
1 

 

 

December 2016 

M.A.N.Z.M.A.N.Z.M.A.N.Z.   

Miniature Aircraft New Zealand 
Http://www.manz.org.nz 

 

TORQUETORQUETORQUE 



2 

 

 

MANZ Club Officials, 2015-2016 

  

President Hamish Loveridge  hamishlover-
idge@hotmail.com 

Secretary/
Treasurer 

Graham Loveridge  loveridgef@xtra.co.nz 

Committee Gary Shaw  Gary.mary@xtra.co.nz 

 Colin Kemp  colink@ihug.co.nz 
 Cliff Key  ckey@xtra.co.nz 
 Jim Hamill  jimhamill@clear.net.nz 
 Peter Hewson  jillhewson@xtra.co.nz 
 Tony Withey  tony.withey@yahoo.co.nz 

Newsletter Editor Steve Blackman  shb@xtra.co.nz 

Front Cover: 1/4 Scale Seagull Models Percival Mew Gull. NGH 30 4 stroke petrol 
powered 

 
P.O Box 660 
New Plymouth 
New Zealand 
Ph.  +64 6 759 2199 
Fax. +64 6 7591139 
Email. manager@pandp.co.nz 
Website.  www.pandp.co.nz 
 

Plant & Platform Consultants Ltd  
has kindly donated the printing of this Bulletin. 

New Zealand’s Leading Oil & Gas and  
Pipelines Engineering Consultancy. 



3 

 

 

 
 

Greetings all, 
 
Another year is rapidly drawing to a close and the spring weather has 
been a challenge as far as allowing much flying at the planned rallies 
with Taupo getting rained out and Hawera blown out. We hope for 
better in 2017. 
 
As the articles in this issue attest, there’s been a reasonable amount 
of building going on around the place and I’m aware of further pro-
jects that will feature in future issues of TORQUE as well. Thanks to 
those who have taken the time to share their work with us and we 
look forward to seeing them take to the air at one of the rallies. 
 
Thanks also to all who responded to the survey on the logo for the 
LMANZ. The preferred option is included towards the back of this is-
sue of TORQUE and we will be seeking your feedback on a number 
of colour combinations in early 2017 before arriving at the chosen 
one. 
 
The  last committee meeting decided to introduce a tiered Rally fee 
structure with the current $10 fee remaining for financial MANZ mem-
bers and others paying a $20 fee. This should encourage member-
ship as the annual membership fee is only $10! 
 
So far 2 Rally dates have been finalised for 2017 and these are de-
tailed on the back page. As others are finalised they will be advised. 
 
Have a safe and happy break over the festive season and I look for-
ward to catching up at one or more of the flying meetings coming up 
in the new year. 
 
 
Cheers, Steve B. 

Editorial! 
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President’s Report       December 2016    
 
You may be wondering why I am writing this issues president report. 
Colin has temporarily stepped aside, so I am filling in. 
 
It would be fair to say that the weather hasn’t been overly kind and 
with Waharoa cancelled, Taupo washed out and Hawera blown out 
there hasn’t been a lot of flying happening, even at club level. In fact 
the only way people got to fly at the Taupo meet was with one Radian 
glider and just passing the transmitter around to anybody that wanted 
to have a stir. Due to the less than favourable weather I managed to 
spend some time in the workshop carrying out maintenance and start-
ed a project I started a couple years ago so hopefully this summer it 
will be airborne.   
 
The name change process is coming along with good progress being 
made towards a new logo. You will start seeing a slow transition into 
the new identity over the next 12 months or so as things fall into line. 
You will see more about the logo in this issue of Torque. There ap-
pears to be a clear favourite with some colouring scenarios to sort. 
 
You will also notice some changes to next year’s rally calendar. 
Please take note of these. The most noticeable one is the loss of 
Springhill, HBRF have kindly filled the spot and will host a rally at 
Awatoto. There are some other possibilities in the pot for some poten-
tial new sites to hold rallies at as well so watch this space. 
 
