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Isn’t it amazing?  The deadline for this issue came and went and I had just one or two contributions.  
I waited a little longer for various promised reports, had a few problems with my computer and all 

of a sudden, I’m adding extra pages, reducing font sizes and saving stuff for the next issue!  Thanks 
again to all those sending in contributions; I can’t do this without your help.  

BMFA Nationals
Since the NATS has been cancelled this year, it has been decided that we should hold our own 
competition to decide the BMFA Nationals Champion.  This will now be combined with our own 
GBRCAA Champs on 27-28 September at Wroughton making this comp also open to non-GRBCAA 
members.  Non-member entrants are eligible as BMFA Nationals winners but not GBRCAA Champs 
winners.  

If you have already sent off your entry for the Champs, you need do nothing more.  If not, what are 
you waiting for?  You could be up for winning two trophies!

Team Change
Dave Matthias has had to withdraw from our World Championships team going to Deblin in August 
for health reasons.  Malcolm Balfour takes his place.  We wish Dave a speedy return to good health 
and Malcolm every success in Poland.

Next Newsletter Deadline: Now changed to 10th August 2003.

I’m going to keep my bit short this time and get the thing printed before anything else arrives.  

Alan Simmonds
Newsletter Editor.

Cover Story - from Stuart Mellor

Alice Emily Mellor, my granddaughter/ weekend telephone receptionist  & P.A. posing with my new 
Hydeaway. Alice, who’s 8  normally finds modelling “boring”, except where there’s an international 
modelling assignment involved! Anyone who rings me at the weekend has probably already spoken to 
her - she’s much faster to the ‘phone (thanks to dancing/swimming/horse

riding etc.) - and more efficient.

The other, less glamorous model, is from the ZN Kit & rather jazzy fus colour scheme caused by 
repairs after whiplash on landing which damaged the fus aft of the wing seat. Yes, you can repair a 
glass fus!   

Since I’m new to four strokes, the model was made to accept  either my trusty OS 140 or YS DZ on 
the same Hyde mount. Mounting holes & indeed all critical dimensions for both engines are identical. 
Pipe is a Grieve 2 stroke & I made a reducing adaptor to suit the Hatori manifold. 

Although naturally quieter on the larger 2 st pipe, I found a Grieve 4st pipe less restrictive on the DZ.  
It takes about 15 minutes to swap engines, plumbing regimes for both engines are again identical, 
only the throttle cable needs to be swapped for a shorter version for the DZ. 

Trimmed out with the O.S., I’ve not yet flown the model enough with the dingo to make meaningful 
comparisons between the 2 engines, but the model is very slippy with the O.S., probably partly due 
to the laminar flow (tadpole) wing. Also, aileron trim was noticeably different for each engine(?), 
caused, I think, by unequal YS aileron “bounce”, in spite of ballrace links. Undoubtedly though, even 
at earlier stages with the model, the perception of having more “time” for manoeuvres with the YS 
appeared immediately. Whether that alone will improve my scores remains to be seen...

Stuart 
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YS DZ140 Pump mechanism
Operation
As stated in the last edition, the fuel delivery system incorporated in the new DZ140 differs from all 
previous YS engines in that fuel is no longer forced from the tank after being pressurized by air from 
the crankcase. Instead fuel is now sucked from the tank in a manner similar to most other fuel pumps 
available to the modeling public. The DZ140 now uses a positive displacement pump as a means of 
fuel transport. These pumps are widely used in industrial fluid transport and much information about 
them is available from public library or internet sources.

A schematic of the pump used in the DZ140 is given in figure 1 above and is shown to comprise of 
a piston actuated by the inlet valve cam gear, which moves in a cylinder which is fitted with two 
one way valves that allow fuel to enter and leave. With the pump piston in the top most position, the 
cam gear is positioned as drawn and the inlet valve in the engine cylinder head will be fully open. 

As the crank is rotated the pump piston descends and is at the bottom of its stroke after one complete 
crank revolution, (remember the cam gear is turning once for every two complete revolutions of the 
crank). During this cycle, fuel is sucked into the pump cylinder from the low-pressure side, which is 
connected to the fuel tank.

As the crank continues to turn the pump piston rises forcing fuel out of the cylinder at high pressure 
and this fuel is eventually lead to the injector in the cylinder head plenum just above the intake valve. 
This is clearly seen in the cutaway of the YS DZ140 shown in figure 2. That in essence is the pumping 
mechanism, so what’s so complicated about that? Well not much at first sight although this doesn’t 
explain why there is a “regulator” stuck on the front of your engine.

Referring back to figure one shows how the “regulator” is connected into the fuel system. One facet 
of positive displacement pumps is the fact that they supply a fixed volume of fuel every stroke and 
hence can generate very high operating pressures, which cannot normally be controlled by restricting 
the inlet or outlets using conventional valves such as our needle valves. Of course needle valves 
can restrict their flow but the mechanical pressure would be such that damage would quickly occur 
to the pump’s internal components such as the one-way valves. The conventional way in which to 
control such a pump is to provide an escape route for the excess fuel emerging from the high pressure 
outlet. The action of the “regulator” is therefore to allow the outlet of the pump to be controlled by 
the needle valve assembly whilst providing a pressure relief for the back-pressure caused by such a 
restriction. It can be seen in figure one that fuel from the pump outlet is fed into the regulator beneath 
the diaphragm, (which again is totally different from all previous ones used in YS engines). This has 
the effect of lifting the diaphragm against the action of the spring thereby allowing fuel to flow back 
to the low-pressure inlet of the pump. This explains why the action of the “regulator” is opposite to all 
previous conventional regulators and shows that if the brass screw of the regulator is turned to move 
inwards, the pressure on the spring is increased and the seal provided by the diaphragm is increased. 
This effectively reduces the fuel passing back to the low-pressure side of the pump and causes more 
fuel to flow directly to the needle valve assembly. In essence as the brass screw is turned inwards the 
fuel mixture is richened. 

This however is not the end of the story since you will have noticed the pressure tapping on the dry 
side of the diaphragm, which is connected by silicone tubing to a nipple at the front of the crankcase. 
Reference to figure three shows that this nipple lines up with a hole in the crankshaft, which allows 
it to communicate pressure from the lower crankcase to the dry side of the regulator diaphragm. The 
duration of this pressure pulse is small as the holes are of order 3mm diameter and will only line up 
for ~22 degrees during the crank rotation. Moreover due to their position and remembering that the 
engine rotates in a clockwise direction when viewed from the back, these holes can only line up on 

Figure 1. Schematic of pump and regulator used in the YS DZ 140

Figure 2. Cutaway showing internals of YS DZ140
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the down-stroke of the piston, which implies that a positive pressure is communicated to the dry side 
of the regulator diaphragm. When the holes are not aligned the passage to the regulator diaphragm is 
blocked quite effectively and hence no pressure can escape from the dry side of the regulator housing. 
This implies for a fixed rotation speed of the crankshaft, that a positive and constant (i.e. not varying) 
pressure is exerted on the dry side of the regulator diaphragm. 

This last point is by no means certain and another school of thought suggests that any pressure 
developed in the dry side of the diaphragm can eventually dissipate back into the engine during a 
single cycle and this would lead to a pulsating pressure rather than a constant pressure. If this were the 
case then the action of this pulsation would be to force the diaphragm to close the fuel bypass system 
thereby allowing more fuel to be injected at just the point in the engine’s cycle where the inlet port 
valve is opening and the pump has begun to expel fuel. 

Regardless of which version you believe the net effect is similar and shows that this pressure tapping 
relates to diaphragm control and not as one internet link suggested, to allow fuel to flow from the 
pump into the crankcase for lubrication purposes.

An assumption will be made here concerning the pressure communicated to the dry side of the 
regulator diaphragm from the crankcase in that it will increase with increasing engine speed. It is 
hoped in the near future to perform measurements to confirm this hypothesis. If this is the case then 
for any such engine speed a balance of forces acting on the diaphragm will exist. For clarity we will 
define a positive force to be one acting against the dry side of the diaphragm, which has the effect of 
sealing off the leakage path from high-pressure side to low-pressure side. Therefore the forces acting 
on the diaphragm are:

• Constant positive spring force, adjusted by action of the brass screw on the front of the regulator. 
This is constant for all engine speeds.

• Positive crankcase pressure (either constant or pulsating) and hence force, which is assumed to 
increase with engine speed.

• Negative force exerted by fluid from high-pressure side of pump, which increases with engine 
speed.

Mathematically these characteristics may then be summed up as:

As previously stated the net force on the diaphragm relates to how much fuel is passed to the needle 
valve assembly in that, the greater this force, the less fuel is passed back to the low pressure side and 
hence the greater amount of fuel is sent to the needle valve.

