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Meet your full time writers 
Want to ask your writers a question? Did they say or do something you’d like to know 
more about? Well we have three full time writers now and hopefully another one soon. 

To contact George Miller 

Scale build/fabrication 
writer 

Email  

Katonka@sbcglobal.net 

To contact  Tim Stahlke 

Safety Column writer 

tim_stahlke@hotmail.com  

To contact Kelly Collin 

Events/Air Show writer 

Email 

p51girl@yahoo.com. 

mailto:tim_stahlke@hotmail.com


Announcing: Castle 2015 - 1st Annual Giant Scale Fly-In 
  To all; Greetings! 
 By now you have likely heard of the demise of IMAA... if not, well, now you have. 
IMAA has ceased to operate as an organization. Of course, among others, that brings 
to mind the question, "What about the annual Castle event, known as the IMAA West 
Coast Festival?" 
 

While there are still a few moving pieces that we have not tied down, I want you to 
know that "IMAA Chapter 679" now to be known as "AMA Club 4021 - Central Califor-
nia Model Flyers (CCMF) in coordination with Rick Maida and Denny Baker (CDs) are 
working with the Castle Airport Manager... Me, to restructure and hold an "IMAA-Type 
Event" in 2015. 
 

We will call he event, if approved by Merced County, Castle 2015 - 1st Annual Giant 
Scale Fly-In. Tenttively, it will be held on the traditional Memorial Day weekend ( May 
21-24, 2015). 
 

All applicable "IMAA-Type - Giant-Scale Aircraft" Operations Rules and Safety Rules 
will apply. For an aircraft to be "legal" for the event they will have to have to meet the 
following... essentially - "IMAA Legal" 
 

Definition of Large or Giant Scale 
The concept of large or giant scale is generally considered to apply to radio controlled 
model aircraft with minimum wingspans of eighty (80) inches for monoplanes and six-
ty (60) inches for multi-wing aircraft. Ducted Fan and Turbine aircraft with one hun-
dred forty (140) inches combined length and width, measured from wing tip to wing tip 
at the widest point perpendicular to the fuselage and added to the length of the fuse-
lage, excluding any protrusions. Autogyros with 50 inches for a single rotor, 80 inches 
for a dual rotor. Quarter (1/4) scale replica's or larger with proper documentation 
(minimum 3 view drawing of an actual person carrying aircraft) which do not fit the 
size requirements will be permitted. However, the concept does not encompass radio 
controlled model aircraft so large as to have the potential of carrying a human being. 
Basically, we will expect the event will be conducted just like those before, except that 
as a pilot and/or spotter, you will simply have to be an AMA Member. 
 

There will be more information forthcoming... however, if you have questions, please 
don't hesite to call or email me. 
 Scotty Malta 
President, CCMF 
209-617-5789 
scottmalta@comcast.net  

mailto:scottmalta@comcast.net




Event Summary: Drone Wars, a High Desert Radio Control Club flying event. 

On July 12th, 2014, the High Desert Radio Control Club of Fernley, Nevada hosted 
“Drone Wars”.  This was a themed event, and Fun Fly, with the goal of attracting area 
residents and introducing them to growing popularity of remote controlled aircraft uti-
lizing technologies such as autonomous capable flight systems, First Person View 
(FPV) and multi-rotor helicopters.  Special Guests were on-hand to display their air-
craft to include John Lusak, a finalist in the 2012 DARPA Drone Competition; he 
brought his scratch built fully autonomous reconnaissance quadcopter capable of 45 
minutes of flight time plus 3 hours of “Perch and Stare” capability.  Also joining us was 
Candid Sky productions, a professional (ground based) photography and video com-
pany who showed off their camera carry aircraft (that are awaiting FAA regulations to 
start working).  Participation was on par for our small club with 12 pilots participating 
in the unrestricted Fun Fly portion of the event.   

Pilots and spectators came from areas outside of Fernley to include Reno, Sparks, 
Fallon, Silver Springs and Hawthorne.  The event also attracted new pilots to our club 

field, two of which 
joined the club and 
one of them joined the 
AMA for the first time. 

 

 

Left, John Lusak’s 
high performance 

quadcopter cable of 
45 minute flight times 



With pressure coming down from the FAA to restrict some of the new technolo-
gies and activities that many of use responsibility within this hobby, it is im-

portant for us all to continue to operate new and existing technologies in accord-
ance with the AMA Safety Code and create opportunities to educate our com-
munities about our hobby.  Putting on events and getting the community in-

volved is a positive and powerful way to help people understand that the nega-
tive articles about drones that are delivered by the media are not related to the 

clubs and hobbyists that operate responsibly every day across the country. 

Many attractive aircraft participated the event 

 

There were two events, one for the pilots and one for the spectators.  The 
first event was a Bomb-drop Competition for the RC pilots.  Three bean-
bag bombs with streamers and identification numbers were provided to 
each participant.  During any period where open flying was permitted, any 
pilot could take flight carrying one or more of the bombs and enter the usu-
al flight pattern.   



Ana Johnson making a bombing run towards the target  

At their discretion, they could deviate slightly from the pattern to approach the target 
and release their bomb over the target.  For those pilots without bomb drop hardware, 
loaner bomb racks were available...just velcro on to your aircraft and plug in to an 
empty channel.  5 pilots entered the competition with trophies awarded to the top 
three pilots, First place went to rookie pilot and newest AMA/club member, Ana John-
son of Reno.  Second place went to our Club President, Brad Amussen of Fernley, 
Nevada and third place was awarded to Mark Beadle of Fallon, Nevada. 

Custom “Bomb”  

trophies were pro-
duced by club member 

John Johnson 



Left,  

Top Bombadiers: Mark 
Beadle (3rd), Brad Amus-
sen (2nd), Ana Johnson 

(1st) 

The spectator event al-
lowed individuals to 
shoot semi-automatic 
paintball guns at remote 
controlled aircraft.   

Low cost flying wings, 
sponsored by HC&M 
Hobbies in Sparks, Ne-
vada,  were specially 

designed and produced for the event. Each aircraft has all of its electronics in-
stalled in a plywood “pod” and if the airframe became too damaged the pod 
could be quickly removed and installed into a new airframe.   



  

This event brought in many specta-
tors, approximately 20 of them volun-
teered for “battle” with hopes of 
“bagging a drone”.  But there was no 
animosity towards the drones, just a 
high level of excitement and anticipa-
tion as each shooter awaited their 
turn to test their skills.   

 The “drones” were flown two at 
a time in an abbreviated pattern and 
the shooters were allowed to shoot at 
them once they were directly in front 

of them and as they flew away; this 
ensured that if a flight control was dis-
abled the aircraft would already be 
outbound and crash away from the 
shooters and spectators.   

 Shooters of all ages participated 
and no one left the field without a 
smile.  

  3 drone aircraft were shot out of 
the sky with one being a total loss.  2 
others went home with battle dam-
age. 

Right, Sylis Judd defends mankind from 
the “pesky drones” 

Left,  Shooters take aim at a passing 
Target Drone 



  

A quadcopter looks down at those who are trying to shoot it out of the air 

 

 The highlight of the day was when club member John Johnson volun-
teered his scratch built quadcopter as a target for the paintball shooters.   

 To his surprise, his wife Randi squealed with joy when she heard what 
was happening and ran across the field to be first in line to shoot at the 
quadcopter.  John could only ask if this represented her overall feelings 
about his hobby...she just wanted to shoot it out of the air.   

 9 direct hits were scored against the quadcopter by the group, but it 
kept flying without issue. 



As with any successful event, there are always people working behind the scenes that 
make everything possible.  Our club has benefitted from countless hours of support 
from some very special ladies over the years.  Anita Ellis and Patti Amussen have held 
the club officer positions of Secretary and Treasurer, handled the majority of our flying 
event administrative tasks and cooking burgers and hot dogs.  Many other wives also 
often help out at the events and actively participate in our monthly meetings.  We can’t 
thank you ladies enough for supporting our club and allowing your husbands to come 
out and play each weekend.  

