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Greetings all, 
 
Another AGM behind us and the year half gone already! The AGM 
rally at Matamata was very well attended and a report and pics follow 
in this bulletin.  
 
Unfortunately the weather didn’t cooperate for the Kapiti rally this year 
so we missed out on the usual get together in March. Dates and ven-
ues are confirmed for September (Taupo) and November (New Plym-
outh) so mark these in your calendars. (See last page) 
 
I’m sure there are some interesting projects taking shape in work-
shops over the winter so feel free to share some words and pic’s via 
the TORQUE bulletin. There’s always room!  Don’t worry about  the 
formatting, a basic word file and some pics and it can be sorted out 
from there.  
 
A big thank you to those who’ve contributed to this one, your efforts 
are appreciated. 
 
Cheers, Steve B. 

Editorial! 
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President’s Report       June 2017 
 
Winter is now upon us and as I sit here and type this the temperature 
is a warm 12°C and the rain is falling……pretty similar to our summer 
really just less wind. We hope this issue of Torque finds you all well 
and that you enjoy the read. 
 
For those who weren’t able to attend the AGM you missed out on one 
of the best and most successful rallies that I have ever seen. The 
weather was kind and with 42 registered pilots and 63 models the 
skies were busy the entire time. It was really good to see familiar fac-
es there as well as plenty of new faces. I would like to thank all of 
those who helped out over the weekend making sure the event run 
smoothly.  
 
The AGM was well attended, the name change has now been passed 
and can progress further, and this will include the establishment of our 
new website as well as logo changes, marketing material, letter head 
changes, constitution, and other changes required behind the scenes. 
 
The MFNZ scales were put to good use at Waharoa most people were 
impressed at how easy they were to use, how small they are and what 
they have to offer in functionality.  I think almost every model was 
weighed and it was interesting to hear what people thought their mod-
els weighed verses what they actually weighed. Some close some not 
so close, and one being over the 15kg mark without the owner realis-
ing. 
 
Unfortunately this year we have lost two familiar faces with the pass-
ing of Ken Rose and Brian Borland. Both of these men turned out 
some pretty impressive models, were passionate and dedicated to the 
hobby. Their faces will be missed! 
 
I have managed to start the rebuild of my Typhoon after it suffered 
and mid-flight CG change, a new set of wings sit on the bench and 
modifications have commenced. The cowl and canopy have arrived 
and most of the motor parts have turned up. Now all it needs is some 
man hours and plenty of glass and resin! Watch this space. 
Speaking of which time to head to the workshop…………. 
 
Hamish. 
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MANZ AGM Rally  Waharoa, May 2017 
 
So here I am, minding my own business, sitting at the computer look-
ing at model shops on line, checking face book posts for funny video’s 
and catching up with my You Tube subscriptions 
when....Bammm!...there it is!  
 
You might have guessed it...but silly me, I didn’t...there’s an email in 
my Inbox from our esteemed leader, one Hamish Loveridge.   
 
Far too hastily I opened the email thinking that I had probably dropped 
my lotto ticket in the pits and that Hamish was now getting in touch to 
let me know I had won more than just a well decorated Toilet Seat at a 
MANZ Rally....but No, how much further from the truth could I have 
been! Nope, instead of the overwhelming gem of excitement that my 
over active path of anticipation was leading me,  I got the following 
message and I quote Hamish.... “I saw you running around at the May 
MANZ meet with a camera playing photographer and was wondering if 
you could supply some of these to Steve Blackman for the next issue 
of torque? 
 
....And would I also be able to gently twist your arm into doing a bit of 
a write up of May rally for the next issue of Torque as well?? 
 
Bummer, you know I was really looking for better news than that Ham-
ish! Ah well, take it on the chin and get on with the job at hand. Like 
any great organisation, we need input from our members to make this 
thing work, be it help at Rallies or writing for the Magazines, we must 
all add in our bit and not leave it up to just a “few keen men”. 
 
So here you have it, My Report on the MANZ Annual Rally at Waharoa 
2017. It’s true, I did take a lot of photo’s, but the reality is apart from 
the fact that I enjoy taking pic’s, the truth is I have such a poor memory 
that unless I took the photo’s, given a few weeks I probably couldn’t 
even remember if I turned up at the meeting or not...except of course 
for my collection of “Event Ribbons” hanging on my workshop wall.   
 
These date back to the first event I attended which was the 13th Annual 
Rally held in Hawkes Bay in 1995. So I guess I must have been going 
to these rallies for a while then ahh!! That’s one thing I always enjoy 
taking home from the rallies, they go straight to the wall and long may 
they continue! Needless to say 2017’s was no exception.  
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OK, by now you’re probably wondering what actually happened at the 
AGM Rally, well I refer you back to the statement in the last paragraph 
about memory!!! Need I say more!! Am I stalling...yes, are you going 
to get any real detail in this article, No... but if you draw a smile or two 
and you enjoy the accompanying photo’s, then job done I reckon J 
 
For the record, I took a total of 347 photo’s over the two days.  I also 
completed 2 or so hours flying on my 4m bright Yellow (is there any 
other colour & uncleaned...yes that’s called real weathering fella’s) 
Piper Cub, doing mostly touch and goes and the odd bit of slightly cra-
zy flying...I think they wanted to take my wings badge off me for that, 
not to mention only being able to land on one wheel!! I also had the 
pleasure of flying Stan Hodsons (Cambridge MAC) 3meter, 26kg Spit-
fire complete with Kolm 200cc 3 cyclinder engine. We completed 5 or 
6 flights with that, each one changing or tweeking something as we 
went and the nose over at the end of the strip was completely out of 
my control...honest Stan! 
 