Finally the fuel passing from the needle valve is metered by a slot cut into the throttle barrel in a 
manner that reduces the flow of fuel as the throttle is closed as per standard practice for model engine 
carburetors. Thus the action of the fuel system is as follows:

At full throttle essentially all of the fuel from the pump appears to be passed to the 
needle valve assembly and then to the injector. As the throttle is closed the metered 
slot acts to reduce the fuel flow from the needle valve assembly, which in turn raises 
the pressure between the needle valve and the pump outlet. The increased pressure at 
the pump outlet acts on the diaphragm and allows fuel to flow out of the high-pressure 
system back to the low-pressure side at the fuel inlet. The low-throttle mixture is 
adjusted by the brass screw on the regulator at low engine speeds where the pressure 
from the crankcase is probably much smaller than the opposing pressure generated by 
the pump acting on the diaphragm. Thus the spring acts to re-impose the pressure on 
the diaphragm until a suitable mixture is found.

The diameter of the pump piston is 6mm and since the cam gear lifts the piston by a height of ~3mm, 
this implies that the maximum flow rate is 84.8mm3 per stroke. Remembering that the pump expels 
fuel on every other revolution of the crank and assuming a maximum engine speed of 8500rpm 
suggests a flow rate of ~6cm3 per second. Assuming that your tank is the standard 20oz (568ml) for 
a DZ140 engine, this would give a flat out running duration of ~94s! Obviously we normally enjoy 
longer engine runs that one & a half minutes and this is partly due to the fact that we never run full 
throttle throughout our schedules but also no doubt because the pump is configured to continuously 
feed fuel back from high pressure to low pressure even at full throttle. In my discussions with various 
members concerning this fuel system it was suggested by Malcolm Harris that this is a requirement to 
allow the pump to operate in a stable manner.

Construction
The internals of the DZ140 pump are shown in the figure 4. Please note that there should be no 
need to strip your pump down to this degree, ever, and by doing so you will probably invalidate any 
warranty you might have on your engine. 

Net force on 
diaphagm = Spring + Crankcase - Pump

Figure 3. Crankshaft showing pressure sensing hole 

Figure 4. Components of the DZ140 pump
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The springs from the one-way valves have huge “boing-ability”; they really do travel if you manage 
to lose hold of them so please be careful if you ever need to get to this stage.

Where things might go wrong…
Internal leakage within the pump will result in less fuel being passed to the injector with a 
corresponding loss in performance. Leakage paths exist at the seal of the pump piston and cylinder, at 
each of the one-way valves, at the gasket between the pump and valve housings (refer to figure 5), and 
finally if there is any leakage in or through the diaphragm. The major source of leakage in positive 
displacement pumps is the reverse flow that occurs just before the one-way valves close so if the 
springs are not strong enough or have perhaps weakened during use, then the pump output will reduce 
in kind. Needless to say if there is any debris in the pump system, reduced or zero fuel flow might 
result. Dirt in the fuel will score the pump piston / cylinder and since the latter is just aluminium, it 
will eventually wear out anyway. Beyond these potential problems, the pump system appears to be 
very robust. 

An accurate way of measuring its output when new would be useful as this would permit any 
reductions in performance to be checked against the state of the pump in the future. 

Well I hope this helps you to understand your DZ140. I’d like to thank both Alan Simmonds and 
Malcolm Harris for their invaluable help in writing this document.

Keith Jackson

Chairman’s Report
My flying season took an unexpected turn on May 8th. For the first time in nearly 9 years 
I crashed an aerobatic model. Whether you build it yourself or not, there is a considerable 
investment of time & money in an aircraft and to lose one is always going to be a 
significant blow. The cause? - the 2mm bolt holding the MK ball joint to the elevator servo 
arm unscrewed. Aerobatic flying is difficult enough but without elevator control it’s even 
more difficult. Fortunately, nobody got hurt, the radio was completely undamaged (and I 
mean completely – even the switch harness is fine) and the engine only had a scuff mark on 
the rocker box cover (a good job because it wasn’t my engine). I lost the airframe, exhaust, 
spinner, prop and tank which, although bad enough, was not as bad as some crashes I 
have seen. I can only blame myself for inadequate maintenance and as with all unplanned 
events, would like to do what I can to reduce the chance of anyone else suffering the same 
loss. So, check your linkages carefully and check them often. Elevator is usually the only 
control function with no redundant components, so any failure will be terminal. I have 
seen a cable “safety strap” installed on some ZN built planes. This is a single cable (half 
of a closed loop) from the servo arm to the MK unit at the back of the fuselage, the idea 
being that if the elevator pushrod fails, the cable will give limited elevator control in the up 
direction only. This should enable you to land. I think it’s worth considering – I just wish 
I’d considered fitting it on my Alliance.

On a brighter note, fifteen pilots attended the training day at RAF Wittering on June 1st. 
The weather was kind to us and all the pilots who attended had the opportunity to fly 
supervised practice schedules with a more experienced pilot or judge on their shoulder. I 
devised a few very basic practice sequences (reproduced elsewhere in this newsletter) to 
give people a chance to refresh themselves on the basic building blocks of aerobatic flying. 
This is something we all need to do from time to time regardless of our standard of flying. I 
think one or two were surprised at just how challenging inside loops can be! 

Continued on page 11

Figure 5. Arrangement of DZ140 pump components
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In a fairly full day, we only managed to cover loops, rolls and 
stall turns. That leaves spins, snaps and trimming for another 
time. I think that take-off and landing deserve some practice too. 
A good take-off gives a good impression to the judges at the start 
of the flight. A good landing minimises the risk of damage to the 
airframe. 

Of course, we normally only get to practise one of each in most 
flights. There’s an old aviator’s saying about keeping the number 
of take-offs and landings approximately equal – my record has 
taken a slight dent recently!

Who would like to see a European Championship held in the UK? Well, to be honest, we 
probably all would! There is a chance that if we bid for the 2006 European Championship, 
we could be successful. That sounds easy – now all we need is a venue (with an alternative 
practice site nearby) and a small team of people willing to run the event. Have a think 
about it – realistically we need to decide by the end of this year. Remember that every 
championship held so far probably started along similar lines, with a few interested people 
getting the idea of holding the competition then turning the vision into reality. Feel free to 
contact me or any of the committee if you can help in any way.

By now most of you will have read that Barkston Heath is not available for the Nationals 
this year and that the R/C Power Technical Committee and specialist bodies have been 
asked to stage their own events. With our own Championships planned for late September 
it makes sense to combine this with the Nationals, so this is what we have proposed to the 
BMFA. If there is any change to this plan I will post a note on the GBR/CAA web site.

Enough from me – models to finish, fuel to burn, straight lines to master………

Practice Schedule 1
• Take-Off Sequence followed by 

Half Reverse Cuban Eight
• Straight Flight followed by Half 

Reverse Cuban Eight (upwind)
• Straight Flight followed by Half 

Reverse Cuban Eight (downwind)
• One Inside Loop
• Half Loop at box end
• Inverted Flight downwind
• Half Loop at box end
• Repeat sequence until five inside 

loops have been flown
• After fifth inside loop, perform 

Immelman at box end
• Upright Flight downwind
• Half Outside Loop at box end
• Outside Loop from inverted
• Half Outside Loop at box end
• Repeat sequence until five outside 

loops have been flown
• After fifth outside loop, perform 

half roll to upright flight then repeat 
the whole flight sequence until just 
before the fuel runs out!

Practice Schedule 2
• Take-Off Sequence followed by 

Half Reverse Cuban Eight
• Straight flight followed by Half 

Loop at box end
• Inside Loop from inverted
• Half Loop at box end
• Straight flight
• Half Loop at box end
• Inside Loop from inverted
• Repeat until five Inside Loops from 

inverted have been flown
• Half loop at box end
• Straight Flight followed by 

Immelman at box end
• Outside Loop from top
• Half Outside Loop at box end
• Straight Inverted Flight
• Half Outside Loop at box end
• Repeat until five Outside Loops 

from top have been flown
• After fifth outside loop, repeat the 

whole flight sequence until just 
before the fuel runs out!

Practice Schedule 3
• One Roll upwind
• Turnaround
• One Roll downwind
• Turnaround
• Two Rolls Upwind
• Turnaround
• Two Rolls Downwind
• Turnaround
• Two Point Roll upwind
• Turnaround
• Two Point Roll downwind
• Turnaround
• Four Point Roll upwind
• Turnaround
• Four Point Roll downwind
• Turnaround
• Slow Roll Upwind
• Turnaround
• Slow Roll Downwind
• Turnaround and repeat until just 

before the fuel runs out!

