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Upcoming Club Events 
 
 
 
April 2 - Monthly club meeting at the club house, 7:00 pm. 
 
May 7 - Monthly club meeting at the field, 7:30 pm. 
 
May 10 - Spring Float Fly at Gibbs Memorial Park, details 
and date confirmation TBD. 
 
May 10 - Spring Float Fly at Gibbs Park 

June 14 - Warbird warmup day 

July 4 - cookout evening flying 

August 9 - NMAD fly in 

October 4 - Fall Float Fly at Gibbs Park 

October 11 - 18th annual Warbird Fly In 

 
 

2025 area events: 
 
April 25/26: Dayton Wingmasters - Dayton Modelrama. 
Click here for the event flyer. 
 
May 3: Indianapolis RC Modelers - EDF 
 
June 7: Indianapolis RC Modelers - Cubs and Floaty flyers 
 
July 18/19: Indianapolis RC Modelers - Warbird event 
 
August 16: Indianapolis RC Modelers -Toys for Tots 
 
September 20: Indianapolis RC Modelers - Fly all in the Fall 
with Swap meet 
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Blacksheep RC Modelers 
March 2025 Meeting Minutes 

Rege Hall opened the meeting with 16 members present.   

We had a visitor, David Yatsko, who is building a static 1/9 
scale B-24 to be displayed in a museum, He is asking if one 
of our members would be interested in assisting him in 
finishing the model.  It would require fiber glassing and/or 
painting and applying all decals and other details.  If anyone 
is interested, John Louden has David’s contact details. 

There is a Turbo Timber in the club house which was 
recovered from a pond near the cement mill.  It appears to 
have been in the pond for some time.  In discussing the 
plane, Rege mentioned that he is using Apple locators with 
his I Phone.  His experience is that he can find the locator 
easily and with 2 or more I Phones can pinpoint an exact 
location.  The locators are inexpensive. 

Rege has applied for our Spring Float Fly on May 10 to be 
an AMA sanctioned event which will make the site a 
temporary FRIA site. 

John Louden reported that he has contacted the highway 
department regarding highway trash pickup but has not 
received a response. 

Rege reported that Jeremy Starr could get a new 20 foot 
shipping container for about $1600 to replace our storage 
sheds.  Bill Clontz said that Hawkeye Storage is willing to 
place a storage shed on our club site for free but would 
require their advertisement to be placed on its side.  All 
agreed that it would be acceptable.  We will pursue this 
option. 

Rick Gilmore gave the treasury report and Paul Wycoff 
reported that there are currently 78 members. 

Squadron 

News

https://www.blacksheepclub.org/images/2025Daytonswapshop.pdf


There was a reminder that club dues will be increased to 
$50 on April 1. 

John Louden announced he will be going to the Dayton 
Swap Show in the morning and to visit the Air Museum in 
the afternoon.  He has room for another person. 

Scott Black will be displaying at the Toledo show. 

 

Paul Wycoff 

Black Sheep Secretary 
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For sale Items 
 
Vintage Aircraft Bellanca "Columbia" 
38" wingspan for 1/2A. 
I have not inventoried the kit, but it looks like everything is 
there. 
Asking $100. 
 
Bill Garrison 
317 273-8345 

bgarrison27@concast.net 
 

 
 

 
 

SIG Smith Bi plane 
Partial built, UWS 44-3/8", LWS 41", F 39" 
Some wing damage. 40 size $60 
 
Great Planes PT 40 Trainer, 40 size, WS 60", F 52.5"  

Prints/ book, partial built $60 
 
BALSA USA Thunderbird 40, WS 58", F 43", .40-.60  
2 stroke, .50 - .65 4 stroke $60, partial built. 
 
Extra 300S, no cowl, South Korean Co.  WS 58-1/2", F 46". 
.45 - .60 2 stroke $60 
 
1/4 scale Cub Fuselage only, 3 servos, wing bars 
, landing gear, no cowl $35 
 
Cavalier carved busy, 29" T, 15" W, 14" D, wall bracket to 
mount it like a ship's figure head. $135 
 
Porter Cable Power Tool Triggered Wet/Dry Vac. 
Pre filter, extra bags. Used less than an hour, never wet. 
$110 
 
30 slot Wing/ Kit Rack, 4" HD Casters, B 6 slots, 25-3/4" T. 
2 lvl 13"T - 8 slots, 3 lvl 10 slots, 12 - 3,/4"T,  
Top 10 slots, ht depends on clg ht. 
55" Deep, 43" wide, 86-3/4" T. Pegs and rack can be 
required. Screwed together. $110. 
 