For more information about the High Desert Radio Control Club of Fernley, 
Nevada, visit us at,  

www.highdesertrcclub.com  

or  

www.facebook.com/hdrcc. 
Written by John Johnson 

Randi Johnson and Anita Ellis are our own “Rosie the Riveters” making 
bombs for the bomb drop competition  



I LEARNED ABOUT SAFETY  
FROM THAT… 

 

Hey Airborne RC Gang- 

Well this time last year, I finished one of 
those ‘easy’ 4 month ARF projects, the 
newly improved ¼ Scale Super Cub from 
Hangar-9! I need to tell you, as I broke in-
to this hobby let’s just say years ago, I be-
came an electric ‘warbird’ enthusiast 
mostly due to size/ powerplant constraints 
at my local “park” where I learned to fly. 
With my spacious SCCMAS club,  

I really got the ‘bug’ for larger gas scale 
aeroplanes from those classic earlier days 
of aviation. With large gas tanks and vari-
ous sizes of Zenoah magneto engines on 
the business end, I easily get 25-30 mi-
nute flights with only minor regard for 
throttle management. Those are nice long 
flight times which are great for just tooling 
round. Plenty of flights and flight time to 
get familiar with the aircraft. Its habits, us-
ing the rudder, that shudder when the en-
gine comes to life, practicing those ap-
proaches, slips, touch and goes, and just 
good old straight and level flying. So how 
does all this tie into safety…well my good 
reader glad you asked! 

 

After many nice long flights, you build up a 
confidence in your aircraft, your ability to 
fly safely, and these thoughts in them-
selves are not bad. You get in a routine, 

and fly and fly and repeat.  My little elec-
tric cub in the photo above had 52 flights 
before I lost the right aileron due to a mi-
nor vibration over time that loosened the 
clevis. What happened- my routine was 
working, I had safety build in. Well maybe, 
but even with my use of a pre-flight check-
list, I was missing an important item… A 
PERIODIC AIRCRAFT INSPECTION!!  

Yes, an RC Airplane Annual/ bi-Annual/
Monthly check. How many of us have a 
checklist or brain item, to go back through 
the aircraft with X number of successful 
flights on it and thoroughly check it again. 
These are mechanical beasts, with mov-
ing, vibrating, electronic components, that 
are subject to stress fatigue, wear and 
tear, hangar rash.  

 

 

Continued…... 



Sure good pre-flights (Walk-Arounds) can 
reveal some things, but not that underlying 
loose servo arm about to fail. What about 
a range check? Again?  As you get in a 
cadence with flight after flight you get con-
fident and comfortable. When did you last 
pull the cowling and check throttle linkag-
es, fuel filters, ESC and battery connec-
tions for our electric friends .  

How ‘bout those nice tail feathers, vertical 
stab, rudder pull-pull clevises? Everything 
still nice and tight?  From nose to tail, a 
periodic full inspection is just a good idea. 
Even get your own RC A&P?  We have so 
many knowledgeable flyers at our club 
more than willing to take a look if you ask. 
I’ve drafted Lynsel Miller, a fellow 
SCCMAS flyer as my A&P, and he checks 
things out now that I’m building my own 
aircraft. I addressed about 15 items after 
‘finishing the build’ prior to the first suc-
cessful maiden, and had 8 corrective ac-

tions after the maiden. Minor stuff mostly, 
well the flaps and throttle linkage were 
bigger issues. Those items will make a 
good start to my next aircraft inspection 
checklist. After all I want to be flying my 
new cub for hundreds of safe, long flights, 
not just a few. 

 Gotta get to know that rudder as a wanna 
be Warbird driver when I grow upJ 

Please let me know if you’d like a copy of 
the checklists I use. Nothing to complicat-
ed, but easy to use and very effective at 
keeping me in a safe routine. 

 As always, I sure appreciate the kind 
feedback I’ve received  from everyone. If 
you’re ever in Morgan Hill, California, stop 
on out to our flying field, SCCMAS and 
say hello. 

 Safe flying,- Tim 

 



FULL SIZE AIRSHOW EXPERIENCES 

   I have been going to airshows since a mere lad of 6 years of age.  Ever since 
my dad would take me to the Salinas Airport on a weekend to watch the super con-
nies load up with strawberries and take to the air, or going to the Monterey Airport to 
guess where the plane are going to lift off or touch down on the runway.  I have al-
ways loved anything that flies.  It is all your fault Dad, (in a great way).  My addiction 
to RC aircraft, kites and anything else that is aviation related. 

  So consequently attending most of the bay area air shows is a must see.  California 
International Air show, Hollister, Watsonville, Livermore, Santa Maria’s Thunder Over 
The Valley,  Hamilton, Moffeit, Travis, Edwards, Chino, Reno Air Races, Oakland, Nut 
Tree, Columbia in Sonora, Wings of History Museum in San Martin at their open 
house  are just a few.  A lot of knowledge is gained by attending.  Also seeing the flight 
characteristics of a given aircraft whether it be an F18 or Delmar Benjamins Gee Bee 
R2.  Paint jobs copied, pictures taken of your next project and the best is standing be-
hind the War birds when they fire up and smelling the octane and exhaust.  I can re-
member when I took my wife to her first air show.  It was the Watsonville Antique Fly 
In.  When they announced that the War birds were getting ready to fire I took her over 
to experience the sights, sounds and smell.   WELL, NOT A GOOD  IDEA.  While I 
was enjoying the prop wash bath her hair was getting messed up and ” the stink”  she 
said.  OMG, that was a fatal mistake on my part.  But she got over it luckily.   



Years later flying the giant scale stuff I have been invited to either display and or fly 
the big War birds with different clubs and organizations.  Pretty cool stuff you know.  
But the best part is the people that you meet or touched when you fly something 
unique.    For example, The Nut Tree air show I was able to fly my big Corsair.  That is 
where I met Gary Mermmans with his full size F4U-1A Corsair nicknamed SKYBOSS.  
We exchanged stories of flight and he told me that if I was not so dam big that he 
would of given me a ride in the Corsair.  I am a bit larger than a radio box.  Oh shoot.  
While flying the Hamilton Air show way back when in the late 70’s early 80’s I was fly-
ing an old friend of mine’s  P40E.  Putting it through it paces.  After the flight the per-
son walks up to me and was almost in tears.   It turned out to be one of the crew 
chiefs of the P40 in the Burma campaign.  He was so touched that he pulled out a lit-
tle box out of his pocket and handed me a squadron pin from his unit.  He told me 
about what they went through and it really was an eye opener for me.  So he told me 
that every time I flew the P40 to think of his squadron and the men that were in it.  
Pretty special and touching none the less. 

  I have met aerobatic giants like Art Scholl Wayne Hanley, Rocky Hill, Sean Tucker, 
Eddie Andreini, Lefty Gardner and even Bob Hoover.  Also have a picture of the All 
Coast Corsair with the Pilots that raced her autographed into the picture.  Way cool. 

  A long time friend of mine Art Stordia brought out his 75% scale Nieuport kit plane to 
display at the California Intl. Air show.   

https://www.google.com/search?q=eddie+andreini&hl=en&gbv=2&sa=X&as_q=&nfpr=&spell=1&ei=N281VMXdIcPloASVhoHIBw&ved=0CBEQvwU




 The Madera Gathering of War birds about 5 years ago.  Myself and Denny Baker 
flew his Lancair IV as part of the show.  It scoots along at about 170mph.  Very impres-
sive in the air and it sounds amazing.  After we flew on Saturday at the pilots meeting 
on Sunday the pilot that flies the all black Yak with the big red star on the tail raised his 
hand to ask a question regarding the flights on Sunday.  The air boss gave him the 
floor and he stood up and said, “the guys that fly that RC aircraft of the Lancair, could 
they please not fly today because that plane out performs all of us”.  I thought that was 
fantastic.  We still flew on Sunday.  NeeNerNeeNerNeeNer.   