Practice Schedule 4
• Stall Turn at box end
• Straight Flight
• Stall Turn at box end
• Repeat five times
• Half Roll to Inverted on centre
• Stall Turn Inverted to Inverted at 

box end
• Inverted Flight
• Stall Turn Inverted to Inverted at 

box end
• Repeat five times
• Figure M without Rolls
• Stall Turn with Half Roll up at box 

end
• Inverted flight
• Stall Turn with Half Roll down at 

box end
• Figure M without Rolls
• Repeat until five Figure M’s have 

been flown

Practice Schedules Continued from page 9

Letters to the Editor
Hi Alan 

The training day was excellent, many thanks to all those people who gave up their 
time to spend some time coaching us mere mortals. Good on the committee for 
putting this event on free of charge and to all those pilots who did not go; you did 
miss-out. What next maybe some coaching on setting up/trimming models. 

Ken Moss

Ken, I couldn’t agree more.  I learned a few things myself and I wasn’t even flying!  
Everyone I spoke to at Wittering found the training day beneficial and thought we 
should have more than just one each year.  The practice schedules may not look 
as interesting as a competition schedule but sometimes we do have to re-learn the 
basic aerobatic elements; they are after all, the foundation for all our competition 
schedules, regardless of which class we fly.

I noticed there is an empty slot in the competition calendar at the end of August so 
please lobby the committee for Training Day Part 2.

Ed.
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Civry International F3A Event – 24th & 25th May 2003
The Civry International F3A Competition, also known as the “Criterium International De Hainaut” takes 
place in the North-West of Belgium around the same time each year. Brandon Ransley has entered once or 
twice before and this year John Harrop and I decided to give it a try.
The flying site is close to a village called Grandrieu, just over the border from France and about a 2 hour 
drive from Calais. We arrived early on the Friday evening to find pleasant flying conditions, with the 
inevitable “list” for practice. After introducing ourselves (we knew many of the other pilots, having met 
at Romilly in previous years) we set the models up and had a couple of flights each. John was flying his 
Angel’s Shadow and I had recommissioned my Fashion after losing the Alliance two weeks previously. We 
were both “Dingo equipped” and were a little surprised to see that we were in the minority that evening. One 
of the Dutch pilots asked why were flying so big and so fast – we didn’t think we were! He then went to fly 
himself and flew just as big and fast – evidence that perceptions can be deceptive.
The field set up at Grandrieu was typical of European sites, with a permanent club hut, fenced off flying 
area and a properly marked out box with lines and marker flags. The strip was close mown grass. The left 
box marker appeared to be just over the garden of a nearby bungalow, but maybe the club chairman lived 
there…….
Saturday morning brought the usual competition day welcome – the sound of raindrops pattering delicately 
on the window – some things in Europe are the same as at home. We spent the obligatory 3 hours kicking 
around the field looking at the internet weather map posted on the club hut, noting that it showed clear skies 
above East Anglia and Cheshire. Most useful……..
Eventually the downpour turned into drizzle and the organisers announced that we were to start, with an 
abridged P-03 schedule finishing after the avalanche, to recover the lost flying time. Yours truly had found 
his form – in the flying order draw anyway - and was first to go in round 1. My flight was reasonable 
considering the amount of time I had flown the model recently and the ‘slight’ disadvantage of flying in the 
rain. John flew later and did much better – his Angel’s Shadow was certainly getting the attention of the 
other pilots. There were some high quality pilots present and it was reassuring to see that Saturday’s arrivals 
included a few YS users. The Belgian F3A team set the pace in 1st, 2nd & 3rd places.
The second round progressed through better weather and I improved my score. John did likewise, although 
the round winning score was higher, depressing the normalised result.
By Saturday evening, two abridged rounds had been completed and we sat down to an excellent hog roast 
(prepared very locally – the smoke from the barbecue choked you on the flight line!), helped down with a 
glass of fine Belgian beer. We later found that the local brewery sponsored the club, at least for this event 
– an idea worth importing I think!
In all we had spent 18 hours on the field that day, but were treated like honoured guests and - importantly 
considering the weather - had two hot meals, which was just what was needed after the damp conditions 
earlier in the day.
Sunday started as Saturday had ended, with an overcast sky but light winds and fairly warm. Round three 
was flown to the full schedule, meaning you had to be careful not to finish after the avalanche. John tried 
slowing his flying right down, to emulate some of the better scoring Belgian pilots. I think it was his best 
flight but the score was very similar to round 2. I improved again and was quite pleased with my score. At 
the end of contest flying at about 3pm we had finished 9th (John) and 11th (myself). The competition was 
won by Christian Hans from Belgium, followed by Philippe Marquet (Belgium) and Jean-Pierre Zardini 
(Belgium or Italy & the Z of ZN Line).
We were back on the road just after 4pm and back in Suffolk by 10pm – earlier than for some domestic 
events. We had a great weekend and this short report cannot tell you enough about how welcome were made. 
Our new friends in the AASH (the local club) were genuinely pleased to see new pilots from the UK and 
asked if we would be bringing more next time. John and I can recommend this event to you wholeheartedly. 
It was well run, it is easy to get to, it is attended by some top quality pilots, the hospitality was excellent and 
accommodation is good value (our gite was less than a mile from the field, clean & comfortable and cost us 
€100 between us for two nights including breakfast).
The Belgians are also keen for us to hold a similar event in the UK – that would be really good for UK 
aerobatics so how about it? In the meantime, make a date in your diary for next year – 22nd & 23rd May 
2004. See you there?
Kevin Caton

F3A European Championships 2006
As many of you will know the competition calendar for European and World 
Championships is already set in stone up to and including 2005 (WC Poland 2003, EC 
Portugal 2004, WC France 2005).

Bids are invited for the 2006 European Champs and I think it’s high time that we hosted 
it in the UK.  Now 2006 seems a long way off but bids have to be received by the FAI 
office no later than �2th November this year, for inclusion on the Bureau agenda in order 
to be considered by the CIAM  meeting in March 2004.  Before we can make the bid we 
need to gain the BMFA’s approval which involves preparing a draft bid document and 
presenting it to Council at their 20th September meeting.  Gentlemen, time is short.

So what are the minimum requirements the FAI would be looking for in a credible bid?

• A candidature file listing the UK’s past experience and success at hosting similar 
events

• A colourful brochure showing the site, tourist attractions, expected conditions etc.
• A comprehensive costing and draft budget covering everything from entry fees 

through availability of Hotels and B & B’s, local car hire rates etc, etc.

Because the membership of committees is subject to annual change we cannot 
reasonably expect the current committee to take on this responsibility, they could be 
committing that most heinous of crimes - making promises that someone else has to 
keep.  We need, therefore, to create a sub-committee who are willing and able to see this 
thing through to a conclusion.   Of course, time scales are necessarily elastic.  Failure 
to have the bid accepted by the FAI would mean we close down the sub-committee in 
March 2004, BUT a successful bid would see us busy until settlement of dust, probably 
in nice time to receive a nice pat on the back (or a kick a bit lower down) at the GBRCAA 
AGM in November 2006.

So now the commercial.  Is there anybody there?  Anybody, that is, who has the 
experience, attitude and above all the energy to stay committed for as long as it takes.  
We do not expect, or indeed need, a deluge of volunteers.  As the saying goes, small 
is beautiful.  Initially four of us, suitably qualified, should be able to assemble the bid. 
The need for many hands comes later, assuming the FAI like what they see, and I am 
confident that there are enough enthusiastic people in the association to make things 
happen on the ground if and when the time comes.  Speaking of the ground one of the 
first things is to identify the right site.  Somewhere conveniently close to an airport and 
ferry port offering links with Europe which would need to be available on an exclusive 
basis for a minimum of a week and a half.  Plenty of room for parking and camping and a 
flight line where the sun does not intrude between 8am and 6pm.  Any ideas anyone?

I know the difference between a volunteer and a pressed man so I don’t intend to do any 
pressing.  What happens next is entirely up to you.   The numbers you need to know are 
0�425 654283 (home) 0772� 529356 (mobile) or tappindavid@hotmail.com (e-mail).  

On a closely related subject may I take this opportunity to wish our F3A World 
Championship Team of Angus & Malcolm Balfour, Keith Jackson and Nic Middleton the 
very best of luck in Poland in a couple of months time.  I’ll be there with them in spirit 
(except at breakfast, not being a devotee of cabbage soup!).

