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MANZ RALLIES - 2014 

 

 

Hawkes Bay Radio Fliers   Awatoto                          25th & 26th  January  

 

 Contact: Graeme Rose         06 8799295          Email:  rosey1@clear.net.nz  

 

 

Springhill Aviation Club. Warkworth                                5th & 6th April 

 

Contact: Colin Austen         09 4248127       Email: hypro@slingshot.co.nz 

 

 

Matamata-Piako M.A.C.  MANZ AGM                               3th & 4th May 

 

Contact: Gary Shaw             07 5791263      Email:  gary.mary@xtra.co.nz 

 

 

Taupo Model Fliers                                                          30th/ 31st August  

 

Contact: Paul Masters          07 3767076          Email:  p.s.masters@clear.net.nz 

 

 

Hawera M.A.C                                                             8th& 9th  November 

 

Contact: Peter & Maureen Malcolm         06 2726514      Email:   pete.maureen@xtra.co.nz  

 

 

Mcleans Island Christchurch                                  22nd & 23 rd November 

 

Contact: Peter Hewson         03 3584022      Email:  jillhewson@xtra.co.nz 
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NEW Life members 

 

 

Maurice Astill 
Ken Buckley 
Wayne Cartwright 
George Jackson 
Royce Johnson 
Russ Johnson 
Colin Kemp 
Evan Pimm 
Kevin Uncles 

Man in silly hat congratulates the President on his choice 

of shirt ….. or  President congratulates winner of dunny 

seat prize 2013 , well done Jim (Ed.  I prefer my view) 
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Jack Bally's MANNED 1/3 Scale B-17 Nearly Ready To Fly  

 
Some new pictures surfaced last even-
ing on the Bally Bomber facebook page 
showing Jack Bally's incredbile 1/3 scale 
B-17 replica fully assembled and sitting 
next to a Cessna 140. Wow! The mind is 
really tied up in a knot trying to process 
what's seen there... it looks like a model 
but sooo big - but then it looks like a real 
B-17 but sooo much smaller!  
  

Jack Bally's incredible 1/3 scale B-17 next to a Cessna 140! (photo: facebook) 
 
This project, coming to life in Dixon Illinois, has to rank as one of the most fascinating 
homebuilt aircraft projects of all time. It's the kind of idea that weird people like me 
dream up but rarely does anyone actually follow though. With an estimated 20,000 hours 
of labor required to build this cute little beast, it's understandable why. With a 34ft. 7in. 
wingspan, estimated 1,800 pound weight and four 60hp engines for a total of 240hp, the 
Bally Bomber is just pure awesome! Be sure to check out the hundreds of pix from the 
build process along with additional info at TheBallyBomber.com 

The not-so-big cockpit really shows the overall scale! (photo: theballybomber.com) 
 
The project was started back in 1999 and is just now nearing completion. The airframe is 
all scratch built (of course) and made out of aluminum. The main gear retracts just like 
the real B-17, and has proven to be the most complicated part of the project. The en-
gines are the Hirth 3002 4-cylinder 2-stroke 
that usually have a reduction unit and make 
about 80hp. Jack chose this engine because 
of its size... it was small enough to fit inside a 
properly scaled nacelle. However, to make it 
fit properly, the reduction unit is removed 
which will bring the power down around 60hp 
each, with the engines spinning the 46.4"  
diameter props at about 3,300 rpm. 
 
One of four 2-stroke Hirth 3002 (formerly  
F-30) engines (photo: theballybomber.com) 
 
 

https://www.facebook.com/BallyBomber
https://www.facebook.com/BallyBomber
http://theballybomber.com/
http://theballybomber.com/
http://theballybomber.com/
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Taupo Meeting 31 August/ 1 September 2013 
 

The long range weather forecast for the weekend appeared to be good with light winds and 

temperatures of 12 to 13 degrees; however this was not to be. Saturday dawned  with light 

breezes, but by 10.00 am these had increased into strong gusts from an easterly direction and 

these continued into Sunday and as a result there was very little flying. Saturday evening 

meal was at the Taupo Cosmopolitan Club. Feedback from those that attended was positive. 

 

Those to brave the elements were: 

 

Barry Parker,Great Planes 102 inch Super Sports Star. 

Hamish Loveridge, Foremost Jet Turbine 

Tony Withey, Harvard 

Mike Munro, Extra and Wild Hare 

Colin Kemp, Super Stunt 60 

Rene Redmond, FU 24 Fletcher 

Ross Brinsley, Super Sportster 

 

Rene’s Fletcher is ex George Brickell, and it has been completely upgraded and is now  

powered by a Wrenn 44 Turbo Prop. Model fly’s well and certainly looks the part in the air. 