By now you would have seen published in the latest Flyers World 
changes to the Large Model co-ordinator and Large Model Certifica-
tion process and regulations. Please take the time to get familiar with 
the changes, as models that at one point scraped under these require-
ments may no longer and will need certifying. 
 
Thanks to those who have contributed to the Torque issues as without 
it they would be rather sparse. Also thanks to those who have helped 
out and chipped in running the rallies we have had! 
 
On a side note one of our founding members is also a founding mem-
ber of Palmerston North Aeroneers, which this year celebrated its 70th 
birthday. I might also add that this founding member is still an active, 
contributing member of both clubs. So well done to Russ Johnson for 
this achievement and dedication to model flying in New Zealand. 
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As the year comes to a close I hope this finds you all in good health, 
from myself and the committee we wish you and your family a safe 
and happy Christmas, and will no doubt see you in 2017. 
 
Hamish Loveridge 

So…how far away do our R/C aircraft actually fly?  
 
At our recent Aeroneers 70th birthday celebration fly on October 30th I 
fitted my yellow Reaction jet with an on-board flight computer. This 
unit (Xicoy FC-1) reads in-flight engine data and via the attached GPS 
module positional and groundspeed information. 
 
This data can be read as a graphic/text format or imported into Google 
Earth to give an overlay of the flight path as displayed in the pictures 
below. Each yellow pin represents a sample of the collected data at 
various stages of flight. 
 
The yellow pin when clicked on in Google Earth pops up a data screen 
with a host of engine operating info and GPS data, the reason the air-
speed reads 0 km/hr (see bottom picture) is because I didn’t have a 
pitot fitted to give true airspeed, GPS speed shown is speed over 
ground. 
 
The really interesting information is the actual overfly area this aircraft 
covers. The extreme left and right hand pins are approx. 900 meters 
apart and the top and bottom pins around 490 meters apart. The run-
way is the lower central clump of pins which shows that at extremes 
the aircraft is 
around 450-500m 
away from the pi-
lot. 
 
Remembering this 
day the predomi-
nant wind was 
from the SE it real-
ly surprised me 
how far across the 
river I was on the 
landing approach 
(right to left) and that the main flight path was well clear of the house 
(bottom left). 
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Given this model has an 84 inch 
wingspan it’s really at the bottom 
end of MANZ size airframes, I’m 
picking some of the larger air-
craft we fly venture even further 
afield. 

On the subject of large aircraft 
I’m happy to say a steady flow of 
certifications continue to flow in. 
Both new registrations and air-
craft affected by fuel weight fea-
ture the most so good to see pi-
lots checking. 
 
If you aren’t sure make the time 
to put any suspect aircraft (fully 
fuelled of course) on the scales 
and verify their status. 
 
For those with Category 1,2 or 3 
aircraft here are a couple of op-
erating reminders: 
1/ Keep your flight log book 
 up to date 
2/ Remember to carry out 
 your daily pre-flight checks 
3/ Only operate your aircraft 

when conditions are favourable, don’t put your investment or safety at 
risk. 
 
Since I’ve taken over the Large Model Co-ordinators role it’s become 
very apparent how much personal time and effort all the model inspec-
tors nationwide put in for their fellow flying mates. 
I would therefore like to sincerely thank you guys for taking the time to 
do this task for your fellow fliers…personally I think you’re all a bunch 
of “real good buggas”. 
 
Wishing you all a very merry Christmas and safe prosperous New 
Year. 
 
Rene Redmond 
LMC, MFNZ. 

 

 
Pictured is the FC-1 Flight Computer 
used to capture the data shown in the 
pictures. Unit is made in Spain by one of 
the worlds leading turbine ECU (engine 
control unit) manufacturers. 
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Taupo MANZ Meeting 16/17 September 
 
The weather leading up to the weekend looked bad at best but it was 
decided that the trip was on both Saturday and Sunday could not be 
that bad.  
 
