Hand starting was approached with a little
diffidence with even smaller propellers, having got
to appreciate the racing characteristics of the
engine. Of the alternative starting techniques
possible—priming through the exhaust, choking
with a finger over the intake, priming through the
mtake, etc., tinger choking scemed to work as well
as any. Enough fuel was sucked in to make the
engiue feel ** squishy *' after which flicking the prop.
over sharply usually produced almost instantaneous
response with an initial burst of rough running,
quickly setthiog down and scrcaming up to
maximum revs.,, which were then held steadily.
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The irst backfire, incidentally, produced some-
thing of a erisis. The propeller backplate screws
onto the threaded front end of the crankshalt and
is locked in place with a nut. The propeller nut.
incorpordting a spigot making it rather like an
overgrown plain bush, s drilled through and
tapped, alsa to screw on the crankshaft. Prop. nut
assembly, the backplate and-its locking nut came
spinning loose and efforts to screw the backplate
back on and lock it with its proper nut met with
little suceess. Fvery time the propeller nut was
tightencdd up the plate scemed to unscrew just
that bit sufficicnt to loosen the propeller. Fiually
we dispensed with the backplate locking nut,
turned the prop. nut the other way round with
spigot projecting forwards and found it much
better that way. The variations that could be
worked with thie prop. nut, backplate locking nut
and prop. washer were numerous and safficient to
accommodate any thickness of propelier from 2 o
14 inch ‘pitch - not that we think the makers
intended it 10 be used any other way than as shown
on the drawing.

It would be difficalt to fault the R.250 on any
major point. Probably ils worst feature s that the
top of the cyhnder gets very hol after a short
period of high speed runming and adjustment of
the compression at this stage is a rather painful
process.  Normally, however, what adjustment
might be called for, if any, would be completed
before the engino had warmed up.

It is not a particularly light engine, but in view
of its excellent power output it has a very favour-
able power : weaght ratio. What penalty may have

heen paid for w weight s more than counter-

balanced by the extremely rugged construction.

In partienlar the sensibly thick mounting lugs

call for favourable cumment, as well as the short

length, redueing the vulnerability of the crankcase

in a crash landing. Not that the 1R.250 crankcase s

particularly vulnerable,  lLike the rest of the
engine it is extremely sturdy.

It is favourable comment, too, to say that this
essentially raring engme, which appears particu-
larly suited to free flight duration or control hine
speadd, shonld also make a good ” sports ™ engine
on account of its vasy handbing characteristics and
consistent runming at low, as well as high, speeds.
ARZino x 4in, llin. x 4in. or 5in. ora 10 in.
¥ 5 m. ur 6 m. propeller would appear excellent
for sports fiving For free fhight duration a 4 in.
pitch with 8 in.. 9 in. or 9 in. diameter, accordng
to the speed required, would be a goxd choice.
An 8in. o 10in. pitch propeller would appear about
the best for control line speed.

Propeller ‘Test Data®
fler i

Fucl: Mereury No. 8 Ina, ~ Puch ___“‘P“\_‘_‘
Norg. - For the beoeht of 1M = 8 6,000
overseas  fradems, Mereury n ¢ a 7,40
No, A fuel  pogpuvalent v = 4 B0
foemuly 1 — ; ¥ % o T.D;'

! . & x & L
PARAFFIX we .
CANTOR DI, ket i . i ";-f;:
ETHER A2 v o« 3 5 verm
AMYL NITRAIC s, S e Cnimen |
" b 12,250

*Coust ynt geametnic piieh wonden propelics

TYPHOON-DIESEL R.150

Spacification
Displacemant: 147 ce. (15

cu. la.)
Bore: 15 mm, {*590 .}
Stroke: 14 mm {551 .}
Bore: Stroke Rava: (O7.

Bare weight: 4] ounces.
Mounung Beam

Macerial Specifica

Crank s Py Di
Duealumin light sllay.

. Crank bearingt  two ball
brarings.

Cylindar: Nickel-chrome stasl.

Cylindar casing* Duraluomn..

Pliton. Plan. 4

Conecung rod. turned dural
umin. L

Crankuhal .
atesl.

