
 

 

 

 
Chilly Fun Fly Wrap-up! 
Sunday, February 7  

If you missed this year‟s Chili Fun Fly, you missed 
a good time and, of course, the good food.  WB‟s 

don‟t do anything without food!  We didn‟t need 
overcoats to keep warm – the Chili took care of 
that very nicely! 

 
Chili came in the form of the secret recipes of 

Char Penwell and Paul Ehney.  Char Penwell also 
brought one of her world-famous cakes for 
anyone with a sweet tooth. 

 
This year, we had Dueling Chefs, Bob and 

Mark Scott.  Mark brought his world 
famous Barbecued Chicken (that stuff 
was too good!).  Bob Scott didn‟t bring 

chili, but he brought something just as 
hot; Spicy Fajita Chicken Soup.  Tongues 

are still burning. 
 
BJ Russo organized the event (Thanks a 

lot, BJ!) and cooked the dogs, burgers 
and sausage.  And, it‟s not a Wingbusters 

event unless Joe O‟Sullivan brings home-
made baked beans.  Thanks for everything, folks! 

 
 

Upcoming Events 

Here are three dates to keep in mind over the next couple of months: 
 

May 16 Field Cleanup Day 
June 6 Wingbusters Open House 
June 13 Multi-Club Fun Fli 

`  
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Field Cleanup Day [May 16] 
Bring your plane and a rake.  The field is in pretty good shape after the winter but 
still needs some sprucing up.  Weather permitting, the field will be rolled (which 

may happen on another day) potholes filled, and the continuation of the trench that 
Mark Scott started last year to drain water off the field.  The two „short‟ work tables 
will have their beds extended.  The morning will be capped off with free pizza for 

the workers (it doesn‟t count if you show up to work at 11:30).  Then the afternoon 
is yours to fly.  Rain dates will be announced on the website and via email. 

 

Open House [June 6] 
June 6 is the Annual Open House.  It‟s shaping up nicely but we need volunteers for 
Instructor Pilots, Demonstration flights, and hot dog cooks.  Jeanine and Char have 

done their share (thank you) in the past, so we could use some help here.  
Coordinate everything through Wayne Penwell. 
 

Multi-Club Fun Fli [June 13] 
A couple of years ago, Bill O‟Donnell of the Millis Club had a simple idea – bring all 
the fliers from the surrounding area Clubs together in one place for one day to just 
hang out, get to know other fliers in your area, and fly.  There was no publicity, no 

dancing girls, no audience, just pilots.  Well, that simple idea turned out to be a 
great  idea.  There were over 55 transmitters impounded at the 2008 Multi Club. 

 
This year, the South Shore RC Club has volunteered to host this again.  Plan on 
heading down to show off your latest creation and to make some new friends. 

 
 

Cranland Fly-In Pancake Breakfast 

The Cranland Airport pancake breakfasts started up on the 3rd Sunday in April and 

will run through October or November.  If you‟re new to this, the pancake 
breakfasts are a fund-raiser for EAA Chapter 270 located at Cranland. 
 

Everyone is invited.  Get to Cranland Airport sometime between 8:00 and 9:00AM 
(ahead of the main crowd), sit outside to eat, and watch a variety of full scale 

airplanes fly in, then head over to Wingbusters to do some flying of your own.  It‟s 
not fancy, paper plates, home made egg-mcmuffins, and all the coffee you can 
drink.  Bring your camera and your kids (or grandkids). 

 
 

Brockton Airport 

Unless you‟ve lived in this area all your life, you probably never knew that Brockton 

once had its own airport.  It was on the South side of town near where the K-Mart 
now sits.  I can remember watching airplanes as a small boy in the early 50‟s.  I 
also remember Doc Jones, the morning radio personality on WBET radio pushing to 

keep the airport.  But Urban sprawl and the Skyview Drive-In took this all way. 
 



  

 

The date of construction of this small airport 
has not been determined.  According to an 

article in the Enterprise by Jennifer Kovalich 
(courtesy of Richard Griffith), Brockton Airport 

sprang up in the 1920s on Main Street in 
Campello and had a single gravel runway. 

The earliest depiction of the Brockton Airport 

was on the 1929 Rand-McNally Air Trails Map of 
Massachusetts (courtesy of Chris Kennedy). 