The car was packed at Stratford in the rain, picked up Harry at New 
Plymouth in the rain and headed for Taupo in the rain. Uneventful trip 
to Taupo, booked into motel, visited the model shop, and  settled in for 
the night still raining.  
 
Saturday looked promising overcast but blue spots here and 
there.  Arrived at strip at the Taupo racecourse the Loveridges, Gary 
Shaw, Barry Parker, were there. Ross Giddy turned up also .The 
weather could be described as poor at best, fine, but looking out to the 
North very threatening.  
 
Hamish Gary and Barry quickly got their models out, put them togeth-
er and spent the next half hour trying to start the engines. Meanwhile 
the weather had progressed to a light drizzle which you did not notice 
but after an hour you were wet. Gary had his model ready motor run-
ning but pushed it under his trailer waiting for the rain to stop.  
 
Hamish had  problems with the engine in his  Typhoon and decided to 
take the cowl off, major operation. Barry had his motor running but 
also decided that discretion should prevail and put it away back in his 
trailer . At least the tail gate on his trailer was a good shelter. By this 
time the rain was pouring down the water running through trailers, in 
model boxes, and models wet through. Hamish managed to get his 
engine going and proclaimed it will be OK for Sunday; YEAH RIGHT.  
 
A very wet and dejected team left  at midday  with a suggestion that 
Sunday would be worth the wait. A couple of members from the Tau-
po club turned up to see it the barbecue was required this was de-
clined. Die the weather. It was a good decision by Harry and myself to 
leave the models in the car . The above team went to the Cossie  Club 
in Taupo for tea, very nice. 
 
Sunday dawned very overcast and we went out to the strip, very wet 
underfoot and soon there was a light drizzle falling, no body was keen 
to produce a model after Saturdays  effort. Looking North the weather 
looked as it could come right but soon it had closed in and the drizzle 
continued.  
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Hamish produced Graham’s new Radian Foam Glider and test flew it , 
most had a circuit with it so we could say we did have a fly at Taupo.  
The rain by this time was back and the meeting cancelled barbecue 
called of and everybody headed home .This was about 10.30  filled up 
with petrol and headed for New Plymouth, on the way a phone 
call from the family reporting that a slip had blocked the road at Mokau 
but should be open at 1.30 in the afternoon.  
 
After stopping at PioPio for lunch we moved on to  Mokau expecting 
the road to be open, we hit the queue  in the middle of Mokau Village, 
trucks camper vans cars as far as the eye could see. A real festive 
atmosphere with people milling about everywhere . We sat there for 
2.5 hours until they decided that the road would remain closed and the 
only way home was through Wanganui the rest ot the routes were 
closed by slips  
 
We turned around and headed back to 8 mile junction, they  had not 
closed the road at this stage and cars, trucks horse floats were still 
going towards Mokau, they were just putting the signs out when we 
arrived there.  The service station at PioPio was doing a roaring trade 
selling petrol.  
 
We set sail for Tamarunui filled up with petrol and then set sail for 
Wanganui. By this time it was dark ,raining and fog, the Para Paras 
were a nightmare of road works, under slips , overslips. 30 k signs, 
traffic lights.   After a fair bit of rally driving the street lights of Wanga-
nui were a welcome sight, across the Dublin Street Bridge and Head-
ed for New Plymouth. By this time the weather was fine no rain! 
 
Arrived at New Plymouth unloaded Harry and headed back to Stratford 
arriving home at 11.15 pm. We thought a nice slow trip home on Sun-
day would be  good,  turned out to be a 6 hour marathon. Over 700 
kms, 3 tankfuls of petrol who said model aeroplanes were not fun! 
 
 
 
 
Gary Burnnand   
Egmont Modellers Stratford  
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Nijhius Vampire Build        by Alan Dick 
 
I had my first jet model, a Baby Boomerang, for seven years and four 
months.  During this time I had flown it 72 times.  This is not a lot com-
pared to others, but impressive for me.  In Feb 2014 on what would 
prove to be its last flight, it was coming around base to fly upwind and, 
inexplicably, rolled into a dive and into the ground.  I think it was my 
fault, but one never knows for sure. Luckily it plunged into longish tufts 
of grass, broke up, but didn’t catch fire.  The engine was slightly dam-
aged, but has been repaired and has now been waiting about two 
years for another mount. Giddy up then AGP, get going and build an-
other one. 
 