While attending the Thunder Over the Valley in Santa Maria, a gentleman walked up 
and was admiring my Gilmore racer.  Walked up to him and introduced myself and we 
started chatting.  He was very familiar with the Gilmore racer.  Also very familiar with 
the Lair Turner Special.  Come to find out he was the mechanic on both of those rac-
ers back in the 30’s.  He pulled out his wallet and showed me a newspaper article with 
him standing next to the Turner Special.  Roy is his name and he is 96 years young.  
We talked for a couple of hours.  Later I sent him pics of my Gilmore flying as well as 
static pictures.  Evidently he is writing an article on both aircraft for some book or mag-
azine.  That was so cool. 



  Now I have started attending most of the local 
air shows and setting up a display of the giant 
scale aircraft that myself and Denny have in our 
air force.  It is not hard to get into and it is great 
advertising for the local clubs and AMA. Not to 
mention you talk all day about the aircraft and lis-
ten to stories from folks past experiences with 
modeling and of course the standard questions 
like, how much, how fast and what happens when 
they crash.  The thing that you really have to keep 
an eye on are the kids.  Being that we have large 
aircraft well the kids think they are sit on toys.  
Some parents let them but the most part they are 
pretty good.  No touch is like the wet paint signs.  
Kids have to touch.  It is like a dog licking every-

thing.  Other than that it is fun……. 



  This year while attending the California International Air show I was introduced to the 
president of the Air show.  We talked about getting time to fly our models to a routine 
for next year.  So I am on the hunt to find individuals that can fly in front of a crowd 
and to really bring the wow factor into the element of safely flying RC Aircraft at a full 
size air show.  It can be done for sure. 

  I encourage clubs to get involved.  It is a lot of fun.  All it takes are a few phone calls 
and a bit of time. 

  The folks at AMA were great.  Thanks goes out to Greg Prater for making banners to 
hang from the awnings to advertise AMA.  Also, Jamie Corn for pushing through the 
sanction for the display as well as the insurance waiver. 

A big thanks to Scott and Christine Maidment who got us into the Calif Intl Air show 
and to Dan Petroff of the Wings of History Museum in San Martin that got the ball roll-
ing for us. 

  Hope you enjoyed this article. 

Take care and keep em flying. 

Rick Maida 



Ok, Mike here's something else that may be interesting enough to put in the 
newsletter:                                                                   from Gary Gullikson 
 Sure is gary!    Here we go. 
 Almost a year ago, I bought a .40 sized Maxford Gee Bee Model E light-ply 
electric powered ARF after reading Greg Gimlick's review in Model Aviation. We 
don't normally think of assembling and flying an ARF model as a learning experi-
ence or as "pushing the envelope" but this one turned out that way. Being a 
golden age scale model "nut", I noticed while starting assembly, that this model 
"E"  was actually a model "Y" Sportster which was a larger, "two-holer" version 
that was raced successfully by aviatrix Maud Tait. The "Y"'s rear cockpit had a 
three piece framed windshield and the front one retracted under a streamlined 
cover. for racing. The tail feather braces were of flattened tubing instead of rig-
ging wires.  
 The Maxford model design  had no upper wing rigging for easier wing pan-
el removal for transport, I suppose. Naturally, I had to add dummy rigging from 
fuselage to top of wing panels for scale effect.  
  



 I completed assembly of the model as a Y, mistakenly assuming that both wing 
panels were symmetrical with same tip washout. I installed a Cobra 3515/14 
brushless that spins a 14x8 APC prop on a 4500mah 4S pack based on advice 
from Lucien Miller.  The maiden attempt was a near calamity, model acted as if 
it had an anvil in the tail.  

An expert scale builder and 3D pilot and  flying buddy Bob Goff took over fight 
test duties after I added some 11 ounces of lead fishing weights to the firewall 
behind the dummy radial and cowl ring. The model is extremely pitch sensitive 
which misled us into adding way too much nose ballast. I gradually removed all 
but two ounces of ballast and the model was barely controllable with full right ai-
leron trim and hold more right aileron. We finally discovered that the right wing 
panel had no tip washout, unlike the left one. I tried to add wash-out to 
the right panel using a heat gun but panel would not budge. I discovered that 
the wing panels  had carbon fiber tubes for the leading edge and spar which 
made the panel unyielding.  



As a band-aid measure, we adjusted the right aileron to about a 35 degree up angle 
and now the model flies reasonable well. I am not willing after all of the above to buy 
and install  a replacement right wing panel, new wheel pant, and reinstall top and bot-
tom wing rigging wires.Currently I am flying the model and having some difficulty 
"greasing 'er on" without stalling or overshooting our short landing strip in ground-
effect. I' m going to try removing the last two ounces of fishing weights on the theory 
that model is actually nose heavy which causes the pitch-up. I may also remove 
slight down-thrust hopefully to improve handling during landings. Others have had 
much better luck with their Maxford Gee Bee E's assembled "stock" but with symmet-
rical wing panels. Moral: always check wing panels before finally assembling an ARF. 
I also needed to install stouter and  freer motioned pushrods and better EZ keepers as 
well as good old fashioned pinned hinges. 

 I have attached pics of the Gee Bee Y,  which I call the "Heebie Gee Bee".  I'm  the 
heavier one in the picture at Fairview Park, Costa Mesa. Also have attached a very in-
formative article by Keith Shaw on model aerobatics and flying in general.  
 I've learned more in the last five years of my modelling career than the first 65 years, 
owed mostly to the internet and RC Groups in particular.  
  
Gary Gullikson, Garden Grove, CA AKA  "E-Challenged" on RC Groups 



This also was sent by Gary….he wrote... 
Another great issue, congrats.       Re:Safety 
 I have been flying both IC and EP scale models for many years and have made many 
safety mistakes. I am currently flying EP scale models with a Hitec  Aurora 9 transmit-
ter and Optima receivers. 
I use the "SPC" connection which powers the receiver from the motor batteries but not 
the servos. Servos are powered separately by the speed control's BEC circuit. The 
theoretical advantage is that the receiver will never see a low voltage and go into re-
set/brownout/loss of control. Another advantage is that, with the SPC connection, I get 
a continuous in-flight motor battery voltage readout on my A9's screen without any te-
lemetry accessories. Of course if the SPC connection from speed control wires to re-
ceiever is broken, receiver goes dead with loss of control. 
Nothing is "fail safe".  
 

Some other points about Hitec A9/Optima receivers: 
  

 If you hold the button on the module down a little to long when doing a range check, 
you might unbind all of the models in the A9's memory. If you accidentally have the A9 
in "scan mode" instead of normal mode, and follow normal mode bind instructions, 
you might "partially bind" the A9 and Optima receiver with wierd/unsafe model re-
sponses to the transmitter. It is imperitive that you read and follow confusing A9 manu-
al instructions for setting transmitter in "Normal Mode" and bind the transmitter to re-
ceiver following instructions for binding in Normal Mode to the letter. Successful bind-
ing requires carefully watching and listening for the proper number and sequence of 
beeps, LED flashes and solid LED indications. Binding A9 to Optima receivers re-
quires 3 hands unless you do it outside of the model using a 4-cell battery pack with 
IC type switch harness and a single servo.  
  
I like my A9 transmitter and Optima receivers but dislike the way the Hitec user's man-
uals and instruction sheets are written with vague, confusing language, with mistakes, 
and reliance on RC forums for users to seek and get how-to advice. Poorly written 
and overly brief user's manuals with flow charts and "chinglish" instead of words are a 
problem for many of us with today's sophisticated transmitters, chargers, etc., all of 
which bears on safety.  
  