It described the field as a commercial 
airport, operated by the Brockton Airport 

Company.  The field was said to be quite 
small, measuring only 2,100' x 800'. 

 

 

 
 

 
 
With a little 

luck, the next issue of the Wingbusters Newsletter 
may have an article on early aviation at the Brockton Fair. 

 
 

The Rudder: The Forgotten Control 

[from the January 1993 RCM.  Some magazine columns are forgotten seconds after 
they‟re read, others are timeless.  This is from the Don Lowe‟s Flying Lowe  column.  

These ideas are too good not to pass around again.] 
 

An aircraft is controlled in flight by three primary aerodynamic controls: the 
ailerons (roll), the elevator (pitch), and the rudder (yaw), plus, of course, the 
throttle.  The basic difficulty with all of this is that in order to fly the aircraft with 

precision (and sometimes with safety), it is necessary to utilize those controls 
simultaneously.  It is similar to playing a piano; it takes a lot of practice and skill to 

move beyond the singular input which is necessary to generate beautiful music.  
The next time you are at the flying site, watch other‟s flying habits.  You may note 
that most of the fliers can manipulate the rudder by itself to hold the aircraft 

reasonably straight for takeoff, but once airborne the thumb comes off the rudder.  
How often have you watched a model lift off and start a left yaw which is never 

corrected?  The net result of this, in extreme cases, is a flight with hideous right 
turns (with aileron) and with the nose yawed significantly out of the turn (left).  
This, my friends, is a slip maneuver of high drag, and can lead to disaster if the 



model is shy on power, high on wing-loading, or low on airspeed; in other words, it 
is flying dangerously close to a stall. 

 
I observed the above happening recently at the R/C Scale World Championships in 

Muncie, Indiana.  A competitor from Australia, Jim Brennan, was test flying his 
gorgeous Grumman Duck biplane amphibian, powered by a .90 4-stroke engine.  
The model, on take-off, wanted to yaw viciously to the left.  It struggled into the air 

on marginal power and in a very pronounced left yaw.  The model proceeded to 
make several flat turns to the left, struggling for altitude.  A right turn was then 

attempted (using ailerons) with an exaggerated slip resulting: the model stalled 
and hit the ground.  Net result: the loss of many months of hard work and the 
chance to compete in the World Championships.  Jim‟s problem was exaggerated by 

the aircraft design (marginal directional stability), marginal power and a higher 
than normal wing loading. 

 
Let‟s look at what is taking place when the engine and prop are producing thrust: a 
rotating prop/engine generates torque, P-Factor, gyroscopic precession and 

asymmetrical rotational flow. 
 

Some Definitions: 
Torque: A rotational force produced by the engine to turn the prop.  Torque is a 

function of rpm; the slower the engine turns (for a given horsepower) the higher 
the torque.  Four–strokers are bad in this respect. 
 

P-Factor: A yawing force produced by a prop flying through the air at an angle of 
attack relative to the airstream.  On take-off this produces a strong yaw to the left. 

 
Gyroscopic Precession: A dynamic condition which produces a 90º side force to 
the plane of rotation.  It occurs only as you maneuver the aircraft in pitch or yaw. 

 
Rotational Flow: The flow field from the prop which is forced into a corkscrew 

pattern due to the rotation of the prop.  This occurrence can cause all kinds of 
strange trim changes with the variation of rpm.  It is especially dominant when the 
airframe immediately behind the prop is asymmetrical.  It becomes a real problem 

in a pusher configuration where the prop wash impinges unhindered onto a 
nonsymmetrical tail assembly. 

 
Let‟s examine the mitigating factors as a full-scale design is scaled down to model 
size.  There is usually a reduction of the aircraft‟s stability, and its ability to deal 

with things such as torque, P-Factor, etc.  For example, if we build a quarter scale 
model, the linear dimensions reduce to a quarter but the areas scale down by a 

factor of 16 to 1!  Remember, area is two dimensions multiplied together.  Yaw 
stability is generally associated with what we call tail volume, which is tail moment 
arm multiplied by tail area.  In this instance, a Quarter Scale model will then see a 

major impact on the model‟s stability unless the full-scale aircraft had an oversized 
fin to being with, or, we arbitrarily increase the area of the tail surfaces.  This is 

why many scale models have enlarged tail feathers. 
 



