
May 2009 Presidents 

message 

 

Many thanks to those of 

you that participated in 

Kidô Day, or as it was 

called this year; Com-

munity Day.  I would 

have liked it better if 

more RMFM members 

had chosen to partici-

pate.  I personally find it very gratifying and I am sure it will 

bring a few more people into our hobby.  I went back and looked 

at last yearôs May message and guess what, I said the same thing 

last year.  Let me just state again this year what our bylaws say.  

ñThe members of the RMFM shall act to promote the scientific, 

educational, and recreational aspects of model aviation and to 

provide communication and assistance to members less proficient 

in the various aspects of the hobbyò.   Enough said.  

The Roadrunner Pattern event will be history by the time this is 

printed, but it looks like it is shaping up to be another good event.  

They are expecting 17 to 20 participants.  On Saturday, May 23rd 

we are having the Combat event at our field.  I hope everyone 

plans on being there either flying or helping.  Remember to invite 

members of the other local clubs to participate.  There is no regis-

tration fee and the club will furnish lunch.  What a deal!  Check 

out the flyer in the newsletter. 

I wish everything could always be positive, but unfortunately it 

canôt be.  We lost a dear friend recently, Bob McCachren.  Our 

heartfelt sympathy goes out to his wife Mary and the entire 

McCachren family.  I counted Bob as a real friend and I know 

some of knew him a lot longer than I did.  He will be truly missed 

by the modeling community and his commitment to RMFM will 

be forever remembered.  Iôll tell you one thing; you better not be 

messing around with his runway.  I am sure a lot of you will at-

tend the open house his wife Mary is hosting on Saturday May 

23rd from 2:00 PM until 4:00 PM.   

Remember what our illustrious safety director said: ñMay the 

number of your takeoffs and landings always be equal. 

See you at the club meeting, 
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Meeting Information  
Rudy Stein will talk about Safety and Mark Johnston will talk  about AMA 

April Raffle Prizeðtwo Pat Tritle Short Kits  

The club meeting giveaway is $20 (Dave Haygood won Last month) 

Hello Members, 

  Wow this 

Month is flying by 

very fast, with all the 

events going on. I 

wanted to cover Safety 

this month, at our pro-

gram segment of our 

meeting. With that in 

mind, I asked Rudy 

our Safety Director to 

talk about the topic. 

Also Mark Johnston will cover information from the AMA. Iôm 

Sad to report we lost a wonderful member of our club, last week 

Mr. Bob McCachren has passed away. Bob was a very dedicated 

hard working club member. RMFM would not have the success 

with out the hard work of Bob McCachren. Our thoughts and 

prayers go out to the family. See you at the meeting.  David Hay-

good. 

Shawn White giving the 

program on how to re-

build a 4 stroke Engine. 

Shawn is very knowl-

edgeable if anyone 

needs help rebuilding a 

motor. Thanks to 

Shawn for coming to 

our meeting 

 

 

 

 

 

Mark Johnston and his 

new 1/6 scale Balsa USA 

sopwith Pup 



Safety Corner 

 

Hi, itôs me again, the 

safety dude! 

Do you remember 

last monthôs article 

about batteries? If 

not - L, if so - J. 

Anyway, we cover 

the letter ñBò in the 

alphabet. Next one 

is ñCò. 

HmméC? 

I already talked about cables and how to hold them together (You 

remember the Retaining Clip?). 

A óC-Rateô for charging batteries is more a technical issue and 

not a safety item. 

óCenter of gravityô (CG) is something worth mentioning in brief 

before we cover another point of interest.  

Wikipedia says: ñThe center of gravity of a system of particles is 

a specific point at which, for many purposes, the system's gravity 

behaves as if it were concentrated.ñ  

Wikipedia continues: ñThe center of gravity is an important point 

on an aircraft, which significantly affects the stability of the air-

craft. To ensure the aircraft is safe to fly, it is critical that the cen-

ter of gravity fall within specified limits. This range varies by 

aircraft, but as a rule of thumb it is centered about a point one 

quarter of the way from the wing leading edge to the wing trail-

ing edge (the quarter chord point). If the center of gravity is 

ahead of the forward limit, the aircraft will be less maneuverable, 

possibly to the point of being unable to rotate for takeoff or flare 

for landing. If the center of gravity is behind the aft limit, the 

moment arm of the elevator is reduced, which makes it more dif-

ficult to recover from a stalled condition. The aircraft will be 

more maneuverable, but also less stable, and possibly so unstable 

that it is impossible to fly.ò 

So far so good, thatôs what we know already. My issue is: make 

sure that the CG actually is within the specified limits for your 

model, including fuel or batteries. Donôt trust the CG information 

given in the plan (or as part of the technical data) of your model 

blindly. If you are in doubt ï do a quick recalculation. If still in 

doubt balance the model with a little bit forward CG ï it will be 

more stable.  