Kind regards to all,

David Tappin
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P-05 Preliminary Schedule K-
Factor

� Take-off sequence �

2 Reverse Cuban 8, 4/8-pt. roll first, 2/2-pt. roll second, exit 
inverted 4

3 Stall turn, 2/4-pt. roll up, negative snap-roll down 4
4 Reversed four-point roll 4
5 Half square loop, full roll up, exit inverted 2
6 Inverted triangle loop with ½ rolls, exit inverted 3
7 Two turn inverted spin 2
8 Loop with integrated slow roll on top 4
9 Half clover, 2/4-pt. roll up, ½ roll down, exit inverted 3
�0 45 degrees up with 4-point roll, exit inverted 4

�� Reverse humpty bump, pull-push-push, 2/4-pt. roll down ½ 
roll up (or 3/4-pt. roll down, ¼ roll up) 3

�2 Reverse double Immelmann, full roll first, 2/4-pt. roll 
second, exit inverted 4

�3 Goldfish, with ½ rolls 2

�4 Square loop with ½ rolls in vertical legs, and 2/4-pt. rolls in 
horizontal legs 5

�5 Half reverse Cuban 8, full roll, exit inverted 2
�6 4/8-pt. roll, with slow roll opposite 5

�7 Humpty Bump, pull-pull-push, positive snap roll up, exit 
inverted at mid level 4

�8 Vertical eight, top first, integrated ½ roll on centre 3
�9 Split S with full roll, exit inverted 2
20 Opposite three-quarter slow roll, from inverted to inverted 4
2� Half square outside loop with 2/4-pt. roll up, exit inverted 2
22 Two 2-turn inverted spins, opposite, ½ roll exit 4
23 Landing sequence �

Total K 72

ANNEX 5A
DESCRIPTION OF MANOEUVRES FOR R.C. AEROBATICS

5A.1.13. The shape of all manoeuvres is judged on the flight path of a model aircraft, and 
manoeuvres must start and finish in straight and level upright or inverted flight. 
Centre manoeuvres must start and finish on the same heading, while turn-around 
manoeuvres must finish on a heading 180 degrees to entry. When appropriate, entry 
and exit of centre manoeuvres must be at the same altitude, unless specified otherwise. 
Positioning adjustments in altitude are allowed in turn-around manoeuvres.

 All manoeuvres which have more than one loop or parts of loops must have the loops 
and parts of loops the same diameter and in the case of consecutive loops, in the same 
place. Similarly, all manoeuvres which have more than one continuous roll must have 
the same roll rate. All manoeuvres which have more than one point roll, must have the 
same roll rate, and the points must be of equal duration. Where there is a combination 
of continuous rolls and point rolls within a manoeuvre, the roll rate for the point rolls 
does not necessarily have to be the same as the roll rate for the continuous rolls. All 
consecutive rolls (continuous and/or point rolls) on a horizontal line must be at the 
same altitude and heading.

 All manoeuvres with rolls, part rolls, point rolls, or snap-rolls, or combinations of 
same, must have lines of equal length before and after the rolls or combinations, 
except when specified otherwise. Barrels rolls and axial rolls instead of specified 
snap-rolls must be scored zero. Spiral dives instead of specified spins must be scored 
zero. Snap-roll entries to spins must be scored zero. Wing-overs instead of stall turns 
must be scored zero.

 Any violation of the above will be reason for downgrading, in addition to the 
downgrades for deviations from the manoeuvre descriptions and in the judging notes 
in Annex 5A, the Judges’ Guide (Annex 5B) and officially published judge training 
material. Note that these lists are not all-inclusive.

PRELIMINARY SCHEDULE P-05

P-05.0l Take-off sequence: Place the model aircraft on the runway, and take off. Soon after 
reaching a safe height, turn 90 degrees toward the line defined by the upwind and 
downwind markers. When approximately over this line, turn 270 degrees in the 
opposite direction for a downwind trim pass with the model aircraft upright. When 
approaching the downwind marker, perform a 180 degree turn, reversal, or other turn-
around manoeuvre of the competitor’s choice.
Judging notes:
• Take-off sequence not followed, zero points.
• Model aircraft passes behind the judges line (zero line), zero points.
• Model aircraft is flown very far past the left-hand and/or right-hand marker flags, 
zero points.
• Only two scores, a zero or a 10, may be awarded for the take-off sequence.

P-05.02 Reverse Cuban eight, 4/8pt. roll first, 2/2pt. roll second, exit inverted: Pull to a 45 
degree upline, execute four points of an eight-point roll, followed by a three-fourths 
inside loop and a two-point roll on the second 45 degree line. Push through 5/8 of an 
outside loop to exit inverted.

P-05.03 Stall turn, 2/4pt. roll up, negative snap-roll down: Push vertical and perform two 
points of a four-point roll followed by a stall turn. On the downline perform a negative 
snap-roll, then pull to level flight.
Judging notes:
• Snap-roll must be negative.

New FAI Schedules for next year
I have no doubts that all our FAI pilots can’t wait to start practising the P-05 Preliminary 
and F-05 Finals schedules so they have a head start on everyone else next year.  In this 
issue, we’ll start with P-05 and then carry on with F-05 in the next issue.

The FAI schedules are on a 2 year cycle, so the P/F-05 schedules will be used for 2005/6.

NOTE: Be aware that these schedules have changed recently and may undergo further 
revision before official publication of the Sporting Code early next year.
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P-05.04 Reversed four-point roll: On a horizontal line perform two points of a four-point 
roll, followed by two points of a four-point roll in the opposite direction.

P-05.05 Half square loop, full roll up, exit inverted: Pull vertical and perform a full roll, pull 
to exit inverted.

P-05.06 Inverted triangle loop, with half rolls, exit inverted: Pull through 135 degrees to a 
45 degree downline and perform a half roll. Push through 90 degrees to a 45 degree 
upline, perform a half roll, and pull to exit inverted.

P-05.07 Two turn Inverted spin: Perform two consecutive inverted (negative) spins, then pull 
to level flight.

 Judging notes:
• Snap-roll entry, zero points.
• Forced entry, downgrade.

P-05.08 Loop with Integrated slow roll on top: Pull up and complete an inside loop. Over 
the full top 90 degree quadrant of the loop perform a full roll, integrated with the 
circular path of the loop.

P-05.09 Half clover, 2/4pt- roll up, half roll down, exit inverted: Pull to a vertical upline 
and perform two points of a four-point roll. Push into ¾ outside loop, fly inverted, 
push into a second ¾ outside loop, followed by a half roll on the downline. Push to 
exit inverted.
Judging notes:
• Upline and downline must coincide.

P-05.10 45 degrees up with 4pt. roll, exit inverted: Push to a 45 degree upline and perform a 
four-point roll. Pull to exit inverted.

P-05.11 Reverse humpty bump, pull-push-push, with options: Pull to a vertical downline 
and perform two points of a four-point roll (or alternatively three points of a four point 
roll). Push through a half outside loop to a vertical upline and perform a half roll (or 
alternatively a quarter roll). Push to recover upright.

P-05.12 Reverse double immelmann, full roll first, 2/4pt. roll second, exit Inverted: Push 
to a half outside 1oop, followed immediately by a full roll, fly inverted, then push to 
a half outside loop, followed immediately by two points of a four-point roll to exit 
inverted.
Judging notes:
• The straight inverted flight is equal to the diameter of the half outside loops.

P-05.13 Goldfish, with half rolls: Pull to a 45 degree downline and perform a half roll, 
followed by ¾ of an inside loop. On the second 45 degree downline, perform a half 
roll, then pull to recover upright.

P-05.14 Square loop, with half rolls and 2/4pt. rolls: Pull to a vertical upline and complete a 
square loop. In each of the vertical legs, perform a half roll, and in the horizontal legs 
two points of a four-point roll.

P-05.15 Half reverse Cuban eight, with full roll, exit Inverted: Pull to a 45 degree upline 
and perform a full roll. Push through 5/8 of an outside loop to exit inverted.

P-05.16 Four points of an 8pt. roll, slow roll opposite: On a horizontal line, perform four 
points of an eight-point roll from inverted, followed immediately by a slow roll in the 
opposite direction.

P-05.17 Humpty bump, positive snap-roll up, exit inverted at mid-level: Pull to a vertical 
upline, perform a full positive snap roll, then pull through a half inside loop to a 
vertical downline, then push to exit inverted.

P-05.18 Vertical eight, mid-entry, with half roll integrated with the loops: Push to 
complete a full outside loop, then perform a half roll, followed by a full outside loop 
directly under the first outside loop, to recover upright. The half roll must be fully 
integrated with the circular flight path of the last 45 degree segment of the first outside 
loop, and the first 45 degree segment of the second outside loop.

P-05.19 Split S, with full roll, exit inverted: Perform a full aileron roll, followed immediately 
by a half outside loop, to exit inverted.
Judging notes:
• The half outside loop is immediately after the roll.

P-05.20 Opposite three-quarter slow roll, from inverted to inverted: From level inverted 
flight perform three-quarters of a slow roll to knife edge, then immediately perform 
three-quarters of a slow roll in the opposite direction to recover in level inverted 
flight.
Judging notes: 
• The roll reversal is immediate, with no pause.

P-05.21 Half square outside loop with 2/4pt. roll up, exit inverted: From level inverted 
flight push to a vertical upline and perform two points of a four-point roll, then pull to 
exit inverted.

P-05.22 Two two-turn Inverted spins, opposite from inverted, half roll exit: From inverted, 
perform a two-turn inverted spin then immediately perform a two-turn inverted spin 
in the opposite direction. Hold a vertical downline, then push to level inverted flight 
followed by a half roll to recover upright.
Judging notes:
•   Snap-roll entry, zero points.
•   Forced entry, downgrade.
•   The spin reversal is immediate.
•   The exit half roll is part of the manoeuvre.