Many World War I aircraft had small vertical surfaces and when scaled down to 
model size they become marginal in directional stability. 

 
At the World Championships I noted that many of the WWI designs flew with a 

pronounced left yaw‟ just try to perform a nice round loop in that trimmed 
condition!  In addition, most of these same aircraft had slow turning 4-strokers 
which aggravated the problem. 

 
Remember, also, that as you roll the aircraft to make a turn, a yawing motion is 

simultaneously generated opposing the turn.  This force is a function of the lateral 
stability of the model (dihedral effect) and the left symmetry on the wings as the 
roll is generated.  Usually the up-going wing produces more left than the down-

going wing, and with lift production comes drag which yaws the aircraft opposite 
the turn.  This can be mitigated by using more up than down throw on the ailerons.  

I have seen models so bad in this respect that the model refused to turn when 
aileron is commanded; what occurred was such a strong opposing yaw that the 
model flew along in a slip and in a straight line. 

The Fix: Learn to use the rudder!  The badly out-of-trim “Duck” could probably 
have been saved by inputting enough right rudder to straighten the aircraft and 

align the fuselage with the slipstream. 
 

Adding significant side thrust and maybe realigning the vertical fin also helps 
correct the problem.  There are airplanes in existence that have the vertical fin off-
set to counter large engine/prop forces.  As you become more proficient in flying 

you will recognize out-of-trim conditions, especially in yaw.  Roll and pitch trim 
needs are easy to recognize, but yaw requires more astute observation. 

 
After take-off, upon rotation, don‟t dump the rudder.  Hold it in and bleed it off as 
you achieve higher airspeed.  Remember, the asymmetrical trim condition will 

change with changing airspeed.  With an airspeed increase the offset aerodynamic 
trim that you have input will become more effective, and as the engine increases in 

rpm (or you reduce power – significantly) torque will be reduced.  Recognition of 
the factors involved in aircraft stability will come with greater proficiency in flying 
so you‟ll then be able to input the necessary control automatically. 

 
I often recommend that if you want to quickly learn to simultaneously and 

subconsciously operate the three axes of control and power, learn to fly a 
helicopter!  One cannot be a lazy flier to fly this beast, and one cannot ignore the 
rudder or the beast will be dead!  Of course, helicopter flying has been considerably 

eased through the use of a gyro which damps tail (yaw) motion, but one cannot 
safely fly without full command of all axes of control. 

 
When I learned to fly a chopper, there was no gyro in existence and it was very 
difficult to fly, especially in hover since there is a large change in yaw motion with a 

change in power or rotor pitch.  When Kavan finally produced the first gyro for 
model helicopters, what a change it made!  I am sure the gyro had a major impact 

on the increase in popularity of flying model helicopters. 
 



Would a gyro assist in our aircraft yaw problems?  Probably, but only at the onset 
of the opposing left yaw; but, then as you settle into a steady state turn it would 

continue to generate opposite or opposing rudder.  It would also help to reduce 
transient oscillations caused by gusts. 

 
In the final analysis one must simply learn to use the rudder!  I would suggest 
using it in all turns with the aileron, and I don‟t mean to mix it in at the 

transmitter, learn to do it manually, and before long it will become an automatic 
function, just as you use aileron and elevator. 

 
In an earlier column I made the point that one could never become a winning flier 
in aerobatic competition without using the rudder continuously.  Of course, I was 

not referring to safe flying, but to precision flying since a pattern model has strong 
directional stability, low wing loading, and high power.  If one wants to loop 

straight, roll axially, create nice vertical lines, etc., one must be able to 
simultaneously operate all controls.  Interestingly, some right handed pattern fliers 
have changed to a Mode III set-up on their transmitter, simply to more easily input 

the subtle rudder and elevator changes as required.  Mode III has rudder and 
elevator on the right stick.  This relegates the aileron control to a secondary 

function.  How about that?  I have flown Mode III, but I cannot fly it well without 
simultaneous inputs of rudder and aileron.  I‟m sure that I could re-learn but I‟m 

not convinced that there is a best mode Just learn to do better with the mode you 
now fly; all the modes are being used by fine fliers. 
 

Just remember that it is a learning process, and “process” by definition means over 
time.  Practice makes perfect.  So, when you lift off keep that rudder functioning.  