 

Whilst Tony Withey also had his recently completed Tiger Moth, it was not put on display.  

Tony built this model from a Toni Clarke plan. Wing Span is 2700mm, weight 14Kg. Power 

is a geared G38 turning a 31x18 prop. It is finished in Air Contracts Limited colours. The 

model was test flown at Taupo on 11 August. Photos from the test are included in this 

torque. 

 

Mark Brill had his 110 inch Big stick and this is being used as a test bed for his Wrenn  

Turbo Prop. Mark  took the opportunity to ground run the Turbine and with assistance from 

members that have a good knowledge of Turbines. Mark tells me that this power plant is 

destined for a 100inch Western Wyvern. This model is well on the way. 

 

Jim Hamill put his 133inch Piper Pawnee on display. This is a Hangar 9 ARF powered by a 

DLE 111. The cockpit detail is excellent and did not form part of the original kit. 
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Petrol Motor Carburettors – their care and feeding 
 

Chainsaw motors are invariably fitted with either the Japanese Walbro or the American Tillot-

son carburettor. Both of these carburettors incorporate a pump and have two needle valves to 

control the tickover and full throttle speeds.  

There is a third screw; this is the idle stop adjustment, can be used this to prevent the tickover 

from dropping too low, most people prefer to use the throttle travel setting on their radio to 

set idle speed with the idle stop wound out of the way and most modern radios have a 

“Throttle Cut” setting to allow the motor to be stopped from the transmitter by moving the 

servo beyond the set idle speed..  Numbers (#1) refer to the accompanying diagram. 

 

The pump is a simple affair comprising a synthetic rubber diaphragm(#4). This diaphragm is 

caused to oscillate by way of a small air passage to the crankcase (#8). This air passage to the 

impulse chamber (#5) is sometimes via the carb mount, direct to the crankcase through a hole 

in the gasket and sometimes via an external tube to a nipple on the crankcase. As the piston 

rises, it sucks the diaphragm one way and as the piston descends, two non-return valves (#2 + 

#6) control the fuel flow and prevent the fuel being blown back into the tank.  

 

The two above mentioned carburettors are almost identical to each other in appearance and 

operation. One side of the carburettor is a cast aluminium cover held in place by a single 

screw. This is the pump chamber (#3). On the opposite side to the pump is the metering 

chamber. This has a pressed steel cover held in place with four screws and there is a dia-

phragm (#16) under this cover as well. There is a small hole in the cover to expose one side 

of the diaphragm to atmospheric pressure. The diaphragm serves to regulate the amount of 

fuel pressure at the two jets controlled by the needle settings (#13 + #23). This is a large dia-

phragm and is NOT part of the pump function. 

 

The fuel sucked into the pump chamber (#3) is forced through into the metering chamber via 

the cut off valve - this valve is covered with a very fine wire gauze filter (#1) -  filling up the 

space under the diaphragm and forcing the diaphragm against the cover. This action operates 

the cut off valve (#24) via the control lever (#20). The pressure causes the fuel to be forced 

through the fine borings past the needle valves and into the various jets. Screwing in or out, 

the two needle valves (#13 + #23) control the air/petrol mixture precisely. The main jet (#25) 

in the carburettor venturi (#26) is usually a small brass tube containing either a fine gauze or 

a non-return valve. The idle jets are a row of three or four very fine holes (#11 + #12) bored 

into the venturi wall and either side of the closed butterfly valve. 

 

Access to the jets (and the filter behind the main jet – if fitted) is usually by removing a 

pressed-in sealed disc to be seen under the diaphragm (#16). If removed, this sealed disc is 

VERY difficult to reinstall and seal. 

 

The carburettor works as follows.... During tickover, the fuel is drawn only from the idle jets 

(#11 + #12); as soon as the butterfly valve is opened, a little fuel is drawn from the main jet 

(#25) as well as the idle jets. If you adjust the tickover with the idle jet needle valve set to a 

rich position you must then close down the main jet needle valve to achieve maximum power 

at full throttle, with this setting you will surely find the tickover is very erratic. From a little 

above tickover to full throttle, both the main jet and idle jets feed the fuel into the motor; in-

correct adjustment of either jets will have a detrimental effect on full throttle.  
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Let me warn you here about these needle valves. 