There are not very many plans available for scratch build jets. Nick 
Ziroli does some, Bruce Tharpe Engineering does one (Reaction 54), 
Tony Nijhuis (TN) does two, to name a few. I prefer scale though and 
in the August and September 2012 RCM&E magazines, TN published 
an article showing plans and a build for a Vampire.  Initially I passed it 
over as it wasn’t as scale as I thought I wanted, however changed my 
mind later concluding that I wanted a model which flew like the Boom-
erang and looked scale enough to pass muster.  Another advantage 
was that one could buy a wood pack containing all of the ‘bits’ re-
quired to build it. When I say ‘flew like a Boomerang, I mean low wing 
loading and (I hoped!) easy to fly. TN said this is what he designed it 
to do, so a TN Vampire it was.  A 79 inch model for 60-80 turbines.  
Close enough for MANZ? 
 
When looking around for helpful information, I discovered that there 
had been a review of the TN Vampire in the April/May, June /July 
2013 issues of Jet International.  Particularly interesting was that the 
review model had crashed on its first flight!! This, says the builder, be-
ing due to the C of G only being 4mm aft of the recommended point.  
The builder put almost two Kg of lead in the nose to get the C of G 
right, couldn’t squeeze any more in and thought that 4mm aft would 
not be a problem.  Famous last words it turned out, but very helpful 
advice for prospective TN Vampire builders. Try and get the tail end 
light then. In his RCM&E build article, TN says that at least 0.5 Kg in 
the nose is required. A YouTube search shows a number of TN Vam-
pires flying ok though, as apparently did TN’s prototype. 
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I sent away for all the build parts (vac formed nose cone, canopy, 
CNC pack, wood pack and wing tubes) which cost a total of around 
NZ$800, but which, remembering my age, would save quite a bit of 
time.  The two wing tubes turned out to be quite heavy, so I bought a 
lighter 25mm one for the main tube from Nick Ziroli which saved 158 
gms.  I had vowed to try and save weight as much as possible for 
this model.  The CNC and wood packs were of good quality and 
more than fit for purpose. 
 
 

 
Vampire - CNC 
Parts, Wood 
Pack and Wing 
Tubes 
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One needs to also buy three undercarriage units comprising wheels, 
brakes, oleo legs and retract units.  Unitracts were recommended in 
the Jet articles, but were not available or too dear (I can’t remember 
now) and I purchased the undercarriage bits from Intairco, deciding 
to fit electric units for the retracts and brakes. To control the retract 
and brake assemblies, one needs an Xicoy control unit for the gear 
and brakes (which comes with 10 pages of instructions) but in the 
end the setting up for wheels up and down and brakes is easy. The 
Xicoy control unit can do quite a bit more than this if required. Other 
things such as a tailpipe and fuel system parts are also required. 
 
Construction is conventional and pretty straight forward. TN makes 
use of 6mm balsa for the upper and lower fuselage and fin, fin bul-
lets and rudders then carving them to shape.  I didn’t like this meth-
od, having to wet and bend fuselage parts as required, so planked 
the fuselage instead.  I couldn’t see myself laminating five pieces of 
the supplied 6mm balsa for each bullet and carving them to shape 
either, so I decided to change the model to represent the full size 
Vampire prototype which didn’t have bullets on the tail/fin join and 
also had a taller fin and rudder. To save weight I made standard built 
up structure for these as well. I also made the tail plane slightly thick-
er so that I could completely recess the elevator servo. If one clicks 
on to the TN web site there is a video of a speeded up build se-
quence by a very clever chap which is helpful! He didn’t seem to 
have trouble wetting and bending! 