The name "HiTec" is really appropriate 
  

Thanks for reading this.  
Gary Gullikson, "E-Challenged" 



The Art of Low Power Aerobatics - Keith Shaw - Model
Airplane News - Feb. 1996

Maximize your performance with energy management

AT ANY air show, you'll see many styles of flying. The
public's  favorites seem to be the speed, thunder and close-
quarter flying of the jet teams and the brutal precision of planes
such as the Pitts, Laser, Extra and Sukhoi as they effortlessly
perform intricate dances, without any apparent regard for
gravity. My favorite acts, however, are those by stock or slightly
modified "standard" aircraft flown on meager power, but still
doing excellent aerobatics. I know that I am watching a real pilot
who uses finely honed skills and senses push the plane to the
limit in pursuit of performance. My heroes include Bill Barber,
Art Scholl, Duane Cole and Bob Hoover, so it should
be no surprise that I try to emulate them when I fly replicas of
their aircraft. This type of flying requires quite a different
mindset from the usual one; you spend much more time
"listening" to your plane than demanding that it follow your
commands. Controls are squeezed rather than slammed, while
everything possible is done to minimize drag; and, surprisingly,
gravity becomes a very important ally!

While I find the pursuit of efficiency in aerobatics extremely
gratifying in its own right, there are other reasons to learn these
techniques. I've seen many a crash at a crowded, noisy airfield
because the pilot didn't know his engine had quit. If the pilot had
been paying attention to his aircraft’s speed or handling
characteristics instead of to the engine noise, a safe dead-stick
landing could have saved the plane. For competition fliers, a
crucial flight score might be salvaged even with a bad engine
run. Electric fliers will gain great rewards, because efficient
flying can dramatically reduce power consumption and extend
flight time.

The biggest benefit, however, will be in learning to be a
better pilot. After a while, the continuous observation of the
subtle visual cues and control interactions will become second
nature as you develop a "feel" for the aircraft. At that point, the
loop is complete, and you are now a real pilot, completely
unaware of the transmitter in your hands.

A LITTLE BIT OF PHYSICS
Please, don't he frightened! I promise not to snow you under

with any equations, but there are just a couple of concepts to
he discussed.

° The balance of forces. I think everyone has seen the sketch
of an airplane in level flight when lift equals weight and thrust
matches drag. Though this is pretty simplistic, it will serve for
our purposes. Assuming the plane is in level flight, an increase
in thrust will cause an acceleration, and the speed will increase
until the drag rises to just equal the thrust. At this point, the
forces are once again in balance, only the plane is flying
somewhat faster. If the lift is increased, either by an increase in
camber or an increase in the angle of attack, the plane will
climb, or it could he made to carry more weight in level flight.

Unfortunately, things aren't this simple. The balance-of-
forces concept implies that there is no interaction between  the
lift/weight and the thrust/drag components. The drag that most
people think about is called “form drag”; it includes bulky
fuselages, rigging, struts, exposed landing gear and engine

cylinders. This type of drag gets worse as speed increases, and
it's the major force that limits an airplane's top speed.

The "hidden" drag is called induced drag, and it's the
penalty incurred in exchange for lift. The total lift of a wing
(or any flying surface, for that matter) is dependent on its area,
air speed and the airfoil's coefficient of lift (basically, a measure
of how hard the airfoil must work to produce lift). The harder it
has to work, the higher the lift coefficient and, unfortunately, the
higher the induced drag. When a plane is flying fast, the
necessary lift coefficient is quite low, so the induced drag is also
low. That's why most pylon racers have very low-cambered
airfoils-usually, just enough to produce the necessary extra lift
for a turn. At low speeds, however, induced drag is the dominant
type of drag, because the airfoil has to work very hard to create
lift. To get the most efficient glide possible, sailplane designers
go to excruciating lengths to choose and construct a wing that
will produce the best lift-to-drag ratio. So we see that our lift
force in the balance picture is coupled with the thrust/drag
relationship. At slow speeds, especially near stall, induced drag
can dramatically affect how a plane handles.

° Conservation of energy-the other physics lesson, and it's
probably the most important tenet in flying aerobatics. A plane's
potential energy is related to the height it is flying above the
ground, while its kinetic energy is a function of speed.

In a perfect world without drag, the potential energy added
to the kinetic energy would he a constant. This perfect plane
would fly at a constant altitude indefinitely, without needing a
motor. If it dove to lose altitude (decrease in potential energy), it
would gain speed (increased kinetic energy) to keep the total
energy constant. It would roll effortlessly and loop perfectly, and
entry speed would be exactly the exit speed. For an un-powered
aircraft in the real world, however, drag acts as an energy siphon
that gradually decreases the plane's total energy. To even
maintain a constant air speed, it would have to slowly lose
altitude, and the extra drag of aerobatics would lead to even
more altitude loss. As an example, a loop could be performed in
two ways: by exiting at the same altitude and a lower air speed,
or at a slightly lower altitude with the same air speed. But by
allowing this slight altitude loss, a properly trimmed and flown
glider can do any aerobatic maneuver. If we install a small
power system that can just replace the energy lost owing to drag,
our plane can maintain altitude and perform aerobatics. With
even more power, it could gain altitude and still hold a given air
speed. Of course, we could get silly and become a Sukhoi, with
enough horsepower to reach terminal speed while going straight
up! But rather than solving the problem with excessive energy
input, we can get much of the same effect by learning to control
and minimize drag and, thus, reduce our energy requirements.

CONTROLLING DRAG
On a scale airplane, little can be done to reduce form drag,

but there are several ways to reduce induced drag. As control
surfaces are moved off neutral, they do not deflect the air as most
people think, but they change the airfoil's camber, thereby
changing the lift coefficient and unfortunately, the induced drag.
If a plane has any warps, most modelers just offset the
appropriate control surface. This causes induced trim drag, so
it's much better to remove the warps. Similarly, if the plane is
not laterally balanced (one wing is heavy), it will require aileron



and rudder trim to compensate, and, of course, this means
unwanted drag. So that less control throw is needed, I also
always seal the hinge line on all control surfaces to make them
more aerodynamically efficient.

A very major source of drag comes from having an incorrect
center of gravity-usually too nose-heavy. A nose-heavy plane
has to carry up-elevator trim to maintain longitudinal stability.
This means that the stabilizer is lifting downward, and that
creates some induced trim drag. But what's worse is that the
wing must now develop even more lift to maintain level flight-
incurring even more drag! A little longitudinal stability is
desirable for comfortable flying, but most kits and plans are
highly over-stabilized. Test your plane for correct CG using the
following method (see Figure 2):

° Fly at half throttle and adjust the elevator trim until the
plane can maintain hands-off level flight. Check this by making
several passes without changing the throttle. You should be
flying at an altitude of 100 to 150 feet.

° When the plane is nearing center stage, gently push it into
a 30-degree dive, and hold it until the air speed has increased
noticeably. At this point, take your hand off the stick and observe
what happens.

° If the plane pulls up sharply, it's very nose-heavy. If it
continues in the dive or pulls up slightly, its CG is just right. If it
tries to tuck under, it's tail-heavy. A bunch of extra advantages
come with having a correct CG location. The amount of elevator
throw necessary for any maneuver will decrease, and that will
mean less control drag. There will be virtually no need for
downthrust, which is an inept attempt to "fix" an over-stabilized
aircraft's tendency to nose up as power is increased.

Another source of induced drag comes from trying to
convince the wing to roll. Every method works by differentially
changing the lift of the wing panels. Standard ailerons deflect to
increase the camber (and lift) on one panel and decrease it on the
other. Of course, the change in lift also causes a change in
induced drag. The problem is that the drag force creates a yaw in
the opposite direction to the roll; this is known as "adverse
yaw." Imagine a right roll, in which the right wing aileron goes

up (decreasing lift and drag) and the left wing aileron goes down
(increasing lift and drag), producing a right roll but a left yaw. If
the plane is flying fast and/or has a long fuselage or a large fin,
the effect is minimal. But for a slow flying plane with large
wings and a short-coupled fuselage, this adverse yaw can be
strong enough to turn it in the wrong direction! Not only that,
the yaw also swings the fuselage out of the flight path, causing a
huge increase in drag. A vast amount of effort has gone into
trying to tame this demon-using tricks such as differential
aileron throw; aileron/rudder coupling; specially shaped ailerons
that put out a drag-increasing "foot" on the up-going motion;
and various spoilers and yaw flaps. The glitch is that all of these
methods only help for upright flight, but they severely worsen
the problem when a plane is inverted. The all-around best

method is to learn to fly coordinated rudder, keeping the fuselage
in line with the flight path and drag to a minimum.