Last Aprilôs AMA magazine contained a nice article of how to 

calculate it (page 83ff). If you thrashed it already ï let me know 

and I will provide a copy. I personally fly my models with the 

max permissible aft CG, especially the antique ones. It really 

improves the slow flight characteristics and the glide after engine 

burnout. The plan for the model ñLong Cabinò, a Ben Buckle kit 

(You might have seen me flying it.), has the CG too considerably 

forward, obviously not taking into account that the elevator has a 

lift creating profile. My ñLong Cabinò flies perfect with the CG 2 

cm (!) behind the point indicated in the plan.  

 

There is another item I would like to cover under the letter ñCò: 

centrifugal force! Also known as g-forces in aviation. What has 

all this to do with model aviation? Well, a lot! Because it influ-

ences the safety of our flights. We get to that in a minute. 

ñLetôs ask Wikipedia one more time: ñThe g-force of an object is 

its acceleration relative to free-fall. The unit of measure used is 

informally but commonly known as the "gee" , symbolized as g 

(also G and g). An acceleration of 1 g is generally considered as 

equal to standard gravityé  

The g-force of an object is 0 g in any weightless environment 

such as free-fall or an orbiting satellite and is 1 g (upwards) for a 

stationary object on the Earth's surface. However, g-forces can be 

much greater than 1 g on, for instance, accelerating rockets, cen-

trifuges, and rollercoaster's.ò 

For whatever reason Wikipedia doesnôt list (aerobatic) flight ma-

neuvers behind these instances. 

Before coming to the point, it needs to be mentioned that g-force 

is one of several so-called ópseudo-forcesô, so named because, 

unlike real forces, they do not originate in interactions with other 

bodies. 

The interesting thing behind all that is that the g-force acting on 

our models increases rapidly with increasing bank angle in a co-

ordinated turn. A coordinated turn (We fly coordinated turns 

only, donôt we?) is a turn with constant altitude; to maintain alti-

tude you need to apply elevator to make up for the decreasing lift 

produced by the wings. The moment we pull the stick g-forces 

build up. The same time we increase the angle of attack (AoA)*; 

the higher the angle of bank is the more elevator we need to ap-

ply, the higher the g-forces are and the higher the AoA is. The 

increased pseudo-weight and the increased drag due to a higher 

AoA demand more engine power to maintain a safe airspeed. 

Whereas in straight and level flight just 1 g is acting on the model 

(thatôs the models weight as you measured it at home, for the 

momentarily consideration let it be 10 pounds) the load during a 

turn with 30 degrees of bank is 1.2 g, not yet remarkable. At 45 

degrees it is 1.4 g, at 60 degrees 2 g already and at 75 degrees it 

is 3.9 g.  

In other words: during a 60 degree turn our model óweightsô 20 

pounds; it has 39 pounds during a 75 degree turn! The structural 

design of most models allow these bank angles. But there is an-

other thing that causes aircraft crashes initiated with high bank 

turns! Remember that we need to pull the stick to maintain alti-

tude? Why? Well, we need to increase the AoA for higher lift 

production. The bad thing is that with increasing AoA the stalling 

speed is increasing as well. This increase can be calculated easily 

by extracting the root of the g-load and multiplying the result 

with the stalling speed. Example: for straight and level flight of 

our model the stalling speed might be 20 knots. What is the stall-

ing speed for a 60 degree turn? 1. step:2 = 1.4; 2. Step: 20 

knots x 1.4 = 28 knots 

Continued on next page 
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Many thanks to Vic Newton 

for his efforts on the RMFM 

Website.  You may have no-

ticed the new look and dis-

covered that everything 

works under Firefox!  I'm 

hoping to work with him to 

learn his tricks so I can get 

away from Frontpage as the 

engine I use to update the site.  Our version is several years 

old and doesn't support many of the newer features that are 

available. 

 

I'll keep you posted as to new news about the site and 

thanks again to Vic. 

 

Fred Magee 

April Fun Fly  
By Vic Newton 

It was a very windy day.  Therefore the event was canceled.  

We will try again in May.  Everyone who showed up gets 1 

point for attendance. 