Manufacturera:

Nickel-chrome

Miniatuur-Mororanfabriek  Ty-

b Kelzeragrachy, 372,

" Amsterdam, Holland

Ratul price (Helises) 4745

guilders, (approx. £5 mlv.l._
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Results
Ajax Elf
10 entries 3 entries
1, P Woodhouse - 192 secs 1, Gary Law - 162 secs
29 Andy Sephton 29 Ken bates
3. Gordon Warburton 39 Andy Sephton
Ace Achilles
5 entries 3 entries
1, Bert Whitehead - 332 secs 1, Andy Sephton - 209 secs
2" Dave Taylor 2" Pete Woodhouse
34, Steve Fielding 34, Bert Whitehead
Scale KK Kits Mass launch
1, Andy Sephton - KK Seamew 7 entries
1, Pete Woodhouse - Ajax
oooooddooo
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The Ryan Airlinesx21 1

"Our messenger of peace and goodwill has broken down another barrier of time and space." So
spoke President Calvin Coolidge about Charles A. Lindberghis extraordinary solo transatlantic flight
in 1927. Not until the Apollo 11 moon landing in 1969 was the entire world again as enthusiastic
about an aviation event as it was when Lindbergh landed his little Ryan monoplane in Paris.

In 1922, after a year and a half at the University of Wisconsin, Lindbergh left to study aeronautics
with the Nebraska Aircraft Corporation. He was a "barnstormer" until 1924, when he enrolled as a
flying cadet in the Army Air Service. He won his reserve commission and began serving as a civilian
airmail pilot, flying the route between St. Louis and Chicago.
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Early in 1927 he obtained the backing of several St. Louis men to compete for the $25,000 prize
offered by Raymond Orteig in 1919 for the first nonstop flight between New York City and Paris. In
February of that year Lindbergh placed an order with Ryan Airlines in San Diego for an aircraft with
specifications necessary to make the flight.

Development began based on a standard Ryan M-2, with Donald A. Hall as principal designer.
Certain modifications to the basic high-wing, strut-braced monoplane design had to be made
because of the nature of the flight. The wingspan was increased by 10 feet and the structural
members of the fuselage and wing cellule were redesigned to accommodate the greater fuel load.
Plywood was fitted along the leading edge of the wings. The fuselage design followed that of a
standard M-2 except that it was lengthened 2 feet. The cockpit was moved further to the rear for
safety and the engine was moved forward for balance, thus permitting the fuel tank to be installed at
the center of gravity. The pilot could see forward only by means of a periscope or by turning the
aircraft to look out of a side window. A Wright Whirlwind J-5C engine supplied the power.

Late in April 1927 the work on the aircraft was completed. It was painted silver and carried registration
number N-X-21 1, which, with all other lettering on the plane, was painted in black. Lindbergh made
several test flights, and then flew the aircraft from San Diego to New York on May 100 12, making
only one stop, at St. Louis. His flight time of 21 hours, 40 minutes set a new transcontinental record.
After waiting several days in New York for favorable weather, Lindbergh took off for Paris alone, on
the morning of May 20, 1927. Thirty-three hours, 30 minutes, and 3,610 miles later he landed safely
at Le Bourget Field, near Paris, where he was greeted by a wildly enthusiastic crowd of 100,000.
Lindbergh and the Spirit of St. Louis returned to the United States aboard the U.S.S. Memphis on
June 11. He received tumultuous welcomes in Washington, D.C. and New York City. From July 20
until October 23 of that year he took the famous plane on a tour of the United States. Then, on
December 13, he and the Spirit of St. Louis flew nonstop from Washington to Mexico City; through
Central America, Colombia, Venezuela, Puerto Rico; and nonstop from Havana to St. Louis.
Beginning in Mexico City, flags of the countries he visited were painted on both sides of the cowling.
On April 30, 1928, the Spirit of St. Louis made its final flightC] from St. Louis to Washington, D.C
where Lindbergh presented the aircraft to the Smithsonian Institution.

Physical Description

Silver colored doped fabric covered high wing single radial engine monoplane. The "Spirit of St.
Louis" was designed by Donald Hall under the direct supervision of Charles Lindbergh. It is a highly
modified version of a conventional Ryan M-2 strut-braced monoplane, powered by a reliable 223hp
Wright J-5C engine. Because the fuel tanks were located ahead of the cockpit for safety in case of
an accident, Lindbergh could not see directly ahead, except by using a periscope on the left side or
by turning the airplane and looking out a side window. The two tubes beneath the fuselage are flare
dispensers that were installed for Lindbergh’s flights to Latin America and the Caribbean.
Dimensions

Overall: 9 ft. 10 in. 027 ft. 8 in. 046 ft., 5135lb. (299.7 0843.3 01402.1cm, 2329 .2kg)
Other (Takeoff Weight): 5135Ib. (2329.2kg)

Materials

Linen, cotton, cellulose nitrate and aluminum powder, aluminum, paint, rubber, wood, ferrous metal,
glass, Ra-226
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Flags added during

= __..-: goodwill tour, 1927/28
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The Saga of Sandy McGuire

9
He flew her around then inverted,
And did one or two outside loops ;
Then dived her down vertically,
And up in a series of swoops.