P-05.23 Landing sequence: At reduced power, execute a 180 degree level or descending turn 
within the acrobatic zone to a downwind heading. Fly a downwind leg, with the model 
aircraft upright. When approximately over the downwind marker, turn 180 degrees 
toward the runway, and fly a descending approach to the runway, touching down in 
the landing zone. The landing sequence is complete when the model aircraft has either 
rolled 10 meters or comes to rest, if within l0m.
Judging notes:
•  Model aircraft does not follow landing sequence, zero points.
•  Turns which are not either level or descending will be cause for awarding a zero 

score for the landing.
•  If any landing gear leg retracts on landing, zero points.
• If the model aircraft lands anywhere outside the landing zone before the landing is 

completed, zero points. The landing zone is designated by a circle of 50m radius or 
lines across a standard runway spaced 100 metres apart where the runway is at least 
l0m wide.

• Only two scores, a zero or a ten, may be awarded for the landing sequence.
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Weekend 1 Weekend 2 Weekend 3 Weekend 4 Weekend 5

June

1
Judges & Pilots Clinic
Wittering
All classes - FREE ENTRY!!
Entries (with car details 
please) to Alison Harrop at 
least 2 weeks prior to the 
event.

6/7/8
International Tournoi de 
Champagne - Romilly

15
Ashbourne
All classes
CD: Brian Hoare

22
3rd Centralised - Glenrothes
FAI (P-03)
Entries to Alison Harrop

29
Brian Brotherton Memorial 
Trophy, Newmarket
All classes
CD George Drever

Skelbrooke Nr Doncaster
All classes
CD: Steve Dunning

July

5/6
Larks 2003 2 Day Contest
Market Harborough
All Classes
CD: Brandon Ransley

13
4th Centralised - Bedford
FAI (P-03)
Entries to Alison Harrop

20 27
Warboys
All classes
CD: Clive Whitwood

August

3
Huddersfield
All Classes
CD: Sam Wragg

10
Bedford
All Classes
CD: Brian Ball

17 24
Mansfield (Max 15 Entrants)
All classes
CD: Trevor Plumbe

31

September

6/7
Triple Crown - Scotland
Glenrothes

7
Skelbrooke Nr Doncaster
All classes
CD: Steve Dunning

14
5th Centralised - Cashmoor
FAI (P-03)
Entries to Alison Harrop

21 27/28
GBRCAA Championships
and BMFA Nationals
Wroughton
All Classes
CD: Kevin Caton
Entries to Alison Harrop
1 1/2 x entry fees

GBRCAA Competition Calendar Issue 3 - May 2003

7-17 F3A World Championships
Deblin, Poland

Glow plug clips. 
For those folks considering an external glow plug arrangement that has a remote adapter connection 
(or for those having problems with their present system). 

I don’t know about others out there but I was having a great deal of trouble finding a clip that was 
lightweight, strong, cheap and that would not self destruct over time from the vibration of my YS 
140L. Yes, I know I could buy a DZ or switch to OS power <VBG>. I have gone through several 
different makes and have looked at some other types that show promise but in the end I looked to 
other club members for ideas (best source for most things!). After checking around and seeing other 
applications I settled on this one that my fellow club member Sam Kitchen uses.

He takes a piece of thin sprung steal rod and bends it around two small nails spaced about 1/16th 
inch apart on a board.  He starts by bending the rod around the nails in the shape of a figure eight 
overlapping at the center and starting point. He then bends and trims the ends to create the clip. I 
then soldered it on to the plug lead and used heat shrink tubing to finish the job off. I thought that 
over time the solder joint might fail but it has stayed together so far. Some of you may already be 
using this system but for those that don’t it is just another idea for you to consider.  

Dave Reaville (First published on the RC Universe Website) **CHECK**
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Contest Directors
Alison Harrop
133 Longdown Road
Congleton
Cheshire
CW12 4QR
Tel: 01260 279227

Bob Ailles
67 Wilson Avenue
Rochester
Kent
ME1 2SH
Tel: 01634 849101
Email:  judge@gbrcaa.org

Brian Ball
73 Greenfield Road
Flitton
Bedfordshire
MK45 5DJ
Tel: 01525 712599

Brian Hoare
27 Forest Road
Winsford, Cheshire
CW7 2RE
Tel: 01606 861793
Email: 
briansairstrip@aol.com

Brandon Ransley
The Granary
Tunnel Hill Mews
Knock Lane
Blisworth, Northampton
NN7 3DA
Tel: 01604 879263
Email: 
bwr@howes-percival.co.uk

Clive Whitwood
7, Wheatsheaves
Sawtry
Huntington
Cambridgeshire
PE17 5NG
Tel: 01487 832195

Dave Matthias
8 Addison Square
Widnes
Cheshire
WA8 7DF
Tel: 0151 424 3738

Elliot Balfour
51 Braefoot Avenue
Milngavie
Glasgow
G62 6JS
Tel: 0141 584 9609

George Drever
12 Green End
Stretham
Ely
Cambridgeshire
CB6 3LE
Tel: 01353 648360

Sam Wragg
65 Stanley Road
Chapeltown
Sheffield
S35 2XS
Tel: 0114 246 4031

Steve Dunning
10 Pinefield Road
Barnby Dun
Doncaster
Tel: 01302 886279

Trevor Plumbe
18 Greenacre
Mansfield
Nottinghamshire
NG18 3JZ
Tel: 01623 462279
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Members Adverts
Members may place private adverts in this section free of charge. Display and Commercial 
adverts will be charged at the following rates:

GBRCAA Newsletter Advertising Rates 2003

Price Per Page

Pages Discount % B&W Colour

¼ 0 £6.00 £�0.00

½ 0 £�0.00 £�6.00

1 0 £�5.00 £20.00

2 5 £�4.25 £�9.00

3 �0 £�3.50 £�8.00

4 �5 £�2.75 £�7.00

5 20 £�2.00 £�6.00

6 25 £��.25 £�5.00

7 30 £�0.50 £�4.00

8 35 £9.75 £�3.00

9 40 £9.00 £�2.00

10 or more 45 £8.25 £��.00

Discount rates are based on total pages (B&W + Colour)

Wanted
• Tuned Pipe for OS91FX (e.g. OS Blue, OS Hanno, Hatory equivalent etc) 

Bob Reid - Tel: 0�522 6820�5

Trials & Tribulations of an MK Elevator Unit
I have always liked the idea of the MK elevator bell crank because it is a simple yet effective 
way of operating the elevators by the most direct means possible.   I was so impressed with 
this unit that decided to fit this assembly when I first built my Smaragd. It was around that 
time that I was hearing stories about planes crashing because of suspected failure around 
this unit. With this in mind I still opted to use this unit.  On reading the fitting instructions it 
clearly states that the servo requirement should have a minimum of 8 kg pull, so I decided 
to used the new JR digital servo DS84�� which has a pulling power of ��kg @ 4.8 volts.

For those who don’t know what happened, after the test flight and subsequent flights I 
was very unhappy with the model, I could not get it to fly as it should i.e. I couldn’t get the 
Smaragd to pull a vertical line or loop consistently. Basically I had given up on the model & 
decided to stick with my Excelsior 2000 (Old Faithful) for the rest of the season. Yes, I had 
thrown in the towel with my Smaragd. Little was I to know?

At the first centralised of the season of 2002 my Excelsior was deemed to be over weight 
and I was not allowed to compete at that comp. I was now at my lowest ebb and it would 
have been easy to walk away from the Gbrcaa as I was on the verge of losing my Dad with 
terminal cancer, but with his last words of advice he said “if you don’t enjoy it? pack it in! 
But, it’s easier give up than stick at it”. With that advice ringing in my ears Smaragd was 
resurrected. 

I took the model to work and set it up on the inspection table to check over everything 
possible with an electronic probe. Immediately the two elevator halves showed different 
amounts of movement? Further investigation highlighted that the two arms of the MK 
elevator unit was slightly offset to each other as described in the March/April issue of the 
Gbrcaa newsletter. I could have returned the unit to Pro-Build but decided it would be unfair 
to Phil to expect a replacement after some �2 months of purchase. So basically I altered the 
unit as described in the last issue. The test flight proved a success! With so little practice 
I decided to do the comp at Mansfield the next day. After the comp I dashed back to the 
hospice to tell my Dad the good news, Smaragd was good after all! He kept drifting back into 
conciseness looking for the winning certificate muttering to himself about Smaragd. That 
was the last time I spoke to him, he passed away peacefully later that evening.