Fuselage con-
struction – 
Planking Fuse-
lage 
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6mm sheet parts for Fin, Bullets and Rudder - Modified Fin and Tailplane 
 
The canopy and hatches required a bit of head scratching. The plan 
shows them with 90 degree ends with a release catch at one end.  
This means tipping the hatch up at the other end which means a 
largish gap, or some method of lifting them vertically.  I thought of 
having a spring catch at each end but eventually worked out that 
cutting off part of the end and putting in a triangular fillet would allow 
the hatch to tip up enough to remove it.  The canopy is in two parts 
with the front fixed to the fuselage and the rear fixed to the hatch.  
Tipping it up to remove the hatch fouls the front of the canopy. TS 
recommends fitting a piece of thin plastic which covers the join and 
helps hold the two pieces of canopy in place but this didn’t appeal to 
me. So I made the rear canopy so that it would slide back a bit which 
solved the problem.  
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Solution for easy hatch removal -  Canopy modification. Canopy to be fitted to lower 
frame and slides back in slots in hatch 

The wing build comprises two top and bottom main 12mm spruce 
spars and two 9mm rear spruce spars. These are quite large and 
heavy so again to save weight I only used them for the bottom spars 
and put balsa ones on the top. For the 12mm and 9mm spars I 
thought that spruce for all was an overkill.  I nearly put balsa all round. 
I also covered the wings with 2.5mm sheet balsa rather than the rec-
ommended 3mm.  The spars need packing (shown on the plan) to get 
the washout correct, but the main spars only go out about two thirds of 
the wing.  It is quite tricky when building lining up the last five ribs and 
possibly the packing needs to be adjusted slightly so if you build one 
take care.  I did not discover this until later when the wings were com-
pleted and my wings have a very slight bend upwards from the ends 
of the main spars.  Hopefully my wings are both exactly the same else 
there may be trouble! Another thing that I didn’t notice until later was 
that rib one is shaped so that it dips to meet the top of the upper and 
lower rear spar.  Rather than then having a typical aerofoil section, 
there is therefore a dip in the rear section.   
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This probably won’t have much/any effect on the aerodynamics, but it 
would have been easy to make it a regular shape and put tapered 
packing on the spar. 

 
Wing con-
struction. 
Note dip to 
meet rear 
spars in rib 
one 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
Fitting Wings 
to Fuselage 
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Booms 
Fitted Flaps 
Down 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
The Vampire has a characteristic rounded fairing on the front of the 
nose leg. TN says to use part of the nosecone cut out for this, with a 
flexible hinge and that the airflow will keep it closed. I thought that a 
better fix would be to mould a fairing and then have it open and close 
by a short rod attached to the nose leg.  This took a bit of trial and er-
ror to get the sizes right but worked ok in the end. 

 
Nose Wheel Fair-
ing,  
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Nose Wheel 
Retracted 

 

 

 

 

 

 

 

 

TN suggests using a 2 litre drink bottle as a fuel tank.  This works, but 
is quite long. From my Boomerang experience, a DuBro 1800ml tank 
will give a 60 size engine 6 or 7 minutes safe flying.  However there is 
not a lot of room in the fuselage and I wanted at least 2 or more litres 
to give a bit more flight time.  So I made templates to fit the available 
space, calculated a size to meet my need, made a foam core of the 
area I had available and made a tank out of fibre glass.  I have previ-
ously made several of these using this method. The capacity turned 
out to be 2500 ml, just what I wanted. 