PRACTICING SLOW FLIGHT
When a fast, highly powered aircraft performs aerobatics, it

is usually well above stall speed. Snap rolls, Lomcevaks and
other violent contortions are generated by forcing a high-speed
wing stall. But for low-powered airplanes, the usable speed
envelope includes speeds just barely above stall, such as near the
top of a loop or Immelmann. Before performing such maneuvers,
it's best to practice slow flight to learn how the plane's handling
characteristics change. Most modelers think that flying near stall
speed is inviting certain disaster, but in truth, most planes are
quite benign. Of course, extremely high wing loadings, warped
wings and poorly crafted airfoils can degrade the stall handling
characteristics.

To begin, fly at 150 to 200 feet while practicing a racetrack
or lazy figure-8 pattern, and gradually decrease the power on
each pass. Several things will become apparent at well above
stall speed. Aileron authority will diminish and become sloppy,
and adverse yaw will be much more noticeable, but fortunately,
rudder control will usually stay solid all the way down to stall.

If the ailerons become too sloppy, try flying with rudder.
Some planes, particularly those with barn-door ailerons, may
experience "aileron reversal" at slow speed. What happens is
that for a right-aileron turn, the down-going surface on the
left wing panel effectively pushes the airfoil past stall. The loss
of lift drops the left tip, making it seem to roll to the left. My
Gee Bee R-l is notorious for this, so once it's turned onto final
and begins to slow down, I never touch the ailerons, but fly it
strictly on rudder.

Just above stall, elevator control fades, and the forward
speed will rapidly drop owing to the very strong induced drag
(high lift coefficient means high drag); the plane will mush
forward and lose altitude. Stall recovery is best effected by
applying slight down-elevator and increasing the power
gradually. This decreases the induced drag and allows the wing
to start lifting again, after which gradual up-elevator can be
applied to return to level flight. With some practice, a plane can



be flown continuously and carefully in a partial stall condition,
usually with a little more power to compensate for the high
induced drag.

As you become more confident, you'll appreciate the value
of flying coordinated rudder to control adverse yaw, because
you'll be able to turn and maneuver at much lower speeds. Flying
lower will help to set these skills. It is also beneficial to do the
same training inverted, particularly to help suppress the panic
up-elevator response. Recovering from an inverted stall is almost
the same as flying right side up, but you use slight up-elevator to
get out of the stall.

Another anomaly occurs when trying to climb at slow speed:
the plane tries to yaw to the left and needs right-rudder
correction. This happens to any single-engine airplane with a
right-handed-rotation propeller. This is not due to torque,
gyroscopic precession, or circular airflow, but to an effect called
the "P-factor." When a plane is in a slow-speed climb, the entire
airplane-including the engine shaft-is at a high angle of attack.
The descending propeller blade on the right side of the center
line is at a higher angle of attack than the ascending blade, so it
produces more thrust. This offsets the prop thrust to the right of
the center line and yaws the plane to the left. When tail-draggers
veer to the left on takeoff, it's because of the P-factor.

Kit designers try to help by building right thrust into the
engine mount in an attempt to counteract the P-factor. But the
yaw force is to the right when the plane is inverted, so the built-
in right thrust just makes the problem worse, and it would
require a lot of drag-producing left-rudder correction to
overcome it. Understanding the source of these forces and
learning to give the correct control inputs result in lower overall
drag through maneuvers.

SIMPLE AEROBATICS
All basic maneuvers with the same entry and exit altitude-

including loops, rolls, point rolls, figure-8s and stall turns can
be done with little horsepower. The only limitation is that the air
speed must not drop below stall speed anywhere in the
maneuver. A nice, round loop requires an entry speed of about
twice stall speed. Higher entry speeds allow an increase in loop
diameter. An entry speed that's too low will result in a stall,
which makes a loop out of round at the top. The classic "Cub"
loop is an example of this. It's important to control the elevator
smoothly to create a circular shape. The direction and amount of
elevator throw will depend on a lot of factors, such as airfoil,
downthrust, tail area and wind direction. Don't forget to use
right-rudder correction on the upward part, if necessary, to
control the P-factor. Gliders and really low-powered aircraft may
need to gain sufficient speed before entering the loop by
performing a shallow dive.

Rolls need only enough extra power to overcome the added
drag from the control inputs. For slow rolls, top rudder will
certainly help to keep the roll straight, but at a high drag cost, as
we're asking the plane to knife-edge in the first and third
quadrants. Knife-edge flying is done with the wings vertical
while using the fuselage as the wing-certainly a spectacular but
very high-drag configuration!

Try to resist the urge to pull the nose of the plane above the
horizon with rudder. Smaller corrections will still help, but
they'll create much less drag. In point rolls, it's important to

gently squeeze the aileron controls to prevent adverse yaw from
starting a yaw oscillation. This not only looks bad, but it's also
very difficult to damp out. The aileron input should be more like
a sine wave than a set of staccato pulses. For gliders and very
low-powered planes, the loss of energy caused by control drag
may be offset by performing the roll on a shallow downward
line, usually no more than 5 degrees. Do not pull the nose of the
plane above the horizon at any part of the roll, because the drag
could increase so quickly that air speed will drop below stall
speed, and the plane will literally fall out of the sky.

Cuban-8s can be done by allowing an altitude loss of about 5
feet on each half to compensate for the control losses. Even a
pattern judge would have a difficult time spotting this loss. For
stall turns, smoothly transition into the vertical and leave the
engine at full power, not only to get the best possible height, but
also to maintain rudder effectiveness. After the yaw has been
initiated, the power can be reduced if you want to slow the
descent.
° Snap rolls create very high drag and must be done carefully.
The controls are easy: full up-elevator and aileron and rudder in
the same direction for an inside snap; down-elevator and crossed
aileron and rudder for an outside snap. The tricky part is
gauging the correct entry speed. If the entry speed is too high,
the maneuver will look like a half barrel roll and a half snap. If
it is too slow, the snap will quickly degrade into a spin. Even
when this is done correctly, the plane will exit at a speed just
above stall at which the controls are mushy. To stop the snap
with the wings level, neutralize the controls, and then add
opposite rudder and a little down-elevator.

For multiple snap rolls, the drag will keep increasing, so
power will have to be added to prevent the plane from
transitioning into a spin. If a snap roll is incorporated into
another maneuver, such as the avalanche (loop with a snap at the
top), a higher entry speed will he needed to prevent the snap roll
from dropping the air speed too much and causing the loop to
become asymmetric.

° Spins are easy to do: at partial power, approach a stall,
then add in up-elevator and rudder and ailerons in the same
direction. If all you get is a spiral, try putting in rudder first, and
when you see the yaw, add full up-elevator. When the wingtip
stalls, dump in the ailerons. Some aircraft will spin without
needing ailerons, but I find that the entry and exit are much
more unpredictable and sloppy. Spin exit usually just requires
that you release the controls, let the nose drop, gradually add
power and return to level flight. If it's a little stubborn, keep the
aileron and elevator neutralized, but feed in some rudder in the
direction opposite the spin. When rotation ceases, add power and
continue with the normal exit. Inverted spins are done similarly,
but with down-elevator and the aileron and rudder controls
crossed. Even gliders can spin, but air speed has to be a little
higher because there's no prop blast on the tail. The
rudder/elevator/aileron sequence seems to work best.

° Altitude-gaining maneuvers will always have a lower exit
speed than they had at the start. Probably the hardest stunt to do
well on low power is the Immelmann. Right when the speed is
lowest and the P-factor is strongest, the plane will need to
transition into inverted flight and then immediately try to do a
half roll! Certainly, some extra entry speed would be very



helpful, but the biggest problem is not in doing the half roll, but
keeping the heading. Even though the adverse yaw tries to act
like top rudder to help maintain altitude, the drag penalty is
quite high and, if uncorrected, will pull the plane off heading
as it approaches level flight. If we are doing - a left half roll,
adding some right rudder after the wings pass the vertical
position will help keep the heading. Another way to do the
Immelmann involves a little cheating. It's done by doing a little
less than a half loop and then starting the roll immediately. The
wing will still be under positive G-force, so the adverse yaw will
prevent the nose from hanging above the horizon; and it will be
in the correct direction to help hold the heading. The nice thing
about this method is that it does not require any rudder
corrections.