Exactly a year later at the centralised comp at Ashbourne I heard about the demise of 
Kevin Caton’s Alliance due to the Mk unit failing. Arriving home in the evening I removed 
the elevator crank out of my model, everything looked OK, but I wasn’t so easily satisfied? 
Immediately I turned my attention on the setscrew fastening the carbon rod from the 
elevator servo to the MK elevator bell crank unit. To me this was the root of the problem. 
When I originally fitted mine in Smaragd, I was never convinced that this was a good idea 
(supporting the bearing on a soft 2mm set screw). The reason being that it is classed as a 
very poor engineering practice to support any load bearing structure on a thread! especially 
when high frequency vibration is evident

When I sized up the 2mm x 0.4 pitch setscrew, I measured a size of �.90mm, so already 
we have a clearance of 0.�0mm on the bearing (in my line of work I have scrapped bigger 
items for a lot less). The depth of thread is 0.225mm so the core/root diameter is equal to a 
diameter of �.55mm. So essentially we have the entire load of the model supported on an 
effective diameter of �.55mm! Also because of the ‘V’ form of the thread, metal fatigue will 
form at the root of the ‘V’. This is why eventually the setscrew will fail! 

The correct engineering practice is to use a fitted bolt, but that is easier said than done? 
After ringing round various nut & bolt manufacturers the answer was a resounding ‘NO! 
Sorry we don’t stock anything of that nature sir’. Because I am in a fortunate position of 

being able to make custom made parts 
for my models. So I decided to make a 
pair of bolts out of En�6 metal as shown 
in the sketch (this metal is tougher than 
mild steel and is commonly used in 
applications where extra strength is 
required, it is also malleable enough 
to withstand shock & vibration loads). 
These are now fitted to my Smaragd & 
I feel a lot happier.

Sam Wragg
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MANSFIELD - MAY 25th 2003
This annual competition had been oversubscribed (17) many weeks prior to the event and I 
was extremely sorry having to reject at least 6 more entries very close to the event. I think this 
proves there are pilots out there who wish to enter the competition scene but there is a lack of 
people willing to CD an event, come on guys get your Club to agree to run a competition

After a very wet and windy week prior to the competition the weather on the day thankfully 
turned out to be pretty good with just a stiff breeze from the north-west which is diagonal to the 
strip, however, this caused quite a few problems for a lot of the pilots with a lot of “boxed” be-
ing given on the score sheets.

F.A.I. had three contenders with Dave Matthias leading from the start but with Richard Welch 
never far behind in 2nd place with Sam Wragg finishing 3rd 

In the new Masters there was a good turnout from the host Club with 3 out of the 5 pilots. How-
ever, Matthew Hoyland took the honours flying a superbly finished Synergy with Stuart Mellor 
finishing 2nd with his new Hydaway/OS 140 and Brian Gascoigne in 3rd place (Alliance/
YS140L)

Senior was judged by two FAI pilots after a demo flight by Ashley Hoyland. Thanks Ashley for 
this nerve wracking task at such short (about 10 seconds!) notice. Barry Macleod being the win-
ner with Adrian Harrison 2nd and Ken Moss with his new Angel’s Shadow in third place   

Of the two competitors in Standard class, one was completely new to the competition scene 
while the other enjoyed his second comp of the season and gained a set of promotion points, 
well done Steve Kent

In Sportsman the turnout was a little disappointing compared to last year’s splendid entry from 
the Mansfield Club, with just Tom Bootyman upholding the Club’s honour. I did not fly as Steve 
Dunning was on the prowl with his camera and when he photographs my model, I crash, well 
that’s my story and I am sticking to it!

Many thanks to the judges, John and Richard Howarth who are much appreciated regulars at this 
competition and to Dave Matthias and Sam Wragg for judging three rounds of Senior so that we 
could have non-stop flying, John Brown who assisted with the scoring and finally to Steve Dun-
ning who again came to my rescue (flat batteries in my digital camera!)

Trevor Plumbe - C.D

STOP PRESS - 2ND COMPETITION @ MANSFIELD - SUNDAY AUGUST 24TH 

Place Name Round 1 Round 2 Round 3 Best 2
FAI

1 Dave Matthias 489.5 525.5 509.0 1034.5
2 Richard Welch 466.0 490.5 501.0 991.5
3 Sam Wragg 412.5 467.0 417.5 884.5

Masters
1 Matthew Hoyland 384.0 395.0 333.0 779.0
2 Stuart Mellor 337.5 379.5 361.0 740.5
3 Brian Gascoigne 324.5 352.5 351.5 704.0
4 Gerry Scothern 285.5 315.0 344.5 659.5
5 Brian Hoare 250.0 337.0 308.5 645.5

Senior
1 Barry Macleod 313.0 327.0 325.5 652.5
2 Adrian Harrison 274.0 318.5 302.0 620.5
3 Ken Moss 300.0 316.0 290.0 616.0
4 Nigel Clayton 0.0 341.5 268.5 610.0
5 Ashley Hoyland 297.0 252.0 286.0 583.0
6 Steve Dunning 285.0 293.5 277.5 578.5

Standard
1 Steve Kent 187.0 198.0 235.0 433.0
2 Andrew Rake 10.0 142.5 59.0 201.5

Sportsman
1 Tom Bootyman 94.0 125.0 124.5 249.5

Mansfield Results

Mansfield club members Richard Welch was flying his Smaragd and Gerry Scothern 
was flying Stuart Mellor’s old Akuma - OS�40 powered in both cases.

Matthew Hoyland’s nice looking Synergy - flies pretty well too!
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Pilot Class Total Skelbrooke 
13th April

Mansfield 
25th May

Ashbourne 
15th June

Dave Matthias FAI 26 0 13 13
Phil Turton FAI 21 12 0 9
John Harrop FAI 11 0 0 11
Richard Welch FAI 11 0 11 0
Arthus Silsby FAI 10 10 0 0
Sam Wragg FAI 9 0 9 0

M. Hoyland Senior 41 12 15 14
Stuart Mellor Senior 21 0 13 8
Gerry Scothern Senior 19 0 9 10
B. Hoare Senior 17 10 7 0
Stephen Simm Senior 12 0 0 12
Brian Gasgoine Senior 11 0 11 0

Ken Moss Senior 43 17 12 14
Barry Macleod Senior 34 0 16 18
Ashley Hoyland Senior 33 13 8 12
Steve Dunning Senior 32 9 7 16
Adrian Harrison Senior 29 15 14 0
Eddy Scott Senior 20 11 0 9
Nigel Clayton Senior 19 0 10 9
Martin Utterly Senior 18 8 0 10
Michael Binnersley Senior 9 0 0 9
Russel Asbitt Senior 8 8 0 0

Steve Kent Standard 33 10 12 11
Clive Grisold Standard 12 12 0 0
Andrew Rake Standard 10 0 10 0

Tom Bootyman Sportsman 31 10 11 10
Andrew Meek Sportsman 12 0 0 12
Trevor Plumbe Sportsman 12 12 0 0

GBRCAA Domestic Comp League Table (so far)
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81,STATION ROAD.LANGLEY MILL
NOTTS. NG16 4DU.

TEL.01773 717336 / FAX.01773 713051
E-MAIL hewittjohn@talk21.com

F3A UK BUILDING FOR YOUR SUCCESS!

F3A UK are proud to announce that we are now a ZN LINE distributor.
F3A UK have learnt through experience in aerobatic flying exactly what is 
required from entry at standard level through to achieving masters status.

We  here at F3A UK treat every pilot as an individual and tailor our 
services to your needs.

F3A UK  offers a full building service leaving you free to put in 
that all important practice.

All ZN and PL kits come with carbon/nomex former kits and 
carbon endgrain balsa bulk-heads.

All building work is done in house.

OPEN 7 DAYS A WEEK
9am-9pm

F3A UK THE ALTERNATIVE !!

ZN LINE KITS
All ZN Line kits come with all flying surfaces covered in contest grade balsa. 
(Servo and retract holes cut).

SYNERGY
Carbon / kevlar £ 530.00

EVOLIS. 
Carbon / kevlar £ 530.00
ALLIANCE
Carbon / kevlar £ 530.00 

CAPRICE  OPTIONAL FIXED GEAR
Carbon / kevlar £ 530.00 AVAILABLE FOR ALL KITS

MAJESTIC
Carbon / kevlar 
Carbon u/c £ 560.00

MADNESS  3D
Ready covered £ 195.00

LARGE MODELS
CAP 232 TOC
Ready to cover   £ 1,275.00
NEW !!    WINNER OF 2000 TOC!

EXTRA 330S
Carbon / kevlar, 3mtr span, engine capacity 150cc (D/A 150), carbon u/c,
Carbon former kit  £ 1,175.00

NEW!   EXTRA 330S
Carbon / kevlar, 2.5mtr span, engine capacity 100cc (D/A 100), Carbon u/c, 
Carbon former kit.  £ 750.00

Pictured right
2002 RCM&E
FREESTYLE
WINNER!!!