 
Foam Blank and 1800ml  
DuBro fuel tank compari-
son 
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Completed Tank  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Fuel tank in place 
and working out 
component layout 
 

 

 

 

 

 

 

 
I ordered the TN packs in April 2015.  So I guess you could say it will 
have taken two years to complete.  Despite what my wife says, I do 
not spend all day in my workshop! And now the model has now 
reached the painting stage, so hopefully a test flight is not far away.  I 
am painting it in the RAF colours of the prototype, a medium grey up-
per surface with silver undersides and RAF markings. I am not sure 
how many people will build a TN Vampire, but if they do, I have a few 
more comments which would be useful. Let me know if you are inter-
ested. 
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The Age of Propellers – Part 3 
Mention of World War I aviation evokes in the minds of many a vision 
of a brightly painted red triplane handled with consummate skill by the 
"Red Baron" as he closes for the kill of another Allied airplane. The 
triplane was, of course, the Fokker model Dr.-1, and the pilot was the 
great German ace Rittmeister Manfred Freiher von Richthofen. The 
Fokker Dr.-1 was a manifestation of a design phenomenon that swept 
the aircraft industry in the period 1917-18. During that time, no less 
than 34 triplane prototypes were constructed and test-flown in Germa-
ny Other triplane prototypes were designed and tested by countries of 
the Allied Powers.  
   
In today's terminology, all this triplane activity may be classified as an 
overreaction to the introduction in early 1917 of the British Sopwith 
triplane. This aircraft, in the hands of a few excellent pilots of the Brit-
ish Royal Naval Air Service, quickly made an enviable reputation as a 
formidable fighter. Raymond Collishaw was perhaps the best-known 
British pilot to fly the Sopwith triplane.  
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 Less than 75 of these aircraft were employed in combat operations; 
but so favorable were the reports of German pilots who had fought 
against the aircraft, as well as those of a few pilots including von 
Richthofen who had flown captured examples of the triplane, that the 
German government issued an invitation to industry for the submis-
sion of triplane prototypes for evaluation and indicated that production 
contracts would be forthcoming for deserving designs. Hence, the 
great triplane fad in Germany. Out of all this activity, the Fokker model 
Dr.-1 triplane was the only type produced in quantity; approximately 
320 were ordered in the summer of 1917. The type was used in com-
bat operations for about 1 year but was employed by a relatively few, 
elite squadrons of the German Air Force.  
   
A Fokker triplane replica is pictured in, figure 2.8. The two wheels visi-
ble beneath the tail skid are not part of the aircraft but are attached to 
a dolly used for towing the aircraft on the ground. The Dr.-1 was a 
small, light machine equipped with a  10-horsepower rotary engine 
and, , had a gross weight of only 1290 pounds and a small upper wing 
of 23.7-foot span.  
   
Although inspired by the Sopwith triplane, the Fokker Dr.-1 bore it no 
resemblance except for the three wings. The Sopwith employed a 
conventional strut-and-wire-braced wing arrangement, whereas the 
Fokker had no wire bracing between the wings and only a single strut 
connecting the lifting surfaces near the tips. These struts were intend-
ed to reduce wing vibration and flexing at high speed and did not ma-
terially contribute to the static strength of the structure. Interestingly,… 
 

 
  

Figure 2.8 - German Fokker Dr.-1 triplane fighter; 1917. [author's collection]  
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...the first Fokker triplane flew without any interplane struts at all. The 
wings themselves were cantilever; that is, they obtained their strength 
entirely from internal bracing.  
 
The radical departure of the Fokker Dr.-1 structure from contemporary 
aircraft design concepts was made possible by the use of wing airfoil 
sections much thicker than usual at the time. The mistaken notion that 
low wing drag could only be obtained with thin airfoil sections. The 
Fokker triplane and subsequent Fokker designs proved the incorrect-
ness of the thin wing concept. The Gottingen 298 airfoil section of 13-
percent thickness ratio, employed on the Dr.-1, is shown in figure 2.9 
in comparison with three thin airfoils of the World War I period. These 
sections were of 4- to 5-percent thickness ratio.  