10
The crowd were all cheering quite madly—
They never had seen such displays
As Sandy McGuire was then giving :
For this was his finest of days.

1 11

in ti ly came disaster
His corpse they wrapped up in tissue, Then suddenly 2
His hearse was the treasurer’s jeep. As the sun got into his eyes. _
A large model box was his coffin, Or perhaps it was too much Scotch whisky—
When they buried him full six foot deep. (The latter, I fear or surmise).
2 12 -
o« » : The control lines they knotted and crinkled
B iSyipes Saxmt Tript ™ 2wes Disios e, As the model began to turn in. ’

At his feet lay a new coil of wire;
And in his right fist a control grip,
As they buried poor Sandy McGuire.

The motor screamed loud in its death song,
Soul destroying and horrible din.

13
3 A second passed so very slowly—
And this is the tale of his passing— The crowd was so still and so hushed.
For he died the enthusiasts’ way ; The model screamed onwards towards him :
He died in a centralised contest His feeble frame buckled and crushed.
In England one wet summer’s day.
14
4 As his life’s blood soaked into the turf
On the well worn patch by the tarmac, These last parting words he did say :
Where the grass grows sparse and thin, “My funeral won't cost you a farthing,
Sandy McGuire, in control line attire I'm insured with the old N.G.A.”
Dreamed of the cup he would win.
15
5 Thus quietly he died in the sunlight :
His model was all metal covered, His life's shortened course was now run.
The engine a 10 c.c. twin ; By insuring himself and his model,
The wings were short, shiny and stubby, He knew that his duty he'd done.
And sharp as a razor the fin. 16.
6 So ;ake heed you control Il:;; far:aucs,
He set her down on the greensward nd please do not think that I lie ;
And brimful he filled 5;) the tank. See that you're all insured for disaster,
The engine it started its roaring And here’s to the next one to die.

At his first experienced yank.

7
Holding hard the control grip,
His assistant he told to let go.
He braced himself for the struggle,
For her flying had never been slow.

8
He gave her a couple of circuits,
Then immediately started to stunt.
He rolled her off from a half loop,
And then slipped her into a bunt.

gogoboobgboboobogogd
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% Radio Control Licences

R. H. Lindsey, Secretary of the International Radio-
Controlled Models Society, gives below in simple
language an explanation of the situation.

As from June Ist, 1954, a licence from
the G.P.O. will be required by anyone using
radio for the purpose of contralling models.
In view of the shori notice thal has been
given, the G,P.O. have agreed that until the
end of August they will not take action
against anyone simply because he has not
yet obtained a licence, and they will also
allow existing apparatus to be used (provided
it complies with the present requiremenls)
until January 1st, 1955, even though it does
not comply with the new regulations,

The new licence will cost £1 for § years,
and 1o obtain it, you should write 10 " The
Radio and Accommodation Depariment,
General Post  Olfice, London, E.C.1."
stating your name, address, the place where
you normally operate and enclosing the fee
of £1, Full details of the scheme can also
be obtained (rom the same address.

The licence will permit you to use radio
for the purpase of controlling model vehicles,
vessels and aircrall (or other types af models
if special permission is obtained from the
G.P.0.) within a radius of § miles of the pluce
specified in the licence. Il you wish to
operate oulside this S-mile radws, you must
write 10 the telephone manager of the
prea where you propose 10 operate, telling
him where, and between what dates, you
propose ta work. If you operate regularly
al a place, you can give him a standing
notification, which will remain in force
until you cancel it, which you should do if
you slop using that place (otherwise the
G.P.0. will be snowed under with defunct
notifications, and will have to make the
regulations more  stringent). Telephone
managers will not normally acknowledge
notifications unless there are special cir-
cumstances.  Notifications should state
whether 27 Mc/s or 465 Me/s is 10 be used,
as there are one or iwo parts of the country
where permission may have 10 be withheld
for one band or the other, on account of
other services (hat may be using that fre
quency locally, The addresses of telephone
managers can be obtained at local post
offices

Note that you are allowed to specify only
one operating place in the licence ilsell
(and this should normally cover your home
address), 30 the first thing to do an receiving
your licence is to tell the appropriale fele-
phone managers (NOT the G.P.0. Head-

quarlers) of all your usual ponds and Rying
grounds.