Ali from Al’s Hobbies
With his F3A UK built 

ZN Line Majestic.
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PL PROD
All PL Prod kits come with all flying surfaces, covered with contest grade 
balsa (servo and retract holes cut).

SMARAGD
Carbon / kevlar  £530.00
EXCELLENCE
Carbon / kevlar   £530.00
LARIMAR        OPTIONAL FIXED GEAR
Carbon / kevlar  £530.00        AVAILABLE
TORNADO
Carbon / kevlar  £530.00
EXTRA 330s
Carbon / kevlar, 
3m span, engine capacity 150(D/A150)  £1,145.00

FIBER CLASSICS
EXTRA 330 TOC 
Ready painted in Fiber Classics own colour scheme  £2,350.00
(Custom designed option available).

GILES 202 TOC
Ready painted in Fiber Classics own colour scheme  £1,950.00
(Custom designed option available).

ENGINES
YS 
NEW !! YS 140 DINGO   £395.00 
(Available now!)  
YS 140L £365.00 
YS 91 £260.00 
YS 63 £208.00 

NEW!!                               
YS 140 FZ 2 £360.00

OS
OS 140F1 £850.00

WEBRA
145R £315.50

D/A PETROL ENGINES
D/A 150 £1,145.00
NEW!!  D/A 100 £895.00

ENGINE MOUNTS
Gator soft & safe £40.97
Hyde 140 £118.00
Hyde 140ARI £150.00
NEW!!   
PL mount for YS 140 £150.00
NEW!! 
ZN mount for YS 140 £139.00 

MANIFOLDS   
Hatori YS 120/140 £30.40
AAP power manifold £50.00
AAP header tube £9.50
AAP support bracket £10.45

PIPES
Hatori 693 £125.50
F3AUK pipe 4 stroke £60.00
F3AUK pipe 2 stroke £60.00

TETTRA
14oz tank £8.80
16oz tank £9.90
20oz tank £11.00
Fuel t’s £4.10
Fuel dots £4.50
Switch bracket £7.35
Black 55mm wheel (each)  £14.27
Red 55mm wheel (each) £14.27
Angle push-rod £3.00
Straight push-rod £4.00

HATORI
Silicon tail pipe £7.95

CFE
Nose Ring £9.95
OS 140 nose ring £10.95
YS 140 air filter £19.50

RETRACTS
Supra DX 60 £41.90
Supra DX 200
(Titanium legs) £99.50
Giezendanner £139.95
3/16 titanium legs £19.75
3/16 DX legs £10.95

ZN
Anodised horns (L) £11.50
Anodised horns (M) £11.50
Anodised horns (S) £11.50
Pull-pull wheel £15.00
70mm spinner £38.50
76mm spinner £42.10
82mm spinner £42.10
98mm spin.carbon £62.50
113mm spin.carbon £68.00
127mm spin.carbon £74.50
152mm spin.carbon £92.95

PL  
Anodised horns (L) £11.50
Anodised horns (S) £11.50
85mm spin.carbon £47.50
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APC 
14 x13  £9.07
15x11  £9.07
15x12  £9.07
15X14  £9.07
15X14N  £9.07
15.5X13N  £9.07
16X10  £9.07
16X11  £9.07
16X13  £9.07
16X14  £9.07
16X16  £11.00
17X12  £11.00
14.5X12F/B  £19.95
15.5X12F/B  £19.95

MK
Gear linkage  £9.65
Suspension axles  £44.50
Tail wheel  £13.50
Dual coupler (S)  £24.99
Dual coupler (L)  £24.99
55mm wheels  £8.95
2.5mmBB servo-ends   £6.39
2.5mm BB horn ends  £6.39
3 mm BB servo-ends    £6.39
3 mm BB horn ends £6.39
YS header mount £21.95
OS header mount £25.95
Alloy horns
Plastic base (S)  £5.50
Alloy horns
Plastic base (M)  £5.50
2.5mm ball joints  £4.20
Remote glow plug set  £13.70

DUBRO
4-40 ball link  £2.96
4-40 pull-pull system  £6.75
Servo horn set  £10.50
T-style horns (L)  £4.95
 
GATOR 
Stab adjuster kit  £10.95
Wing adjuster lit  £13.95
Wing tube set 7/8x24”   £20.85
Gator mount rubbers  £6.55
 
TRU-TURN SPINNERS
2.1/2” FAI  £25.50
2.1/2” FAI (LBP)  £33.50
2.3/4” FAI (LBP)  £33.50
3” FAI (LBP)  £36.00
 
BUILDING MATERIALS
300mm x 300mm end grain-carbon 
balsa  £21.00
300mm x 300mm nomex Panel 
(glass skin)  £15.00 
300mm x 300mm nomex panel 
(carbon skin) £23.00
 
LEAK FREE GASKET                  
                                     
YS 140  £15.95

FUTABA RADIO GEAR

9 ZAP W/C 2 combo    £950.00

9102 servo  £52.00 9402 servo £58.50
9202 servo  £44.00 9204 servo  £58.50
136G servo  £34.50 3101 servo  £21.50

DIGITAL SERVOS

9150 low profile  £71.50   9151 9.5 kg £85.50

FULL RANGE OF ACCESSORIES IN STOCK
i.e.  battery packs, switches, extensions, etc.
 

RING FOR BEST PRICE.

NEW ! NEW ! NEW ! NEW ! NEW ! NEW ! NEW ! NEW !

• ZN Synergy 90 3D ARTF
• Fiber Classics Revolution-Pro fully moulded F3A design
• ZN Line Enigma designed by Arnold Poyet
• ZN Line Hyde Away
• Asano carbon pipes for 2 and 4 stroke (very light)
• Asano flexible manifold for YS
• Asano flexible manifold for OS 
• Jamara ARTF KITS  -  £149.95
• Swallow 90, Edge 540, Giles 120, and Cap 232

• Hatori pipe 698 for YS DZ140 £125.50
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Place Name Round 1 Round 2 Round 3 Total
FAI

� Dave Matthias 47�.5 494 473 967
2 John Harrop 446 459 463.5 922.5
3 Phil Turton 408.5 4�8 403.5 826.5

Masters
� Mathew Hoyland 428 420.5 442.5 870.5
2 Stephen Simm 372.5 395.5 768
3 Gerry Scouthern 336.5 359.5 365.5 725
4 Stuart Mellor 36� 360 352 72�

Senior
� Barry Macleod 375 359 354.5 734
2 Steve Dunning 270 305.5 298 603.5
3 Ken Moss 255 288 308 596
4 Ashley Hoyland 3�2 278.5 24� 590.5
5 Martyn Uttley 258 3�3.5 257.5 57�.5

6 Micheal 
Binnersley 283 262.5 545.5

7 Nigel Clayton 223.5 274 270.5 544.5
8 Eddy Scott 68 289 208 497

Standard
� Steve Kent 240 229.5 2�5 469.5

Sportsman
� Andrew Meek �25 �34 �35 269
2 Tom Bootyman �24.5 �30 �0� 254.5

Ashbourne - 15th June 2003
As a CD, the build up to a comp is usually slow with all major preparations done in the previous week.

Three weeks to go and I had only 13 pilots, so whilst at Skelbrook I took the opportunity to promote the 
Ashbourne one. By the following Wednesday I had 20 entries.

My first thoughts were was I to decline the latter entries or just go for it and be greedy. As a CD you have to 
be greedy.

I had arranged with the help of Steve Dunning to purchase the trophies from a repeatable dealer near his own 
town with a very favourable discount, to which his supplier has agreed if the GBRCAA agree to purchase 
all there trophies through him the discount will stand for the foreseeable future, any CD’s interested contact 
Steve for more information (sorry Steve).

What a day, 20 pilots and not a lot of time. The weather was perfect.

We cannot start till 10.00 at Ashbourne due to club rules but with a bit of persuasion I was determined to get 
through all the rounds successfully, as I normally do for those who have been to the nationals. A big thank 
you by the way to Peter Cappelman and Alan Simmonds for jumping in at the last moment to judge, I was 
very grateful.

Round one started dead on 10.00 with John Harrop and his Angel Shadow in FAI followed by Dave Matthias 
and Phil Turton and newcomer to FAI this year. Dave flew his old but trust worthy Larimar to the winning 
post closely followed by John.

In Masters, Mathew started well as he usually doesn’t and finished well scoring 400 plus in every round. It 
was nice to see a old face but young body returning back to pattern flying when Stephen Simm turned up 
with his dad to fly a EM2 2m model powered by a YS140, unfortunately for Stephen he couldn’t fly in the 
last round due to a engine mount problem but still managed to come 2nd after Mathew Hoyland, with third 
place taken up be Gerry Scothern with his 140 OS powered  Akuma. As usual as it is for me, whenever I 
CD a comp, I always have engine problems and this time was no exception, having not completed the first 
schedule in every round due to engine cuts. Keep watching that Mintor will surprise you yet.

