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Abstract 
 

 The SAE Aero Design Competition is an international event for engineering 

students.  The design nature of the competition was planned for students to face real-life 

engineering problems where all phases of developing a product have to be taken into 

account.  The challenge is to design, create, build and test a Remote Control airplane.  

With a set of restrictions and parameters to work by, and a specific industry motor to use, 

everything else from the wing profile, dimensions, center of gravity, materials and every 

other feature that comes into play when planning an aircraft have to be designed from 

scratch.  In the design process, students will face and perform a series of studies and 

analysis to make compromising decisions in order to arrive to the most favorable design 

solution.  The most favorable design solution being that one that will perform to the best 

of its abilities, be the most cost efficient, carry the most payloads possible and all this 

without compromising the safety of the aircraft.  A very important aspect of today’s 

engineers, besides their ability to find optimal solutions to everyday’s problems and to 

come up with creative designs for tomorrow’s world is to be able to communicate and 

discern their ideas properly.  In an effort to emphasize this, part of the requirements of the 

competition are to properly record all of the studies and analysis performed so that they 

can be submitted in a design report and an oral presentation to the judges. 
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1. Introduction 

1.1 Problem Statement 

 

  The SAE Aero Design competition has three different categories, each of which 

has different objectives.  The category in which this team has decided to participate in is 

the Regular Class.  In the Regular Class, the main objective is for the aircraft to lift as 

much weight as possible taking into account the power delivered by the engine and the 

limitations on the size of the aircraft according to the rules; an important aspect of this 

objective is for us to be able to predict, based on final aircraft geometry and engine 

power, the limiting weight that the aircraft would be able to carry.  Besides the weight 

objective, there are also requirements for a take-off distance of 200 ft.  In order to comply 

with these requirements and objectives, a careful analysis and evaluation needs to be 

performed on tentative designs to select the most effective one. 

1.2 Motivation 

 

 The dream of flying to great heights is one of the oldest dreams of mankind.  In 

this day and age, such a dream is already a reality, but to get to where it is, incredible 

amounts of ingenuity and pioneering had to be used and innumerable failed attempts 

preceded.  It can be said that the development of heavier than air vehicles revolutionized 

the way we live.  It was a fundamental turning point in history since it redefined the way 

wars were fought and how travel and commerce were approached and attained.  This 

pushed for a quicker development of newer technologies since nations depended on their 

scientific and technical powers to stand against their enemies and to get ahead of the 
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competition in commercial and economic affairs.  It comes to no surprise then that flight 

is and will continue to be, one of humankind’s most significant accomplishments.   

 

 Despite all the accomplishments that have already been made in flight, knowing 

the great heights that it has been taken to and the immense opportunities that it has 

brought to mankind, it is still an area of great interest for further research and 

development.  Given the still innumerable benefits of continuing the progress and 

efficiency of modern day aircraft, commercial and military, and also for aerospace travel, 

the dream of flight is still under-construction and it is continuously pushing its limits 

farther than it had ever been thought before.   

 

 The complexity of heavier than air flight has, since its beginnings, excited the 

minds of impressively curious individuals, great thinkers, innovators and pioneers and 

still to today’s engineers.  Not left outside from this group of technologically curious 

individuals with a passion for flight, it has been taken as a challenge to design and 

develop a remote control airplane.  The scope of the project will allow the team to dig in 

depth into the concepts of flight dynamics, aerodynamics, electronics, mechanics, 

structural analysis, and system integration.  As any engineering problem, a series of 

studies and analysis will have to be performed to gain sufficient knowledge in all areas of 

the design process of each of the key decisive factors of an aircraft, in order to determine 

the best solution for each.   
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 This project will serve as an introduction to a real-life engineering exercise, where 

ingenuity, theoretical knowledge and craftsmanship will be combined in efforts to 

experience the process in aircraft design, and all it takes to make a plane take flight. 

1.3 Literature Survey 

 

 

 History: 

The dream of flying was perhaps the most desirable one by mankind for many 

centuries. The first manned human flight was recorded back in China in the year of 559 

when the emperor’s son was launched on a kite from a tower as part of an experiment. 

From then, all kind of crazy attempts to reach the skies were made by men until 1903 

when history was made by the Wright brothers. It gave humanity the tools required to go 

to the skies and beyond [2, 3]. 

 

The term radio control has been around since 1893 when the inventor and 

engineer Nikola Tesla demonstrated the first remote control boat. A lot of experiments 

with radio controllers were done during WW II. Through the war, Germany and Allied 

forces kept experimenting with different kinds of remote controlled weapons. 

 

Remote controlled airplanes as we know them today were not introduced until the 

1950s.  At that time the models were very bulky due to the type of batteries available 

back then. Also, those batteries were not able to sustain its charge for very a long time 

making the distance capable of traveling for the plane very short. Moreover, regular 
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maintenance was needed because of the low quality of construction materials for the 

planes back then.  

 

By 1970s RC airplanes had a huge improvement. A person could find radio 

controllers with two directional movements on a single switch making the planes capable 

of doing more maneuvers with fewer components. Also, the popularity of the sport 

started to grow more rapidly at that time making it more the way it is today. 

 

In 1986 the first Aero Design competition was held in Kansas City, KS. At that 

time, the contest was named the ―Radio Controlled Cargo Aircraft Competition.‖  The 

event was originally organized as a single category in which teams from engineering 

schools around the United States were able to sign up and participate. The event as it is 

today was created to promote the ingenuity of students, giving them some set of 

preliminary parameters for which they needed to design the most efficient airplane 

capable of lifting the highest weight possible [14]. 

 

Throughout the history of the event as the number of participants and schools 

increased, the competition was divided into two regions: East and West. As stated before, 

the rules and regulations stayed almost the same for the rest of the years. The only 

significant alteration on the rules of the event has regarded the materials allowed for the 

construction of the plane, which have varied from time to time [1]. 

 

 RC Planes in the Military: 
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It all started before World War I when many inventors were intrigued with the 

possibility of controlling an aircraft by using radio signals. Perhaps the most enthusiastic 

one was Elmer Sperry who convinced the US Navy to invest time and money in such 

technology. Thanks to the participation of the Navy in the project, in 1913 a flying boat 

was provided by them in which a new implementation called ―gyro-based autopilot‖ was 

put into a test. Without noticing this, new technology gave a starting point to what 

autopilot systems and radio control vehicles are today [4]. 

 

A lot of research was made throughout the years but unfortunately, there was not 

a single prototype capable of completing the job required with 100% accuracy.  It was 

not until late 1980s and early 1990s that the technology started to catch up with this idea 

of radio control airplanes. At that time, a new term was created for those devices; it was 

the start of the ―Unmanned Aerial Vehicles‖ era. Due to the great advantages of having a 

plane being controlled by remote and not by a person, the United States military started 

to invest more and more in this idea until it became what it is today. Thanks to the 

advances in the radio control technology, the US armed forces have been able to save 

many soldiers’ lives by using the radio controlled or UAVs airplanes instead of an 

aircraft piloted by a soldier.  

1.4 Discussion 

 

It was a unanimous decision by the team to participate in the SAE Aero Design 

East Competition, when it was found that this would fulfill the requirements for the 

Senior Design project.  This would allow the team to have fun in a challenging and 

interesting project to all, and on top of that to represent FIU in an international student 
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design competition.  As mechanical engineers, the team’s members have always been 

captivated with machines, specially cars and airplanes.  One of the team members is also 

currently enrolled in an Aero Space Engineering track, and all of the members see the 

airplane industry as potential future ideal employers.  In efforts to gain some experience 

and hands on training on airplane design and as means of polishing each of the member’s 

resume and to make it stand out a little more with employers of this industry, it was 

decided that this project could not be anything but beneficial to all, as the amount of 

experience learned after the conclusion of this project, about product research, design and 

implementation is enormous.  With this project the team would also be pursuing one of 

man’s greatest and oldest dreams, the dream of flying, and although this dream is already 

a reality, the room available for further research and development is of superb 

proportions.  With continuous efforts for such improvement being constantly made by 

commercial and military aircraft companies, this project is the perfect stepping stone 

from the class room into the corporate world. 
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2. Project Formulation 
 

2.1 Project Objectives and Deadlines 

 

 Design, create, build and test a costume made RC airplane. 

 

 Develop an aircraft that must lift from ground within a takeoff zone of 200 ft. 

 

 Reduce the weight ratio of the aircraft in order to improve the lift. 

 

 Produce an aircraft capable to complete one 360° circuit of a field. 

 

 Develop an aircraft that must land within a landing zone of 400 feet.  

 

 Create an aircraft capable of carrying a block measuring 5 inches by 5 inches by 

10 inches. 

 

 Comply with all rules and regulations of the SEA competition. 

 

 Work successfully in a team environment.  

 

 
Figure 1 – Breakdown of Main Objective Deadlines 

 

 



 9 

2.2 Design Specifications 

 

The final selected design consists on a bi-plane aircraft, which has better 

performance, stability and lift compared to other designs alternatives mentioned in this 

project. The bi-plane design fulfills all the requirements for this competition and it over 

passed the other proposed design alternatives. After the selection of the bi-plane the team 

concentrated its attention on what was consider the most important part of aircraft, the 

wing.  Several studies were performed on wings and it was learned that the airfoil is a key 

parameter that has to be taken on consideration for the wing design. Therefore, the airfoil 

that met most of the needs for this project was the S1223. Using this airfoil the wingspan 

and cord were calculated and the results were:  56 inches for the wingspan, and 10 inches 

for the cord, as it can be seen in Figure 2. This obtained wing allows the aircraft to 

support and lift the desired 55 pounds of payload limit for this competition. A tail needed 

to be designed as well to aid in the direction control and maneuverability of the aircraft 

and this time the selected airfoil was NACA0012. The final design of tail is commonly 

used in RC airplanes because it is easy to construct and it also increases the 

maneuverability of the airplane as it can be seen in Figure 3. 
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Figure 2 – Twin Wing 

 

 

Figure 3 – Airplane Tail 

 

Nevertheless the aircraft engine to be used is a O.S. 61FX mandated by the 

competition rules. This engine is capable to produce 1.9 HP, enough power to move the 

aircraft fast enough for a safe takeoff and successful flight. Taking in consideration the 

power of the engine in the design, the chosen material to construct most of the aircraft 

was balsa wood. The main reason being because wood, compared to other materials is 

cheaper, easy to work and most importantly, in the case of balsa wood, it’s very light.  
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In addition another important section of the airplane is the fuselage.  The 

dimensions of the fuselage were chosen depending on the area needed to fit a payload 

bay with a size of 5‖ X 5‖ X 10‖, servos, gas tank, and additional electronics.  This 

fuselage has been designed as strong as possible with several beams to support the 

necessary forces and stresses that the aircraft will experience when flying, taking off and 

landing as its show in Figure 4.  Taking in consideration the size of the fuselage the 

landing gear was designed to stand the entire airplane and provide the necessary 

clearance at the moment of landing and taking off. As it can be seen in Figure 5, the 

landing gear is composed of three 3‖ soft tires, a main base which height is 10 inches by 

15 inches on length. This structure will support most of the airplane.  Also there is one 

front tire that will help to maneuver the aircraft on the ground.   Other components such 

the radio controller, servos, and fuel are provided by the competition and do not need to 

be designed. Therefore, these components are just being taken in consideration for the 

design of all the other parts.  

 

Figure 4 – Fuselage 
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Figure 5 – Landing Gear 

 

Table 1 – Aircraft Specifications 

 

Aircraft Specification 

Aircraft Dimension Requirement Max 200 inches 

Gross Weight Limit 55 pounds 

Payload Bay Limit 5‖ x 5‖ x 10‖ 

Engine Requirements O.S. .61FX 

Fuel Tanks 350 cc 

Fuel 10% nitro methane 

Radio 2.4 GHz radio 

Battery 500 mAh 
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2.3 Constraints and Other Considerations 

 

Several constrains had to be considered for this design project. Constrains are 

divided in two groups; one group for the aircraft, and another group for the performance 

on the competition. The first constraint to take into consideration is the weight of the 

aircraft. The aircraft cannot be lighter than air nor have rotary wing aircraft such as 

helicopters or autogyros. Second, the aircraft maximum combined length, width, and 

height can not be of more than 200 inches.  If the design exceeds these dimensions, it will 

be disqualified from the competition.  Third, the gross weight limit for the entire aircraft 

can not exceed fifty-five pounds with payload and fuel. Fourth, the aircraft must be 

capable of carrying a minimum fully enclosed rectangular block measuring 5 inches by 5 

inches by 10 inches. This block must be easily inserted and removed without application 

of excessive force during insertion or extraction, and the aircraft must be structurally 

airworthy with the block installed. Aircraft not capable of carrying a fully enclosed cargo 

block will be disqualified from the competition. Last but not less important, the use of 

Fiber-Reinforced Plastic (FRP) is prohibited on all parts of the aircraft. The only 

exception is the use of a commercially available engine mount and propeller. 

 

Constrains for the competition are also to be considered in this design project.  

One of the first constraints of the competition is the takeoff, which is defined as the point 

at which the main wheels leave the ground. The aircraft must lift from the ground within 

a takeoff zone measuring 200 feet (61m) in length.  In addition to that, the aircraft must 

successfully complete one 360-degree circuit of the field as Figure 6 shows. During the 

flight the aircraft must fly past the departure end of the takeoff zone, turn the aircraft 
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through approximately 180 degrees of heading, and fly past the approach end of the 

takeoff zone prior to landing. At the end aircraft must land in the same direction as 

takeoff within a designated landing zone measuring 400 feet (122m) in length. 

 

 

Figure 6 – Diagram of the 360
o
 Circuit  

 

 

Table 2 – Competition Constraints 

 

Performance Requirements 

Time Limit for take off 3 minutes 

Takeoff Zone 200 feet 

Circuit 360° 

Landing Zone 400 feet 
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2.4 Discussion 

 

The final design of the airplane is the result of meeting all constraints provided by 

the SAE competition. All components in this aircraft were designed with the purpose to 

build a light but at the same time strong aircraft for the SAE competition. Moreover this 

final design is also cost effective and feasible, which is important in case there is a need 

to duplicate parts and do several tests on them.  Finally this final aircraft design complies 

with all the requirement and rules of the SAE competition and we expect to succeed on it.  
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3. Design Alternatives 
 

3.1 Overview of Conceptual Design Developed 

 

 There are many parameters involved in the design of RC airplanes.  Besides the 

basic shapes and components and a variety of such, the configuration of all of them 

relative to each other play a very important role in the flight characteristics of the 

airplane.  Being able to understand these basic concepts greatly improves the outcome of 

the final product, as every decision made through the design process will be based on 

theoretical knowledge to maximize the performance of the desired objectives.  The nose, 

the fuselage, the wings, the tail and the propeller are the main parts of an airplane.  They 

constitute the big picture but there is much more detail as you dig deeper into the design 

world of airplanes.   If attention is paid only on the wings, not only their shape but also 

their placement on the aircraft will produce several different flying characteristics which 

all have to be thought of when trying to achieve the optimal design for the purpose of this 

competition.  For example, wings may be straight or curved, flat or rounded, elliptical, 

triangular, or they could even have many other shapes.  These variations from one to 

another alter parameters such as surface area, angles of attack, mass distribution, 

maneuverability, response to controls and the aerodynamics of the aircraft.   

 

 Now, the placement of the same type of wings on the fuselage also alters vastly 

the performance and flight of the aircraft.  There are 4 basic wing placements; high wing, 

mid wing, low wing and twin wing or biplane.  As their name implies, high, mid, and low 

wing refer to the relative position of the wing to the fuselage.  High wing translates into 
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very stable and steady flyers. Mid wing normally offers better performance, and is 

commonly found on jets and sports planes.  Low wing on the other side is a configuration 

which offers the best performance of all and it could normally be found on aerobatic 

planes.  For that same reason it is the most difficult and unstable configuration to fly.  A 

biplane is a two wing design usually having one wing above and one wing below the 

fuselage.  Compared to the monoplane, the biplane offers twice as much surface area for 

the same wing profile, doubling the lift characteristics of the plane.  Since high wings and 

biplanes are the most stable and easier to fly, they are ideal candidates for beginner pilots.   

 

  The nose, fuselage, tail and propeller of the aircraft have to be all designed as 

well.  RC airplanes could normally be propelled from the front or the back, and this is 

decided mostly based on the type of wings wanted to be used.  Depending upon the wing 

configuration and desire, models could also have one, two or more propellers.  The 

fuselage is normally designed big enough to carry all the necessary components and 

desired loading.  Making it unnecessarily big adds additional weight for unused space.  

The tail is the stabilizer part of the aircraft, and it houses control surfaces such as the 

elevators and rudder, or elevons.  They come in many forms including conventional or T-

tail, V-tail or flat.  The nose is the front part of the airplane forward of the wings.  It 

should be aerodynamically fit since it is the breaking surface to the incoming wind.  

 

  Having explained the basic conceptual parameters of RC airplane building, it is 

now up to the design team to make strategic decisions in order to come up with the most 

suitable design for the objectives and limitations given by the competition.   
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The next few figures represent some of the design alternatives originally thought 

of by the team.  All of these designs were based on semi symmetric airfoil profile, as well 

as in some of the most common wing shapes, such as triangular, straight, with and 

without wing-tip, and the biplane wing configuration.   

 
Figure 7 – Alternative Wind Design I 

 

 
Figure 8 – Alternative Wing Design II 
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Figure 9 – Alternative Wing Design III 

 

  The next step will be to decide somewhat how the rest of the aircraft would look 

like.  Some of the factors to keep in mind when deciding the basic outer shape of the 

fuselage is to determine the type of payload it will be carrying.  Since it is known that 

weight will be provided for in the form of rectangular weights to be stacked upon each 

other, the best thing would be to make the fuselage somewhat rectangular as well in order 

to maximize its carrying capabilities while diminishing extra unnecessary volume, and 

therefore weight.     

 
Figure 10 – Alternative Fuselage I 
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3.2 Design Alternatives for Airfoil 

 

As stated before the airfoil is one of the main characteristics that affect the chosen 

aircraft design. Basically, it is the shape or profile of the wing. It is very important 

because one airfoil can result in totally different performance comparing it to another 

airfoil design. Through research, it was found out that there are different designs such as 

the ones show below: 

 

Figure 11 – Comparison of Airfoil Shapes 

 

After going through all the different options stated above the team decided to go 

with the ―Deep camber, high lift, low speed, and thin wing‖ design which is the third 

option from top to bottom. This airfoil design was selected because it is used in airplanes 

that fly at low speeds and have very high lifting capabilities, and basically this is the kind 

of performance that is intended to be achieved. 

 

At this point, the team encountered a little bit of a challenge since there are 

different airfoil designs for the ―Deep camber, thin wing‖ option. An extensive research 

had to be done in order to come up with the optimum profile of the wing. After going 
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back to the books and journals the team selected three possible options for the airfoil 

which are supposed to give the best performance for the requirements of the competition. 

These airfoil designs are: E211, E214, and S12223. 

 

To determine which of the three designs will give the best performance, it was 

decided to plot graphs for each one of the airfoils the ―Coefficient of Lift, Cl‖ and the 

―Coefficient of Drag, Cd.‖ For the first selection which was the ―E211‖ the following 

results were obtained: 

 

Figure 12 – CL and CD Plot for E211 Airfoil Profile 
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Table 3 – CL and CD Values for E211 Airfoil Profile 

 

E211 (10,96%) - Re = 200000 

Alfa Cl Cd Cl/Cd Cm 

-0.5 0.2789 0.0112 24.9018 -0.0873 

0.0 0.3534 0.0107 33.0280 -0.0902 

0.5 0.4186 0.0104 40.2500 -0.0914 

1.0 0.4842 0.0101 47.9406 -0.0928 

1.5 0.5414 0.0101 53.6040 -0.0924 

2.0 0.5906 0.0101 58.4752 -0.0904 

2.5 0.6472 0.0101 64.0792 -0.0900 

3.0 0.7185 0.0103 69.7573 -0.0939 

3.5 0.7733 0.0106 72.9528 -0.0941 

4.0 0.8252 0.0110 75.0182 -0.0934 

 

For the second option which was the ―E214‖ the following results were obtained: 

 

Figure 13 – CL and CD Plot for E214 Airfoil Profile 
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Table 4 – CL and CD Values for E214 Airfoil Profile 

 

E214 (11,1%) - Re = 200000 

Alfa Cl Cd Cl/Cd Cm 

-0.5 0.4924 0.0114 43.1930 -0.1337 

0.0 0.5512 0.0111 49.6577 -0.1335 

0.5 0.5998 0.0109 55.0275 -0.1312 

1.0 0.6483 0.0106 61.1604 -0.1288 

1.5 0.7141 0.0103 69.3301 -0.1304 

2.0 0.7761 0.0105 73.9143 -0.1324 

2.5 0.8364 0.0108 77.4444 -0.1334 

3.0 0.8906 0.0111 80.2342 -0.1332 

3.5 0.9447 0.0115 82.1478 -0.1328 

4.0 0.9954 0.0119 83.6471 -0.1318 

 

The final option was the ―S1223‖ and it yielded the following 

results:  

Figure 14 – CL and CD Plot for S1223 Airfoil Profile 
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Table 5 – CL and CD Values for S1223 Airfoil Profile 

 

S1223 - Re = 200000 

Alfa Cl Cd Cl/Cd Cm 

-0.5 1.0788 0.0178 60.6067 -0.2601 

0.0 1.1645 0.0180 64.6944 -0.2664 

0.5 1.2190 0.0187 65.1872 -0.2658 

1.0 1.2836 0.0194 66.1649 -0.2674 

1.5 1.3426 0.0197 68.1523 -0.2679 

2.0 1.4042 0.0203 69.1724 -0.2689 

2.5 1.4692 0.0210 69.9619 -0.2708 

3.0 1.5276 0.0215 71.0512 -0.2711 

3.5 1.5798 0.0219 72.1370 -0.2700 

4.0 1.6290 0.0226 72.0796 -0.2686 

 

After analyzing all the information gathered, it was decided to do a matrix 

analysis in order to determine which of the different options would yield the best 

performance. In order to determine the best option, a scale from 1 to 5 was created to 

grade each of the airfoils on their respective lift and drag, and easiness of construction.  