The wing structure of the Fokker Dr.-1 consisted of two closely spaced 
box spars connected at the top and bottom with plywood sheets; the 
resulting torque box provided great strength and stiffness. The ribs 
were made of plywood with lightening holes and shear braces, and the 
leading edges were partially covered with plywood back to the front 
spar. The entire wing, including the plywood leading edge, was cov-
ered with fabric. In common with many World War I aircraft, the trailing 
edge of the wing was formed from wire and usually assumed a scal-
loped appearance after the fabric had been tightened with dope. Fol-
lowing standard Fokker practice, the fuselage, tail surfaces, and ailer-
ons were constructed of welded steel tubing.   
...  
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Figure 2.9 - Four examples of airfoil sections employed in wings of World War I 
airplanes. 

 
Large horn-balanced ailerons were employed only on the upper wing 
of the Fokker Dr.-1. The planform of this wing, including the ailerons is 
shown in figure 2.10 in comparison with upper-wing planform shapes 
of several of the other aircraft discussed here. The horn balance on 
the Dr.-1 wing is that portion of the aileron that extends outboard of 
the wing tip and forward of the aileron hinge line. The purpose of the 
balances, sometimes informally referred to as "elephant ears," was to 
reduce the aileron hinge moments, and thus the force that the pilot 
had to exert on the control stick to roll the aircraft. The "raked" tips of 
the other planforms shown in the figure might be expected to have a 
small beneficial effect on the drag associated with the production of 
lift.  

  
The horizontal tail of the Fokker Dr.-I consisted of a fixed stabilizer 
with large horn-balanced elevators. The vertical tail was an all-moving 
unit, without a fixed fin, and was similar in design to that of the Fokker 
E-III. Other features to note in figure 2.8 are the skids under the tips of 
the lower wings and the small wing like fairing that enclosed the axle 
between the wheels of the landing gear. This fairing became some-
thing of a trademark on many later Fokker aircraft.  
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The zero-lift drag coefficient of 0.0323 for the Fokker Dr.-I was among 
the lowest of any of the World War I fighter aircraft analyzed, as was 
the drag area of 6.69 square feet. The maximum lift-drag ratio was a 
correspondingly high 8.0. The low zero-lift drag coefficient of the Fok-
ker triplane was no doubt due in part to the relatively small surface 
area of the fuselage in relation to that of the wings. Another important 
ingredient contributing to the low drag of the aircraft was the absence 
of the multitude of bracing wires found between the wings on most 
other aircraft of that period. These wires, or cables, were often of 
round cross-sectional shape. On the basis of the drag coefficients the 
drag in pounds of a smooth, 0.25-inch-diameter wire at the speeds of 
World War I aircraft is the same as that of a strut of the same length 
having a 25-inch chord and an airfoil section of 10- or 12-percent 
thickness ratio.  

 
  

Figure 2. 10 - Wing-planform shapes of four World War I fighter airplanes. 
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The wires, intended to take only loads in tension, were, of course, 
lighter than struts designed for the same purpose. The gain in efficien-
cy associated with a design from which the wires are eliminated is ob-
vious. The speed of 103 miles per hour at 13 120 feet was not particu-
larly high ; most discussions of the Fokker Dr-1 in literature indicate 
that the aircraft was slow but was highly maneuverable and had an 
outstandingly high rate of climb. The time-to-climb curves indicate a 
climb performance for the Dr.-I that was far superior to that of the Al-
batros D-III and the Nieuport 17; in fact, it had a better rate of climb 

than any of the other aircraft up to an altitude of between 8000 and 10, 
000 feet. The superior climbing capability of the Dr.-1 must be attribut-
ed to the thick airfoil sections that allowed operation at the high lift co-
efficients required for optimum climbing performance, not to the use of 
three wings instead of two.  
     
The Fokker triplane will remain an integral part of World War I aviation 
lore and will be discussed as long as that era is of interest. And inextri-
cably interwoven with the Fokker triplane story is the name of the high-
est scoring ace of World War I - the legendary Baron von Richthofen.  
 
Acknowledgement:nasa 
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Lancaster Dam Buster         Alan Rowson 
 
Well I have finally finished the Lancaster  Dam Buster that was pur-
chased from England on 30/7/2003. This was a CNC wood pack with 
plan, canopy ,turrets and ABC spinners. The kit was a Tony Nijhuis 
plan for either electric or IC power. I chose I.C. and am using  two O.S 
46 on the inner and two O.S.40 on the outer. 
 