Turnout for the rally was really good and as I don’t have the official 
numbers, I think my aircraft count of over fifty something planes on the 
field on Saturday and probably in the order of 40 plus pilot registra-
tions was pretty much in the ball park. That’s a great effort and shows 
there is still good interest amongst the modelling faternity in holding 
these events.  
 
The good weather predicted and received was of course a major fac-
tor driving the good turnout I’d say. The annual rally generally gets 
good participation, but a great forecast really does help boost num-
bers.  Saturday saw blue skies, warm and calm. Sunday brought the 
typical early morning Waikato Foggy start, but this burned off around 
11am to leave an equally pleasant flying day for those keen to burn 
fuel. 
 
Many of the “old well worn hack’s” (reference Aircraft, not pilots there!) 
were present, but there were also a number of newer planes I had not 
seen before. One that stood out amongst them for me was Mike 
(Baldrick) Brigg’s (Matamata-MAC) DH Mosquito. Sporting two 
DA50cc engines this model is big, is immaculate, has presence and 
above all else sounds great and is exciting to watch fly. I’d seen this 
model fly once previously, but in the hands of Frazer Briggs as pilot, 
this model still stood out from the rest for me, Frazer really did a great 
job throwing it around the sky. 
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Another model that really impressed me was the Lockheed F-104 
Starfighter (Apologies, can’t recall the Owner/Pilot). This model, like 
it’s full size counterpart just doesn’t look like it should fly, but the reali-
ty is it does and very well too, and the pilot made it look so easy & ef-
fortless, which I’m sure is more just a testament to his skill. Great work 
that man. 
 
As is necessary, the Saturday afternoons flying was broken up by the 
official duties and AGM. A good attendance at the rally results in a 
large captive audience for the AGM which is a good thing, allowing 
members the opportunity to pass comment and opinion. Sadly it 
seems very difficult to flesh out new recruits to the committee and ex-
ecutive, but this seems to be the nature of AGM’s of many organisa-
tions. Remember it is essential to our success, and if we want to keep 
these kind of groups going, it’s vital that those with the time and ener-
gy make themselves available. (end of our chairman’s political party 
broadcast). 
 
To finish off the weekend, the now traditional lucky prize draw saw 
everyone go home with a memento from the weekend. The much 
revered (read dreaded) Toilet Seat was presented as per the photo for 
unmentionable acts (Ok I can’t actually remember why, but I’m sure it 
was rightly deserved!!) and everyone went away laughing. 
 
So with a huge amount of flying done over the weekend, a few fellows 
starting earlier on Friday and a couple finishing off on the  Monday, all 
I can say is we had a damn fine weekend of fun and flying. If you did-
n’t make it, then you missed a great Annual Rally. To the organisers, a 
job well done once again, and of course a huge thanks to MPMAC, 
the host club. So a big thank you to all those involved and a special 
shout out to the ladies running the BBQ, you’re awesome. 
 
 
Cheers Grant (Aunty) Finlay. 
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Hangar 9 Piper Pawnee, by J Knox. 

 
There’s a few of these fine models around the county but I thought I 
would share with you my effort.  
 
I purchased the kit from Airsail some years ago with a view to having 
a tow plane to try out with a fellow modeller who had purchased a 
top end 6m wingspan all-composite glider. I was living overseas at 
the time, so no rush and hopefully a nice DA100L might come up for 
sale in the meantime which I understood from various web forums 
would be the ideal motor of choice.  
 
After returning to NZ, Steve Blackman shared a post of the Galloping 
Ghost and I just had to have one of those Kolm engines. I chose to 
go with a boxer which I figured would be something different to even-
tually fit into a radial type warbird; however, pretty much no warbirds 
of the correct size could accommodate the Kolm 135 given its overall 
dimensions. Note to self; something to check in future before rushing 
into a fairly significant purchase….. 
 
Anyhow, given I had the Pawnee kit still in boxes (x3) and I also had 
this amazing motor sitting in its crate with no immediate use - I 
thought “why not?”  
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Fitting the engine was not too bad, it is much heavier than what the 
model is designed for and the Pawnee has a very long nose moment 
which exasperates the problem a bit. The carb is rear mounted in fits 
inside the motor box. So a servo was used to actuate the choke on 
the Walbro as it was otherwise inaccessible. The kit has an adjusta-
ble motor box which required a bit of work to get everything to fit and 
line up in terms of thrust and position as the front former is designed 
for DA or Zenoah bolt pattern and motor length.  