On the given scale, 1 was chosen as the least desirable and 5 the most desirable. 

Table 6 – Comparison between Airfoil Profiles 

 E122 E214 S1223 

Cl 1 3 5 

Cd 3 1 5 

Construction 5 4 2 

Overall 9 8 12 
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Thanks to the matrix, it was very easy then to determine the exact airfoil to be 

used.  As it can be seen on Table 6, the ―S1223‖ airfoil is the best option for the desired 

design. 

3.3 Design Alternatives for Wing Shape 

 

Another important characteristic that affects the design of the plane is the Wing 

Shape. Throughout the research done for this project the team found out that there are 

different wing shapes that will end up yielding different advantages and disadvantages. 

The design options are shown in the figure 15. 

 

Figure 15 – Types of Wing Shape 

 

 

As stated before, each shape yields a different characteristic. For instance, the 

rectangular design is good for aileron control and easy to construct. The problem 

presented in this option is that it is not very efficient in terms of stall and drag. Moreover 

the tapered design is a little better in comparison to the rectangular in terms of drag and 

lift but it is harder to construct and less efficient in terms of stall. The final option that is 

available is the elliptical or rounded design which is the best in terms of drag and a little 

better in terms of stall efficiency compared to the other two. 
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After gathering all this information it was decided to make another matrix 

analysis to determine the best wing shape for the desired design taking into consideration 

all the performance characteristics and parameters intended to be obtained.  This time 

again, a scale from 1 to 5 was used to grade each wing shape as it had been done with the 

airfoil. 

Table 7 – Comparison between Wing Shapes 

 

 Tapered Wing Elliptical Wing Rectangular Wing 

Efficiency 4 5 4 

Stall Characteristic 4 5 4 

Construction 4 2 5 

Overal 12 12 13 

 

After performing the analysis, it was determined that the best design for the 

proposed aircraft would be the ―Rectangular Wing Shape‖ since it will give great 

performance and the construction would not be very difficult. 

3.4 Design Alternatives for Number of Wings 

 

The number of wings to be used on the proposed design was another important 

characteristic that needed to be determined.  Throughout the research performed it was 

found out that most of the RC planes use one, two, or three wings depending on what the 

aircraft is going to be used for. These different options are shown in figure 16. 
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Figure 16 – Types of Wing Placement and Number of Wings 

 

 

These three different alternatives yield different characteristics as well. For 

example, the monoplane is the lightest one but unfortunately it will produce the least lift. 

The biplane, on the other hand, will result in better lift capabilities with a little increase in 

weight. The last option which is the triplane will produce the best lift but unfortunately, it 

will make the plane too heavy. 

 

In order to determine the best option it was decided to make another matrix 

analysis with the same scale used for the previous ones performed. 

Table 8 – Comparison between Numbers of Wings 

 

 Monoplane Biplane Triplane 

Lift Capabilities 1 4 5 

Weight 5 4 1 

Construction 5 4 1 

Overall 11 12 7 
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As it can be seen on Table 8, the best option for the proposed design is the 

―Biplane‖ since it offers great lift with minimum extra weight. Also, the construction of 

the wing will not be too difficult so the time saving could be used in other important 

parts. 

3.5 Design Alternatives for Tail 

 

The last important characteristic involved in the overall performance of the plane 

is the tail.  This time again, it was encountered that there are different designs which will 

produce diverse flight conditions.  Figure 17 shows the different alternatives that were 

found. 

 

 

Figure 17 – Types of Tail 

 

 

Taking these options into account and knowing that the tail stabilizer will not 

provide any kind of lift to the plane, another matrix was created to find out the best 

choice of tail for the proposed design.  Also, it was determined that a symmetrical airfoil 

will be required to provide greater stability to the aircraft.  

 

 



 29 

Table 9 – Comparison between Types of Tails 

 

 T-Tail H-Tail Conventional 

Construction 4 4 5 

Surface Area/Drag 4 4 5 

Stability/Control 4 3 5 

Overall 12 11 15 

 

The matrix assisted in determining the best option as being the ―Conventional‖ 

tail design. This type of tail provides the best stability, the best ratio between surface area 

and drag, and the construction will not be difficult. 

3.6 Feasibility Assessment 

 

After analyzing all the possible alternatives, it was concluded that even though 

only one choice would yield the best performance as required by the competition rules, 

all the options are feasible. This can be said because the design along with the 

construction of the plane is possible in all cases and its building cost falls within an 

accessible range.  Also, in order to better visualize all the selections made, it was decided 

to make a feasibility analysis from the alternative designs chosen from the previous 

sections, giving the following result: 
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Table 10 – Final Selection of Airplane Components 

 

Airfoil Design Wing Shape Number of Wings Tail Design 

Deep Camber Thin 

Wing: 

S1223 

Rectangular Biplane Conventional 

 

3.7 Proposed Design 

 

After extensive research and brainstorming, the main configuration and 

components of the aircraft were decided upon, with hopes of delivering the best flying 

performance and most weight carrying capabilities as needed for the competition.   

 

First and foremost, the type of wing was selected.  Being that the real need is a 

stable flight, without any need for speed or aerobatics, the option of having delta wings, 

or low or mid wings was discarded.  Between the remaining options, it was decided that a 

biplane would provide the most lifting capabilities given the double surface area provided 

by the two wings.  These wings in turn, were decided to be straight maximizing again the 

surface area of each, and the wing profile was selected according to its lift capabilities.  

Both the top and bottom wing, are to be connected to each other by means of end plates.  

On the trailing edge of the wings, the ailerons will be placed.  The ailerons will give 

rolling capabilities to the airplane, which results in sharper turns and more 

maneuverability than that provided solely by the rudder.  
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The other design decisions came as a result of the selected wing type, and a 

forward facing single propeller is to be used at the symmetrically rounded nose for best 

air penetration results.  The fuselage is to be squared in nature in order to house the box 

to carry the payload as specified by the competition and also the motor and other 

electronics.  From the fuselage, a conventional tail will extend sufficiently long enough to 

provide balance and stability to the aircraft.  The conventional tail allows for perfect 

housing of the elevators and rudder to provide control to the aircraft, and be able to fly it 

in the desired direction.  With the elevators and rudder, the aircraft will have the capacity 

to ascend and descend, as well as turn on command.  

 

Figure 18 depicts the proposed design of the main frame of the RC airplane that 

will be built.  As it can be seen on the picture, all of the parameters previously explained 

have been incorporated on the design, such as the wing profile (seen on lower wing on 

the right hand side), the two wing configuration that denominates it as a biplane, the 

squared fuselage, rounded nose tip and elongated conventional tail. 

 
Figure 18 – RC Airplane Proposed Design 
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3.7 Discussion 

 

The final design for the prototype of this project is affected by different 

characteristic such as: wing placement, airfoil design, wing shape, and tail design among 

others. It was very challenging to come up with a final design for the prototype since 

each characteristic has many various alternatives to select from and many of them were 

highly plausible for the desired goals of this project.  In order to make the selection 

process a little bit less difficult, matrices were implemented to analyze all the design 

alternatives. This process aided in the selection for the best options to be used on the 

prototype design that will yield the best performance as required by the competition. 



 33 

4. Project Management 

4.1 Overview 

 

Time is a crucial factor in every aspect of ones life, and it is always one of the 

resources that people lack the most in a developed, fast paced society like this one.  

Unlike any other existent resource, time is the only one that cannot be replenished. For 

this reason it is very important to know and plan ahead how each of the team members 

will be going to invest their individual time since each one of them will be working on a 

seemingly endless To-Do-List during this semester.  Knowing that on top of the already 

immense work load created by the Senior Design project and all the pressure that comes 

with it, having to juggle between the other classes and sometimes even work could be a 

challenging situation.  However, the only effective way to tackle this obstacle is by 

effectively organizing all the tasks that have to be done and dividing them not only 

amongst each other but also among the total time disposed of.  This is very important 

since when dividing all the different tasks to be done in the specified time line, each and 

every potential deviation has tried to be factored into the equation as well.  This was done 

as a preventive measure, allocating in advance some room for error without any real 

repercussions on the final outcome.  Although room for deviation from the suggested 

timeline exists within its boundaries, it is very important to adhere as much as possible to 

the set schedule, as no one can predict where and when problems will be encountered, 

and finding obstacles when already out of time is not a situation that the team could 

afford to be in.   The following sections will describe the divisions of responsibilities 

among each other, as well as the allocated time set for each task considering the specific 

level of difficulty of each, to allow enough time for each to be performed. 
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4.2 Breakdown of Work into Specific Tasks 

 

There are many different variables that involve designing and creating an RC 

airplane, and as such there are many tasks that need to be performed in order to make the 

outcome of the designed concept a successful reality.  As in any other project, and in 

order to be well informed about the matter under discussion, it is very important to begin 

with deep and thorough research.  This in turn gives the ability to pave a path in a given 

direction, assessing the knowledge available, what needs to be done, and offering some 

ideas as how to do it.  This is crucially important in this situation as none of the team 

members had any prior experience to this project on the art of RC airplane flying, which 

as expected goes far beyond what can be observed by the naked eye.   

 

With a better understanding of the world of hobby and sports RC airplane flying, 

it was also necessary to develop this concept even more and extend the research into 

future applications of this technology, what is being done in different areas of the 

industry if any, implications or repercussions that it could have, and any other related and 

/ or significant information that could further more enhance the quality and foundations 

of this project.  For this, a literary analysis was performed and to a great surprise, it was 

found out that the concept behind RC airplane flying is being used to a great extent in 

military and research applications.  

 

For the aerodynamic analysis of the proposed conceptual designed, a mentor was 

consulted and he provided the necessary groundwork as to the parameters of drag and 

thrust, lift and gravity and the things that affect all of these factors and the controls that 
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are used to direct the necessary changes to overcome variations in each.  A very special 

value added to the team, is the fact that one of the team member’s minor topic of study is 

Aero Space engineering and as such making him more familiar with many of the terms 

and equations used to represent each of these physical phenomenon, knowledge that has 

benefited all.  It was based on all the calculations performed in this analysis that better 

approximations for the final dimensions of the proposed model were obtained.   

 

Having some dimensions to work by according to the given restrictions set forth 

by the competition, the intended aspirations for performance of the aircraft and the 

aerodynamic analysis performed, it was time to start working on a conceptual design 

which included further detailed research into specific areas of interest, analysis of pros 

and cons of different options and possible alternatives to try and capture the best and 

most appropriate fit of each to make the ideal conceptual design.  This is how the idea to 

create a biplane evolved.  Now knowing the desired goals, the team had to learn and 

research also on the different controlling devices available, and ways to integrate it to the 

system where they would be used and applied.   

 

A determining factor of the final constructed product is the material selection, as 

this could have drastic effects on drag and lift.  Also, as specified by the competition 

there are some materials that can not be used further limiting the materials available.  At 

this point it was necessary to consider many characteristics about the different materials 

considered, such as strength, weight, workability and price and find the point in the curve 

where the relationship between all of these factors balance out and compare them to other 
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materials.  Based on this selection criteria it was determined that wood proved to be the 

strongest and lightest, easier to mold and cheapest material that could be used.   

 

After that it was time to adapt the conceptual design previously conceived and 

making it inherit all the changes decided upon further examination.  It was then that the 

final design was established and created with the aid of SolidWorks.   

 

The next steps taken in the programmed flow of work were to test the final 

created design, and look for room for improvement by determining failure or weak areas 

and implementing changes to the design that could solidify it for reliability and 

performance.  With this enhanced model finished, construction awaited.  

 

4.3 Organization of Work and Timeline 

 

Based on the previously explained tasks that the group had to fit within the time 

restrained by the end of the spring semester, the timeline below represents the schedule to 

which the group adhered to in order to accomplish all the necessary tasks on a timely 

fashion.  
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Figure 19 – Project Timeline 

 

 

The importance of the timeline was to have a visual idea of all the tasks that had 

to be completed in the desired amount of time.  It was crucial for the team to be as 

consistent as possible with this timeline as any time lost would not be able to be 

recovered.  This could have put additional pressure in the remaining events since the final 

date for completion was always a fixed date. 

 

4.4 Breakdown of Responsibilities among Team Members 

 

The table below represents how the tasks were shared and divided among the 

group.  Each task has its leader and other team members will work as assistants for the 

job required.  This in order to facilitate and improve the quality of each task performed as 

well as to shorten the amount of time required for each. 
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Table 11 – Breakdown of Responsibilities among Team Members 

 

Task Leader Assistants 

Research Alan Abad Jose D. Garzon, Oscar Villatoro, Hernando Buendia 

Literature Hernando Buendia Oscar Villatoro, Alan Abad, Jose D. Garzon 

Aerodynamics Jose D. Garzon Hernando Buendia, Oscar Villatoro, Alan Abad 

Structural Design Oscar Villatoro Jose D. Garzon, Alan Abad, Hernando Buendia 

Control Systems Alan Abad Oscar Villatoro, Hernando Buendia, Jose D. Garzon 

Preliminary Design Jose D. Garzon Alan Abad, Oscar Villatoro, Hernando Buendia 

Material Selection Oscar Villatoro Hernando Buendia, Jose David Garzon, Alan Abad 

Design Selection Jose D. Garzon Alan Abad, Oscar Villatoro, Hernando Buendia 

Design Analysis and Testing Alan Abad Jose D. Garzon, Oscar Villatoro, Hernando Buendia 

Construction Hernando Buendia Oscar Villatoro, Alan Abad, Jose D. Garzon 
 

Table 11 represents the division of responsibilities among the team members of 

the main duties but another further subdivision with more specific tasks as to which parts 

each is going to design and test and so on, is explained below: 

Alan Abad 

• Design of fuselage 

• Stress analysis of fuselage 

• Construction of prototype 

• Report and presentation development 

  

Hernando Buendia  

• Design of payload assembly  

• Stress analysis of payload assembly 

• Construction of prototype 

• Report and presentation development  

 

Jose D. Garzon  

• Design of wings 

• Flow analysis of wings 

• Construction of prototype 

• Report and presentation development 

 

Oscar Villatoro  

• Study and selection of materials 

• Stress analysis of wings 



 39 

• Construction of prototype 

• Report and presentation development 

 

 

Table 12 – Total Hours Worked by all Team Members on the Senior Design Project 

DESIGN JOSE 
GARSON 

HERNANDO 
BUENDIA 

OSCAR 
VILLATORO 

ALAN 
ABAD 

RESEARCH 30 28 28 30 

MATERIAL 
SELECTION 

10 12 10 11 

SOLIDWORKS 35 25 26 31 

TOTAL 75 65 64 72 

 

MANUFACTURING JOSE 
GARSON 

HERNANDO 
BUENDIA 

OSCAR 
VILLATORO 

ALAN 
ABAD 

WINGS 40 43 39 30 

FUSELAGE 22 24 30 40 

LANDING GEARS 18 15 38 17 

CONTRO SYSTEMS 29 33 27 22 

TOTAL 109 115 134 109 

 

TESTING JOSE 
GARSON 

HERNANDO 
BUENDIA 

OSCAR 
VILLATORO 

ALAN 
ABAD 

CONTRO SYSTEMS 33 35 27 30 

ENGINE 26 25 22 29 

GROUND TEST 10 10 10 10 

FLIGHT TEST 8 8 8 8 

TOTAL 77 78 67 77 

 

TOTAL NUMBER OF 
HOURS 

JOSE 
GARSON 

HERNANDO 
BUENDIA 

OSCAR 
VILLATORO 

ALAN 
ABAD 

SPEN BY EACH TEAM 
MEMBER 

261 258 265 258 

TOTAL OF THE TEAM 1042 

 

 

4.5 Discussion 

 

In today’s busy society, with the rapidly growing speed of communications, the 

need for immediate answers and results and deadlines to be met, the correct use of time is 
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a skill that could easily determine the success of a project, of an individual as an 

employee or of an entire corporation.  That is why so much importance has been given to 

the project management section.  This section gave the team the ability to look into the 

future, trying to anticipate not only all the required tasks to be performed with an 

allocated estimated time for each, based on its expected level of complexity, but it also 

accounted for  any time lost due to unexpected obstacles and unwanted deviation from 

the suggested timeline.    In this way and by having adhered as much as possible to the 

schedule it was guaranteed that given the logical process flow of the tasks that were 

performed, it was anticipated that the completion of the project would fall prior to the 

established deadline. 
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5. Engineering Design and Analysis 

5.1 Kinematic Analysis and Animation 

 

The kinematic analysis of an airplane can be very helpful in order to find out 

important characteristics of performance such as the take off velocity for maximum 

weight or design weight, and the take off distance for any other weight and velocity. 

 

Since the engine of the airplane is given, using the specifications for this engine, 

O.S. 61FX, and the propeller used, the thrust force can be calculated.  Knowing this force 

and the design weight of 30 lbs, the acceleration that the airplane would have can be 

found.  With this acceleration and the maximum allowable take off distance of 200 ft, 

kinematic equations can be used to find out the take off velocity for the design weight. 

 

It was found that the thrust produced by the engine and propeller was of 8 lb, so 

using Newton’s second law and a kinematic equation, the take off velocity was found. 

 →  

Where FT is the thrust force generated by the engine. It is also important to note 

that V0 in the next equation is equal to zero since the airplane starts from rest. 

 →  

Combining both equations the take off velocity can be solved for. 
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Where,  FT = 8 lb 

∆x = 200 ft 

m = 0.9317 lbm 

It was found that the take off velocity is 58 ft/s or 40 mph. 

 

This velocity is very important for the rest of the design because is one of the 

parameters that will be used in order to find lifting area, which can give an idea of how 

the dimensions of the airplane will be set.  This calculation was done using the equation 

for lift force shown next. 

 

 Where,  L (Lift) = 30 lb 

   gc = 32.2 ft/s
2
 

   ρ = 0.0735 lbm/ft
3
 

   V = 58 ft/s 

However, in order to find the coefficient of lift, other considerations needed to be 

taken.  Since the coefficient of lift is dependent upon the airfoil profile, angle of attack, 

and Reynolds number, each of them had to be determined first.  The airfoil profile was 

decided to be the S-1223, which was found to have high lift.  For the angle of attack it 

was determined to be zero since for this calculation it is assumed that the airplane is still 

on the ground, meaning no inclination or pitch.  The Reynolds number used for this type 

of conditions is of the order of .  With these parameters, the coefficient of lift was 

found to be 1.1645. 
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Having all the terms in the equation for area, it was found that the total lifting area 

was of 965.47 in
2
.  Knowing this area, an initial sense of the size of the airplane was 

obtained.  It is important to note that the area found was assumed to be the total area of 

the wings alone, without the fuselage or tail, since it was found using the equation for lift, 

and the most important contribution to the lift of the airplane is given by its wings.  With 

this in mind, and knowing that the designed airplane is a biplane with both top and 

bottom wings exactly the same size, the area found in the above calculation was divided 

into 4.  This was done in order to find out how big each section of the wing was going to 

be, and it was found to be 241.37 in
2
. 

 

From there, it was a matter of deciding how much the chord length of the airfoil 

will measure in order to find the length for each section of the wing and so the wingspan 

of the airplane.  The objective here was to obtain a well distributed airplane; the position 

and dimensions for many components of the airplane depend on the dimension of the 

wing itself, so the decision of the chord length will determine that.  It was found that with 

a chord length of 10 in, the airplane will be well distributed and the restrictions for the 

dimensions of the airplane will be met. 

 

With this 10 in chord length airfoil, the length of each wing was found to be about 

25 in. In order to find the wingspan of the airplane, the length of each section of the wing 

needs to be doubled and the width of the fuselage needs to be added.  The fuselage width 

was determined by taking into account the required dimensions for the payload bay 

which needed to have a width of 5 in, so the width of the fuselage was decided to be 6.5 
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in, making the wingspan of the airplane to be 56 in.  At the end of this analysis the take 

off velocity, total lifting area, and wingspan of the airplane were found.   

5.2 Structural Design 

 

There are many components that need to be considered when designing an RC 

airplane.  These components can be divided into four main parts: the wings, the fuselage, 

the tail, and the landing gear.  Careful attention has been taken when designing the 

structure of each of these important components, so the airplane is able to sustain all the 

loads pertaining to heavy lifting flights, and impact flight stages such as landing.  In this 

section each of these components is further explained. 

 Wings 

The wings are one of the most important components of the airplane, since they 

are the ones that provide the lift to the airplane, and so they sustain all the weight of the 

aircraft.  For this reason they need to have a very strong and rigid structural design that 

allows the transmission of the forces that the wings carry all the way down to the 

fuselage.  But all of this has to be made with an important limitation in mind; the wings 

must be as light as possible without compromising their structural integrity. 