° Vertical roll - one of the neatest maneuvers (usually
considered a "macho-power" maneuver). With enough energy
from a dive, even a glider can do one (my own record is six
vertical rolls with a 2-meter slope glider). Once again, the roll
part is relatively easy, but the transition back to level flight
requires great care, due to very low air speed and massive P-
factor effects from the prop. When pushing the nose down
toward level flight, the plane is under substantial negative-G, so
you'll need some left rudder to hold the heading. When the plane
is level, the elevator must switch smoothly over to up, and
because the plane will enter positive-G, the rudder correction has
to switch to the right. Trying to hold level flight just above stall
speed while trying to keep the heading and letting the plane gain
speed is a fine balancing act. The "flub" that can occur is an
unwanted spin caused by too low a speed and the  up-elevator
and right-rudder corrections. No problem! Just release the
controls, do a normal spin exit, gain altitude and give it another
try.

ENERGY MANAGEMENT
Now that you have practiced  the  individual maneuvers, it's

time to link them into a pleasing air show. Probably the most
time- and space- efficient format for aerobatics is the "turn-
around" layout in which maneuvers are performed at center
stage and at both ends of a box. Some maneuvers are naturals for
center stage; these include loops, rolls, point rolls, various
figure-8s, and any maneuver that does not produce a change in
direction. Direction-changing maneuvers, such as the stall turn,
the Immelmann, split-S's, or half Cuban-8s, work best at the
ends of the box.

The size of the box will depend on the energy available.
Huge loops performed 1,000 feet away may be the standard in
pattern flying, but they are rarely suitable for scale air shows.
The huge maneuvers not only require vast amounts of power, but
they also take longer to complete, so fewer can be done in a fixed
time or energy allotment (such as with electric power). Flying
closer with smaller maneuvers can look the same while saving a
lot of energy; the only drawback is that errors will be more
visible. A good box length is about six times the diameter of a
comfortable loop. Some maneuvers can be centered to give the
box some depth, but you should practice imagining a barrier on
the near edge that never allows the plane any closer to the
audience.

To make best use of the available energy, try to link
maneuvers with matching entry and exit speeds, and practice

them as a sequence. An example might be a loop at center stage,
a stall turn at the turnaround, then a four-point roll, followed by
a half Cuban-8. The result will be that you are in the same
position on the same heading with about the same energy.

Another sequence can be created and practiced and added to
the previous one, until a satisfying air-show routine emerges. If
an altitude-gaining maneuver such as an Immelmann is used,
the energy in the extra altitude can be invested in diving to get a
higher entry speed for the maneuver that follows- a  super-slow
roll, avalanche, or vertical roll, or on an altitude-losing one-a
spin or split-S. If the plane is getting too low, one of
the turnaround maneuvers could be replaced with a climbing
180- or 540-degree turn.

The last major hurdle will be learning to fly your routine in
real-life conditions-invariably crosswind or with heavy
turbulence. With low power and speeds, their effects will be
much more severe than normal. I suggest that you start with
basic slow-flight practice and learn how the wind affects flight
characteristics. Although I don't want to get into the "downwind
turn" fiasco, I will tell you that making turns in a moving air
mass using a plane with a finite acceleration can lead to some
very exciting flying, so start with a little extra altitude. Under
these conditions, I raise my base line for aerobatics by at least 30
feet. In crosswinds, the acrobatic flight line will drift, so
corrections will constantly be needed. Initially, the corrections
can be applied after each maneuver, but eventually, they can be
blended into the maneuvers themselves. For example, an
uncorrected loop in a crosswind becomes a helix, but
carefully adding rudder toward the wind will keep it straight.
Keep practicing in all types of weather; it will make you a much
better pilot.

FINAL THOUGHTS
Well, the path to success in flying low-powered aerobatics is

before you. With much practice, careful analysis and diligent
effort, you will become a real pilot. At that point, you will also
know how to fly any plane in any conditions, as you'll need
smaller corrections as power and speed go up.

I hope to see you at the air shows. If you have any comments
or questions, you may write to me, but please include an SASE:
Keith Shaw, 2756 Elmwood, Ann Arbor, MI 48104.



"IS THIS A RC MODEL?" 
Now before you start reading 
this article and getting all upset, 
you shoud realize that I do have 
a lot of experience in this stuff.  
And you should also realize that 
this is written by a concerned 
modeler who is worried about 
where this hobby is going and 
AMA's thinking here.  I have 
been in model aviation for 58 
years so far. 

 



Yes, I am not in favor of how this hobby is going in the direction of model aircraft avail-
able for everyone that are the size of houses.   And yes, I do have a whole bunch of 
experience with giant RC aircraft.   

See the attached photos here:  These B-26's are 17' wingspan and I designed, engi-
neered, and manufactured seven of them.  The PBY's are a whopping 21' wingspan 
and I built three of them.  It goes on and on.  (attach photos: Always 1, Always 3, Al-
ways 7, and Always 12, DC-8c, and Die Hard II e,  here) 

 

 





 These were not built for Sunday flying at the local flying field.  We 
used them in the process of making movies for Industrial Light & Magic. 

 I am not in favor of these giant aircraft you see on the market being 
available for just anyone who thinks he wants one.  And I am not in favor of 
AMA going along with it.   And you can buy these things as ARF's.  No 
knowledge of model aviation, no years of experience in RC flying, Nothing 
required at all.  Just plunk out the dollars and there you go. 

 Sure, a smaller aircraft can do damage when it goes out of control.   It 
isn't even in the same ball park as what can happen with one of these gi-
ants.  Thinking that everyone who is going to get one of these is going to 
be so good that he will never have any sort of radio, mechanical, or just 
plain losing it problems, falls in the denial category. 



IS THIS A RC MODEL? continued... 

 I know that FAA is trying to put a limit on the size an RC aircraft can be.  I per-
sonally think this is wise and I also think that AMA should re-think their position on this.  
It is not going to be pretty when one of these does crash into a house or spectators 
and there are dire consequences.  It will happen and it will start to happen more fre-
quently as there becomes more of them.  Then watch FAA really come down on AMA 
for sanctioning them. 

 I know that there are manufacturers who are marketing these giant aircraft, even 
as ARF's, and it would become less of a profitable deal if they were not allowed by 
AMA.  That is not a reason to continue this trend, and making these available for just 
anyone who wants them is going to result in people who shouldn't have them being 
able to get them. 

 I found it very interesting in the September issue of MA where in the president's 
column he states he is concerned about people demonstrating unsafe model aviation 
activity.  His answer to that was:  " It's simple.  These people are not AMA members." 

WELL OF COURSE NOT !!!!!  Why, they never will or has any AMA member ever 
done anything like that !!!!   I would sure like to have a dollar for everytime I have seen 
it. 

 Now what this statement by our president tells me is how he is thinking, and that 
is not good. The powers-that-be should be thinking along the lines of what the results 
of these new changes  in RC modeling can have. 

 Now I am not bad-mouthing anyone here.  I know the powers-that-be are good 
guys, but I have seen good guys make bad decisions.  I feel we have a situation here 
where some are so interested in making just any modeler who wants whatever he 
wants happy that they are losing sight of what the consequences can be. 

 Believe it or not, there are weirdos out there.   

This hobby has changed and so has the nature of  people.  This hobby is not one of 
just modelers who are interested in model aviation.  A very large percentage nowa-
days are just  playing with toys they have bought at "Toy's R US" and flying them.  As 
we have become more and more populated, there are more and more people out 
there who have no consideration for others or even themselves.  Doing something be-
cause you want to, even when you know it is wrong to do it, has become more and 
more prevalent.  

 



And I am not talking out my ear here either.  I wasn't always just in the 
modeling business.  I also have a Masters in Psychology and worked in 
that field. 