Steve Haughey  
m.haughey@sbcglobal.net 
317-730-1253 
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Request for Building/ Finishing help 
 

Hello, my name is David Yatsko. Quite a few years 

ago, I bought a 1/9 scale B-24 Liberator Bomber kit. I 

wanted to honor my Dad who flew in one during WWII 

and became a POW after He had to bail out over 

Germany. I only wanted a static model to display. Now 

as I'm almost 80 years old, I don't have the energy to 

finish it. In a year or 2, there will be a WWII Museum 

being built in Northern Indiana. I want to donate this 

model to the museum. What I'm looking for is an RC 

Club to help finish it. I'm not looking for anything really 

detailed, just something that will give future 

generations something to look forward to. There is NO 

WAY it can be modified for RC. Just want it to LOOK 

like a B-24. I have some of the parts to finish it. 

Vacuum molded glass, 10 model 50 Caliber machine 

guns, etc. I am willing to buy all the parts helpers 

might need. I've included some pictures of it hanging 

in my garage. I'm sure the museum would like to 

advertise any information you would like to display 

about your club. I live in Avon, Indiana and it looks like 

I'm very close to you. Thank you in advance for your 

help. 

David Yatsko 

dyatsko3@gmail.com 

661/435-6827 
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Fly Like a Pro! 7 secrets to flight 
success 
Cirrata Admin 

https://www.modelairplanenews.com/fly-like-a-pro-7-secrets-to-flight-success/
https://www.modelairplanenews.com/fly-like-a-pro-7-secrets-to-flight-success/
https://www.modelairplanenews.com/author/octadmin/


Featured News 

 

There’s probably no other subject with more varied 
opinions than how to best set up an airplane. Yet, if 
you could rank all the different setup methodologies 
based on results that were obtained within a four- or 
five-day time period, you’d quickly discover that 
certain setups promote faster rates of learning and 
have better results. This article features some basic 
setup rules that have proven to produce fast results. 

RC pilots are constantly trying new setups that 
promise to improve their flying. If they could 
objectively evaluate their performance, they’d probably 
realize that in some cases, they actually flew better 
before. However, instead of returning to what worked 
best, they hope to overcome these new challenges 
with more practice. The tricky part of airplane setup is 
knowing what really helps, what sounds good in theory 
(but isn’t) and what may be applicable to some forms 
of extreme flying, but a detriment to most or all non-
extreme flying. 

BALANCE 
Where you choose to balance your model will have a 
huge impact on how it handles in the air and how well 
you fly it. When an airplane pitches up or down, it 
pivots around a point on or near the wing’s thickest 
point. When the center of gravity (CG) is located at the 
wing’s thickest point (pivot point), the plane tends to 
be neutral, i.e., prone to doing only what you tell it to 
do. But, when the CG is aft of the pivot point (tail-
heavy), the plane will tend to be unstable. Similar to 
shooting an arrow backwards, a tail-heavy airplane 
would be inclined to swap ends in flight were it not for 
the tail and the corrective inputs of the pilot. It’s true 
that a tail-heavy condition does increase 
maneuverability at the extreme ends of the flight 
envelope. As a consequence, however, the airplane 
requires a lot more effort to fly the rest of the time, 
especially at slower speeds when the tail forces are 
less than firm. A nose-heavy airplane tends to be very 
stable, less maneuverable and will behave differently 
depending on the speed. All things considered, a 
neutral CG location at the wing’s thickest point 
provides the best overall handling without restricting 
maneuverability. 

 

– As a rule, airplanes in flight pivot around a point 
(CG) on or near the wing’s thickest point. 
– When the CG is neither forward nor aft of the wing’s 
thickest point, the airplane neither resists nor 
exaggerates what it is told to do and behaves basically 
the same at any speed. 
– When the CG is aft of the wing’s thickest point, the 
airplane will be unstable at all speeds and require 
more effort to fly. 

ENGINE THRUST 
Setting up your airplane with engine right and down 
thrust will cause it to fly more true. This is because as 
the propeller turns, it produces a spiraling slipstream 
or prop-wash that ends up striking the left side of the 
vertical tail and tries to yaw the airplane to the left. 
Propwash is mostly held in check at higher speeds by 
the faster airflow over the tail. However, at lower 
airspeeds with high power, such as during takeoff or 
approaching the top of a loop, propwash has to be 
corrected by the pilot. Building in a couple degrees of 
engine-right thrust helps to counter the effects of 
propwash and reduces the demands on the pilot. 