 

Probably the strongest and most reliable and rigid wing structure will be if the 

entire wing was made of one solid piece of wood; however, this would drastically 

increment the airplane’s weight, and would probably not be the easiest to build since a 

very long piece of wood would have to be shaped in the form of the airfoil.  For these 

reasons, it was concluded that the structure of the wings should consists of ribs 

throughout the wingspan, and should be connected to one another through horizontal 
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beams located at different locations of the airfoil.  This way not only the weight would be 

reduced, but also in addition to that the ribs would be easier to build since they would 

only have a fraction of an inch thickness, and the beams, which are long, would be of 

simpler shapes such as circles and the extremes of the airfoil.  In figure 20 a preliminary 

rib with the shape of the chosen airfoil is shown. 

 

Figure 20 – Preliminary Wing Rib of S1223 Airfoil 

 

 

 Next, the final rib with holes for the beams to go through is shown. 

 

Figure 21 – Final Wing Rib Shape 
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 Throughout the entire wing span of 56 inches, there are a total of 23 ribs spaced at 

intervals of 2.5 inches from each other.  They are connected to each other by means of 

four beams going through all of them.  The front and back beams have the shape of the 

leading and trailing edge of the airfoil respectively, and they have cavities throughout 

their entire length in order for the ribs to be attached easier, also the back beam has the 

spaces for the ailerons.  The two middle beams are regular cylindrical beams.   This beam 

configuration is shown in the following figure. 

 

Figure 22 – Beam Configuration at the Wing 

 

 Since the design of the airplane has a twin wing, the method in which the two 

wings are attached to each other is of great importance.  Two possibilities were 

considered, the first one to have a system of trusses along the wingspan connecting the 

two wings, or the second method which is two have two endplates at both ends of the 

airplane.  The second one proved to be better not only because it serves the purpose of 

giving the airplane its rigidity along both wings but also because it is more feasible to 

manufacture.  The end plate designed for the airplane is shown next. 
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Figure 23 – End Plate of Wings 

 

 

 Finally, the entire assembly of the two wings looks as follows. 

 

 
Figure 24 – Final Assembly of Wings 

 

 Tail 

The construction of the Tail began first by deciding what kind of design was 

going to be used. After choosing the best option for the prototype by doing the analysis 

made in the design alternative section, it was decided that the best option was to use a 

―conventional‖ tail since it was going to provide the best performance. The design was 
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made thinking that the horizontal stabilizer was going to produce zero drag and control of 

the up and down movement of the plane by making a horizontal aileron throughout the 

whole stabilizer. Also, the vertical stabilizer played an important role in the design since 

it is going to help maintain a stable flight. Moreover, it will also control the yaw of the 

plane by installing a vertical flap. 

 

After determining the basics characteristics of the Tail, it was then time to look 

for possible alternatives for the airfoil that was to be used in this section. The research on 

this matter yielded that the airfoil ―NACA0012‖ was the best choice since according to 

aerodynamic analysis they would provide a great grade of stability throughout the flight 

and the turning of the plane. 

 

After the selection of the airfoil came the design process of the horizontal 

stabilizer.  First, the cord length of the wing was calculated to be 6 inches. Then, it was 

decided to make the construction of the Tail similar to the wings with ribs and spars in 

the front and middle to give better rigidity to the stabilizer. The ribs were designed to be 

of .25 inches and made of balsa wood since the objective was to make them as light as 

possible. The original design of the rib can be seen in figure 25. 
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Figure 25 – Preliminary Tail Rib of NACA 0012 Airfoil 

 

 

Since the ribs needed to be connected to one another, we modified the design by 

creating a hole in the middle and cutting the edges. The final rib design is shown in figure 

26. 

 

Figure 26 – Final Tail Rib Shape 

 

 

This design allowed for an easy connection of the ribs with the beams and on top 

of that they made the whole assembly very rigid. 
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Figure 27 – Front Beam of Tail 

 

 

 

The beam shown in figure 27 was specifically designed to connect the ribs at the 

front. Also, a beam was design to connect the beams through the middle and another one 

to connect the ends and the horizontal flap. 

 

 

Figure 28 – Middle Beam of Tail 
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Figure 29 – Back Beam of Tail 

 

 

 

Figure 30 – Elevator 

 

After attaching all the components, the horizontal stabilizer was created as 

depicted in figure 31.  
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Figure 31 – Lower Part of Tail 

 

The vertical stabilizer was designed by creating a structure of 6 beams to make it 

light weight which was a very important factor for the proposed design since all the 

weight that could be saved; could be then used as payload. This structure which was 

design mainly of pine wood was then connected to the vertical flap yielding the final 

result that can be observed in figure 32.  

 

 

Figure 32 – Vertical Stabilizer 
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After all the components were designed the final assembly was created in order to 

finish the final Tail design. The result of the final design can be seen in figure 33. 

 

 

Figure 33 – Final Assembly of Tail 

 

 

 Landing Gear 

 

The landing gear has been designed considering the weight, the longitude, and the 

width of the entire aircraft. Once knowing all these parameters the dimension of the main 

base for the landing gear was determined.  Defining as main base the upper part of the 

landing gear that will be attached to the fuselage and support most of the airplane. The 

longitude for the main base was obtained calculating the distance between the front wing 

and the end of the second wing. Having that longitude the width of the main base was 

calculated, which was simpler because a landing gear to support the entire fuselage was 

what was needed; therefore, the fuselage and the main base of the landing gear have the 

same width of 6 inches.  After having the dimension of the main base, the next step to 

take was to determine the distance between the two tires that would support the main 

base.  The distance between tires was calculated taking into consideration the wingspan 
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of 56 inches.  It was determined that the landing gear width or distance between tires 

needed to be at least ¼ of the wingspan to maintain the aircraft stability when the aircraft 

is at the ground. The final width of the gear including tires came to be 15 inches, 

providing enough distance to have a stable aircraft while taxing. After finding the width 

then the height of the landing gear had to be calculated.  The height was a key parameter 

in the design of the landing gear because without the correct height the aircraft would not 

have sufficient clearance from the ground for the takeoff and landing.  Taking into 

account the need of clearance it was calculated that with a clearance of 10 inches the 

aircraft would be more than safe when taking off and landing.  The landing gear assembly 

is shown in figure 34. 

 

Figure 34 – Assembly of Landing Gear 
 

5.3 Force Analysis 

 

 Force analysis on an airplane is of great importance since in order to have a stable 

flight, all the loads acting on it must be balanced to its center of gravity, which should 

always be located between both wings when referring to a biplane.  With the biplane 

configuration that it was selected, fifty percent positive stagger, the distance between the 
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leading edge of the top wing and the trailing edge of the bottom wing was of fifteen 

inches, so the location of the center of gravity should be within this region.  However; 

through research, and later on proved by software simulations, it was found that the top 

wing carried the most weight for a positive stagger configuration, meaning that the center 

of gravity should preferably be shifted towards the top wing in order to counteract this 

effect.  With this in mind, a desired location for the center of gravity was selected. 

 

 This center of gravity does not take into account the weight of the payload that 

eventually will come into the airplane.  For this reason, its location should be close to the 

center of the payload bay in order for it not to shift while more weight is added to the 

airplane.  Even though this is a crucial part of our design, it can be further modified after 

the final construction of the airplane by effectively arranging the added weight in the 

payload bay. 

 

In figure 35 the lateral view of the airplane is shown with the location of the 

desired center of gravity, as well as the loads exerted on the airplane by the weight of its 

different components. The weight of each of these components was measured using a low 

weight scale and its values are presented in table 13.  The objective of this analysis was to 

determine the distance between the center of gravity and the tail.  In this calculation the 

weight of the connecting rods are assumed to be concentrated at the center of its length, 

which is also initially assumed since it is what is being calculated. 
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Figure 35 – Desired Center of Gravity for the Proposed Prototype 

 

 
Table 13 – Mass and Moment Distributions on Proposed Prototype 

Part Weight (lb) Distance to C.G. 

(in) 

Engine (A) 1.5 - 13.5 

Front Landing Gear 

(B) 

0.4 - 11.2 

Fuel Tank (C) 0.7 - 8 

Electronics (D) 1 - 6 

Rear Landing Gear (E) 0.8 5.5 

Tail Connector Rods 

(F) 

0.5 20 

Tail (G) 0.5 X 

 

Having the weight of each of the elements and its respective distance to the 

desired center of gravity, a balance of moments about the center of gravity was done in 

order to find the distance from the center of gravity to the tail.  The following equation 

shows this procedure. 
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 Knowing this distance, it can be checked that the first assumed distance of the 

center of the connecting rods (20 in) are very close to the actual value (43.86/2 = 21.93 

in). However another trial was performed. 

 

 

 

 

 

 Using this distance for the tail location would give the plane a good stability 

overall, with some alterations depending on the payload as mentioned before.  It is 

important to note that these calculations are only for the balance of the airplane on its 

longitudinal direction, even though the balance along its width is of equal importance.  

The balance along this direction however, was assumed to be good based on the 

symmetry of the airplane 

5.4 Flow Analysis 

 

Flow analysis was needed in order to find the best stagger configuration of the 

wings.  The stagger of the wings refers to the configuration of the wings with respect to 
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each other.  There is positive stagger and negative stagger, positive is when the top wing 

is place forward than the bottom wing, and negative is the opposite, the top wing is 

shifted back with respect to the bottom wing.  The distance of the stagger is expressed as 

a percentage of the chord length. 

 

First, simulations for positive and negative stagger were done using Cosmos 

Floworks.  To test the effect of the position of the wing, 50 percent positive and negative 

stagger was simulated.  The results are shown next. 

 

 
Figure 36 – Pressure Distribution of 50% Positive Staggered Wings 
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Figure 37 – Pressure Distribution of 50 % Negative Staggered Wings 

 

 

 From these two figures, it is clear that lift is generated on both set of wings since 

the pressure on the top of the wing is lower than the pressure below, generating a lifting 

force.  It is also clear that for the positive stagger arrangement, the top wing is the one 

generating the most lift, and for the negative stagger, is the lower wing generating the 

most lift.  However, the pressure difference between the top and bottom surface of the 

wing is bigger for the positive stagger arrangement, confirming what it was found 

through research that positive stagger was better for lift. 

 

 Knowing that the positive stagger arrangement was going to be used, it was 

thought that other simulation of a different percentage of positive stagger was necessary 

in order to determine how shifted the wings must be with respect to each other.  For this 

simulation, a 25 % positive stagger arrangement was used.  The results are shown next. 
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Figure 38 – Pressure Distribution of 25% Positive Staggered Wings 

 

 

 Comparing figure 36 and 38, it could be concluded that the best way to arrange 

the wings was with a 50 % positive stagger, since is the one that generates the greatest 

pressure on the bottom of the top wing, creating more lift, and has a very close pressure 

distribution on the lower wing, making it the best overall.  Shown next, are figures 

showing isobaric lines along the twin wing, as well as velocity vectors. 
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Figure 39 – Isobaric Lines Distribution of 50% Positive Staggered Wings 

  

 
Figure 40 – Velocity Vectors of 50% Positive Staggered Wings 
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5.5 Cost Analysis 

 

The following table is a tentative cost of the full spectrum of the project.  For this 

analysis many things had to be taken into consideration such as the fact that the 

competition has an expensive registration fee, that in order to fly RC airplanes a license 

that provides insurance against liability from any accidents that could occur from a non-

expected nose dive is required, the cost of going to the actual site of the competition and 

all other related costs necessary to make this project a reality.   

 

 
Table 14 – Cost Analysis for the Full Spectrum of the Project 

 

 

 

On the other hand, Table 15 focuses only on the cost related to building the 

prototype of the RC airplane.  Everything from the basic building materials such as the 

balsa wood to the covering film has been taken into account.  Also all the mechanical and 

electrical components like the motor and controller have been included.  In some cases, 

such as in the motor, its quantity has been calculated twice in the cost analysis due to the 

fact that it is the idea to build one back up prototype in case the first few experimental 
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flights do not go exactly as expected.  Another reason why it is necessary to think about 

either a backup prototype or simply about a second one, is because prior to the building 

stage all the concepts and theories would have only been tested analytically but not 

experimentally.  Although the idea is to have the analytical results be as close as possible 

to the experimental, in the real world things often deviate from ideal calculations, and 

based on those results, modifications should have to be implemented in order to 

maximize the performance of the RC aircraft.  All those unexpected changes and 

alterations induce additional costs that have to be accounted for in our cost analysis. 

 
Table 15 – Cost Analysis of Prototype Aircraft 

 

5.5 Discussion 

 Based on the analysis performed in this section, many conclusions about the 

design can be taken into consideration for further development of the prototype. Thanks 

to these studies our team could realize that the selection of the components were correct 

in terms of the performance desire to produce. For instance, having chose bigger 

materials for the design of the wings and the fuselage, help to make the plane more 
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resistance to stresses and loads, and the weight factor on the design with the current 

selections would not affect much on the performance of the plane. 

 

 Also, other important selections that were based in pure research such as the 

stagger of the two wings were corroborated with the simulation analysis performed and 

later include in this part of the report. For our team, this was a very important factor in 

our design since the wrong placement of the wings for the prototype could have been 

resulted in a catastrophe or totaled of the plane. 

 Moreover, thanks to the study performed on the landing gears and assuming the 

conditions stated in such analysis, the design group could found out that the mechanism 

were going to be able to withstand the loads excreted on them by the plane and the 

payload. Even though the result gathered from the analysis could not compute a real life 

situation since nature is constantly changing, the information recorded from this and 

other studies help to the selection of the material and parts needed.  

 

 At the end of the section the study made for the cost analysis was a great guide to 

determine an estimate of how much the whole process of machining and creating the 

actual part could cost. Up to this point, the cost stated in the analysis reflects only the 

necessary amount of materials to produce one prototype without any considerations in 

terms of spare parts or extra material required to make any sort of fixing on the plane. 
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6. Prototype Construction 

6.1 Description of Prototype 

 

 The final prototype for the aircraft was the result of careful decisions made based 

on extensive research and experimentation.  All these decision were taken with the intent 

to maximize performance, reliability, efficiency and easiness of construction as it was 

required by the rules set forth by the competition.  All without ever ignoring that there 

was a budget that limited the team’s spending power, as well as there was a time 

constraint that overruled many of other decision factors as the main goal was to conclude 

with all the set goals in the allotted amount of time.   

 

 Although the final prototype deviates slightly from the original proposed design, 

the main features and characteristics that were initially intended remained untouched.  

Most of the adaptations that had to be made, especially during the construction stage, 

were a result of the divergence from the computer models to the realistic range of 

products, in shapes and sizes, which could be bought or made.  For example, it is very 

easy in Solidworks, the software that was mostly used for the modeling and testing of the 

prototype, to create a beam of any desired diameter and length.  In reality, it was found 

impossible to find the desired combination of dimensions commercially available, as the 

beams needed were very thin and long, and when the correct diameter was found, the 

beam was very short, and when the correct length was found, its diameter was too large.  

Along the same lines, the machines available for the construction of the prototype had an 

operating range far to small compared to that needed, and as so, the machining of those 
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beams as one whole piece had to be discarded as a viable option and alternatives had to 

be thought of and implemented.  

 

 As it was previously stated, the final prototype includes all of the main features 

that were originally intended for the proposed design.  The plane then includes the twin 

wing or biplane design that was decided upon from the beginning in order to maximize 

its weight lifting capabilities by doubling its surface area.  The wings in turn where 

composed of the semi-symmetrical deep cambered airfoil selected, the S1223, for its high 

lifting capabilities and good response at low speeds.  The squared fuselage remained 

untouched as well, as the main purpose for the plane was to be able to carry a rectangular 

box used as payload, which dimensions were 5‖ x 5‖ x 10‖, and to house the motor and 

electronics as well.  The conventional tail also remained as originally planned, and 

although its dimensions had to be enlarged once it was found out that its surface area had 

been calculated using the surface area of only one of the main wings, and not both, its 

concept remained the same.  The landing gear was also designed correctly from the 

beginning and its main structure and dimensions stayed put for the final prototype.  The 

motor, as it had been discussed previously in section 2.2, was mandated by the design 

competition rules, and as such, the O.S. .61FX motor was the one used.   

 

 The main changes and adaptations that were made to the final prototype came at 

the time of assembling each of the different components into one structure as a whole.  

Ways of attaching one component to the other, firmly and securely, had to be created and 

adapted into the configuration trying to diminish to the maximum the negative effects 
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that they could have on the overall performance of the plane.  For example, an attachment 

was needed to bring the wings together with the fuselage.  This attachment had to be very 

strong and light weight as it would be from there that the wings would be lifting up the 

entire fuselage and as such, the rest of the structure of the plane but not for that did 

excessive additional weight wanted to be introduced into the equation.  This attachment 

at the same time had to hold the wings firmly and at the correct angle at all times, 

preventing any shifting along any of its axis and of top of that, it could not be so big and 

disruptive that it would take to much of the wing’s surface area, or that it would ruin its 

airfoil.  Many adaptations as such had to be created and implemented for both the main 

wings, the tail stabilizer and the landing gear as well. 

 

 The final prototype deign was made as simple as it could be made, as long as it 

complied with all the performance requirements desired to be obtained, and as long as it 

obeyed all of the rules and restrictions set forth by the competition design rules.  The 

final prototype design for the RC airplane is illustrated in figure 41. 

 
Figure 41 – Final Prototype Design for the RC Airplane 
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6.2 Prototype Design 

 

 The final design of the prototype was made in order to maximize the desired 

performance of the RC plane, while keeping it as simple as possible to aid in the easiness 

of construction and abiding the whole time by the rules and regulations of the SAE Aero 

Design East competition.   

 

 Many factors as time and cost played an important role in the decision making 

process, and help steer some decisions one way or another.  The final prototype will be 

explained in detail in this section.   

 

 Beginning with the materials selection, it was decided that most of the structure 

would me made out of wood.  Balsa wood was decided to be the most prevalent 

component as it is very easy to work with and it provides the perfect desired rigidity 

while keeping the weight to the bare minimum, since its probably one of the lightest 

woods, if not the lightest, found available in industry.  Balsa wood was to be used on all 

ribs for the wings and stabilizer, on all attachments, and on some of the fuselage’s 

structural walls.  Balsa wood is very expensive but it was a necessary expense to be able 

to keep the overall weight of the plane to the minimum.  Bass wood was the selected 

wood to be used in all of the structural beams of the fuselage and the tail’s vertical 

component, as well as on the main beams of the wing, this because those were the parts 

that required the most rigidity since they compose the backbone of the plane’s structure.  

The wood selected to cover the mainframe of the fuselage was a thin sheet of plywood 

since it is light weight and rigid as well, and it can be found on large sheets as opposed to 
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the balsa wood that is only available in strips of no more than 6 inches in width, with 

various thicknesses and a length of up to 36 inches, limiting its use to this section of the 

plane since larger sizes were needed.   

 

 Other components such as the landing gear were made of aluminum, since this 

part was known to undergo increased amounts of pressure and stress, at times were 

performance is of critical importance, such as when landing, and safety at this point could 

not be overlooked by a desire to minimize costs.  The motor is another one of the 

components made out of an aluminum cast block, but as a given parameter for the 

competition, this can not be selected or modified.   

 

 The support beams that attach the fuselage with the tail stabilizer are made out of 

plastic.  These beams were actually part of driveway signaling lights that were sold at 

HomeDepot, which were cut and adapted to serve the desired purpose.  These beams 

were the only ones that after extensive looking and research fitted the needed 

requirements of strength, flexibility and light weight.  Prior to selecting those signaling 

lights as the support beams, tests had been conducted with ¼ inch aluminum hollow rods, 

which proved to be very fragile to handle the weight requirements needed.  After that 

brass hollow rods with the same dimensions were tested as well, but although harder than 

the aluminum ones, they still were too fragile for the desired purpose.  Going to the other 

extreme, tests were also conducted afterwards with threaded iron rods but although hard 

enough, indeed maybe too much, their excessive weight caused the airplane to sink 

immediately on its tail.  
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 Metal screws and nails were also used in aiding in the attachment of the various 

different components to the structure of the airplane as a whole.  These metal screws and 

nails though, were mostly very small in size, trying to minimize again the weight effects 

that they could signify to the airplane model as a whole.  In cases were bigger screws and 

nuts were needed, such as to hold steady the attachments for the wings and landing gear 

to the fuselage, plastic ones were used instead of metal, reducing like this the weight by 5 

times.   

 

 As for the controlling mechanisms, such as the servos, they were mostly made out 

of plastic as well, although in some instances the push rods and mechanisms used to 

transmit the desired motion applied by the servo were made of both, plastic and metal 

rods.  The same in this case applies to the gas tank, which is mostly made out of plastic 

but having some of the external an internal hose connections made out of brass and 

stainless steel, in the case of the internal ones to avoid corrosion.  The wings are covered 

in monokote, which is a plastic paper that stretches and hardens when heat is applied 

directly to it.  This wrapping paper gives the illusion of having a wing made out of one 

whole, solid structural piece.  The propeller is also included in the list of materials made 

out of plastic, and the wheels are made out of rubber.   

 

 As it had previously been mentioned, every part was made and designed to fulfill 

a specific and desired function.  Starting with the wing, it was designed to be as light 

weight as possible while still being rigidly sound, since it was from there that the rest of 

the structure of the plane will be lifted from the ground.  That’s why the implementation 
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of ribs was used to cut-down dramatically in the overall weight of the wing, and therefore 

the plane, and to be able to manufacture the air profile through out the whole extension of 

the wing.  It also houses the ailerons, which will provide maneuverability to the plane 

when in flight.  The fuselage was built with the smallest dimensions possible, in a way 

that it would fit the payload bay designated by the competition, and to house the motor 

and electronic components as needed.  The landing gear was made to fit exactly on the 

bottom part of the fuselage, and not only strong enough to be able to lift the airplane but 

also to be able to resist any forced landings that may come unexpectedly.  The tail was 

designed in order to provide leverage and stability to the plane, and also to house the 

control surfaces such as the rudder and the elevator.  