We lost the field, AFTER DECADES, 
in Woodland, CA. due to turbines and 
these loud giant aircraft.  Housing de-
velopment built up nowhere near the 
field, but they insisted on flying close 
to it because of the distance these 
aircraft cover.  The club couldn't even 
figure it out.  So interested in doing 

what they wanted that it never occurred to those modelers or the people in 
charge of the field that this was going to happen.  DUH 

Yes I know turbines.  I don't fly them,  but I have flown more duct fan jets at 
high speeds than anyone else I know.  Why, I have over 1000 flights on my 
F-4's that I used to sell alone, not counting the other jets I flew and sold for 
22 years.  I am not in favor 
of turbines either.   Simply 
because of the speed they 
fly, the distance they cover, 
and that same old fact of 
what happens when one of 
these goes down.   And yes, 
I have been around a lot of 
turbine aircraft.   



IS THIS A RC MODEL? continued... 

 

 It is not a crash, it is a major explosion.  It happens and it will continue 
to happen.  Sure, pilots are certified but that doesn't change anything.  
Why, we had a jet pilot at the club I was in before, that every time he flew, 
we would be out there taking odds on how many parts would fall off his air-
craft.  His claim to fame one year was that he crashed 13 aircraft in that 
year.  OK???   

Maybe at events that are sanctioned for them specifically could work. 

 

And my final concern. (bet you are tired of reading this article?) 

  

"FPV"  Now here is another whole can of worms.  Why, this one is going to 
end up going off the charts.  Yes I know that AMA has placed all kinds of re-
strictions for doing this one.  And please don't try to tell me that you think 
everyone who wants to play this game is going to follow them.  Believe me, 
I have seen it, and have seen it more times than not.  This is one that all 
kinds of weirdos are going to get into for all kinds of weird reasons.  Sure, I 
have great friends that are into this and I know they have good judgment 
and good responsibility.  But that doesn't change things.  Bad things are go-
ing to happen with this one as it progresses and I suggest that AMA drops 
this one before it happens and they are considered a part of it. 

I think AMA had better do some re-thinking on some of this stuff and try to 
find some better middle ground with FAA before things do happen and  be-
fore the FAA and the government do actually decide to try and shut down 
RC completely.  The idea that we are just developing the new science and 
engineering in aviation must also be weighed with what else it is going to 
do.  

George Miller 



IS THIS A RC MODEL?  
 

(This is now from your editor.) 
I felt this was a subject I just had to respond to. 

When George sent the first version of this article he warned me I might not want to 
print it. But before I reply about some of what George has written, I have always said I 
will publish anything a modeler writes as long as it is not negative or nasty towards 
another person, manufacturer etc… George like all of us are entitled to our opinions. 
This is a serious issue and one that needs discussed, so I was ok with George sub-
mitting this and my publishing it. Do I agree with everything he says….is many ways 
yes but to some degree no.... Let see. 

First. Do modelers make models too big? To be honest I might be the wrong guy to 
ask as I was just trying...again….to talk my buddy into building a 15’ OV-10 Bronco to-
gether. I like big models, I do, but do I think a 65% scale Tri Plane is too big or even a 
15’ OV 10, ya probability, but they look and fly soo cool.  

The real question….might be.. is it wrong? 

Could George be right? What if Rich and I had built the 15’ OV10, used the best of the 
best gear but still it got out of control flew 20 miles away on it’s (Obviously) Gas en-
gines and crashed into a house!  Does that mean we were in the wrong building and 
flying it? Does it make a difference we have 75 plus years of modeling experience. 
That I have flown hundreds of all types of models?  That we used the best possible 
components, servos, motors, radio gear, fasteners etc…but it still failed? Accidents 
happen right. Is it any different for us because we are modelers?  

But what about a manufacturer? Are they in the wrong because they are making 
planes like this. Planes that are so huge that anybody, with enough money can buy 
them whether they have EVER flown a model before or not, whether they have ever 
built or assembled one?  

Maybe, but I surely don’t want them regulated by our government. That is what 
would happen….IS happening actually. 

The HUGE majority of modelers use the best gear they can afford to power their mod-
els….they don’t want them hurt, lost or crashed either...it is their money after all right. 
Innovation makes things like model airplanes, bigger, stronger, faster….and more reli-
able. Its just the way it is….in my opinion…. 

Thanks for your opinion George.                Now back to more fun stuff…….Mike 



2014 Lake McSwain Float Fly 

September 19, 20 and 21. Hosted by the TURLOCK RADIO CONTROL CLUB 

CD: Gary Taylor …………Flight Line Boss: Larry Date 
 

Great job to Gary and the Turlock gang.  A huge success and a great bunch.  Good 
people. 

  How time flies when you are having fun.  It just seems like I just finished writing 
about the 2012 meet at the lake and that I missed the 2013 event.   Gary Taylor and 
the Turlock gang did it up right again this year.  3 days of flying and a big BBQ dinner 
club for all on Saturday eve.  Steak, baked potato, salad, Larry Dates famous lock and 
load chili, bread rolls and cake for dessert .  I sure ate my share and then some.  The 
cooks were Dwight Cathcart and his boys.   Now these guys know how to feed a hun-
gry group.  Dwight used to do all the cooking back in the days of the big Crows Land-
ing IMAA fly in.  Pretty awesome.   This year the Rick and Denny Show had a spa-
ghetti  feed.   Yummy.    My wife Merriam could not handle the heat but sent with me a 
wonderful fruit salad. 



  The weather was perfect  this 
year and made for very pleasant 
evenings .  This year the rangers 
and the Turlock club worked 
things out again so that night fly-
ing was made possible.  Pretty 
cool.  So Denny Baker just hap-
pened to have his oldy but a 
goody Sig Rascal on floats with 

a whole bunch of lights and once 
again yours truly got the stick hon-
ors.   

But the old girl is starting to show 
her age by loosing nuts and bolts on 
the wing strut and the firewall com-
ing out and the left side float coming 
completely apart which all that adds 
up to a interesting flight.  But 
brought it back in one ‘pieces’ any-
way.   Thanks for that Denny.   This 
is why we do this.   
 



  Pilot count was up from last year.   
Wow,49 pilots this year.  Where 
having some fun now.  Thanks to all 
the pilots and folks that attended 
this year who supported  the clubs 
that put forth all the work to hold 
these  meets. 

  The gang from Ventura came up 
and this is I think their 11th year in a 
row and went back with a whole 
bunch of raffle prizes.   The raffle 
was a big success.  Lots of fun. 

  The famous campsites in the G Loop were where it was happening.  Lots of hanger 
flying.  Too cool.  Save my spot for next year.  

   So get ready for this meet again next year.  Bring out them night flyer float planes.  

This year I really missed “THE HORN”  From years past the best part was flying a bit 
past the outer marker of the fly zone and you get …. THE HORN OF SHAME…………
it was a crack up.  So the request is in for next year to bring back THE HORN OF 
SHAME. 

Thanks so much Gary and the gang for the fun meet.  Same time next year.  Plan on 
it. Until next year, go feet wet and keep the floats on the water.  

Also,  I missed the 2013 
event due to bus engine 
failure.  But I am back with 
a new motor and an emp-
ty wallet.  Sigh!!!   But 
once again the Turlock 
gang pulled through. 

 

Rick and wishing she was 
there, Merriam Maida,  
Dist X AVP 



THE STORY OF A CORSAIR  
PART II  

 
I expect that you have read part I in 
the last issue of "Airborne Reader".  
Well the story of this  Corsair even 
gets more complicated. 
I was now flying this Corsair and 
getting all the settings right and still 
doing some testing with it. 
On about its eighth flight, the motor 
suddenly glitches a couple times.  
Not right, and I go into landing 
mode.   
I am on final and suddenly lose radio control, but only for a couple seconds, but 
enough to goof up my approach.   I am trying to go around and on the back leg it 
just loses total radio control and it is not pretty from there. 
I collect all the pieces, check everything out and find no problem.  Battery is good 
and all that  stuff.  I even set up another aircraft and my radio is working there.  
But I did have a problem before with this radio where, when turning on the air-
craft, another modeler had control of my Corsair.  So I decide to send the radio 
back to be checked out. 
They find nothing wrong with the transmitter.  However the receiver is a copy from 
China and they will not touch it. (I got this receiver from a friend of mine and did 
not know this.)  So I am now suspicious of the receiver or maybe the BEC.  I will 
replace them both. 
 