P-factor is a left-turning tendency that occurs when the 
airplane is at a positive angle of attack, due to the 
propeller blade of the right side of the plane biting 
more air and producing more thrust than the blade on 
the left side. By building in a couple degrees of down-

https://www.modelairplanenews.com/category/featured-news/
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thrust, you’ll place the propeller at slightly less of an 
angle to the relative wind and achieve a more equal 
bite on both blades during inside (up-elevator) 
maneuvers, which reduces P-factor. Another benefit of 
down thrust is providing a down force to counter 
excess wing lift when an airplane is flying at higher 
speeds, which is especially important with flat-bottom 
wing airplanes. 

 

 

– At positive angles of attack, the propeller blade on 
the right side of the plane bites more air and produces 
more thrust than the blade on the left. 
– Building in a couple of degrees of down thrust 
places the propeller at slightly less of an angle to the 
relative wind. This will achieve a little more equal bite 
on both blades during inside maneuvers. 

CONTROL-SURFACE TRAVEL 
As a rule, how an airplane responds to control inputs 
is a function of how fast and how far the control 
surfaces deflect, regardless of whether the airplane is 
large-, small-, high- or low-performance. You can 
seldom go wrong by initially setting up your control 
surface deflections/travels according to the 
manufacturers’ recommendations. However, be sure 

not to make the mistake of thinking those 
recommendations are what the manufacturer intends 
you to stick with. To fly your best, you must adjust the 
control-surface travels to suit your immediate skill 
level. By changing the travels to suit your comfort 
level, instead of worrying about getting used to the 
plane, you’ll immediately start flying with more 
confidence and begin building on that success. 

When setting travels using a computer radio, it’s vital 
that you triple-check the physical deflections of all the 
control surfaces in all directions. For a variety of 
reasons, it’s often necessary to program different 
percentages to achieve the same physical travel of a 
surface in both directions. Every year, thousands of 
airplanes are faulted because their owners make 
certain assumptions based on the numbers they read 
off the transmitter, but then leave out the step of 
confirming all the physical deflections. They then 
either end up unhappy with the way their planes 
handle, or they assume that having to make numerous 
or large adjustments later is an indication of a poor 
design. Maybe all they have to do is program in more 
right than left aileron and they’ll find that the plane is 
just fine. Remember, transmitter settings should be 
based on actual deflections and your comfort level, not 
the numbers read off the radio. To minimize the need 
for adjustments and the potential for error, strive to set 
the neutral position and travel of each surface 
mechanically, and then use the radio only as a last 
resort to fine-tune things. 

 
The optimal resolution setup for precision control and 
handling is achieved by connecting the pushrod to the 
hole closest to the servo and farthest out on the 
control horn. Just make sure that there isn’t any 
binding near the travel limits with this arrangement. 

“BALANCED” CONTROLS 
Another vital component of good flying is achieving 
balanced control responses. “Balanced controls” 
describes the ideal condition in which all the controls 
are equally sensitive. Other than a lack of control-stick 
tension, possibly nothing inhibits progress more than 
when one of the controls is noticeably more or less 
sensitive than the others. Even a novice pilot can tell 
when the ailerons are touchier than the elevator. Why 
would you accept one control that is more or less 
sensitive than the others when a simple control 
surface travel adjustment is all that’s needed to start 
feeling more comfortable? 



AILERON/RUDDER MIXING FOR ADVERSE YAW 
Adverse yaw is an inherent opposite yaw or slip that 
occurs with aileron deflections. A positive angle of 
attack is generally required to produce the wing lift 
needed to keep an airplane in the air. When the 
ailerons are deflected at a positive angle of attack, the 
down aileron presents a wider frontal cross-section, 
thus creating more drag and causing the airplane to 
yaw in the opposite direction that the ailerons are 
applied (figure 4). When two aileron servos and the 
flaperon function are used, adverse yaw can be 
lessened by programming a small amount of 
differential aileron travel, i.e., approximately five 
degrees less down aileron than up, improving control 
and producing cleaner axial rolls. The exception is 
when the airplane has a flat-bottom wing. The drag on 
the side of the down aileron and adverse yaw is so 
much more pronounced with a flat-bottom wing that 
differential aileron travel has little effect. To eliminate 
adverse yaw, rudder must be coordinated or mixed in 
the same direction with the aileron. As a rule, a 
symmetrical wing plane may require only a 3- to 5-
percent rudder mix with the aileron to eliminate 
adverse yaw, whereas a flat-bottom wing plane 
requires nearly as much rudder deflection (in degrees) 
as aileron. Not only does eliminating adverse yaw 
improve control, but pilots who initially learn to fly with 
aileron/rudder mixing are also able to more easily 
transition into higher performance, symmetrical wing 
airplanes, as they are already accustomed to flying 
with minimal adverse yaw. Contrast that to those who 
learn to fly with adverse yaw, and then have to retrain 
their flying habits when they switch to a symmetrical 
wing plane with very little adverse yaw. 