 

 Although the overall design of the prototype might look robust and too squared is 

because the design was kept simple but efficient, and everything built into this RC 

airplane has a reason for being and a duty to perform.  A lot of detail was put into the 

integration of all the components to ensure their correct and timely performance.  This 

was made in order to guarantee the overall success of the project.    

 

6.3 Parts List 

 

 In this section each one of the parts incorporated into the construction of the final 

prototype will be listed and explained thoroughly.  Once they have been explained they 

could be easily identified in the following section of ―Construction‖.   
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 Figure 42 illustrates the final rib design that made it into the implementation of 

the airplane.  These ribs are made out of balsa wood, and they have an almost complete 

airfoil profile, since the back part was left out on purpose, to accommodate space for the 

ailerons.  They also have two holes in the middle that were made to guide the supporting 

beams through them.  The supporting beams of the wing, shown in the upper part of 

figure 38, are made out of bass wood, and have diameters of .75 in and .625 in 

respectively when placed from the middle of the airfoil profile out.  These beams are 56 

inches in length.   

 

 

Figure 42 – Final Rib Design for the Main Wings  

 

 To be complete the wing needed to have the remaining part of the airfoil profile 

incorporated, as well as the control surfaces if applicable, since only one of the two main 

wings had ailerons.  In order to provide consistency throughout the leading edge of the 

wing, a very thin strip of wood was placed along the border.  The final design of the 

backbone of the upper wing is illustrated on figure 43.   

 



 73 

 

Figure 43 – Final Design of the Back Bone of Upper Wing 

 

 This backbone structure was later on covered with monokote, a plastic wrapping 

paper that reacts when heat is applied to it and it shrinks and hardens in order to make it 

seal tighter to the surface which it’s being applied on.  With these cover the wing appears 

as if it would have been constructed from a single solid piece and the monokote is so 

rigid, that it provides perfect deflection of the air, making it ideal to wrap around the 

airfoil profile conserving its shape.  In figure 44, the upper wing is shown as apparently 

one solid piece in red, with its ailerons built in on its trailing edge in black.  The two 

main wings have a wingspan of 56 in and their chord, or distance from the leading edge 

to the trailing edge, is 10 in.   

 

 

Figure 44 – Final Version of Upper Wing  
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 The fuselage was designed to house a rectangular block of 5‖ x 5‖ x 10‖ used as 

payload.  The back part of the fuselage, showed covered in figure 45, was designed to 

have such rectangular block fit inside it to perfection, with no extra room added as wasted 

space.  Its front made with an aerodynamic design, was made to house the motor 

specified by the rules of the competition, the gas tank, the battery shown in fluorescent 

green, the receiver and 6 servos used to power the control surfaces of the airplane, such 

as rudder, elevator, front wheel and 2 for the ailerons, as well as the one to control the 

thrust of the motor.  This can be clearly seen on figure 41 as well.  On that same figure 

the O.S. .61 FX motor with its exhaust and exhaust extension pipe, the 12‖ diameter 

propeller and the red nose, or spinner, can be seen.   

 
Figure 45 – Fuselage of the RC Airplane 

 

 

The dimension of the inside of the payload bay can be seen on figure 46.  This 

was one of the main requirements of the competition, to be able to fit in the rectangular 

box with the previously specified dimension within the payload bay.  This shows that we 

complied with the requirements that were set from the beginning of the design process as 

one of the metrics that had to be achieved.   
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Figure 46 – Inner Dimensions of Payload Bay 

 

 

 The 6 servos shown on figure 47 had to be strategically placed within the fuselage 

to be able to command the control surfaces as needed.  The exact location of each was 

determined after a successive set of trials, until its perfect location was found, 

considering that they would be transmitting the desired motion to the rudder, as an 

example, via control rods to be able to turn it left and right from a distance greater than 

35 inches. 

 
Figure 47 – Servos and their Location within Fuselage 
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 The gas tank on figure 48, was a 300 cc container used to house the 10% nitro 

methane fuel used to power the motor.  It had to be separated from the heat produced by 

the motor by means of a firewall.   

 
Figure 48 – Gas Tank 

 

 Figure 49 shows the receiver in action, which was the main tool to get all the 

radio signals from the control and transmit them to each of the different servos according 

to the given commands.  This was the electrical part of the project that had some 

programming that came along with it, to ensure that each of the motions specified as 

input in the controller could be reflected as well calibrated motions in each of the servos, 

and therefore control surfaces as it was needed and desired for the correct 

maneuverability and guidance of the airplane.   

 
Figure 49 – Receiver  
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 The tail stabilizer was made in the same way as the main wings, composed of 

balsa wood ribs that were supported by a long bass wood beam.  The front of the airfoil 

profile was covered by a very thin sheet of wood to extend this nicely curved shape along 

the whole span of the leading edge, and the end of the airfoil profile left to house the 

elevators.  The wingspan of the tail stabilizer was of 30 in while its chord was of 6 in. 

Just as the main wings, the tail stabilizer was then covered with monokote to give it the 

nice finish look of a wing ready to fly.  The process previously described can be seen on 

figure 50.   

 
Figure 50 – Tail Stabilizer Assembly 

 

 The vertical stabilizer was then added to the horizontal tail stabilizer, to give the 

complete tail configuration, housing the control surfaces of elevators and rudder.  These 

were in turn moved by the motion generated by the servos some 35 in away.  In order to 

transmit this motion connector push rods were used.  These can be seen as the yellow 

tubing covered in a red supporting one on figure 51.  These were then connected to 

control horns, such as the one in figure 52, which were the last adaptors along the chain 

of transmission of motion, which redirected the force in the desired direction needed for 
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the control surfaces, whose motion was not always on the same direction as the force that 

came originally from the servos.   

 
Figure 51 – Complete Tail Configuration 

 

 
Figure 52 – Control Horns 

 

 

 The endplates were the result of an extensive research and selection process in 

which it was determined that the best way to hold the wings firm and together was by 

means of one of this.  They were better than connecting cables, since those could only 

prevent the wings from separating outwards, but provided no protection in case the wings 

tried to bend inwards.  Another advantage of the endplates was that it served as a 
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protection guard against unwanted side impacts.  These were designed from a thin sheet 

of plywood and made perfectly to house and hold both the upper and lower wing in the 

correct placement and relative orientation.    

 

 
Figure 53 – Endplates 

 

 The last of the parts to be included in this section are the front and back landing 

gears.  The front wheel was the guiding wheel being controlled by one of the servos in 

order to be able to adjust direction as needed.  It also provided support to the front part of 

the fuselage as the motor sat directly on top of it.  Its supporting beam is made out of a 

strong aluminum while the wheel is made out mostly of rubber with a plastic rim.   

 
Figure 54 – Front Wheel & Landing Gear 
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 The back landing gear is made out of a strong aluminum as well, but since this is 

the part on which most of the force will be exerted at the time of landing, its structure is a 

lot more robust than that of the front wheel.  Its dimensions are to fit precisely on the 

bottom part of the fuselage. 

 

 
Figure 55 – Back Landing Gear 

 

 The parts previously mentioned constitute the main parts of the proposed 

prototype of the airplane.  The list below describes fully all of the parts that were used in 

the construction of the prototype, as many of the ones left unmentioned deal directly with 

the types of attachments used to connect the main parts that together, as a unit, 

constituted the main frame of the plane.   

 

Table 16 – Breakdown of Total # of Parts used on the Final Assembly 

Parts List 

# of 

units 

O.S. .61 FX Engine 1 

12" dia. Propeller 1 

2 1/4" dia. Spinner 1 

300 cc Gas Tank 1 

Futaba S3004 Servos 6 

9V Battery Pack 1 

Futaba R617FS receiver  1 
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Back Landing Gear 1 

Front Landing Gear 1 

Wheels  3 

42" Flex Cable Push Rods 2 

20" Flex Cable Push Rods 2 

U-clamps 10 

Plastic attachement Rods 3 

Control Horns 4 

5/8" dia. X 3" lenth Plastic Screws 2 

3/8" dia. X 3" length Plastic Screws 2 

1/4" dia. X 3" length Plastic Screws 4 

Plastic Washers 8 

Plastic Nuts 8 

6" Chord Ribs 15 

10" Chord Ribs 46 

.75" dia. X 56" length Bass Wood Beam 1 

.625 " dia. X 56" length Bass Wood 

Beam 1 

.25" dia. X 30" length Bass Wood Beam 2 

#18 X 5/8" Wire Brads +-30 

#18 X 3/4" Wire Brads +-30 

1/4" X 6" X 36" Balsa Wood Sheets 10 

1/2" X 6" X 36" Balsa Wood Sheets 2 

1/8" X 48"X 48" Plywood Sheets 2 

1/4" X 4" X 36" Bass Wood Sheet 1 

1/16" X 12" X 24 " Pinewood Sheet 1 

2" X 4" X 36" Balsa Wood Beams 2 

3/4" X 1" X 36" Bass Wood Beams 1 

1/2" X 1/2" X 36" Bass Wood Beams 5 

8" Plastic Black Tie Wraps 8 

 

6.4 Construction 

 

 The construction of the prototype surely proved to be far more challenging than 

expected.  It could be said that the translation from the computer generated models to the 

actual construction of it was not as straight forward as it could have been desired.  As it 

was previously mentioned on the ―Description of Prototype‖ section, it is very easy to 



 82 

create anything on SolidWorks, without any limitations to size or geometry, but 

sometimes rather impossible to find those exact things available on the market and even 

so to be able to machine them with the machines available at hand.  For this reason many 

adaptations had to be made to some parts and components and as careful as possible, in 

order to implement the changes and adjustments to each without affecting much their 

intended purpose. 

 

 Another big issue with the construction of the prototype was the learning curve.  

What is meant by this is that as progress was made in each and every part that was 

designed and intended to be built, it always took more than a few tries until the desired 

outcome was finally achieved.  A good example for this is the ribs that were designed for 

the main wings.  As previously explained the main wings had a S1223 semi- 

symmetrical, deep cambered airfoil profile which has a delicate and complicated 

geometry.  At the beginning and as it was originally planned, two holes were going to go 

through the middle of the airfoil making space for the long structural beams that would 

compose the full wingspan, and the front and back ends of the airfoil were also going to 

be cut.  The front end was going to be cut inwards with the shape of a semi-circle, 

thinking that a long beam could be placed there having the outstanding part of it easily be 

shaped or molded into the remaining part of the airfoil, and the end part to make space for 

the ailerons.  When it came to shaping that front end beam into the remaining part of the 

airfoil, many techniques were tried, by hand going down the entire beam little by little, 

trying as hard as possible to achieve a somewhat similar shape throughout the whole 

beam, filing it with an automatic grinder, being careful to not exert either excessive or too 
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little pressure and still not obtaining results that were worth of making it to the actual 

prototype.  The ribs them selves were initially tried to be made in many different ways, 

cutting them by hand with a regular cutter, then cutting them with an electric saw, filing 

them down to the correct size and none of these techniques seemed to be making descent 

results, and if 46 units had to be made, no 2 were exactly the same.  This could be made 

clear on figure 56.    

 

Figure 56 – Creative and Manufacturing Process of the Main’s Wing Ribs 

  

 After trying many different manufacturing options and techniques for the ribs and 

front beam, and with no apparent success on any of those alternatives, and also after 

finding out that the originally selected beam diameters did not really exist commercially, 

the design had to be taken back to the drawing board.  Taking into consideration all the 

new knowledge acquired as far as the commercial availability of products, and the 

manufacturing capabilities of the machines available in the student machine shop the 

design had to be changed drastically to something that could be made once or repeatedly 
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with the same degree of precision and reliability.  The first step was to adjust the 

diameter of the beams to standard measurements, so that the beams could be easily found 

in stores.  Second the front of the airfoil was decided to be left as part of the rib to avoid 

having to replicate that tip with special geometry somewhere else.  Third, it was decided 

also that making the ribs by hand did not generate neither accurate results nor could the 

same result be repeated twice so it was then decided that the ribs should be made by a 

machine.  A G-code was then written for the CNC machine to build the ribs, and as so, 

precision and reliability were improved by 100% while the time required to make them 

was cut by almost 10 times.  The final result of the 46 identical ribs assembled on their 

corresponding support beams can be seen on figure 57.   

 

Figure 57 – Final Rib Design with Supporting Beam Assembly 

 

 Another one of these conflicts between the design and construction actually had to 

do with those supporting beams as well.  That’s because at the specified diameter of both, 

of .75‖ and .625‖, which are relatively small in industry and with the required length of 

56‖ could simply not be found anywhere.  The longest beams found with those diameters 

were 36‖ long.  For that reason an adaptation had to be made to the beams as well.  In this 
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case the fix came by means of double sided screws and attachment plates that were 

carefully placed on each of the sides of a 36‖ beam, adding 10‖ with this method on both 

sides, to obtain the required 56‖ long beam.  These adjustments could be seen on the right 

hand side of the beams shown in figure 58.  

 

 

Figure 58 – Adaptations to Supportive Beams 

 

 Similar issues came up along the way of the construction of the rest of the 

airplane, and it was always through a trial and error method, that several different 

alternatives or options of doing the same were tested out until one of them finally 

produced the desired outcome, one  that was worthy of being implemented on the final 

prototype.  The same held true when integrating the electrical components responsible of 

the control movements of the aileron, rudder, elevators etc, and it was only until after a 

series of tests and trials that the best method of implementing it was determined.  For 

example, when trying to set up the servos for the control of the ailerons, it was originally 

intended to have one that would power both ailerons on opposite ways to obtain the 

desired controlling motion.  In the first trial the control horns were placed on the far end 

of the ailerons, and a system of pulleys was created with the push rods, as it can be seen 

on figure 59, but the push rods had too much free play and it started bending in all 
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directions loosing its pushing power when it reached the aileron.  In order to minimize 

this diminishing effect of power the control horn was then placed on the middle of the 

aileron, but still it appeared as if the servo did not have enough power to control its 

movement as desired.  A third trial came in when placing the control horn on the inner 

edge of the aileron, but then again, if not force being lost along the cable, this time 

appeared to be friction that prevented it to move correctly.  It was only then that the 

decision to buy yet another servo and have each of the ailerons be controlled by only one 

servo was made.  With the last configuration of the control horn, and the new servos 

being placed along the side of the fuselage, the power provided was finally the required 

to provide motion to the ailerons as it was desired.  This final configuration of the servo-

aileron system can be observed in figure 60.  

 

 

Figure 59 – Pulley System from Servo to Aileron 
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Figure 60 – Final Servo, Rod, Control Horn and Aileron Configuration 

 

6.5 Prototype Cost Analysis 

 

The total cost of the prototype ended up to be more than anticipated since many 

components have different prices when the team purchased them. Also, more material 

was used for the construction of the biplane, making the final cost to go even higher than 

calculated before any acquisition of the materials were made. 

 

 Since this project is not similar to others, it had to go through the process of 

testing in order to determine if it can perform as expected, many parts were damaged 

while doing the testing procedures. One example could be the engine that had to be 

replaced because it broke just seconds after being turned on. Other materials such as ribs, 

beams, and monokote paper among others had to be purchased more than anticipated. 

 

 To better understand how much money and how much material was purchased a 

table clarifying all the components along with their respect values will be shown: 
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Table 17 – Final Prototype Cost. 

Item  Cost Per 

Unit 

Units Source Total Cost 

Motor O.S.61FX & Muffler $180.00  2 www.towerhobies.com $360.00  

Fule filter  $3.30  1 www.towerhobies.com $3.30  

11X7 Power Propeller $3.00  2 www.towerhobies.com $6.00  

Air Plane Fule quart  $8.00  1 www.towerhobies.com $8.00  

2.4 GHz control remote with 

receiver 

$130.00  1 www.superdroidrobots.com $130.00  

Battery pack 500 mAh $30.00  1 redrocketshobbies.com $30.00  

Nuts and Spinners  $30.00  1 Home Depot $30.00  

Futaba Ball Bearing Servo $16.00  4 www.nitroplanes.com $64.00  

Balsa 1/32"x 3/8"x4"x36" $17.00  30 www.createforless.com $510.00  

Fuel Tubing Standard $3.00  2 www.towerhobies.com $6.00  

Coverite Film White 6'  $15.00  2 www.towerhobies.com $30.00  

PowerPro 12V Starter $32.00  1 www.redrockethobbies.com $32.00  

Landing Gear $15.00  2 www.shopatron.com $30.00  

Monokote Paper $20.00  4 www.towerhobies.com $80.00  

Wood Beams of 3/8" $2.00  8 www.redrockethobbies.com $16.00  

Extra Servo $16.00  1 www.towerhobies.com $16.00  

Playwood of 4x6' $20.00  2 www.redrockethobbies.com $40.00  

      TOTAL $1,391.30  

 

6.6 Discussion 

 

 Although only one prototype of the proposed design of the RC airplane was 

actually built, it could almost be thought of as if several prototypes were built since each 

and every part and attachment implemented on the final assembly underwent a series of 

trials and tests until the best and optimum construction result was obtained.  This mainly 

due to the complications stumbled upon when the computer models and designs did not 

easily translate into feasible products to be manufactured or bought.  Even though it may 

have been looked as a great limitation at first, it was on the other hand an opportunity to 

stretch the creativity with which solutions were being looked for and each time a simpler 

solution that exceeded the performance of the preceding alternatives was obtained.  This 

accounted also for more experience gained, and at this point, if faced against the same 
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problem again, the prototype could be built in a fraction of the time that it took this 

opportunity to be made, since all the problems that could have been encountered, were 

indeed encountered, and solutions for all those were already planned and solved.   
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7. Testing and Evaluation 

7.1 Overview 

 

 An important part of this project is to test and evaluate the aircraft design. This 

part of the project allowed physical testing of the aircraft but also permitted to evaluate 

the performance and functionality of the final prototype. 

 

The testing and evaluation was separated in several stages to be able to evaluate 

and test each component on the aircraft by it self. Taking in consideration that it is 

important to prove the functionality and precision of each component in the aircraft, the 

evaluation and testing of each component was as precise as permitted by the equipment 

available. Having this in mind the first part to test was the engine following with the 

landing gear, ailerons and servos. After performing the tests and evaluations for each 

component the aircraft had to be tested as one. Therefore for final testing several runs and 

small flights were made to improve the flight stability of the aircraft. Testing and 

evaluation of the airplane demonstrated the capability of the airplane to perform well at 

the SAE Aerospace East competition. 

 

7.2 Description of experiment 

 

To begin with the experiments the first component to test was the O.S. .61FX 

engine. First the engine was placed on a wood base that will form part of our fuselage as 

Figure 61 shows. 
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Figure 61 – Motor Testing Mount 

 

 

Having the engine fix on this wood base the engine had to be run at least 4 tanks 

to prove that the engine will not have any failure or power loss. The first run consisted in 

consuming a full tank of nitro with ¼ of the throttle open and recording the time that the 

engine will take to consume the entire tank of nitro. The second run consisted in 

consuming also a full tank of nitro with a ½ of the throttle open and also recording the 

time that the engine will take to consume the entire tank of nitro. This same procedure 

had to be repeated for the third and fourth run with the only difference that each 

following run the throttle open had to be increased ¼. To have a more clear idea of the 

performance of the test Table 18 shows the results obtained on this experiment. 

 

Nevertheless the airplane needs to run smoothly on the ground to be able to 

perform a safe take off and landing. Therefore, a test was perform to the landing gear to 
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demonstrate its capability to maintain the airplane in a straight line and its capability to 

run in different types of terrain in case of emergency landings. One part of the landing 

gear test consisted in having the airplane to follow a straight line in different types of 

terrain. Several runs were made and recorded to prove that the aircraft was capable to 

follow a path without any problem as Figure 62 shows. The second part of the test 

consisted in land few times the aircraft to test that the landing gear is rigid enough to 

resist several landings in different type of terrains. This test ensured that the landing gear 

would not fail at the time of the competition.  

 

Figure 62 – Straight Line Path Test 

  

Also the ailerons and servos were tested. The test for these components was 

performed at the same time. The experiment consisted in making the servos to move the 

ailerons and prove that the servos had enough power to move the ailerons without any 

difficulty.  First the servos have to move the ailerons without any weight on them. After 

the first trial and to prove that the servos were capable to move the ailerons with 

additional weight more weight was added to the ailerons until the servo had difficulty to 
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move the aileron. The experiment proved that the servos are strong enough and can resist 

the pressure that air exerts on the ailerons at the moment the airplane is on the air. 

Experiment demonstrated that the servos are not failing because of lack of power on the 

servos.  

  

Finally, few experiments were run to the entire aircraft to perform well in 

competition. Testing the entire functionality and design of the aircraft was a key part for 

this project. The aircraft needed to be tested to prove it could fly without payload but also 

be able to fly with a payload of 20 lb. Also the airplane needed to takeoff in less than 200 

ft and land in a zone less than 400 ft. Taking in consideration that the aircraft needed to 

perform well in the competition these tests were performed. The first experiment was to 

test if the airplane takes off in less than 200 ft. The airplane is placed at the start point and 

200 ft were measured from that point.  The first takeoff test was performed without 

payload and the takeoff distance was measured. The second takeoff starts at the same 

point but some weight was added to the aircraft and the new distance was measured. 