They are not meant to be constantly screwed in and out. They should be set and then left 

alone. If you have any sort of problem with your motor, no amount of adjustment of these 

screws is going to help. I say this as you will have seen people at the flying field constantly 

tweaking and playing about with their needle valves, so much so that this has become a 

pointless habit. This tweaking is nonsense, of course, with any motor. The only time the 

needle valve needs adjusting is after changing to another size propeller or after changing oil 

ratio, whether it be a glow plug or spark ignition. 

 

The needle adjustments are very sensitive – ¼ turn is a big adjustment, most carbs seem to 

end up with both needles about the same number of turns open – usually 1-1/4 to 1-1/2 

turns open. 

The fuel mixtures may need to be adjusted to suit FLYING conditions as distinct from 

GROUND RUNNING conditions – I have seen motors tuned to run well on the ground, but 

when airborne, under load, the engine may run hotter or cooler, depending on the cowl, 

airflow, load etc. 

The addition of a “trumpet” on the outside of the carb can make a difference to tuning, 

most of our motors seem to spit a certain amount of fuel out of the carb and the trumpet can 

retain this fuel allowing it to be drawn back into the motor on the next intake stroke, 

causing a richer mixture. 

However, once set these carbs seldom need adjusting for different weather or flying 

conditions – if the motor runs differently –it is NOT THE CARB ADJUSTMENT. 
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Returning to the jet screws on the Walbro and Tillotson, these screws are a tight fit in the 

body. This is necessary as these screws, if they are a loose fit in the body, will allow air to be 

drawn into fuel passages rendering the carburettor scrap. Constantly adjusting these screws 

will rapidly lead to wear. A final word of warning if you remove one of these screws, you will 

see it has a tapered point with a wide shoulder. The needle is made to seal when the needle is 

only half way in the jet hole. If you screw in these needles using force, the needle will easily 

widen the jet hole until the shoulder bottoms against the hole. When this happens throw the 

carburettor in the waste bin. 

 

The butterfly valve (#10) in the Walbro and Tillotson carburettors is a disc of brass sheet held 

with one screw onto the throttle shaft. This shaft is held at the tickover position by a return 

spring. On no account remove either the screw holding the butterfly valve or the return 

spring. Do not on any account ignore this advice because removing the screw can easily de-

stroy your motor. Removing the spring will definitely ruin the carburettor 

 

The butterfly valve screw is mild steel and if you look carefully you will see the end of this 

screw is slightly riveted. This means the end is wider than the threaded shaft. You will of 

course realise that removing this screw will widen the threaded hole in the brass throttle shaft 

considerably. The trouble comes when you refit the butterfly valve to the shaft. First you have 

forgotten which way round the valve goes. You then find that the screw is extremely loose in 

the shaft. 1 can tell you from experience that unless you possess a very odd shaped soldering 

iron, you are not going to get that screw safely fixed! 

If you think that you can fix this screw with Loctite or Epoxy, forget it. What will surely hap-

pen is that after running the motor with the mangled throttle shaft, the screw comes loose. In 

the nature of things this screw is sucked straight into the motor. The designer of the motor be-

ing the reasonable guy that he is, has made no provision for such things, with the result that 

the crankshaft is now bent, the cylinder and piston are scored, and if this were not enough, 

there is a gaping hole in the crankcase where the screw has tried to get out. 

The return spring is not so expensive. This will only cost you a new carburettor. The spring is 

fairly strong, and will, in most cases, cause excessive drain on the batteries with the throttle 

servo straining to hold position, so your first reaction is to remove it. - - - Don't! 

The return spring has a second and vital function, to prevent end play in the throttle shaft. Re-

move the spring and the butterfly valve will hit against the venture wall removing a fair quan-

tity of metal in the process. When this happens, the butterfly valve will not seal properly and 

the idle speed will be impossible to make reliable. All you need to do with the spring is to un-

hook it and leave it in place to maintain side thrust on the butterfly shaft, there is usually a 

circlip on the other end of the shaft. 

 

The filter (#1) between the pump and the metering chamber (#17) can be readily accessed by 

removing the 4 screws holding the pump cover (#7). This filter can become blocked if you do 

not carefully filter your fuel while filling the tank. Ceramic filters used in chainsaw fuel tanks 

are excellent for this job and an inline filter between the tank and the carb is a useful addition. 

Petrol motors have about 1/3rd of the fuel flow compared to a methanol motor, consequently 

the jets are extremely small and readily blocked by stray debris. 

 

Article by Ken Buckley ( first published in the Model Flying World) 
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Sender 
Ross Brinsley 
MANZ Editor 