Recognize what is happening to the aircraft and apply the necessary control; you 
will be glad you did! 
 

 

Side Slips ð Not Easy, but Beautiful 

[from the RCM March 1993 “Sunday Fun” column by Stu Richmond] 
 

No, it‟s not in any R/C rule book, but the side slip is a graceful, beautiful, and scale-
like maneuver that can be done with almost any four-channel model. 
 

This difficult-to-perform maneuver was devised in full scale aviation as a way to 
make a steep descent to a landing without building excessive speed as altitude is 

quickly and purposely lost.  Early aircraft didn‟t have landing flaps to reduce 
airspeed during steep descents (most of our Sunday fun models don‟t either), so 
the side slip was devised to actually drag the fuselage somewhat sideways to the 

flight path to use this intentionally induced extra drag to hold back the airspeed. 
 

You can learn to do the graceful beautiful side slip as long as your model has 
bunches of rudder and aileron travel.  Here‟s how: Line up your model for a 
straight-in engine at idle landing approach.  Be about 300ô higher than normal as 

you begin the approach.  Gently put in full right rudder and hold your rudder 



control right into its mechanical limit.  Simultaneously, be prepared to put in some 
aileron control.  Most models that are low winged with sufficient dihedral (and 

practically all high winged models) will almost instantly require some left aileron 
input.  If your model is high winged and has dihedral too, you may not have 

enough left aileron authority to overcome the right rolling action resulting from 
holding full right rudder.  Simply land and increase your aileron travel (you may 
also have to reduce the maximum rudder travel), and try again. 

 
Maintaining full right rudder, add enough aileron input to keep your model on the 

heading for the runway.  You‟ll be flying a bit sideways in a (usually) cross 
controlled condition at low idle speed.  You will have to vary your aileron input 
slightly to maintain your heading for the runway‟s centerline.  This won‟t be easy!  

You‟ll usually want to hold in some down elevator input also to establish the 
downward slope from 300‟ to get you to the approach end of your runway.  

Jockeying the elevator control on the established downward side slip path really 
complicates the non-easiness!  Donôt release the right rudder and donôt raise 
the engine speed above low idle.  Use the aileron and elevator inputs to make a 

gentle, graceful, and swooping side slip descent to the runway.  Simply stated, 
some models side slip much easier than others.  Some R/C pilots get “up on the 

learning curve” much faster than others.  If you don‟t have enough rudder travel, 
you will not get enough intentional drag from the fuselage being flown sideways, 

and your airspeed will rapidly increase.  Listen for your idling engine to speed up…. 
it‟s the tell-tale audible signal that you‟re building airspeed during your side slip to 
the runway.  More rudder travel will drag your fuselage at a more sideways, more 

drag-inducing angle to the flight path, and your side slip landing approach will be 
more scale-like and beautiful!  Side slips aren‟t easy!  It‟s practically positive this 

will be the most difficult R/C maneuver you‟ll ever learn… but they‟re beautiful and 
graceful when properly flown.  Side slips are great Sunday fun. 
 

 

Retraction!! 

This is embarrassing!  It appears I spoke (or wrote) too soon in the last 
newsletter!!  After announcing that Ted Broderick had the honor of making the first 

flight at 12:06AM on January 1, I unabashedly bragged that I was the last person 
to fly at the field in 2009.  This assumption was based on the fact that as I was 
leaving the snow started to fall heavily.  It was forecast to storm all day. 

 
After the last newsletter went to press, I got an email from Ed Martel that said “Lee 

and I were there in the storm after you left on Dec 31st.  I managed to stuff my 
Mini Mag, so the final flight of 2009 would have to go to Lee (Woodworth). 
 

The reason for my braggadocio behavior was that I didn‟t think that anyone was 
(insert your own adjective here) to fly in a snowstorm.  Apparently I was wrong.  

OK Ed and Lee, the trophy is all yours!!  J 



 
Advertisement Courtesy of RCM Magazine, October 1966 

 
 

 
 

 
 
 

 
Send your comments and ideas to n1edm (at) Comcast dot net. 

 
 
 

 
 

 
 

 
 
 
 

Wingbusters Website:  http://www.wingbusters.org 
AMA Website   http://www.modelaircraft.org 

AMA District I website  http://www.amadistrict-i.org 
Newsletter comments:  n1edm(at)comcast.net 
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