These procedures were followed until the aircraft was not able to takeoff in less than 200 

ft.  

 

The following experiment consisted in the landing of the aircraft. To begin with 

the experiment marks were made on the field to identify each 100 ft of the landing zone 

as it shows in Figure 63. After marking the landing zone the airplane was elevated for 

few second and was landed between the marked zones. Few landings were made to verify 

that aircraft was capable to land in less than 400 ft.   
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Figure 63 – Landing and Takeoff Zone 

 

The last experiment was performed to confirm that the airplane was capable to fly 

with some payload in it. To begin with the experiment a flight was made without any 

weight in the aircraft. Then two more flights were made, one adding 5 pounds inside the 

aircraft and on the other one 10 pounds were added to it. Even thought the aircraft has 

been designed to fly with 20 pound in it for safety reasons the experiment was stopped at 

10 pounds.  

 

7.3 Test Result and Data 

 

In the first experiment after tuning up the engine and following the manual 

instruction to do it, the results were not positive for the experiment because the engine 

broke as Figure 64 shows. The engine failure indicated that the engine was defected from 

its fabrication and the reason of the failure on the carburetor. 
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Figure 64 – Broken Engine after Failed Exam 

 

After the previous failure another engine was tested and this time important data 

results were obtained from it. As it can bee seen in Table 18, the engine was successfully 

tested. 

 

Table 18 – Fuel Consumption Rates 

Full Tank Throttle Aperture Minutes to Consume Full Nitro Tank 

1 1/4 10 

2 1/2 8 

3 3/4 7 

4 1 6 
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This table provides the results that are needed to evaluate the behavior of the 

engine. These results helped to decide for how long the airplane can be flying without the 

engine turning off.  

 

 

Figure 65 – Fuel Consumption Vs Time Graph 

 

 

Figure 65 demonstrates how the fuel consumption of the engine decreases as the 

throttle aperture increase. Knowing that the engine consumes a full tank of nitro at ¾ in 7 

minutes, it can be estimated that the airplane cannot exceed flights of 5 minutes. The 

results indicate that is possible to exceed 5 minute flights but for precaution it has been 

decided not to exceed the 5 minute flights. For the purposes of the competition 5 minutes 

is more than enough to complete one of the goals of the competition that is to complete a 

360-degree circuit. 

 

Following the landing gear test provided us with important information and clear 

ideas of the behavior of the landing gear. The results of this experiment were not numeric 

but visual instead. Figure 66 shows that the landing gear was tested on different type of 
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terrain and that it is rigid enough to support rough terrains. Also the landing gear was 

positioned precisely to provide the aircraft the right direction. After testing the aircraft it 

can be appreciated in Figure 67 that the landing gear can direct the airplane in the 

direction that the airplane is commanded to turn. Being successful in the experiments of 

the landing gear it could be said that the aircraft would perform well and not fail at the 

competition.  

 

Figure 66 – Rough Terrain Test for the Fuselage 

 

 

 

Figure 67 – Smooth Terrain Test for the Fuselage 
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Following with the tests results the takeoff and landing experiments were 

attempted 3 times in which two of them failed and one succeeded. For the first attempt it 

was impossible for the aircraft to takeoff because of lack of power. On the second attempt 

the takeoff was possible in a distance of 160ft even and the landing was 300ft even 

thought the landing was rough the airplane successfully resisted. For the third attempt the 

takeoff was impossible again because of lack of power on the engine.  

 

Finally the servos and ailerons were tested and the data obtained from this 

experiment as Table 19 shows, help us to confirm that the aircraft is using the right 

servos to sustain the ailerons in a fix position.   

 

Table 19 – Servos and the Weight they Support  

Test Weight Supported in Pounds 

Pressure 

W/A (psi) 

Ailerons 

Area (in) 

1 0.2 4.34E-03 46.125 

2 0.4 8.67E-03  

3 0.6 1.30E-02  

4 0.8 1.73E-02  

5 1 2.17E-02  

 

For a clearer view of the behavior of the servos the following Figure 68, 

compared the Number of test with the pressure.  
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Figure 68 – Maximum Allowable Pressure for the Ailerons 

 

The final results were obtained from the test flights of the entire airplane. After 

several attempts to try to fly the airplane there were some failures but also some success 

flights. The first attempt to fly was not a success even thought there was no payload. The 

aircraft was not able to takeoff because there was not enough power and speed as you can 

see in Figure 69.  

 

Figure 69 – Unsuccessful Takeoff Trial  
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For the following attempt the airplane was able to take of for few seconds from 

the ground and land safe for the first time as Figures 70 shows.  On this attempt the 

airplane was carrying a payload of 5 pounds. 

 

Figure 70 – First Successful Takeoff Trial 

 

 

Figure 71 – First Landing Approach 
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This second attempt demonstrated that the aircraft was capable to fly. For further 

evidence and more clear demonstration that the airplane was able to elevate, a third 

attempt was done with more weight. Unlucky the third attempt ended in a disaster. The 

aircraft was not able to take of because the engine power was not sufficient to elevate the 

airplane. As a result Figure 72 shows the images of the aircraft after the crash.  

 

 

Figure 72 – First Accident  

 

After the incident further testing was impossible because some parts of the aircraft 

needed to be replaced and rebuilt at that moment to have the aircraft fully functional 

again.  

 

7.4 Evaluation of the Results 

 

By evaluating and analyzing the results provided by the previous experiments, it 

is possible to conclude that all data acquired would help in the optimization of the final 

prototype.  For instance, the engine experiment helped to conclude that the engine has 
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enough power to elevate the aircraft, but at the same time the results showed that the 

airplane is only capable to fly 5 minutes with a full tank of nitro.  Results from the 

landing gear experiment helped us to conclude that the landing gear is safe enough, but it 

can be reinforced for better performance. From the servos test results it can be concluded 

that the servos have sufficient power to stand the air pressure on the ailerons with out any 

problem.  

 

In addition, the aircraft flight results are the most relevant off all. These three 

attempts showed how the airplane performs and flies. Two of the 3 attempts of flying 

were unsuccessful; therefore, it can be concluded that the aircraft needs further tuning on 

the engine to increase the power on it and it is obvious that the structure of the prototype 

is rigid enough to be able to succeed in the competition.  

 

After evaluating each of the results it can be said that the objectives for this 

project have been met.  Even thought there were some failures at the time of the testing 

the outputs from those failures were positive helping to improve the prototype for the 

time of the competition.  

 

7.5 Improvement of the Design 

 

Subsequent to the evaluation of the results there were some important 

improvements that needed to be made to the aircraft. Starting with the engine, it was 

obvious that the engine needed a more meticulous tuning to deliver more power. The 
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improvement of the engine was achieved by doing a pinch test. This test consists in 

putting the engine at full throttle, and then simply pinching the fuel line feeding the 

carburetor for a brief second. With this test it was easy to figure out if the engine was 

running rich or not. If the engine was running rich the RPM’s will increase slightly before 

the engine sags. If the engine was lean the RPM’s will decrease. Knowing that the engine 

of the aircraft was running lean before the improvement changes were made to leave the 

high-speed needle slightly rich. Changing the high-speed needle solved the problem with 

the engine running lean and immediately solved the problem of lack of power in the 

engine. 

 

 Additionally the landing gear needed to be improved to avoid crashes. The 

landing gear’s front wheel was improved by changing the beams that were attaching and 

holding it to the fuselage. These new beams were from a stronger wood but also stronger 

screws were used to attach these beams to the fuselage as it shows in Figure 73. These 

changes permitted to have a much stronger front wheel for safer landing.  

 

Figure 73 – Landing Gear Holding Beams 
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7.6 Discussion  

 

All the experimental and testing proved that the design and previous calculations 

were right. The aircraft was able to takeoff in less than 200 ft and also was able to land in 

less than 400ft. There were some improvements that needed to be made but in general the 

aircraft showed that it would be capable to perform successfully in the SAE Aero Design 

East Competition.     
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8. Design Considerations 

8.1 Assembly and Disassembly 

 

 

Figure 74 – Final Assembly of the Prototype 

 

Even though the final design of the airplane ended up to be very simple and clean, 

the process to assemble and disassemble resulted to be more complex than expected. All 

the components in the design were created to be of easy assembly and disassembly or as 

close as possible to the designated goal. 

 

The option of having an easily assembly and disassembly of the prototype was 

taken to the maximum since a lot of traveling was going to be taking place, such as to the 

―SAE Aero Design East Competition‖ in Fort Worth, Texas. Also, since the team is 

expecting great result at the contest, more presentations of the project are expected to be 
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scheduled, and the option of having the biplane able to be taken apart and put back 

together in an effortless way, would result in a simple transportation option.  

 

As shown in picture 71, the total assembly of the aircraft consists of many 

different parts such as wings, landing gears, etc. All the components were designed in 

such a way that the process of assembly and disassembly were performed with simple 

tools such as wrench and screwdriver. 

 

The process of putting all the parts together is as follow: 

 Step 1 would involve the process of attaching the wings to the fuselage with 

screws. 

 Step 2 is to attach the landing gears to the fuselage using screws and mounting 

pads. 

 Step 3 involves the attachment of the tail to the body of the plane using the 

designated beams. 

 Step 4 is to attach the propeller with the designated screws. 

 Step 5 which would be the last step involves the setting up of the servos. 

 

The process explained before was taken into action considering that some 

components such as the fuel tank, the engine, batteries, and other electronic components 

would remain attach to the body of the plane. This was considered because those 

components would not affect the transportation process of the plane. The only time when 
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the components mentioned before should be taken out, would be when any sort of 

maintenance on the aircraft has to take place as explained further in this section. 

 

Figure 75 – Exploded View of Final Assembly 

 

The process of disassembling the biplane would result in simply following the 

assembly process backwards. This is said because the wings cannot be taken out before 

the servos are disconnected and the landing gears un-tightened and taken apart from the 

fuselage. Also, the process of disassembling the plane needs to be performed very 

carefully because after doing the whole method of assembling and disassembling the 

team found out that most of the damage exerted on the plane could result from the second 

part since more force and pressure were exerted while taking apart the airplane. 

 

8.2 Maintenance of the System 

8.2.1 Regular Maintenance 

Regular maintenance is very important because the more is done and the better 

performed, would result in having to do less major maintenance and replacements to the 

airplane or to any of its components. Also it is very crucial for the performance of the 
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plane since it is a procedure that needs to be done almost every time previous to any 

flight. This procedure includes many different actions that are explained as follow:  

 First of all, electronics check needs to be performed. This includes many 

components such as the servos which need to be calibrated if any problem 

has appeared with respect to them between flights. 

 

Figure 76 – Left Wing Servo 

 

  Also, the battery which powers all the electronics in the plane needs to be fully 

charged. The transmitter or remote control needs to be checked before any flight too. It is 

very important to test the signal that emits the transmitter and to determine if the range of 

it is adequate for the flight course that the plane is going to perform. One possible way of 

doing that is bay having the transmitter and the cpu receiver on and start walking away 

from the plane for a couple of feet while moving the controls on the transmitter and 

paying attention if the mechanisms on the biplane move according to the buttons 

movements on the remote control. After the electronics are checked and tested with the 
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movement of the elevators, ruder, steering wheel, and others, the process of regular 

maintenance can go further. 

 

Figure 77 – Electronic Components  

 

 Second of all, all the mechanic components have to be checked. This 

includes the propeller which needs to be in optimum shape in order to 

deliver the force needed to make the plane move to a desired airspeed. A 

simple look of the propeller could determine if any fracture of the 

propeller has occurred. Also, the landing gears have to be checked along 

with the engine’s intake. The only test that needs to be performed for the 

landing gears up to this point is to determine if they are well connected to 

the fuselage. Moreover, the intake of the engine has to be checked by 

opening and closing the chamber to see if it moves flawlessly. 
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Figure 78 – Propeller, Engine and Landing Gears 

 

 Finally, a quick wipe off of the wings with a cloth would make the 

airplane more stable in flights. Also, it would help to make the wings more 

durable since there will not be any dirt buildup on the monokote paper. 
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Figure 79 – Oil Build Up on Wing 

 

Even though there seems to be many actions that need to take place before any 

flight as minor maintenance, all the procedures that need to be carried on before turning 

on the engine can be done in as little as 10 minutes or so. 

 

Since the process needed to take care of all the regular maintenance is relatively 

easy thanks to that there is no need to use basically any sort of tool, it is very important 

for the person performing the maintenance to follow through out all the steps as 

specifically stated in this section. 

 

8.2.2 Major Maintenance 

Even if all the regular maintenance is done as explained before, there is going to 

be a point in time when major maintenances are going to be needed. These procedures are 

a little deferent from the others because they involve more extensive actions that need to 

be done. As the other maintenance, by doing major repairs or services will ensure that the 
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plane can keep its optimum performance and that it can carry out the required actions 

many times before breaking any major component. 

 

Figure 80 – Plane before Major Maintenace 

 

The service required as major maintenance is as follow: 

 First of all, let’s take into consideration one of the most important 

parts of the biplane which is the engine. As flight and time passes 

the engine of the plane just as any other regular engine, such as one 

of the car, can have any kind of internal problems such as buildups 

of fuel’s left over on the walls of the combustion chamber or the 

necessity of changing one of the plastic seals used in the engine. 

This process would require the opening of the part so it can be 

cleaned up and have any worn out piece replaced for a new ones. 
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Also, if any parts need to be changed such as the little spark plug, 

this would be a great time to do the job. 

 

Figure 81 – Engine before the Major Maintenace 

 

 Second of all, there are the electronic components which can break 

even though regular maintenance was previously done. Sometimes 

this happens because every part has its own life cycle and after 

being used for such time, there is more likely to get a failure from 

that piece. If this is the case and any servo needs to be changed, the 

use of screwdrivers would be needed so the broken part can be 

taken out and a new one can be put back in its place. Sometimes 

the servos stop moving because the little gears inside of them get 

stuck due to lack of grease so a simple clean up of the inside 

mechanism can be performed. Also, the batteries have a certain life 

expectancy, and even though they are rechargeable ones, they get 
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to the point where a new set has to be purchase so the old ones can 

be recycled away. 

 

Figure 82 – Electronic Components before Major Maintenace 

 

 Finally, there are many other components that might get broken 

after a lot of use and being put under too much stress such as the 

wings, or the connecting rods between the tail and the fuselage. 

Since those components were selected to be as light as possible, 

there is a price to pay for that. Most of the light way materials have 

a down side because they tend to be not as strong as other 

materials. In the case of the wings, the failure can come from 

different places such as the airfoil ribs, the wrapping paper, and the 

support beams. Since the last component is the strongest of the 

three, it will break after any of the other two so the focus in this 

part of the section will be between the rib and the monokote paper. 
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Also, if the only part that needs to be replaced is one of the ribs, it 

is more likely that the wrapping paper will break by trying to 

access the damage part, so some of the time one major 

maintenance would ended up to be in two. The process of 

accessing the ribs of the wing is very tedious and sometime 

stressful since it has to be done very slowly to try to not break the 

monokote paper. After accessing the skeleton of the wings taking 

the broken rib out would be an easy task. Now, the problem could 

be presented when putting back the monokote since the iron and 

the heat gun would need to be used. 

 

Figure 83 – Wing before Major Maintenace  

 

The procedures explained before as regular and major maintenance were created 

as way of making the design able to last longer. Since the project was designated as a low 

budget one due to the lack of sponsors, having ways of make the same parts to last and 

perform longer could make a big difference, for the reason that in most if not all 
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mechanisms involving assembly of parts such as the one in this project, having the option 

of determining process which result in the help of taking care of such device, would 

benefit any group of engineers.  

 

Also, if all the steps are followed as stated before, the risk of a failure would be 

reduced drastically. At the end of the day any group of designers will want to have their 

products to perform as best as possible for any pre determine period of time so regular 

and major maintenance would help on achieving that goal. 

 

8.3 Environmental Impact 

The environmental impact of the project and any other project in general needs to 

be considered and analyzed in order to create a very eco friendly design. Also, the way 

things are today in the market, it would help to determine if the device could be a 

desirable one for the industry. This is said because nowadays, the world and especially all 

the businesses are moving towards a greener planet and to a reduced carbon footprint left 

in the planet. This can be seeing on their designs and creations as we see more and more 

efficient artifacts. 

 

Taking into account all the process of manufacturing of the biplane, it can be said 

that not a lot of impact was done to the environment. Starting with the selection of the 

materials, almost the whole plane was constructed using wood. Only a small part of 

plastic and metal components were used in the process of manufacturing the design. 
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Figure 84 – Environment Friendly Components  

 

Since the majority of the plane was made out of bass and balsa wood, most of all 

the waste material produced by the manufacturing process by cutting pieces and 

machining parts was only wood. One of the great features of having worked with wood 

was that it is a recyclable material so after all the waste was gathered up together, it could 

have been used for other purposes such as remanufacturing of more balsa and bass wood 

or in the worst case scenario, it could have been used as a burning fuel. 

 

Also, even though the waste left by pieces of wood was recyclable, the team tried 

to get only the necessary amount of material needed to produce the whole plane. This is 

why when cutting pieces such as the air foils, it was done in such a way that not only one 

part could be made out of one block of wood, but also multiple pieces could be created 

from one block of balsa. 
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Figure 85 – Multiple Ribs Made from One Block 

 

As said before in this section, all the materials were not environmental friendly. 

This is why the team tried to use the least amount possible of those components. Some 

examples of these parts are the screws and nails used to make the attachments of the 

elements. Also, it was expected that most of those components were going to be able to 

perform for a very long period of time. 

  

After considering the importance of environment impact in today’s society from 

industries around the world, the team was able to choose the best components for the best 

performance possible, avoiding any negative impact to the environment as much as the 

current technologies permitted to be. Also, these considerations can be taken into account 

for further research in the field. 
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8.4 Risk Assessment 

Having a risk assessment procedure done to the project resulted to be a very 

important factor since the main purpose of such operation is to determine the possible 

hazardous conditions that any person performing the same project or procedures can 

encounter. 

 

From this assessment many conditions can be named since the whole process needs 

to be done by people with certain knowledge and abilities. Some of these conditions can 

be explained as follow: 

 First of all, the process of manufacturing all the parts can be considered as a 

dangerous process. This is said because this process involves the use of power 

tools and machines such as the CNC machine and Mill press among others 

which can be very dangerous if it is not used properly and with the adequate 

accessories such as protective glasses. It is very important to know this 

beforehand because these machines use drill heads rotating at a very high speeds 

and sometimes preconfigured machines such as CNC which uses ―G-codes‖ that 

predetermine the movement of the whole mechanism in a 3 axis way and can 

make an abrupt movement and hit the person watching over the process. This is 

why having a risk assessment pre determined can help to prevent any accident. 
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Figure 86 – The CNC Machine 

 

 Second of all, the use of any kind of fuel can be very dangerous especially if the 

substance being used is one such as a mixture of ―Nitro Methane‖ which in the 

case of our project was used since it was the only one compatible with the 

engine powering the plane. Since nitro is more flammable than any other fuel, it 

is very important to handle it in open and well ventilated spaces. By knowing the 

risk that any person can have from handling flammable substance, could result in 

avoiding any kind of dangerous situations. 
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Figure 87 – Nitro Methane Fuel 

 

 Finally, the risk assessment should include the danger that the propeller represent 

to any of the team members involved in the project. Since the propeller will be 

rotating at very high revolutions per minute, it is very important to let the person 

turning on the engine what kind of danger he or she is facing. That way the 

person can prepare for that just as our team did. In order to avoid any risk by 

releasing the propeller, the team member in charge of the process used a large 

screwdriver of approximate 10 inches so that way there was a clearance between 

the hand and the propeller. 
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Figure 88 – The Propeller 

 

After considering all the possible hazardous conditions that anybody can 

encounter from performing the similar project, some explanations about what the person 

can found were stated so for future uses anybody can take the necessary precautions and 

avoid any possible risk 
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9. Conclusion & Future Work 
 

 This project is an ideal representation of the kind of challenges that engineers face 

continuously in industry.  The complexity level of the design aspects of each of the 

components vital for the proper performance of the aircraft, as well as a harmonized 

correlation of them all, provide perfect grounds for a demanding project.  

 

 Having to make a series of studies and analysis for each component to determine 

the best result, will offer the chance to gain a hands-on experience of how decisions are 

taken in the real world.  All factors affecting the overall performance of a given part are 

taken into consideration, and the perfect balance between efficiency and strength are 

what determine the best result.  Many times in the real world though, reaching that 

intersection point between maximum efficiency and strength come at a high price, which 

in many cases fall outside the margins of a predetermined budget.  It is in this case when 

alternative solutions have to be thought of an analyzed.  The alternative yielding the 

highest price cost reduction with the least sacrifice for the optimal design is the most 

favorable solution. 

 

 This project serves a great guideline as to what is expected of engineers when 

working in the industry.  The importance of meeting deadlines, the unavoidable necessity 

to co-relate and work with people from different disciplines and being able to 

communicate and present your own ideas effectively and the importance of using your 

own knowledge and creativity to solve problems are all addressed in this project.  That is 

what makes it so unique and rewarding.  
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Because of the time constrains for this project, it was impossible to have a perfect 

prototype ready before the end of the term. Taking in consideration that the airplane 

needs to be ready for the SAE competition further work will take place the following 

weeks. To begin, the airplane needs to be inspected carefully after the crash. After the 

inspection all the parts that need to be replaced will be replaced before the competition. 