 

 

– In flight, the down aileron presents a wider cross-
section, thus increasing drag and causing adverse 
yaw, i.e., a yaw in the opposite direction that the 
ailerons are applied. 

ADVANCED DUAL RATES AND EXPO 
Expert pilots are often asked to name their favorite 
aerobatic airplane. Frankly, once a person graduates 
to flying Edges, Extras, Sukhois, and the like, they are 
all equally capable, and any differences that are not 
setup-related are barely noticeable to all but the most 
expert fliers. The real question is: Will your airplane be 
set up to promote maximum success? 



While not necessary for precision aerobatic flying, a 
computer radio with dual rates and exponential is 
required for 3D flying. That’s because the large 
control-surface deflections required for 3D maneuvers 
would cause an airplane to be far too responsive 
during normal flight. Dual rates allow a pilot to achieve 
optimal control response for different modes of flight. 
For example, high rates allow maximum travels for 3D 
flying, whereas low (normal) rates provide optimal 
control for precision aerobatic flying, takeoff and 
landing. To help you stay focused on flying and not on 
flipping switches, it’s recommended that you put all 
your dual-rate and expo settings on one switch. 

 

 

On high 3D rates, a plane will be too sensitive and 
hard to control between maneuvers, so 30- to 50-
percent exponential is used to reduce control 
sensitivity through the first third or half of stick 
deflection. Expo will therefore allow you to fly with the 
“feel” of normal rates when the stick inputs are less 
than half, but then rapidly ramp up beyond that. 
However, to develop the precise timing required to fly 
aerobatics well, it’s important to maintain a close 
correlation between your inputs and the response of 
the plane. Therefore, the ideal low/normal rate settings 
should provide a comfortable control response with 
minimal use of expo. In other words, if the plane is 
touchy on low rates, before you start adding expo, you 
should first try reducing the low rate percentages. 

MIXING RULES 
For many reasons, every airplane exhibits some 
unwanted tendencies while maneuvering. For 
example, when a large amount of rudder is applied to 
sustain knife-edge flight, most planes tend to gently 
roll in the direction that the rudder is being held. 
Therefore, many fliers mix a small amount of opposite 
aileron with the rudder to cancel out the rolling 
tendency during knife-edge. However, if you’re 
thinking about using computerized mixing to minimize 
certain unwanted tendencies, you need to first 
understand that everything in aviation is a tradeoff. A 
mix that a pilot puts in may help the maneuver for 
which it is intended, but it may also turn out to be 
contrary to what’s needed during another maneuver. 
This may end up causing a deviation somewhere else 
that otherwise would not have existed and that’s why 
you must be very prudent with mixing. 

 



– Holding in left rudder during knife-edge flight results 
in the airplane also gently rolling left. 
– Mixing a small amount of right aileron with left 
rudder cancels the roll tendency during knife-edge 
flight. 

The process of mixing typically unfolds with a pilot 
detecting some negative tendencies during certain 
maneuvers that he then attempts to eliminate with 
different mixes. As more maneuvers are introduced, 
the pilot starts running into situations where the 
deviation that he wants to remove is actually caused 
by an earlier mix. The process that follows is hours of 
experimenting to determine which mixes stay, which 
need to be reduced, which need to be removed or 
reversed, and when it’s time to take the initiative to 
correct yourself. Therefore, unless you intend to only 
fly a few maneuvers, the most efficient and effective 
use of programmable mixes is to mix no more than 5 
to 10 percent (15 percent max). Limiting your mixes to 
these percentages will hopefully make your flying 
easier without having too much impact on other 
maneuvers or causing you to do a lot of backtracking 
as your repertoire increases. 

BOTTOM LINE 
You can travel across the country and observe fliers 
involved in an endless cycle of trying to dial into their 
radios the corrections they could easily make by 
improving their flying skills. They have to keep 
repeating the process each time conditions change, a 
new maneuver grabs their interest, or they fly a 
different airplane. In many cases, it no longer even 
occurs to people that sometimes the simplest and 
most effective thing they could do to improve their 
flying skills is learn how to make the corrections. 
Mixes can prove very helpful, but nothing will have 
more impact on your flying than your skills. 

 

TEXT & ILLUSTRATIONS BY DAVID 
SCOTT/RCFlightSchool.com 
Photo by Raviation 
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Editor: John Lawyer You can contact me at 

jlawyer41@att.net or 765-918-7229 

***  Till next month may all your 

landings be wheels down.  *** 
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