This just happens to open a whole new chapter of my Corsair story.   
I had already started building a new wing for it to replace the ARF one.  I will get 
into that shortly. 
But the new chapter is about the new fuselage. 
You all know me well enough to know that I build all my aircraft using ISO fiber-
glass resin and cloth.  And here is the neat thing about that:  These fuselages are 
so strong that even though this Corsair hit very hard, the fuselage from the wing 
back is not even damaged. (If it was wood, it would have been splintered to hell.) 



So instead of having to make a whole new fuselage, install the retractable tail 
wheel again, build up all tail feathers and controls to them and the tail wheel,  all 
I have to do is lay up the front section of a fuselage off my plug and graft the tail 
section onto it. 
I  slide the tail section over the new section, lock it down, mark the new fuselage 
section, cut it out to match, then tape them together and glass from the inside.  
See attached photos of how this is done.   
Ya just can't beat making your fuselages out of glass and having that plug sitting 
around in case you need it. 

                                                  ON TO THE WING 
As you know I was not happy with that ARF wing and felt my Corsair deserved 
better than that.  I was already in the process of making a new one. 
To me this is how one has to make the wing for the Corsair if one wants it to be 
right and as scale as possible.  A whole lot of modifications are done here. 
To start off, those 3 1/4" wheels are not scale.  The scale wheels for this size 
Corsair are 3 3/4". 
 



 Now we already know that because of these Robart retracts, even with the 3 1/4" 
wheels, that the inner edge of the wheels will be sticking out of the wing when retracted.  
Here is how I solve that problem even with the 3 3/4" wheels: 
 I relocate the retracts in the wing.  I make the R-1 rib out of hard ply and the outer 
gear mounting block will attach to it.  I will then make a new rib out of hard ply for the in-
ner retract mounting block to attach to.  This moves the gear out 1 1/16" further on the 
wing.  (I have measured on the scale 3-views and to me this is just about the correct 
place for them in the first place.) 
 What is happening by doing this is the retracts are now hitting the wing in a more 
level angle of this bent wing.  This solves all the problems of getting the wheels fitting in 
the wing.  And these 3 3/4" wheels are not only scale, but they will make your landings 
better too. 
Yes, this takes a bunch of work.  Having to line up the retracts and all this change of con-
struction takes time.  Is it worth it?  That is up to you.  When building a scale model, I am 
just one of those who wants to get it as best I can.  Sure it takes more time, but I am al-
ready taking the time to build this model.  Why not take the time to get it as good as you 
can? 
 The retracts are in.  Now it is time to do the scale doors.  These doors have to be 
as thin as possible in order to fit over the wheels.    I make sure I have ribs in the proper 
place for my retract doors.   

 
 
I now sheet this section of 
the wing, mark out where 
the doors will be and then 
Monokote this area with 
clear Monokote.  I brush 
on a coat of PVA mold re-
lease and using two lay-
ers of 9 oz cloth and res-
in, I lay up the doors out 
of glass, pop them off, re-
move the Monokote, and 
cut out the scale door 
openings.  
 



If you study the photos carefully, you will see how I use small Golden Rods to make 
the rear doors function on their own servo.  Notice I am using those DuBro hinges.  
The trick with these is to use pliers and squeeze the ends of the pins so they can be 
removed.   I can install these hinges 1/2 at a time and not get CA in the pivot.  

 It also allows me to re-
move my doors for build-
ing and maintenance.   
The front doors are only 
hinged with a wood 
spacer between them 
and the legs.  These will 
hang down with the 
spacer holding them in 
place and the wind will 
close them when the 
gear retract and the ex-
tending gear will push 
them open.   



Once I have all this fin-
ished and working properly, 
I can now finish sheeting 
the wings.  Notice I have 
also gone to robart hinges 
and made scale hingeing 
of all controls surfaces.  Al-
so notice that I have also 
done away with all the con-
trol linkage in the wings 
and installed the servos out 
in the wings to control the 
ailerons.   
 

The wing is finished now.   I just have to glass it with 1/2 oz cloth and 15 min epoxy.  
The fuselage is finished and ready for hardware installation.  
I hope by the time this next issue of "Airborne Reader" is out, I will have this Corsair 
finished again. 
 
To be continued . . .  



17 Things You Probably Didn't Know About the P-38 Lightning. 
1) The P-38 was the first fighter to fly faster 
than 400 mph. 
2) It was the only American fighter aircraft in 
production throughout the entire American in-
volvement in WWII. 
3) The P-38 was nicknamed the 'fork-tailed 
devil' by the German Luftwaffe, and 'two 
planes, one pilot' by Japanese fighter pilots. 
4) The P-38 was exceptionally quiet for a fight-
er, due to its exhaust being muffled by turbo-
superchargers. 

5) The aircraft used nose-mounted 
guns, unlike most other US fighters. 
This meant that the P-38 had better 
useful gun range than other aircraft with 
wing-mounted guns having crisscross 
trajectories. 

 
6) The P-38s guns were so effective, they 
could reliably hit targets at up to 1,000 yards.  
Most other fighters were only effective at 100-
250 yards. 

 
 
 
 
 
7) The P-38 had counter-rotating engines to overcome 
left-turning tendencies caused by its 1,000-hp engines. 
8) The engine rotation could be reversed by simply 
changing the firing order of the spark plugs. 
 



9) The engines rotated outward from the cockpit. 
This made the platform more stable for shooting 
the guns. However, if the pilot lost an engine, the 
remaining operating engine was so powerful that 
it could uncontrollably roll the aircraft upside 
down. 
10) The P-38 was the first American fighter to ex-
tensively use stainless steel and flush-mounted 
rivets. 

11) In 1939, one of the first P-38 prototype air-
craft set a speed record from California to New York in 7 hours and 2 minutes. Howev-
er, it crashed short of its intended airport due to carburetor icing. 
12) The first active service P-38s were 
used as reconnaissance aircraft in April 
1942 by the RAAF ( Australia ) 8th Photo-
graphic Squadron. 
13) The P-38 quickly saw battle, downing 
two Japanese flying boats in August 1942 
off the Aleutian Islands chain. 
14) The cockpit windows couldn't be 
opened in flight, because they caused buf-
feting on the tailplane. This made the cock-
pit very hot in the Pacific theater.  Pilots of-
ten flew in just shorts, tennis shoes and a 
parachute. 
15) Charles Lindbergh was a key figure in 
improving the performance of the P-38. Working as a civilian contractor in the South 
Pacific, he developed throttle settings and engine leaning techniques that significantly 

increased the range of the aircraft. 
16) The P-38 flew over 130,000 sorties in the 
European theater, and downed over 1,800 Jap-
anese aircraft in the Pacific theater. 
17) In total, over 10,000 P-38s were produced 
during the war, making it one of the most suc-
cessful fighters and interceptors of its time. 



 

Arizona Model Aviators 

26th Arizona Jet Rally  

AMA Sanction # 14-1748  

 
November 21, 22 & 23, 2014 

 

Superstition Airpark 
(see reverse side for map) 

Free Limited Bleacher Seating 

Food Available on site 
Model Aircraft & Parts Vendors on site 

Admission: $6.00 per carload (includes parking) 

Current AMA Membership Required of All Participating Pilots. Turbine 
waiver required for all Turbine pilots. Landing fee of $40 includes parking 

and pizza party Saturday evening. Hours of operation 9 AM to 4 PM 
For more information: 

Contest Director: George Kreyling 

(480)215‐5446  gkreyling@gmail.com 

Asst. Contest Director: John Mangino 

(480)980‐1386  manginoaz@cox.net 

		www.azmodelaviators.com 