After this a new set of wings need to be build in case of getting damaged during the 

competition. Also further testing would be performed before the competition to prove 

that the airplane has a stable flight. Finally, the airplane needs to be painted and identified 

with number to be able be accepted in the competition. All the objectives will be achieve 

before the competition to perform as better as possible on it.  
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11. Appendices 

Appendix A – Detailed Engineering Drawings of All Parts 
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Foreword  

If you are reading this, it means you have accepted, or at the very least, contemplating 

on accepting, the Aero Design 2010 challenge.  Either way, we (the SAE Rules Committee) 

would like to inform competitors on this year's challenges and thoughts behind our 

decisions...as well as future directions.  

Regular Class continues to be the class with the purpose to develop the fundamental 

understanding of flight. Last year, teams were prohibited from using carbon fiber and 

fiberglass. This limitation continues this year in addition to prohibiting the use of fiber-

reinforced plastics. Why the restrictions on these materials?  We have received numerous 

feedback from the engineers who read your technical papers and the consensus is that teams 

are "over-building" their airframes.  It is easy to come up with an overly strong carbon 

fiber/fiberglass fuselage that can carry a heavy load.  It is much harder to design the same 

fuselage using "minimum" materials and still achieve the weight carrying goal.  This requires 

the use of stress analysis...which is what our volunteer engineering judges want to see...a 

team that did their homework.  Speaking of basics, there is another addition for the design 

reports; stability and control requirements have been added.  I am sure that this will generate 

a lot of questions and comments, so please follow the forum carefully and regularly for 

updates. These are just two items that have changed so please read the rules carefully for all 

changes to this class.  

For the most part, Micro Class continues in the same direction as last year with one 

exception. We have introduced a "standard" carrying case...smaller from last year, of course. 

We have seen excellent progress in this class!  Students have had the opportunity to refine 

their designs and achieve a higher success rate from the previous two years.  We hope this 

year will continue. Fair warning...expect big changes in this class next year.  I cannot give 

you a preview as details are still being hammered out.  

Now for the big announcement.  Open Class is no more. In its place is a new 

Advance Class. Why call it Advance Class?  Simple...the requirements for this new class will 

require teams to have a systems approach to the design while integrating several engineering 

disciplines: aeronautical, mechanical, electrical, and computer engineers.  The ultimate end 

goal for this new class is autonomous flight with a "purpose".  What purpose?  Other aero 

competitions are also striving for autonomous flight...but that's it.  We (the rules committee) 

believe this is not enough. Aircraft are built for a purpose or mission. Autonomous flight 

without a mission is senseless. This year will be a "baby step" toward purpose-driven 

autonomous flight.  For the time being, that purpose is still a heavy-lift, but that will 

definitely change in the coming years.  I use the term "baby step" for a reason.  The systems 

developed for this year's aircraft will have direct application for each subsequent year.  In 

other words, teams will build on previous years design and never have to start over...unless 

you want to that is.  Since this is the first year for Advance Class, it opens up the possibility 

of "unforeseen" changes that will have to be made as we go along. I ask that students be 

patient and help us with constructive advice in achieving this goal. Again, please follow the 

forum carefully and frequently for any updates.  

Good luck to all and see you soon at the competitions.  

Oliver Alvarado SAE Rules Committee Chair Lockheed Martin Aeronautics Co.  
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SECTION 1.0 Requirements for all Classes  

1.1 Introduction  

1.1.1 Official Announcements and Competition Information  

The Aero Design competition is intended to provide undergraduate 

and graduate engineering students with a real-life engineering 

exercise. The competition has been designed to provide exposure to 

the kinds of situations that engineers face in the real work 

environment. First and foremost a design competition, students will 

find themselves performing trade studies and making compromises to 

arrive at a design solution that will optimally meet the mission 

requirements while still conforming to the configuration limitations.  

The importance of interpersonal communication skills is often 

overlooked by engineers, yet both written and oral communication 

skills are vital in the engineering workplace. To help teams develop 

these skills, a high percentage of a team’s score is devoted to the 

Design Report and the oral presentation required in the competition.  

Aero Design features three classes of competition—Regular, 

Advanced, and Micro. Regular Class is intended to be simpler than 

Advanced Class, and therefore more accessible to the fledgling team. 

Advanced Class is intended to be less restrictive than Regular Class, 

thereby opening a larger potential solution set. Its lack of restriction 

allows teams to pursue more complex vehicle configurations, thereby 

encouraging greater creativity in satisfying the mission requirements. 

Micro Class teams are required to make trades between two 

potentially conflicting requirements, carrying the highest payload 

fraction possible, while simultaneously pursuing the lowest empty 

weight possible.  

Other SAE Aero Design Competitions: Aero Design 

Brazil; SAE BRASIL  
- 

1.1.2 Team Member Eligibility  

Teams are required to read the articles posted on the SAE Aero 

Design homepage ( 

1.1.3 Society membership  

Individual team members must be members of at least one of the 

following societies: (1) SAE or an SAE affiliate society, (2) ATA, 

or (3) IMechE. Proof of membership, such as a membership card, is 

required at the event.  

 

 



 149 

Students who are members of one of the societies listed above are not required to 

join any of the other societies in order to participate in any SAE competition.  

COMMENT: Students may join online at  

1.1.4 Pilots  

Pilots are not required to be students or SAE members, but they must be current 

members of either the Academy of Model Aeronautics or the national model 

aircraft club in their country of origin (such as the MAAC for Canadian teams). 

Valid AMA membership cards must be presented at the flying field prior to flying 

any team’s aircraft. Copies of AMA application forms will not suffice as proof of 

AMA membership; the actual AMA card must be presented at the event flying field.  

1.1.5 Liability Waiver and Insurance Requirements  

All on-site participants and faculty advisors are required to sign a liability waiver 

upon registration. Individual medical and accident insurance coverage is the sole 

responsibility of the participant.  

1.1.6 Ringers Prohibited  

In order to maintain the integrity of a fair competition, the faculty advisor must 

prohibit ringers. A ringer is someone that has exceptional skills related to the 

competition (e.g., a professional model builder) who cannot be a legal member of 

the team but helps the team win points.  

1.1.7 Design and Fabrication  

The airplane must be designed and built by the SAE student members without direct 

involvement from professional engineers, radio control model experts, pilots, 

machinists, or related professionals. The students may use any literature or 

knowledge related to R/C aircraft design and construction and information from 

professionals or from professors as long as the information is given as discussion of 

alternatives with their pros and cons and is acknowledged in the references in the 

design report. Professionals may not make design decisions, nor contribute to the 

drawings, the report, or the construction of the airplane. The faculty advisor must 

sign the Statement of Compliance given in Appendix.  

1.1.8 Original Design  

Any aircraft presented for competition must be an original design whose 

configuration is conceived by the student team members. Photographic scaling of an 

existing model aircraft design is not allowed. Use of major components such as 

wings, fuselage, or empennage of existing model aircraft kits is prohibited. Use of 

standard model aircraft hardware such as engine mounts, control horns, and landing 

gear is allowed.  

1.1.9 Official Languages  

The official language of the SAE Aero Design series is English.  
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Document submissions, presentations and discussions in English are  

acceptable at all competitions in the series.  

Team members, judges and officials at Non U.S. competition events may use 

their respective national languages for document submissions, presentations 

and discussions if all the parties involved agree to the use of that language.  

Aero Design East English  

Aero Design West English  

Aero Design Brazil Portuguese and English  

1.2 Multiple Entries  

1.2.1 Unique Designs  

Universities may enter more than one team in each Aero Design competition, 

but each entry must be a unique design, significantly different from each 

other. If the aircraft are not significantly different in the opinion of the 

Organizer, then the university will be considered to have only a single entry 

and only one of the teams and its aircraft will be allowed to participate in the 

competition. For example, two aircraft with identical wings and fuselages but 

different empennage would likely not be considered significantly different. 

For guidance regarding this topic, please email  

1.2.2 Aircraft Classification/Duplicate Aircraft  

Aircraft may only compete in one class. Simultaneous entry in 

Open(Advanced), Regular, and Micro Class, with the same aircraft, is not 

allowed. When a team has an identical aircraft as a back-up, the back-up 

aircraft must go through inspection with the primary aircraft. If the entire 

back-up aircraft is used in competition, previously earned flight points are 

forfeited and flight point scoring starts over.  

1.2.3 Aircraft Eligibility  

Aircraft will only be allowed to compete during a single academic year. 

Aircraft may be entered in both Aero Design East and Aero Design West 

during the same calendar year, but that same aircraft may not be used in either 

competition during the following year. Entering the same aircraft in Aero 

Design West one year and Aero Design East the next year is not allowed.  

1.3 Registration Information and Deadlines  

Teams intending to participate in the 2010 SAE Aero Design competitions must 

register their teams online starting Monday, October 5, 2009 at 10:00 AM EDT by 

the following deadlines: Aero Design East – Lockheed Martin Aeronautics Company, 

Fort Worth, TX;  
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Monday, December 21, 2009 at 11:59 PM Eastern Standard Time.  

Aero Design West – Lockheed Martin Aeronautics Company, Van Nuys, CA;  

Monday, December 21, 2009 at 11:59 PM Eastern Standard Time.  

The registration fee is non-refundable and failure to meet these deadlines will be 

considered a failure to qualify for the competition. Separate entry fees are required for the 

East and West events.  

The registration fees indicated in the Appendix ($ 600) must be paid online by credit card at 

the time of online registration. Registration fees may not be paid by any other means.  

Please note each Aero Design event will be limited to 65 teams.  

1.3.1 Individual Registration Requirements – ACTION REQUIRED  

All participating team members and faculty advisors must be sure that they are 

individually linked to their respective school / university on the SAE website.  

If you are not an SAE member, go to  

All international student participants, or unaffiliated faculty advisors, who are not 

SAE members are required to complete the International Student Registration form 

per team found on the Registration page of the specific event ( 

All student participants and faculty advisors must affiliate themselves to the 

appropriate team(s) online. To do this you will need to go to the Aero Design 

homepage and select the SAE Aero Design Series link to expand the menu. Select 

the event(s) that you are registered for, and once the menu expands, click on the 

Registration link. From here you will select the ―Register Your Team / Update Team 

Information‖ link in which your team links should appear on the next page. Select 

the team link and scroll to the bottom of the page; the ―Add New Member‖ button 

will allow individuals to include themselves with the rest of the team.  
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Once you’ve associated yourself to your respective university team(s), all affiliated students 

and faculty must complete the following information on the SAE website:  

1.) Medical insurance (provider, policy/ID number, telephone number)  

2.) Driver’s license (state/country, ID number)  

3.) Emergency contact data (point of contact (parent/guardian,  

spouse), relationship, phone number) The ―Add New Member‖ button will allow 

individuals to access this page and include the necessary credentials. If the individual is 

already affiliated to the team, simply select the Edit button next to the name. Please be sure 

this is done separately for each of the events your team has entered.  

PLEASE BRING YOUR OFFICIAL DRIVER’S LICENSE OR PHOTO I.D./PASSPORT 

AS WELL AS YOUR MEDICAL INSURANCE CARD TO ONSITE REGISTRATION.  

All students, both domestic and international, must affiliate themselves online or submit 

the International Student Registration form by February 26, 2010. For additional 

assistance, please contact  

**NOTE: When your team is registering for a competition, only the student or faculty 

advisor completing the registration needs to be linked to the school. All other students 

and faculty can affiliate themselves after registration has been completed, however this 

must be done on or before February 26, 2010.  

1.3.2 Faculty Advisor  

Each team is expected to have a Faculty Advisor appointed by the university. The 

Faculty Advisor is expected to accompany the team to the competition and will be 

considered by competition officials to be the official university representative.  

Faculty Advisors may advise their teams on general engineering and engineering 

project management theory, but may not design any part of the vehicle nor 

directly participate in the development of any documentation or presentation. 

Additionally Faculty Advisors may neither fabricate nor assemble any 

components nor assist in the preparation, maintenance, or testing of the vehicle.  

In Brief - Faculty Advisors may not design, build or repair any part of the plane.  

1.3.3 SAE Aero Design Rules and Organizer Authority  
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Rules Authority  

The SAE Aero Design Rules are the responsibility of the SAE Aero Design Rules 

Committee and are issued under the authority of the SAE University Programs Committee.  

Official announcements from the SAE Aero Design Rules Committee, SAE or the other 

SAE Aero Design organizers shall be considered part of, and shall have the same validity as 

these rules.   

Ambiguities or questions concerning the meaning or intent of these rules will be resolved by 

the SAE Aero Design Rules Committee, SAE staff or by the individual competition 

organizers as appropriate.  

Rules Validity  

The SAE Aero Design Rules posted on the SAE website and dated for the calendar year of 

the competition are the rules in effect for the competition. Rule sets dated for other years are 

invalid.  

Rules Compliance  

By entering an SAE Aero Design competition the team members of the team as individuals, 

faculty advisors and other personnel of the entering university agree to comply with, and be 

bound by, these rules and all rule interpretations or procedures issued or announced by 

SAE, the SAE Aero Design Rules Committee and the other organizing bodies.  All team 

members, faculty advisors and other university representatives are required to cooperate 

with, and follow all instructions from, competition organizers, officials and judges.  

Understanding the Rules  

Teams are responsible for reading and understanding the rules in effect for the competition in 

which they are participating.  The section and paragraph headings in these rules are provided 

only to facilitate reading; they do not affect the paragraph contents.  

Participating in the Competition  

Teams, team members as individuals, faculty advisors and other representatives of a 

registered university who are present on-site at a competition are considered to be 

―participating in the competition‖ from the time they arrive at the event site until they 

depart the site at the conclusion of the competition or earlier by withdrawing.   

Violations of Intent  

The violation of the intent of a rule will be considered a violation of the rule itself. 

Questions about the intent or meaning of a rule may be addressed to the SAE Aero Design 

Rules Committee or by the individual competition organizers as appropriate.   

Right to Impound SAE and the other competition organizing bodies reserve the right to 

impound any on-site registered aircraft at any time during a competition for inspection and 

examination by the organizers, officials and technical inspectors.  
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General Authority  

SAE and the competition organizing bodies reserve the right to revise the schedule of any 

competition and/or interpret or modify the competition rules at any time and in any manner 

that is, in their sole judgment, required for the efficient operation of the event or the Aero 

Design series as a whole.  

NOTICE: In the event that the number of teams registering for the competition exceeds the 

number of teams/participants the facilities can handle, then registration priority will be given 

to colleges and universities with SAE student chapters.  

1.4 Complaints, Protests and Questions  

1.4.1 Complaints  

Competition officials will be available to listen to complaints regarding 

errors in scoring, interpretation, or application of the rules during the 

competition.  Competition officials will not be available to listen to 

complaints regarding the nature, validity, or efficacy of the rules 

themselves at the competition.  In other words, the Organizer will not 

change the rulebook at the field.  

1.4.2 Protests / Preliminary Review  

If a team has a question about scoring, judging, policies, or any official 

action, they must bring the question to the Organizer’s or SAE staff’s 

attention for an informal preliminary review before a protest is filed.  

1.4.3 Cause for Protest  

A team may protest any rule interpretation, score or official action (unless 

specifically excluded from protest) which they feel has caused some actual, 

non-trivial, harm to their team, or has had a substantive effect on their score. 

Teams may not protest rule interpretations or actions that have not caused 

them any substantive damage.   

1.4.4 Protest Format  

If a faculty advisor or team captain feels that his complaint about an official 

action or rules interpretation was not properly addressed by the event 

officials, he or she may protest.  All protests must be filed in writing to the 

Organizer by the faculty advisor or team captain only.  
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1.4.5 Protest Period  

All protests must be submitted within thirty (30) minutes of the end of the 

flight round or other competition event to which the protest relates.  

1.4.6 Protest Committee  

Any protests must be reviewed by the Protest Committee. The Protest 

Committee must consist of a minimum of three members: the Organizer, an 

SAE Collegiate Design Series representative, and either the Chief Steward, 

the Chief Judge, or the Air Boss. The decision of the Protest Committee 

must be final. If a member of the Aero Design Rules Committee is at the 

competition, he or she will be in the Protest Committee.  

1.4.7 Protest Resolution  

In order to have a protest considered, a team will be required to post twenty 

five (25) points as collateral. If the protest is sustained, the appropriate 

correction will be applied and the team will forfeit no points. If the protest 

is overruled, the team will forfeit the twenty five (25) collateral points.  

1.4.8 Questions  

Any questions or comments about the rules should be brought to the 

attention of the Rules Committee via the SAE Aero Design forum at  

 

General information about hotels and other attractions in the area as well as a 

schedule of events will be posted on the SAE website according to the 

competition in which you are competing:  

http://students.sae.org/competitions/aerodesign/  

1.5 Professional Conduct  

1.5.1 Unsportsmanlike Conduct  

In the event of unsportsmanlike conduct by team members or that team’s 

faculty advisor, the team will receive a warning from a Competition Official. 

A second violation will result in expulsion of the team from the competition 

and loss of any points earned in all aspects of the competition.  

1.5.2 Arguments with Officials  

Arguments with or disobedience toward any competition official may result 

in the team being eliminated from the competition. All members of the team 

may be immediately escorted from the grounds.  

1.5.3 Alcohol and Illegal Material  

Alcoholic beverages, illegal drugs, firearms, weapons, or illegal material of 

any type are not permitted on the event sites at any time during the 

competition. Any violations of this rule will result in the immediate 

expulsion of all members of the offending school, not just the individual 

team member in violation.  This rule applies to team members and faculty 
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advisors. Any use of illegal drugs or any use of alcohol by an underage 

person must be reported to the local law enforcement authorities for 

prosecution.  



 157 

1.5.4 Organizer’s Authority  

The Organizer reserves the exclusive right to revise the schedule of the 

competition and/or to interpret the competition rules at any time and in any 

manner which is required for efficient operation or safety of the competition.  
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SECTION 2.0 Mission Requirements  

2.1 Takeoff  

Takeoff is defined as the point at which the main wheels leave the ground.    

2.1.1 Time Limit  

Upon a signal given by the Air Boss, each team will have three (3) 

minutes to accomplish a successful takeoff. Multiple takeoff 

attempts are allowed within the three-minute window as long as the 

aircraft has NOT become airborne during an aborted attempt.  

2.1.2 Takeoff Zone  

Regular Class aircraft must lift from the ground within a takeoff zone  

measuring 200 feet (61m) in length.    

Micro Class aircraft must lift from the ground within a takeoff zone 

measuring 100 feet (30m) in length. Takeoff direction will be 

determined by the Air Boss, and selected to face into the wind.  

Aircraft must remain on the runway during the takeoff roll.  

Advanced Class shall have the full use of the runway.  There is no 

takeoff  

limit.  

2.1.3 Engine Run-up  

Use of a helper to hold the model while the engine is revved prior to 

release for takeoff is allowed, but the helper may not push the model 

upon release.  To stay within the takeoff zone, the main wheels of the 

aircraft are to be placed on the takeoff line.  

2.1.4 Aircraft Configuration upon Liftoff  

The aircraft must remain intact during takeoff, from release through 

liftoff.  No parts may depart the aircraft during the takeoff process.  

2.2 Competition Circuit Requirements  

The aircraft must successfully complete one 360° circuit of the field.  During 

departure and approach to landing, the pilot must not fly the aircraft in a 

pattern that will allow the aircraft to enter any of the no-fly zones (See Para. 

20.3.4).   More than one circuit of the field is allowed. During a flight, each 

aircraft must fly past the departure end of the takeoff zone, turn the aircraft 

through approximately 180° of heading, and fly past the approach end of the 

takeoff zone prior to landing. No aerobatic maneuvers will be allowed at any 

time during the flight competition.  This includes but not limited to: loops, 

figure 8’s, immelmans, barrel rolls, etc.  
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2.3 Landing  

Landing is defined as occurring from initial touchdown to the point at which the 

aircraft stops moving. Initial touchdown is defined as the point at which any part of 

the aircraft touches the ground.  

2.3.1 Landing Zone  

Regular Class aircraft must land in the same direction as takeoff within a 

designated landing zone measuring 400 feet (122m) in length.    

Micro Class aircraft must land in the same direction as takeoff within a 

designated landing zone measuring 200 feet (61m) in length.   

Advanced Class aircraft must land on the runway with the full use of the 

entire runway. Advance Class aircraft must land in the same direction as 

takeoff.  

Touch-and-goes are not allowed, and a crash-landing invalidates the landing 

attempt. A good landing is defined as touching down within the designated 

landing zone for the class, and remaining on the ground through rollout.  

Rolling-out beyond the landing zone is allowed, provided the aircraft touches 

down within the landing zone. Bouncing across the boundary at the end of the 

landing zone is not allowed, and will be judged as a failed landing attempt.  A 

failed landing attempt will result in no score for the round.  

During a landing, the aircraft must remain on the runaway between their 

landing limits to be considered a successful landing.  Running off the side of 

the runway onto the grass is not allowed.  If an aircraft crosses their 

respective landing limits, running off onto the grass is permitted.  

2.3.2 Post-landing Condition  

The aircraft must take off and land intact to receive points for the flight.   

All parts must remain attached to the aircraft during flight and landing 

maneuver, with the exception of the propeller.  Broken propellers are 

 



 160 

allowed, and will not invalidate a flight attempt.  
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2.3.3 Flight Authority  

The Organizer, Chief Judge, Air Boss, SAE Official, or other designated competition 

technical inspector may prohibit flight of any aircraft deemed non-flight-worthy until 

the non-flight-worthy condition has been repaired and the aircraft has been re-

inspected by the judges.  