If you attend a contest, there is no need
to tell the telephone manager for (he area
where the contest is held, as the contest
organisers will alceady have done this for
you (but you must check up from the leaflets,
etc., issued in connection with the conlest
to make quite sure that this has been done).
A similar arrangement applies 1o regular
meelings (indoors and outdoors) af societies
fsuch as the Groups of the LR.C.M.S)
al which R/C equipmient is demonsirated.

The frequency bands are the same as
before (26,96 Mc/s to 21.28 Mcfs, and 464
Mc/s to 465 Mc/s). The permitted classes
of emission are Al, A2, Fland F2. (A"
means amplitude modulation; " F " means
frequency modulation; * 1" means keyed
carrier; and 2 mcans modulated carrier,
not including speech.) All known svstems
of model control come under one of these
four headings, so they need cause no further
wWorry,

Instead of being limited to SW input
power as hitherto, we will now be limited on
output power, The naximum effective
radiated power (E.R.P.) will now be limited
10 1.5 Won 27 Mc/s and 0.5 W on 465 Mc/s.
Now, for a quarter wave vertical aerial
(which 99 per cent. of people on 27 Mc/s
use), the power gain is |, so that the ER.P.
is the mean radio frequency power (R.E.P.)
which is the power that actually goes Into
the aericl. With modulated transmitters,
the power musl be averaged out over the
modulation cycle (hence the word ** mean "),
but this is automatically taken care of in the
method of measurement desctibed below.
A more impotlant point 1o watch with
modulated Tx's that emit carrier in hetween
the periods of modulation is 1o see whether
the mean R.F.D. is greater with the modula-
tion on, or with it off, as it is obviously the
greater of these which is going to be the
limiting factor. For example, with the E.D.
Mk Il and Mk IV Tx's, the mean R.F.P. is
greater when (he modulalion is off than when
il is on,

Now whal do you have to do about all
this rigmarole ? The answer, so far &5 your
present [ransmitter (S W input) is concerned,
is nothing. Pravided, that is, that it uses
one of the conventional circuits with 1he
aerial coupled direct 1o the oscillator (since

these circuits ar¢ not efficient enough Lo
give IW out). All the commercial Tx's
meet the new power limitation easily, [,
for any reason, you want to measure your
actual oulput power, then here is how it is
done,

Put an R.F. ammeler (therma-couple
type), of either 350 mA or 0.5 A full scale
deflection in serics with the aerial (i.e., the
actial is connecled to one terminal and
the acrial socket to the other), N.B.—The
meler musl be very close to the botiom of
Ihe aerial, and the connecting wires, if any,
must be very short, Now earth the Tx as
well as you possibly can. The very best
carth is obtained by putting the Tx in the
middle of a large sheel of wire-netting spread
aut on Ihe ground, and ¢onnecting the Tx
case to that, Another method, much simpler
and just about as good, is 10 place (he melal
hottom of the Tx case flat on the ground
(preferably wet grass}—no rubber feet—
50 as 10 obtain a large arca of contacl,
(A layer of paint on the botlom will not
mailer as the capacity to ground will suffice.)
A metal peg stuck in the ground is quite
useless. The purpose of this is 1o make sure
that the Tx is giving as much power oul as
il possibly can, and you can then be sure
that in the field it will always give the same
or less. One then reads the aerial current
(in amps), squares it, multiplies by 36 (o
aobtain the E.R.P,, and " Bob's your uncle."
Thus, if the acrial cuzrent is less than 200 mA,
you are all right,

NOTE.—The above procedure applies to
a quarter wave vertical aerial (8 ft. 6in. on
21 Mcfs). For other types, there will be
another figure instead of 36 (but 36 will
always give an answer on the safe side for
aerials shorter than } wavelengih).

Now, il you ate using a dicectianal aerial,
the ER.P. is not the same as the mean
R.F.P., but is the mean R.F.P. multiplied
by the power gain of the aerial (which can
be estimaled by theoretical means), The
net result of this is that if you used a direc-
tional aerial 1o get greater signal strength in a
given direction, then you would have to
reduce the mean R.F.P. by the power gain,
and in fact your signal strength would then
be back just where it started, so there is no
advantage (except that (ransmitter power is
saved), This is, of course, why the G.P.0.
are now using an E,R.P, limitation instead
of an input ane, as it is the amount of the
actual signal strength that determines the
extent of interference 10 other services.

The licence says that all licensees must have
access 1o frequency measuring equipment,
and that the Tx frequency must be checked
each time it is used. Now the G.P.O. say
they will not enforce this until the end of
August (or possibly even later), and by that
time, negouiations at present in hand may
have secured some modification of 1his
clause, especially with regard 1o commercial
transmilters.
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A couple more in earnest conversation
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