The Seniors round was decided very early when Barry Macleod flew what was one of his best flights yet 
scoring 375 in the first round. It’s usual that we all start bad and gradually get better as the day carries on, no 
not for Barry. 

He continued to keep the scores high till his last round when I think he was getting a little bit board. 2nd 
was Steve Dunning with his Loaded Dice and third was 
Ken Moss with his new Angel Shadow. Unfortunately 
there were some casualties during the day when Michael 
Binnersley’s birthday present took a dive due to radio 
failure. His gorgeous Rhapsody built by Phil Williams, a 
similar construction to the Angel Shadow, took a pounding 
into the deck and amazingly sustained minimal damage to 
wings with the wing tube snapping off at the fuselage, the 
major damage was the crease to the fuse. I’m sure he will be 
airborne very soon with the same model.

The Standard class was decided before it had started with 
only one pilot (were have all the Pilots gone) Steve Kent 
managing to get promotion points on his first round.

The battle between the two Sportsman’s was very close up to 
the last round when Tom Bootyman was pipped at the post 
by newcomer Andrew Meek with their Swallows.

The day ended around 5.30pm with all rounds completed; 
just shows with a little cooperation from everyone, a good 
day was had by all, apart from myself but that’s another 
story.

Yours truly,

Brian Hoare - CD Ken Moss receiving a few words of advice 
from Dave Matthias - or was it a cuddle?

Left: Steve Dunning 
collecting his 2nd place 
trophy and certificate for 
Seniors.  Steve was so 
excited, he forgot to put 
his pants on!

Right: A well deserved 
2nd in Masters for 
Stephen Simm after 
such a long lay-off.
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Pos. Name Rnd 1 Norm Rnd 2 Norm Rnd 3 Norm Final 
Total

1 Keith Jackson 465.00 1000.00 482.33 985.02 513.33 1000.00 2000.000

2 Brandon 
Ramsley 457.67 984.23 489.67 1000.00 510.00 993.51 1993.507

3 Richard 
Howarth 444.67 956.27 470.33 960.52 483.00 940.91 1916.790

4 Steve Burgess 429.67 924.01 438.67 895.85 446.33 869.48 1819.862

5 John Harrop 419.33 901.79 442.33 903.34 445.67 868.18 1805.128

6 Richard 
Christopher 406.00 873.12 426.33 870.66 402.67 784.42 1743.779

7 Malcolm Harris 360.00 774.19 384.33 784.89 394.67 768.83 1559.081

8 Sam Wragg 361.33 777.06 370.00 755.62 401.00 781.17 1558.230

9 Phil Turton 326.00 701.08 403.67 824.37 375.33 731.17 1555.539

10 Justin 
Meddows 369.67 794.98 370.33 756.30 365.00 711.04 1551.279

11 Mike Wood 329.00 707.53 133.00 271.61 339.67 661.69 1369.215

12 Arthur Silsby 305.33 656.63 315.67 644.66 316.00 615.58 1301.287

13 Malcolm 
Balfour 0.00 0.00 0.00 0.00 0.00 0.00 0.000

13 Kevin Caton 0.00 0.00 0.00 0.00 0.00 0.00 0.000

13 Angus Balfour 0.00 0.00 0.00 0.00 0.00 0.00 0.000

13 Dave Matthias 0.00 0.00 0.00 0.00 0.00 0.00 0.000

Pos. Name Rnd 1 Norm Rnd 2 Norm Final 
Total

� Brandon Ransley 497.00 �000.00 535.33 �000.00 2000.00
2 Angus Balfour 487.67 98�.22 508.00 948.94 �930.�6
3 Kevin Caton 475.33 956.4� 5�0.00 952.68 �909.08
4 Richard Howarth 488.67 983.23 487.00 909.7� �892.95
5 Steve Burgess 484.00 973.84 487.00 909.7� �883.56
6 Malcolm Balfour 46�.67 928.9� 47�.00 879.83 �808.73
7 Richard Christopher 440.67 886.65 460.67 860.52 �747.�8
8 Sam Wragg 44�.33 887.99 436.33 8�5.07 �703.06
9 John Harrop 448.00 90�.4� 425.00 793.90 �695.3�

�0 Justin Meadows 4�8.67 842.39 434.67 8��.96 �654.34
�� Malcolm Harris 408.67 822.27 4�9.00 782.69 �604.96
�2 Bill Allison 387.67 780.0� 422.67 789.54 �569.55
�3 Arthur Silsby 365.00 734.4� 342.67 640.�0 �374.5�

2nd Centralised FAI Competition - Ashbourne – May 11th 2003
Sorry about the brevity of this report. I expected to be competing but circumstances meant that I 
acted as CD on the day (see my article about checking elevator linkages).

I can’t remember enough to give a round-by-round account, but I do remember that the standard 
of flying was very high – in fact as high as I have seen for some time. Richard Christopher & 
John Harrop flew well and must surely break away soon from their present score “plateau”. It’s 
surprising what a couple of really good manoeuvres can do to your flight score.

At the top it was a closely fought event. In the end it was Keith Jackson who came through to 
win from Brandon Ransley and Richard Howarth. It’s a while since I’ve seen a “perfect 10” in 
the UK but Keith’s third round four point roll was as faultless as I’ve seen from anyone – more 
of the same in Poland please!

We completed three rounds in good time and had enjoyed pleasant flying conditions. I wished 
I had been able to fly, but enjoyed my day as CD. I went home with an ARTF Rhapsody in the 
back of the car. It wasn’t quite as “ARTF” as I had thought, but watch this space!

Kevin Caton

3rd Centralised FAI Competition - Glenrothes - June 22nd

 I would like to thank the Glenrothes Club, for letting us hold the event at their site.

A big thank you must go to Elliot Balfour for running the comp, and supplying all the food 
for the barbecue that was free to all.

Pilots briefing was held at 8.45am and flying started at 9.00am, with a warm up flight by 
Justin Meadows, he was asked by me to fly three wrong manoeuvres but he flew four, as 
only Justin could.

Kevin was the first flyer off, only to find out that the cloud base was very low. Which was 
a shame as all pilots suffered in the first round. This delayed the competition greatly as 
we were only able to fly two rounds, weather conditions improved for some pilots in the 
second round. Unfortunately poor old Steve Burgess had low cloud on both rounds.

Brandon Ransley won both rounds, with Angus Balfour in second place and Kevin Caton 
in third. It was nice to see Kevin flying well with his Fashion Line with a DZ up front, this 
model flies better now with the power of the DZ rather than a 140L.  After Kevin’s good 
performance in Romilly its nice to see that he has carried it forward to Centralised events. 
It must be nice to have the confidence in your engines once again.

One thing I must mention, I was impressed with the number of pilots from both sides of 
the boarder attending this competition. Its an excellent venue, and it was a shame about the 
weather conditions. Unfortunately it was impossible to give out a result on the day as there 
were a few gremlins in the computer. I have now sent them packing and entered all the 
scores.

Once again a big thank you to Elliott and the Glenrothes Club for cooking the barbecue 
which was excellent and for providing a wonderful site.

From Bob Ailles  

         Chief Judge  
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COMPUTERS?
 If you’re looking for a computer system, before you spend in the high street 

why not talk to us. We specialise in systems built to your needs and budget. 

Established for 9 years we can supply systems at lower than shop price and 

offer expert advice with top quality systems. 

Examples: AMD Motherboard 128MB RAM, 30GB HDDrive, 8-32MB AGP Video, 56 Speed CD Rom, 

Sound and speakers, 17”VGA Monitor, 1.44 Floppy, 56k Modem, Keyboard, Netscroll Mouse, WINXP HE  

and UK delivery!!

Processors as follows:-

AMD Duron 1200 £504.30 Inc VAT

AMD Athlon 1 Gig £519.80 Inc VAT

AMD XP1800 1.53G £544.47 Inc VAT

AMD XP2100 1.73G £568.50 Inc VAT

INTEL P4    1.8G £617.47 Inc VAT

INTEL P4    2G £635.15 Inc VAT

 Add 16x DVD + £44.50  or 40x12x48 CDRW for Just £68.00!!

Range of IBM ,Toshiba, and Dell Laptops with prices as low as £350 

Please call or view our web site

UPGRADES and parts - sound cards, zip drives, hard disks, SCSI cards, memory, 

networking, printers, scanners, software, etc etc Call for full list or quotation.

All machines with 2 year RTB Warranty.    

Interest FREE credit available for GBRCAA members !!

Call Bob Palmer at:-   ResiSystems Limited 
0870 1628971 Daytime 01325 284206 Evenings

Systems House, 18 Exeter Drive Haughton Grange, Darlington Co Durham DL1 2SE

E email bob@resisystems.co.uk

WEB SITE http://www.resisystems.co.uk/acatalog

Or buy on-line at:-

Http://www.computers-hardware-accessories.com
Prices correct at time of writing though may vary by publication.