2.3.4 Controllability  

All aircraft must be controllable in flight.  

2.3.5 No-Fly Zone  

Each flying site will have site-specific no-fly zones.  At no time is any aircraft to 

enter the no-fly zones, whether under controlled flight or uncontrolled.  First 

infraction for crossing into the no-fly zone will result in an invalidated flight 

attempt and no points will be awarded for that flight.  Second infraction will result 

in disqualification from the entire event and loss of all points.  Flying over the pit 

area is not allowed at any time.  

2.3.6 Flight Rules Announcement  

Flight will be explained to all teams before the flight competition begins, either 

during the pilots’ meeting or during activities surrounding the technical inspections 

and oral presentations.  

2.3.7 Flight Rules Violations  

Violation of any flight rule may result in the team being eliminated from the 

competition.  All members of the team may be escorted from the grounds.  

2.3.8 Local Field Rules  

In addition to competition rules, the local flying club may have additional rules in 

place at the event flying field.  Club rules will be obeyed during the flight 

competition; for example, the club may have specific frequency control procedures 

that must be used during the event.  

2.3.9 Repairs and Alterations  

The original design of the aircraft as presented in the written and oral reports must be 

maintained as the baseline aircraft during the course of the competition.  

2.3.10 Repairs  

In the event of damage to the aircraft, the aircraft may be repaired provided such 

repairs do not drastically deviate from the original baseline design.  

2.3.11 Alteration After First Flight  
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Minor alterations are allowed after the first and subsequent flight attempts.  Penalty 

will ONLY be assessed if 2/3 of the ruling committee (Event Director, Head Judge, 

SAE Judge) agree that there was significant modifications made from the baseline 

configuration. Changes due to safety will not be assessed with penalty points.  

Alteration must reported as described in section 6.3.4.  

2.3.12 Ground Safety  

NO OPEN TOE SHOES ALLOWED.  All team participants, including faculty 

advisors and pilots, will be required to wear CLOSED toe shoes during flight 

testing and during flight competition.  

2.3.13 Flight Line Safety  

All students involved at the flight line shall wear safety glasses.  
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SECTION 3.0 Regular Class Requirements Design Objective: The 

objective of Regular Class is to design an aircraft that can lift as much weight as 

possible while observing the available power and aircraft’s length, width, and height 

requirements.  Accurately predicting the lifting capacity of the aircraft is an important 

part of the exercise, as prediction bonus points often determine the difference in 

placement between competing teams.  

3.1 Aircraft Requirements and Restrictions  

3.1.1 No lighter-than-air or rotary wing aircraft  

Competing designs are limited to fixed wing aircraft only. No lighter-

thanair or rotary wing aircraft such as helicopters or autogyros will be 

allowed to compete.  

3.1.2 Aircraft Dimension Requirement  

Fully configured for takeoff, the free standing aircraft shall have 

a maximum combined length, width, and height of 200 inches.  

Aircraft exceeding this design requirement will be disqualified 

from the competition.  

Length is defined as the maximum distance from front to the aft of 

the aircraft. Width is the span or the maximum distance from 

wingtip to wingtip. Height is defined as the maximum distance 

perpendicular to the ground to the highest part of the aircraft 

(propeller not included).    

3.1.3 Gross Weight Limit  

Regular Class aircraft may not weigh more than fifty five (55) 

pounds with payload and fuel.  

3.1.4 Payload Bay Limit(s)  

Regular Class aircraft must be capable of carrying a minimum fully 

enclosed a rectangular block measuring 5 inches by 5 inches by 10 

inches (5‖ x 5‖ x 10‖). During technical inspection, compliance with 

this rule must be tested by inserting a block with these dimensions 

into the aircraft. This block must be easily inserted and removed 

without application of excessive force during insertion or extraction, 

and the aircraft must be structurally airworthy with the block 

installed. Aircraft not capable of carrying a fully enclosed cargo block 

will be disqualified from the competition.  

3.1.5 Aircraft Identification  

Team number as assigned by SAE must be visible on both the top 

and bottom of the wing, and on both sides of the vertical stabilizer 

or other vertical surface in 4-inch numbers. The University name 
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must be clearly displayed on the wings or fuselage. The University 

initials may be substituted in lieu of the University name provided 

the initials are unique and recognizable.  
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The assigned aircraft numbers appear next to the school name on the 

―Registered Teams‖ page of the SAE Aero Design section of the 

Collegiate Design Series website at:  

Aero East: 
 

Aero West:  
 

3.1.6 Name and Address  

Regular Class aircraft must be identified with the school name and address 

either on the outside or the inside of the aircraft.  

3.1.7 Material Restriction  

The use of Fiber-Reinforced Plastic (FRP) is prohibited on all parts of the 

aircraft. The only exception is the use of a commercially available engine 

mount and propeller. Exploration of other materials and building methods are 

greatly encouraged.  

3.2 Aircraft System Requirements  

3.2.1 Engine Requirements  

Regular Class aircraft must be powered by a single, unmodified O.S. .61FX 

with E-4010 Muffler. No muffler extensions or headers that fit between the 

engine cylinder and the muffler may be used. Muffler baffles must be 

installed, and must be unmodified from the factory installed configuration. 

No fuel pumps are allowed.  

While the engine may not be modified from its stock configuration, two 

specific components may be installed on the engine for convenience and/or 

safety purposes:  

(a) Remote needle valves, including needle valves that may be adjusted in flight, are allowed.  

(b) Tubes that redirect the exhaust flow may be affixed to the exhaust pipe.  
 

NOTE: Engine tear-down and inspection may be performed by the competition officials at 

any time during the competition.  

3.2.2 Gear boxes, Drives, and Shafts  

Gearboxes, belt drive systems, and propeller shaft extensions are allowed  
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as long as a one-to-one propeller to engine RPM is maintained.  The prop(s) 

must rotate at engine RPM.     

3.2.3 Competition Supplied Fuel  

The fuel for Regular Class entries will be a common grade, ten percent (10%) 

nitro methane fuel supplied by the Organizer.  

3.2.4 Fuel Tanks  

Fuel tanks must be accessible to determine contents during inspections.  Tanks may be 

pressurized by a stock fitting on the engine muffler only.  

3.2.5 Gyroscopic Assist Prohibited  

No gyroscopic assist of any kind is allowed in the Regular Class.  

3.2.6 Payload Requirements  

3.2.6.1 Payload and Payload Support  

The payload must consist of a support assembly and payload plates. All 

payload carried for score must be carried within the cargo bay. The 

support assembly must be constructed so as to retain the weights as a 

homogeneous mass.  There is no required configuration for the payload 

plates.  An example of one possible payload support configuration is 

provided below, but this is only an example.  The design of the support 

assembly will depend upon the configuration of the payload plates. The 

payload must be secured to the airframe to ensure the payload will not 

shift or come loose in flight. The total payload consists of the plates plus 

the support assembly.  It is the responsibility of each team to provide its 

own payload plates.  

Example Payload Assembly Section  
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3.2.6.2 Payload Distribution  

The payload cannot contribute to the structural integrity of the 

airframe, and must be secured to the airframe within the cargo 

bay so as to avoid shifting while in flight.  

3.3 General Requirements  

3.3.1 Radios (New requirement)  

The use of 2.4 GHz radio is required for all aircraft competing in the 2010 

competition.  

3.3.2 In-Flight Battery Packs  

Regular Class aircraft must use a battery pack with no less than five hundred 

(500) mAh capacity. Batteries may be charged at any time on the ground.  

3.3.3 Spinners or Safety Nuts Required  

All aircraft must utilize either a spinner or a rounded safety nut.  

3.3.4 Metal Propellers Prohibited  

Metal propellers are not allowed.  

3.3.5 Control Surface Slop  

Aircraft control surfaces must not feature excessive slop.  Sloppy control 

surfaces lead to reduced controllability in mild cases, or control surface 

flutter in severe cases.    

3.3.6 Servo Sizing  

Analysis and/or testing must be described in the Design Report that 

demonstrates the servos are adequately sized to handle the expected 

aerodynamic loads during flight.  

3.3.7 Qualification Flights  

Qualification flights are not required.  

3.4 Regular Class Scoring  

An Empty Payload Bonus will be available for Regular Class.  See section 3.4.4 for 

details.  

In order to participate in the flight portion of the competition, each team is 

required to have submitted AND received a score for their Design Report and 

Oral Presentation.  

3.4.1 Regular Class Flight Score  

Regular Class aircraft will receive a flight score based upon the raw weight 

lifted and the team’s prediction of the aircraft’s maximum lifting capacity.  
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FS RAW PPB EWB TP  

RAW = Raw Weight Score PPB = Prediction Point Bonus EWB = Empty Weight 

Bonus TP = Total Penalty Points  

3.4.2 Raw Weight Score  

The raw weight score will be determined by multiplying the weight lifted in pounds 

by 4.  Lifting 25 pounds will result in a raw weight score of 100 points.  

RAW W  

W = Weight Lifted in Pounds  

3.4.3 Payload Prediction Bonus  

The prediction bonus will be determined according to the following formula:  

PPB P
Pr 

P 

2 

 

edicted Actual  

PPredicted = Predicted Payload PActual = Actual Payload  

If the above number is positive, the resulting number will be applied as the prediction 

bonus.  If the above number is negative, no bonus will be applied.  

3.4.4 Empty Payload Bonus  

A 10 point Empty Weight Bonus (EWB) will be awarded if a successful flight 

with zero (0) payload achieved.  EWB can only be obtained in the first flight 

round of competition.  

3.4.5 Total Penalty Points  

Any penalties assessed during Design Report Submission, Technical Inspection, and 

Aircraft Modifications will be applied to the overall Flight Score.  
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SECTION 4.0 Advanced Class 

Requirements Design Objectives:  

The objective of the Advanced Class is to design an aircraft with an on-board Data 

Acquisition System (DAS) while carrying as much weight as possible. Adding a 

DAS will provide students insight into two areas of interest in today’s industry; 

autonomous flight and flight test data collection.  

4.1 Aircraft Requirements and Restrictions  

4.1.1 No Lighter-Than-Air or Rotary Wing Aircraft  

Competing designs are limited to fixed wing aircraft only. No 

lighterthan-air or rotary wing aircraft such as helicopters or 

autogyros will be allowed to compete.  

4.1.2 Gross Weight Limit  

Advanced Class aircraft may not weigh more than fifty five (55) 

pounds with payload and fuel.  

4.1.3 Wing Span Limit  

Advanced Class aircraft are not limited by wing span.  

4.1.4 Payload Bay Limit(s)  

Advanced Class aircraft have no restrictions as to size, shape, or 

number of payload bays.  

4.1.5 Aircraft Identification  

Team number as assigned by SAE must be visible on both the top and 

bottom of the wing, and on both sides of the vertical stabilizer or 

other vertical surface in 4-inch numbers. The University name must 

be clearly displayed on the wings or  

fuselage. The University initials may be substituted in lieu of 

the University name provided the initials are unique and 

recognizable.  

The assigned aircraft numbers appear next to the school name on 

the ―Registered Teams‖ page of the SAE Aero Design section of 

the Collegiate Design Series website at:  

Aero East:  
 

Aero West:  
 

4.1.6 Name and Address  
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Advanced Class aircraft must be identified with the school name and  
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address either on the outside or the inside of the aircraft.  

4.2 Aircraft Systems Requirements  

4.2.1 Engine Requirements  

Advanced Class aircraft must be solely powered by internal combustion, 

reciprocating engines.  The total displacement of Advanced Class engines 

may not exceed .65 cubic inches.  The common-use displacement will be 

used to determine displacement, i.e. the advertised displacement.  Advanced 

Class aircraft are not limited to the number of engines.  No changes to the 

internal displacement of the engine(s) will be allowed.  There is, however, no 

restriction to the make and model of the engine(s).  

4.2.2 Stored Energy Restriction  

Advanced Class aircraft must be powered by the engine(s) on board the 

aircraft. No other internal and/or external forms of stored potential energy 

allowed.  

4.2.3 Propeller and Gearbox Issues  

Gearboxes are allowed in Advanced Class in which the propeller RPM 

differs from the engine RPM. Multiple engines, multiple propellers, 

propeller shrouds, and ducted fans are allowed in Advanced Class.     

4.2.4 Competition Supplied Fuel  

Advanced Class teams may provide their own fuel, but fuel for Advanced 

Class entries must be acceptable for use by the AMA and the competition 

organizer. No fuel systems with gaseous boosts in which gases other than air 

enter the internal combustion engine will be allowed; pressurized air is also 

not allowed.  Engines utilizing extremely hazardous fuels such as those 

containing tetranitromethane or hydrazine are prohibited.  Advanced Class 

teams are welcome to use the competition-supplied fuel used by the Regular 

Class.  

4.2.5 Fuel Tanks  

Advanced Class fuel tanks need not be accessible.  

4.2.6 Gyroscopic Assist Allowed  

Gyroscopic assist or other forms of stability augmentation are allowed in 

Advanced Class.  

4.2.7 Payload Requirements  

4.2.7.1 Payload and Payload Support  

The payload must consist of a support assembly and payload 

plates. All payload carried for score must be carried within the 
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cargo bay(s). The support assembly must be constructed so as to 

retain the weights as a homogeneous mass.  There is no required 

configuration for the payload plates.  An example of one possible 

payload support configuration is provided below, but this is only 

an example.  The design of the support assembly will depend 

upon the configuration of the payload plates.  
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The total payload consists of the plates plus the support assembly.  It is the responsibility 

of each team to provide its own payload plates.  

Example Payload Assembly Section  

4.2.7.2 Payload Distribution  

The payload cannot contribute to the structural integrity of the airframe, 

and must be secured to the airframe within the cargo bay so as to avoid 

shifting while in flight.  

4.2.8 Data Acquisition System (DAS)  

Advanced Class aircraft shall have either an active mechanical, electromagnetic, 

or optical Data Acquisition System 

(DAS) to measure take-off 

distance. Takeoff distance is 

defined as the distance from the 

starting line to when the weight of 

the aircraft comes off the main 

wheel(s), Weight-On-Wheel 

(WOW) = 0.    

4.2.9 DAS Requirements  

DAS shall be measured in feet 

with precision of at least 10ths of a 

foot DAS shall use WOW as the 

trigger to stop recording distance 

traveled.   Read-out from the 

DAS shall be visible from outside 

the aircraft. DAS shall have a quick reset switch.  
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4.2.10 DAS Failures  

In case of a DAS failure, the DAS Takeoff Performance Term, Z, (section 

40.4.4) will default to zero (0) and the flight score will only be 2 times the 

payload lifted. (2 x P)  

4.3 General Requirements  

4.3.1 Under Carriage  

No restrictions.  

4.3.2 Radios (New requirement)  

The use of 2.4 GHz radio is required for all aircraft competing in the 2010 competition.  

4.3.3 In-Flight Battery Packs  

Advanced Class aircraft must use a battery pack with capacity suitable to 

safely drive all the servos in the aircraft, taking into consideration the number 

of servos and potential current draw from those servos.  Batteries may be 

charged at any time on the ground.  Advanced Class aircraft must use a 

battery pack with no less than 700 mAh capacity.  

4.3.4 Spinners and Safety Nuts Required  

All aircraft must utilize either a spinner or a rounded safety nut.  

4.3.5 Metal Propellers Prohibited  

Metal propellers are not allowed.  

4.3.6 Control Surface Slop  

Aircraft control surfaces must not feature excessive slop.  Sloppy control 

surfaces lead to reduced controllability in mild cases, or control surface flutter 

in severe cases.    

4.3.7 Servo Sizing  

Analysis and /or testing must be described in the Design Report that 

demonstrates the servos are adequately sized to handle the expected 

aerodynamic loads during flight.  

4.3.8 Qualification Flights  

Qualification flights are not required.  

4.4 Advanced Class Scoring  

4.4.1 Advanced Class Flight Score  
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In order to participate in the flight portion of the competition, each team is required to 

have submitted AND received a score for both Design Report and Oral Presentation.  

Advanced Class aircraft will receive a flight score based upon the DAS  

error, DAS Take-Off Performance, and the weight lifted.  

      Flight Score = Error X (DAS Take-Off Performance) + (2 X Payload)  

Score eZ  

e D D 
2 

 

T DAS eqn. 4.4.1e  

D 
2 

 

Z 
CTO 

 

9  

4.4.2 Payload Score (P)  

The payload score shall be determined by multiplying the weight lifted in pounds by 

2. Lifting 20 pounds will result in a payload score of 40 points.  

Payload Score = 2 x Weight Lifted in pounds  

4.4.3 Error Constant (e)  

The error constant shall be determined during each team’s Tech-Inspection. Team 

MUST go through Tech-Inspection during the allotted time (the first day of the 

competition).  Failure to have a the error constant measured during the Tech-

Inspection will result in having a zero (0) constant value for the error. The distance 

and the type of surface to be used for obtaining error constant will be determined by 

each Event Director 24 hours prior to tech-inspection.  

4.4.3.1 Determining Error Constant  

Event Director shall announce the distance and the type of surface 

24 hours prior to tech-inspection.  

Tech Inspectors will mark out a pre-determined distance on the rolling 

surface. This will be the measured truth Distance (DT) used in the error 

equation 4.4.3.1e.  

Team will reset their DAS to zero (0) and place the aircraft at the 

starting line.  

Team will roll translating their aircraft along the test track from the 

start line to the finish line referenced by the aircraft main wheel(s). At the 

end of the test, the teams will read the output from their (DDAS).  
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Once the tech inspection starts, the team will NOT be given a chance 

to calibrate between rolls.  

This test shall repeat three consecutive times (3X) and the average of 

the three (3) rolls will determine the error constant.   

e D D 
2 

eqn. 4.4.3.1e 
T DAS  

4.4.4 DAS Takeoff Performance Term (Z)  

The calibrated DAS takeoff performance term, DCTO, shall be determine from the 

distance obtained from the on-board DAS read-out .Units used for DA shall be in 

ft with a precision of at least 10ths of a foot.  

D
CTO 

2 

 

Z eqn. 4.4.4.1e 

9  
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SECTION 5.0 Micro Class 

Requirements Design Objectives:  

The objective of Micro Class is to design an aircraft that can carry the highest 

payload fraction possible while simultaneously pursuing the lowest empty weight 

possible. Micro Class requires teams to make trades between two potentially 

conflicting requirements. Micro Class will be divided into 3 phases as follows:  

Phase 1: Technical report  

Teams will electronically submit their proposals for competition detailing how 

their design has met or exceeded the design requirements.  

Phase 2: Proof of Concept Demonstrator  

Phase 2A – Aircraft ease of assembly must be demonstrated (timed event).  

Phase 2B – Oral Presentation on Concept Demonstrator  

Phase 3: Flight Competition  

Micro Class teams will be required to design and build a portable (modular based) 

UAV with packaging requirements and must also demonstrate its ease of assembly.  

5.1 Aircraft Requirements and Restrictions  

5.1.1 No lighter-than-air or rotary wing aircraft  

Competing designs are limited to fixed wing aircraft only. No 

lighterthan-air or rotary wing aircraft such as helicopters or 

autogiros will be allowed to compete.  

5.1.2 Aircraft Identification  

Team number as assigned by SAE must be visible on both the top 

and bottom of the wing, and on both sides of the vertical stabilizer or 

other vertical surface in 4-inch numbers. The University name must 

be clearly displayed on the wings or fuselage. The University initials 

may be substituted in lieu of the University name provided the 

initials are unique and recognizable.  

The assigned aircraft numbers appear next to the school name 

on the ―Registered Teams‖ page of the SAE Aero Design 

section of the Collegiate Design Series website at:  

Aero East:  
 

Aero West:  
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5.1.3 Assembly and Carrying Case  

The aircraft must be capable of assembly from a foam padded carrying 

case in three (3) minutes by two (2) people.  See section 5.3.9  

5.1.4 Name and Address  

Micro Class aircraft must be identified with the school name and address 

either on the outside or the inside of the aircraft and on the carrying case.  

5.2 Aircraft Systems Requirements  

5.2.1 Engine Requirements  

Micro Class aircraft are restricted to internal combustion, reciprocating 

engines or electric motor propulsion. See section 5.3.1 for requirements for 

electric propulsion.  

5.2.2 Propeller and Gearbox Issues  

Gearboxes in Micro Class in which the propeller RPM differs from the 

engine or motor RPM are allowed. Multiple engines or motors, multiple 

propellers, propeller shrouds, and ducted fans are allowed in Micro Class.     

5.2.3 Competition Supplied Fuel  

Micro Class teams may provide their own fuel, but fuel for Micro Class 

entries must be acceptable for use by the AMA and the competition 

organizer. No fuel systems with gaseous boosts in which gases other than air 

enter the internal combustion engine will be allowed; pressurized air is also 

not allowed.  Engines utilizing extremely hazardous fuels such as those 

containing tetranitromethane or hydrazine are prohibited.  Micro Class teams 

are welcome to use the competition-supplied fuel used by the Regular Class.  

5.2.4 Fuel Tanks  

Micro Class fuel tanks need not be accessible.  

5.2.5 Gyroscopic Assist Allowed  

Gyroscopic assist or other forms of stability augmentation are allowed in 

Micro Class.  

5.2.6 Payload Requirements 5.2.6.1 Payload and Payload Support  
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The payload must consist of a support assembly and payload plates. All 

payload carried for score must be carried within the cargo bay(s). The support 

assembly must be constructed so as to retain the weights as a homogeneous 

mass.  There is no required configuration for the payload plates.  An example 

of one possible payload support configuration is provided below, but this is 

only an example.  The design of the support assembly will depend upon the 

configuration of the payload plates.  