 

The current standings so far this year are as follows: 

Flyer Jan Feb Mar Apr Total

Bill Allen 4 4

Norm Elliott 4 7 2 1 14

John Gayer 6 8 1 15

David Haygood 2 1 3

Mark Johnston 5 6 1 12

Jerry Jones 1 1

Richard Lindberg 2 7 9

Ken Morris 3 3 2 1 9

Vic Newton 7 5 4 1 17

Rudy Stein 3 1 4

Jim Swart 6 5 1 12

Continued from previous page 

Whatôs all that good for? Well, letôs have a look at the last turn to 

final approach: we are usually coming downwind with a tailwind 

component. Some pilots reduce power because they assume to be 

too fast, a false assumption! It is just the ground speed being 

higher because the tailwind component has to be added to the 

airspeed relative to the ambient air thus giving the impression 

being fast. This power reduction brings them closer to the stalling 

speed. Next thing is the last turn to final approach, in most cases 

a 180 degree turn.  We easily bank our models up to 60 degrees 

and more. Doing so and  being close to the stalling speed even 

before starting the turn ï now we have a good chance to drop 

below it. The consequence is a loss of control, most likely result-

ing in a spin and a crash because there was insufficient altitude 

for recovery. 

Measures to prevent something like this arise from what I have 

been writing. Since we do not have an airspeed indicator we need 

to rely on our feeling and experience to estimate a safe airspeed. 

Coming downwind with moderate speed can never be wrong. A 

long final gives us time to align with the runway centerline. And 

reducing engine RPM to idle when being overhead the runway 

will bring our models to a safe stop. 

For the completeness of this centrifugal force discussion there is 

one last question to answer. How high is the g load during a turn 

with 90 degrees of bank? Well, the book says it is infinity, thus 

impossible to attain. Actually a turn with 90 degree of bank can-

not be flow without a loss of altitude unless control inputs are 

exercised making it a knife edge similar maneuver. But thatôs a 

different discussion.  

Of course we can fly turns with 90 degrees of bank! The point is 

that we donôt realize the inevitable loss in altitude and we donôt 

care! But such a turn is not coordinated anymore and not part of 

todayôs topic. 

One last word: G-loads are determined by the angle of bank only, 

not by aircraft type, airspeed or other factors. 

 

See you at the field! 

Rudi Stein 

 

P. S.: In manned aviation we say that every landing you can walk 

away from is a good one! 

But this applies for manned aviation only. 

*AoA = the angle between the chord line of the airfoil and the 

oncoming airflow 



Cross Purposes 

Jed, Juan and I were at the field 

the other day, trying to fly.  The 

day started out nicely, but the 

weather rapidly deteriorated once 

we had our planes set up.  Since 

we had a crosswind and it wasnôt 

TOO bad, Jed decided to fly and 

practice crosswind flying.  Juan 

and I watched. 

As we observed Jedôs flight, Juan 

said, ñGee, Richard, Jed isnôt 

flying very well.  His lines arenôt 

straight, and his corrections are pretty gross.  Whatôs he doinô 

wrong?ò 

ñWell,ò I started to reply, but then thought better of it.  ñLetôs 

wait until he lands,  then Iôll try to help.ò 

After Jed landed, he came back to the pits, mumbling to himself.  

ñBoy, itôs sure hard to fly in a crosswindðI canôt seem to stay 

out far enough, and when I fly downwind, I run outta room in a 

hurry!  What can I do, Richard?  Any ideas?ò 

ñJuan and I were just beginning to discuss those very points while 

you were flying.  I suggested we wait until you landed to talk 

about óem.  So, hereôs what I saw.  First, you were attempting to 

make wind corrections solely with aileron and elevator.  Second, 

you werenôt considering what the wind does to your airplaneôs 

flight path when you pull up for a maneuver.ò 

ñYeah, I guess I wasnôt thinkinô too hard about thatðI was con-

centratinô on keepinô the plane from cominô over the pits!ò, com-

plained Jed. 

ñWhoa, Jed, take it easyðIôm only tryinô to help!ò, I replied.  

ñOnce you get the hang of crosswind corrections, flying over the 

pits, or out too far, wonôt be as much of a problem as youôre 

makinô it out to be right now.  Youôre gonna have to learn to use 

the rudder.ò 

ñHowôs that gonna help?ò, asked Jed.  ñThe airplane doesnôt turn 

very well with rudder; it just skids, as you keep tellinô us.ò 

ñYou donôt really want to TURN the airplane, Jed,ò I said.  

ñWhat you want to do is correct the flight path for wind drift.  

The wind, as you noted, is blowing in, towards us, at an angle.  