I started building this back in 2003 and had made the fuselage and 
wings. The engine nacelles was built up as balsa , so I made one then 
gave it to Barry Russell and he then made 4 fibre glass nacelles. The 
spinners were ABC plastic which would not last on an I.C model so 
did a plaster of paris mould and Barry then made 4 fibre-
glass  spinners. John Clarke then made 4 aluminium back plates for 
the spinners. I worked on this model over a number of years but other 
models got in the way and it was a stop start affair and never got com-
pleted. 
 
In 2013 we moved to Hamilton and I kept saying must get the Lancas-
ter finished but always other projects were done and finished. Earlier 
this year I decided that it needs to be finished so made an effort, but 
at the beginning of August I fell down our steps at the garage and 
broke my ankle. 
 
This again put me behind as in hospital for 9 days then on crutches 
which has now been 3 months, Now I have a moon boot but I have 
been able to sit at a low table and managed to paint the black and 
camoflage . Today 27/10 Brian and Warren Setters came around to 
help put on the wings etc as there was no way I could have done this 
by myself. As you can see from the photos it looks really good. 
 
This Lancaster has wing span of 11ft,11 servos,  2 lipo 2 
cell batteries  with a Ubec to cut the power down to 6 volts. Electric 
retracts and  Chris Tynan made the undercarriage legs for me. At this 
stage I have put in a Gyro for the rudder only but may change this to a 
rudder ,elevator ,aileron one - not sure yet. The weight came out at 
15kg so I will get Grant Finlay to put his digital scales on as my scales 
are not accurate. Lets hope it is well under 15kg as Tony Nijhuis elec-
tric version came out at  around 10kg.  
 
I will be leaving the flights for Grant Finlay and Frazer Briggs to do the 
flying of this model. 
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Nieuport 28        by Tony McColl 
  
I recently acquired a Nieuport 28 ARF 68inch span, complete with a 
Lazer 155 4st motor.A ‘Green RCmodels”Kit. It is the second one I 
have struck using a disc for the instructions. The first one was a little 
4in disc that didn’t seem to have anything on it. It was a reasonably 
simple model so no great drama. This one does show you someone 
following the usual steps to put it together.  
 
The main problem with a disc over a manual is you have to watch or 
fast forward the whole thing to get to what you want. Perhaps a better 
memory would help.Some detail parts were not covered, so it is a 
case of having a good look at the picture on the box. One of the things 
that was not covered was the spacers that you can fit between the 
wings when you pull it apart so that you don’t have to undo all the 
struts and wires. 
 
I have the same system on a ‘Seagull” Jungmeister and it works well. 
If it hadn’t been for that one I wouldn’t have known what the bits were 
for.  
 
The one problem I find with some of these ARF kits is that there is no 
suspension in the undercarriage and the way I fly, I need all the help I 
can get. 
 
One difficulty I found with the Lazer engine, although it is a real sweet 
engine when it is running, the carburettor is at the top of the head, and 
if you try and mount it inverted, it is very hard to get the tank low 
enough. Being a Rotary cowl it was easy enough to change to a side 
mount. You live and you learn, although some of us take a bit longer 
than others. 
 
Yet to be flown, but I am not anticipating any problems. Famous last 
words!!   
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V 

The Preferred LMANZ Logo 
Some options on the  colours are currently being developed for  
review. 
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Rally Schedule 2017 
 
  
 Awatoto - Hawkes Bay Model Fliers   

25th & 26th March   
Contact: Graham Loveridge  06 3231464  
Email:  loveridgef@xtra.co.nz 

 
 
 Matamata- Piako MAC Waharoa  
 MANZ AGM  

6th & 7th May  
Contact: Gary Shaw  07 5791263   
Email:  gary.mary@xtra.co.nz 
 

 
 Further dates will be advised as they are finalised. 

 
 