The total payload consists of the plates plus the support assembly.  It is the 

responsibility of each team to provide its own payload plates.  

Example Payload Assembly Section  

5.2.6.2 Payload Distribution  

The payload cannot contribute to the structural integrity of the airframe, 

and must be secured to the airframe within the cargo bay so as to avoid 

shifting 

while 

in 

flight.  

5.2.7 Payload Bay 

Limit(s)  

Micro Class 

aircraft must be 

capable of carrying 

and fully enclosing 

a rectangular block 

measuring 8 inches 

by 3 inches by 4 

inches.  During 

technical 

inspection, compliance with this rule must be tested by inserting a block with these 

dimensions into the aircraft.  This block must be easily inserted and removed without 

application of excess force during insertion or extraction, and the aircraft must be 

structurally airworthy with the block installed. Aircraft not capable of carrying and 

fully enclosing the defined cargo block will be disqualified from the competition.  
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5.2.8 Payload Material  

Payload material is not limited except dimensionally.  Payload materials can 

be in the form of plates, lead shot or similar material.  

5.3 General Requirements  

5.3.1 Radios (New requirement)  

The use of 2.4 GHz radio is required for all aircraft competing in the 2010 competition.  

5.3.2 In-Flight Battery Packs  

Micro Class aircraft must use a battery pack with capacity suitable to safely drive all 

the servos in the aircraft, taking into consideration the number of servos and potential 

current draw from those servos.  Batteries may be charged at any time on the ground.   

Micro Class aircraft utilizing electric motor propulsion are NOT allowed to use 

systems with Battery Eliminator Circuitry that allows a single battery pack to power 

both the motor and the radio equipment.  The motor and the radio equipment will 

each have its own battery.  

5.3.3 Spinners and Safety Nuts Required  

All aircraft must utilize either a spinner or a rounded safety nut.  

5.3.4 Metal Propellers Prohibited  

Metal propellers are not allowed.  

5.3.5 Control Surface Slop  

Aircraft control surfaces must not feature excessive slop.  Sloppy control surfaces 

lead to reduced controllability in mild cases, or control surface flutter in severe 

cases.    

5.3.6 Servo Sizing  

Servos must be adequately sized to handle the expected air loads during flight.  

5.3.7 Qualification Flights  

Qualification flights are not required.  
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5.3.8 Aircraft Packaging General Requirements  

The flight ready aircraft must be packaged in an unassembled state in a 

foam padded box for easy transportation and one person portability.  The 

carrying case will contain all aircraft parts necessary for flight, including 

the radio transmitter, simulated fuel and/or batteries.  

5.3.9 Aircraft Carrying Case Specifications (New)  

The aircraft carrying case is a contest specified commercially available case. 

The case should be ordered from Mcmaster-Carr and is found under detail 

number 6589A27.  Only the specified case can be used for competition and 

will be verified by the judges at tech inspection.  Case information is listed 

below.  

1. Carrying case outside dimensions: 19 inches by 14 inches by 6 inches.  

2. Carrying case inside dimensions: 18 inches by 13 inches by  

5.625 inches.  

3. Carrying case approximate cost: $70.06  

4. Carrying case should contain foam cutouts to prevent items from shifting during transport.   

 

5.3.10 Aircraft Propulsion Specific Requirements  

For electric propulsion aircraft only, the propulsion battery will be 

packaged in its own space within the aircraft carrying case, i.e., it will NOT 

be pre-installed in the aircraft. The flight control battery may be pre-installed 

in the aircraft in its pre-determined flight position.  If team elects not to pre-

install the flight control battery, it must be included in the carry case in its 

own labeled location. During Phase 2A assembly demonstration, the 

propulsion system battery will not be installed for safety reasons.  

For fuel powered aircraft only, the fuel tank will be empty during the Phase 

2A demonstration assembly.  A 12 ounce empty aluminum soda can must be 

included in the carrying case to simulate the flight necessary fuel. The flight 

control battery may be pre-installed in the aircraft in its predetermined flight 

position.  If team elects not to pre-install the flight control battery, it must be 

included in the carry case in its own labeled location.  

5.4 Micro Class Scoring  

In order to participate in the flight portion of the competition, each team is 

required to have submitted AND received a score for their Design Report and 

Oral Presentation.  
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5.4.1 Micro Class Flight Score   

The Micro Class flight score shall be determined according to the following formula:  

Flight Score = (10 – EW) x PF x 13  

Where EW = Empty Weight in pounds, and  

PayloadWeight 

PF = Payload Fraction =  

EmptyWeight PayloadWeight  

5.4.2 Payload Prediction Bonus  

No prediction points are available for Micro Class.  
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SECTION 6.0 Design Reports and Technical 
Presentation  

A team must have a score for their design report AND oral presentation in 

order to qualify for flight competition.  

6.1 Design reports  

The Design Report is the primary means in which a team is to convey to the 

judges how they arrived at their conclusion, that the aircraft they are 

entering in the competition is the aircraft most suited to perform the 

intended mission.  The Design Report should explain the team’s thought 

processes and engineering philosophy that drove them to their conclusions.  

Further, it should detail the methods, procedures, and where applicable, the 

calculations used to arrive at the presented solution.  

The SAE Technical Paper standard is a good guideline for the Design Report,  

http://www.sae.org/products/papers/paprinfo/present.htm.  

Some topics that are important to cover are: selection of the overall vehicle 

configuration, wing plan form design including airfoil selection, drag analysis 

including three-dimensional drag effects, aircraft stability and control, power 

plant performance including both static and dynamic thrust, and performance 

prediction. Other topics as appropriate may be included.  For more 

information regarding performance prediction, a white paper by Leland 

Nicolai is available on the Aero Design website.  

The Design Report consists of the report itself, the plans, and a payload 

prediction graph. The signed Statement of Compliance needs to be included 

as page 2 of the Design Report. The Design Report must be scored with the 

following maximum number of points available for each section:  

Report   40 Points  

Plans 5 Points  

Prediction Graph 5 Points  

Total Design Score 50 Points  

6.1.1 Design Report Requirements  

6.1.1.1 Page Limit  

The report must not exceed thirty (30) double-spaced, 

typewritten pages, including appendices, Cover Page, 

Statement of Compliance, Table of Contents, Plans, and 

Prediction Graph.  If the design report exceeds thirty (30) 

pages, the judges will only read and judge the first thirty 

pages.  

6.1.1.2 Electronic Report Format  
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All reports will now be submitted in (.PDF) format only.  

6.1.1.3 Font  
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The minimum size type is 12 point proportional or a 10  

character per inch non-proportional font.  

6.1.1.4 Margin  

1‖ Left, •••‖ right, top, and bottom.  

6.1.1.5 Page size  

All report pages will be ANSI A (81/2 x 11 inches) page  
format.  

6.1.1.6 Cover page  

All Design Reports must feature a cover page that states the team’s 

name, school, and team number. The cover page will count against the 

30-page limit.  

6.1.1.7 Submission of Reports  

Teams are required to submit a PDF file emailed by the  

deadline date as stated in the Appendix to:  

East –  

West –  

Subject line must read Design Report, Aero Design East (or  

West) 2009, also include your school name and number.  

6.1.2 Electronic Plan Requirements  

6.1.2.1 Format Size  

Plan sheet must be ANSI B sized page (PDF) format (11 x 17 inches). For 

teams outside North America, page format size must be the closest size 

available to ANSI B. Plans must only consist of one (1) page, and must have 

the US-standard third-order projection.  

6.1.2.2 Required Views  

The plans shall consist of a standard aeronautical three-view, using a US-

standard third-order projection; i.e., right side view in the lower left with the 

nose pointing right, top view above the right side view also with the nose 

pointing right, and front view in the lower right.  

6.1.2.3 Dimensions (New)  
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At a minimum, all aircraft must have the length, width, height, and CG 

location clearly marked and dimensioned on the submitted engineering 

drawings. All dimensions must be in inches and decimal inches, to an 

appropriate level of precision.  (Hint: four decimal places are too many!)   

Regular Class Aircraft: In addition to the minimum aircraft dimensions 

requirements, Regular Class aircraft must call out the main wheel diameter.  

Failure to call out the main wheel diameter will result in a 5 point technical 

inspection penalty to be applied to the overall design score.  

6.1.2.4 Summary Data  

The plans must also contain a table with a summary of pertinent aircraft 

data such as wingspan, empty weight, engine make and model for 

Advanced Class or Micro Class, etc.  

6.1.2.5 Other Required Markings  

The plans must be marked with the team name, school name, and team 

number.  

6.1.3 Electronic Payload Prediction Curve Requirements  

6.1.3.1 Number of Copies3  

One copy of the payload prediction curve will be included with your Design 

Report and will count against the 30-page limit.  One electronic copy of the 

payload prediction curve will be provided as a separate attachment (PDF), not 

part of the reports.    

6.1.3.2 Page Size  

Prediction curves must be on ANSI A sized page format (PDF) (8 ••• x 11 

inches) in landscape format.  For teams outside North America, page size 

must be the closest size available to ANSI A.  

6.1.3.3 Graph Markings  

The payload prediction curve (graph) must be marked with the team name 

and school name across the top of the graph, and with the team number 

marked in the bottom-right corner.  The graph must include the  formula 

used to calculate the curve.  
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6.1.3.4 Nature of the Curve  

For Regular and Advanced Classes, the curve must present the payload capacity of 

the aircraft in pounds as a function of density altitude in feet. For Micro Class, the 

curve must present the payload fraction of the aircraft as a function of density altitude 

in feet. The graph must be linearized over the relevant range, and the linear equation 

used to predict the payload capacity or payload fraction must be clearly shown on the 

graph.  

Only one curve, and hence one equation, may be presented on the graph. This curve 

may take into account predicted headwind for local conditions, rolling drag, inertia, 

engine and propeller performance, or any other factors that may affect takeoff 

performance.  All these factors are allowed components of the prediction curve, but 

only one curve will be allowed; multiple curves to account for varying headwind 

conditions will not be allowed. Teams presenting multiple curves will receive no 

bonus points for payload prediction.  

Payload Prediction Chart – Example  

W
max 

)h  

Density  

6.1.3.5 Scoring 

Precedence  

In scoring 

the payload 

prediction, 

the 

equation as 

printed on 

the 

prediction 

graph will 

be used to 

calculate the prediction bonus.  In the event the line as printed on the graph 

contradicts the equation, the equation must be used to determine the prediction bonus.  

Teams omitting the prediction curve equation from the prediction graph will receive 

no bonus points for payload prediction.  
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6.1.3.6 Micro Class Not Exempt  

Although no payload prediction bonus is available for Micro Class, 

Micro Class teams are still required to provide a payload prediction 

curve according to the guidelines described above.  

6.1.4 Submission Deadlines  

The Design Report, plans, and payload prediction graph must be 

electronically submitted no later than the date indicated on the Action 

Deadlines given in the Appendix.  Neither the Organizer nor the SAE is 

responsible for any lost or misdirected reports or plans.  The SAE will not 

receive any paper copies of the reports through the mail.  

6.2 Technical Presentations  

Each team is to give a ten (10) minute technical presentation of their design.  

Judging criteria for the presentation include both the quality of the technical 

content AND the manner in which that content is presented.  During this 

presentation, the team should present in oral form the same information they 

should have provided in their Design Report (section 6.1).  

As a guideline, teams should prepare for the Oral Presentation as if they were trying 

to convince a government customer to purchase their aircraft design instead of any 

competitor’s design.  That means a team should give a detailed explanation of how 

they arrived at the conclusion that their design is the best.  Teams should explain why 

they chose their design configuration, and then present the results of any analysis or 

testing that was done to justify their design choices.  Any aspects of the design 

relevant to aircraft performance should be explained.  

Regular and Micro Class aircraft must be present at the Oral Presentation.  

Advanced Class participants should make every effort to bring all or a portion of 

their aircraft to the presentation; however, if the size of the aircraft prevents its 

display, adequate photographs are acceptable substitutes.  

The Oral Presentation must be given in English, and it is worth a maximum of 50 

points. Teams that exceed the 15 minute presentation time will be penalized five 

points against their Oral Presentation score.  

Presentation Breakdown:  

 

minute aircraft assembly (timed event for Micro Class only)  
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6.2.1 Proof of Concept Demonstrating (Micro Class)  

Micro Class aircraft have an additional requirement. Micro Class entries 

have to validate their ease of assembly requirement during the Oral 

Presentation.  The aircraft must be assembled to flight ready status (minus 

fuel or propulsion battery) by two (2) people and actuate the flight control 

surfaces using the radio transmitter in three (3) minutes or less.  Failure to 

comply will result in a 3 point deduction. For safety reasons, connection 

and/or installation of the propulsion battery or fuel (for fuel powered 

aircraft) will NOT be required or performed.  It is required that the 

configuration presented during the assembly demonstration be the same 

flight configuration for flight competition. Any deviation in configuration 

from the assembly demonstration to the flight competition will be addressed 

with a design change form along with any applicable points deduction. Refer 

to Sections 5 for more information.  

6.3 Technical Inspection  

6.3.1 Conformance to Configuration Requirements  

Technical Inspection is the event during which the aircraft are checked for 

compliance to the aircraft configuration requirements.  Regular Class aircraft 

will be measured for wingspan, fit of the cargo block into the payload bay, 

and compliance of the engine to configuration requirements.  Advanced Class 

aircraft will be checked for engine displacement and gross weight 

requirements. Any spare aircraft or spare components (major assemblies such 

as wings, fuselages, empennage) must be inspected with the primary 

competition aircraft.  Micro Class has an additional item for technical 

inspection. All Micro Class entries must have their carrying case inspected 

for compliance.  

6.3.2 Technical Inspection  

Technical Inspection will be used to assess airworthiness of entered aircraft. 

Items mentioned in sections 3.3, 4.3, and 5.3 will be verified, as well as any 

other items that could cause an aircraft to depart controlled flight. Wing 

warp, control surface alignment, center of gravity, and many other items will 

be inspected during this event.   

6.3.3 Aircraft Conformance to Plans  

During Technical Inspection the aircraft will be inspected for conformance to 

the plans presented in the Design Report.  All teams must have a hard copy of 

their design report with them during technical inspection.   
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6.3.4 Deviation from Design  

Any deviation in construction of the aircraft since submission of the Design 

Report must be reported in writing.  Each design change must be 

documented separately using FORM MOD-C.  Technical Inspectors will 

assess penalty points obtained using the penalty chart (FORM MOD-P)   

6.3.5 Failure to Report Design Changes  

In the case where a team fails to report a design change, an additional 10 

points will be assessed on top of each design change as discovered during 

tech inspection.  

6.3.6 Scoring the Technical Inspection  

No points are available to be scored as a result of the Technical Inspection: 

teams may only lose points as a result of errors and problems encountered 

during the inspection process. Any penalties assessed during Technical 

Inspection will be applied to the overall Design Report score.   

6.4 Total Competition Scoring  

The overall competition score will be the sum of the individual components:  

Overall Score = Design Report Score + Oral Presentation Score + Flight 

Score  

6.5 Projection Equipment  

Teams planning to use data projection are responsible for bringing, or otherwise 

arranging for, their own data projectors.  Some data projectors may be provided by 

the organizers; however teams should not rely on either the availability or 

functionality of such equipment.  

6.6 Tie Breakers  

Tie Breakers for specific events within the competition will be decided by 

averaging the top three (3) flight scores.  
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SECTION 7.0 Future Rule Changes  

This section is intended to give teams advance notice of proposed changes to the 

Aero Design rules for 2011. These changes might have a significant effect on the 

design of the aircraft. This is an informational notice only and does not imply that the 

proposed change will in fact be adopted.  

 

class is to measure endurance.  This may be incorporated in future Micro-

Class Competition.  

(Now  required) With the advent of 2.4 GHz into the remote control arena, 

SAE is considering that 2.4 GHz radio systems be mandatory by the year 

2010.  This greatly reduces frequency conflicts during the flight portion of 

the competition and will facilitate much smoother and faster flight rounds.  

We realize that this imposes a financial burden on teams hence the long lead 

time on the notice.  We welcome any input on this issue via the Aero Design 

Forum.  
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Appendix 2010 SAE AERO 

DESIGN  

STATEMENT OF COMPLIANCE  
Certification of Qualification  

Team Name Team Number  

School  

Faculty Advisor  

Faculty Advisor’s Email  

Statement of Compliance  

As Faculty Advisor, I certify that the registered team members are enrolled in 
collegiate courses. This team has designed, constructed and/or modified the radio 
controlled airplane they will use for the SAE Aero Design 2009 competition, without 
direct assistance from professional engineers, R/C model experts or pilots, or related 
professionals.  

Signature of Faculty Advisor  

Team Captain Information:  

 
Note:  A copy of this statement needs to be included in your Design Report as page 2 (see 6.1).  

 

Team Captain:  

Captain's E-mail:  

Captain’s Phone:  
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2010 SAE AERO DESIGN EAST - ACTION DEADLINES 

LOCKHEED MARTIN AERONAUTICS COMPANY Fort Worth, 

TEXAS, USA APRIL 29-MAY 2, 2010  

Registration  

Register on-line at:  

2 Design Reports, Plans, and Payload Prediction Graph March 16, 2010  

DESIGN REPORTS:  

ELECTRONIC COPIES: An electronic copy of the Design Report 

must be received at SAE by 11:59 PM Eastern Standard Time on 

Tuesday, March 16, 2010 to:  

You will receive an email confirmation within 48 hours of receiving 

your report. If you do not receive the confirmation it is your 

responsibility to follow up. File size must be no larger than: 1.0 MB  

Subject line must read: Aero Design East Design Report, school name 
and number  

3 Rules Inquiries concerning Aero Design East Only  

Any inquiries regarding rules or for Aero Design East 2010 will be answered 

by the SAE Rules Committee via the SAE Aero Design forum:  

4 Official 2010 Aero Design East Website  

 

(Octobe

r 5, 

2009 at 

10:00 

AM 

EDT) 

Registr

ation 

fee 
$600.00 

USD 

per 

entry 

Registr

ation 

deadlin

e 
Decemb

er 21, 

2009  
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2010 SAE AERO DESIGN WEST - ACTION DEADLINES 

LOCKHEED MARTIN AERONAUTICS COMPANY VAN NUYS, 

CALIFORNIA, USA MARCH 5-7, 2010  

Registration  

Register on-line at:  

2 Design Reports, Plans, and January 21, 2010, 11:59 EST Payload 

Prediction Graph  

DESIGN REPORTS:  

ELECTRONIC COPIES: An electronic copy of the Design Report must be 

received at SAE by 11:59 PM Eastern Standard Time on Thursday, January 21, 

2010 to:  

You will receive an email confirmation within 48 hours of receiving your report. If 

you do not receive the confirmation it is your responsibility to follow up. File size 

must be no larger than: 1.0 MB  

Subject line must read: Aero Design West Design Report, school name and number  

3 Rules Inquiries concerning Aero Design West Only  

Any inquiries regarding rules or for Aero Design West 2010 will be answered 

by the SAE Rules Committee via the SAE Aero Design forum:  

4 Official 2010 Aero Design West Website  

HTTP://WWW.SAE.ORG/STUDENTS/AEROWEST.HTM  
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FORM MOD-C  

Team Number  

Team Name  

School:  

Desired Results  
(Describe the reason for modification and the desired results)  

Action Taken  
(Describe the actions or changes made to achieve the desired result)  

Systems Affected  
(Circle all that applies)  

Aero-Dynamics Structural Change Mechanical Electronic Misc  

Discovery Method  
(Describe how the problem was discovered)  

Submitted By: __________________________________________________  
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FORM MOD-P  
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2010 SAE Aero Design East and West Page 46 of 46  

 

Aero-Dynamic Changes      

Plan Form Area  Points  

Structural 

Change (Pts 

Deducted)  
Mechanical 

(Pts Deducted)  

Electronic 

(Pts 

Deducted)  

Misc (Pts 

Deducted)  
Add 

(in2)  

Remove

d (in2)   Add  
Remove

d  

1  1  .5  4  3  3  2  

2  1  .5  4  3  3  2  

3  1  .5  4  3  3  2  

4  1  .5  4  3  3  2  

5  1  .5  4  3  3  2  

6  2  1  4  3  3  2  

7  2  1  4  3  3  2  

8  2  1  4  3  3  2  

9  2  1  4  3  3  2  

10  4  2  4  3  3  2  

11  4  2  4  3  3  2  

12  4  2  4  3  3  2  

13  4  2  4  3  3  2  

14  4  2  4  3  3  2  

15  6  3  4  3  3  2  

16  6  3  4  3  3  2  

17  6  3  4  3  3  2  

18  6  3  4  3  3  2  

19  6  3  4  3  3  2  

20  8  4  4  3  3  2  

21  8  4  4  3  3  2  

22  8  4  4  3  3  2  

23  8  4  4  3  3  2  

24  8  4  4  3  3  2  

25  10  5  4  3  3  2  

26  10  5  4  3  3  2  

27  10  5  4  3  3  2  

28  10  5  4  3  3  2  

29  10  5  4  3  3  2  

30  12  6  4  3  3  2  

31  12  6  4  3  3  2  

32  12  6  4  3  3  2  

33  12  6  4  3  3  2  

34  12  6  4  3  3  2  

35  14  7  4  3  3  2  

36  14  7  4  3  3  2  

37  14  7  4  3  3  2  

38  14  7  4  3  3  2  

39  14  7  4  3  3  2  

40+  14  7  4  3  3  2  

 