Itôs blowing the plane in towards us, as we observe it.  BUT, re-

member the planeôs still flying a straight line if itôs straight and 

level.  What you want to do is crab the plane into the wind, and 

this is done with the rudder.  If the plane is flying, say, left to 

right and the wind is blowing the plane in, just apply a little left 

rudder.  This will point the nose more into the wind, thereby 

keeping the plane on a straight line parallel to the runway.ò 

ñOh, I get it,ò said Juan.  I just fly crooked and itôll look 

straight!ò 

ñSort of,ò I answered.  ñRemember, in pattern we judge the line 

the airplane flies, not the attitude of the aircraft itself.  As long as 

the line being drawn follows the maneuver description, the air-

craft attitude can assume nearly any position.  So, crabbing into 

the wind to draw a straight line is OKðin fact, itôs what you 

have to do to achieve a good score.  How óbout it, Juan?  Wanna 

try?ò 

ñI guess soðthe wind ainôt blowinô too hard now, so letôs go 

try.ò 

Juan lifted off and established a flight path out a reasonable dis-

tance.  I then asked him to fly a straight line into the wind, paral-

lel to the runway, with no corrections.  We observed how much 

the plane drifted in.  I had him then repeat the line, but this time I 

had him use a little rudder (and elevator) to hold the nose into the 

wind.  It wasnôt pretty, and the line wasnôt exactly straight, but it 

was better!   ñNeat!ò exclaimed Juan. 

After a few more passes, Juanôs plane was tracking a pretty 

straight line upwind, but not downwind.  ñI canôt seem to make 

the plane fly straight downwind.  Whatôm I doinô wrong, Rich-

ard?ò 

ñBasically, youôre doing whatôs necessary, but youôre just not 

using enough rudder control.  When your plane is flying with the 

wind, its effective speed, relative to the wind, is lower than when 

itôs flying into the wind.  So all you need is more rudder when 

youôre going downwind.ò 

After a few more passes, Juan was beginning to get the hang of it, 

and then it was time to land.  Jed then said heôd like to try, too, so 

I joined him at the flight line.  By this time, the wind was a little 

stiffer, so Jed had a more difficult time of it than did Juan.  Even 

so, Jedôs corrections were a noticeable improvement.  Then, in-

evitably, it was time to land.  The wind, by this time, had picked 

up a little more. 

Jedôs approach was deteriorating rapidly, so I told him to go 

around and try again.  He did, but it wasnôt any better, so he went 

around again without prodding.  The third time, he brought the 

airplane in a little nose-high and pretty slow, and the upwind 

wing was low.  Suddenly, the nose of the plane dropped toward 

the low wing, and the plane snapped to the ground!  

ñNOOOOOOO!ò, cried Jed! 

After a loooong moment of stunned silence, Jed turned off his 

transmitter, unclipped the strap and set it down.  ñWhat hap-

pened, Richard?  Whyôd it do that?  Whatôm I gonna do now?  I 

donôt have another airplane to fly!  Ah, sugarðmebbe Iôll just 

quitéò 

ñWait a bit, Jed,ò I said.  ñLetôs first go out and assess the dam-

age, pick up the pieces, and get back to the shelter.  Itôs gettinô 

raw out here.  Then weôll talk about your options.  I know it feels 

bad right now, butéfirst things first.ò 

So Jed, Juan and I trudged out to the wreckage and picked up the 

damaged wing, fuselage, and other pieces.  We had a bit of a time 

finding the battery pack, but eventually it, too, was recovered.  

After returning to the shelter and placing the pieces on the bench, 

Jed exclaimed, ñWhatta mega mess!  Whyôd this hafta happen 

now, just when things were goinô so good?  Whatôm I gonna do?  

Oh, dé.ò 

ñEasy, there, Jed,ò I offered.  ñThis really isnôt as bad as it looks.  

Sure, the fuse nose is torn up, and the wing mount is broken, but 

the rest of it is OK.  A few pieces of balsa, some plywood for a 

laminate patch across the seamséò 

ñAnd really, Jed,ò said Juan, holding the wing, ñthis ainôt broken 

that bad either.  The MonoKote is torn up, but only a couple of 

ribs need fixinô, and this landing gear block needs to be replaced.  

I thinkéò 

ñI guess it ainôt as bad as it looks,ò said Jed.  ñBut what I wanna 

know is what happened?  I was cominô in just fine, I thought, and 

I tried to level the wings, and then it snapped.  Why?  How?ò 

ñI think I know,ò I replied.  Your natural tendency on finding one 

wing down is to apply aileron to restore level flight, which is 

what you did.  But I think your airplane was on the verge of a 

stall, even though it didnôt appear so.  When you made that ai-

leron correction to lift the downward wing, you lowered the ai-

leron on that side, thereby increasing the drag, yawing the air-

plane to that side, increasing the angle of attack, and actually 

encouraging the stall.  What you should have done was to use the 

opposite rudder to prevent the yaw, and drop the nose slightly!  I 

know it sounds bad, and itôs hard to do, buté  



 

 

In Memory of our Friend Robert McCachren 