I could not get the cowl to fit due to the slightly protruding rocker co-
vers, so I split it down the middle to form a top and bottom section. 
This made the whole installation straightforward and much easier to 
access the motor area; without the need to remove the prop/spinner 
to remove the cowl. I had a Mej 25x12 3 bladder which I bought for a 
DA 100 powered IMAC plane some years earlier. It was too much 
prop for the DA but maybe a good solution for the Kolm with the add-
ed bonus of a reduced diameter to help with ground clearance. 

I purchased a Zimmerman muffler built for this exact motor which 
fitted the Pawnee perfectly. The muffler helps keep the dB’s of the 
engine under control - but I would not call it “whisper quiet” as the 
sales pitch says. The Kolm fires on every revolution which gives it a 
different sound than what I had expected. However, the sound of the 
4 stroke on slow flyby’s, full power climb-out or landing approach is 
really something to behold and worth every penny (in my view any-
way, probably, to be honest, not Shelley’s)! 
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CG needed some work. I really hate to add dead weight so after ini-
tial flights I mounted the 3 x lipo packs right at the back of the model 
and doubled the capacity of the two flight packs (now 2 x 5000 and 1 
x 2800 2S mAh). There is a hatch conveniently installed by the man-
ufacturer near the back of the fuselage to assist accessing the bat-
teries for charging, etc. This put the cg into a perfectly good place, 
whereas before with the batteries mounted upfront I found it tricky to 
successfully flare the model as I would run out of elevator even with 
full flap.   

Radio install is fairly much as per manufacturer’s instructions alt-
hough there is a lot of real estate there to figure out where to mount 
the various components! Very nice servo control hardware is provid-
ed in the kit and I used aluminium horns all-round. I installed some 
Emcotec navigation lights and powered the whole wing system with 
a single xbus feed from the Rx. As the servos I was using (JR 
DS8925) were the low voltage type I used a Power Box dual battery 
regulator to supply power to the system; including the xbus feed.  In 
the back of the above photo you can see the tow hook release servo 
mounted on the (previous) battery plate. The Rx is JR DMSS with a 
second satellite. The model has been inspected and signed off in 
accordance with the MFNZ requirements. 
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I have had some great flying sessions with this model and did my first 
glider tow at the Brett Cudby memorial fly-in (New Plymouth) earlier 
this year. The Kolm engine pulled the glider up without hesitation to 
height in a single circuit. Comparing the amount of pull this motor gen-
erates, I would say it comfortably produces more thrust than the 
DA100 of which I have had a couple now (but sold bugger!) – to be 
fair though with a nearly 2kg weight penalty.  

The Pawnee is a thoroughly enjoyable model to fly with no bad habits 
at all and a real presence in the air.  The Kolm performs very well, 
easy to start with plenty of pep and a very authentic sound. The above 
photo was taken at the Airsail Field in Pukekawa where the club I be-
long too operates from. 
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The Age of Propellers – Part 4 
 
Discussed next are four fighter aircraft that served with distinction in 
front-line combat operations until the termination of hostilities in No-
vember 1918. Three of these aircraft, the French SPAD XIII and the 
British Sopwith Camel and Dolphin, were strut-and-wire-braced bi-
planes that had a conventional wood-frame structure covered with fab-
ric. The fourth, the German Fokker D-VII biplane, had internally braced 
cantilever wings like the Fokker triplane, together with a typical Fokker 
welded steel tube fuselage.  

Sopwith Dolphin 
 
The Sopwith Camel evolved from the earlier Sopwith Pup and, as can 
be seen in figure 2.11, was an awkward-looking single-bay biplane 
powered with a rotary engine. It was the first British fighter with two 
forward-firing, synchronized machine guns. A small metal fairing cov-
ered a portion of the guns, which gave the fuselage a humped appear-
ance when viewed from the side. This hump coupled with the large 
dihedral angle of the lower wing and the flat upper wing are allegedly 
responsible for the name "Camel." The aircraft first began combat op-
erations in July 1917 and was a front-line combat aircraft until the ar-
mistice in November 1918. Camels accounted for the destruction of 
more enemy aircraft than any other Allied fighter of the war - a total of 
1294. Production of the Camel amounted to 5490 aircraft.  
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Figure 2.11 - British Sopwith F. I Camel fighter; 1917. [William T. 
Larkins via AAHS] 

 
The flat upper wing of the Camel was dictated by a desire for produc-
tion simplicity. The original intention was to construct the wing in one 
piece, although in production it was made in three pieces. The dihe-
dral of the lower wing was accordingly made sufficiently large to com-
pensate for the flat upper wing. The Camel utilized a relatively new 
innovation in wing-bracing wires. The Sopwith Dolphin, streamline 
wires were used for bracing on both the Camel and the Dolphin. 
(Streamline wires have a cross-sectional shape much like a symmet-
rical airfoil section.) Such wires were developed by the Royal Aircraft 
Factory at Farnborough, England and were first flown experimentally 
on the SE-4 in 1914 . The Sopwith Pup and triplane, both of which en-
tered service in 1916, also had streamline bracing wires. The ad-
vantage in drag reduction of using this type of wire rather than the 
usual round wire is great; there is a factor of about 10 between the 
drag coefficients of the two types of wire. Yet, no significant use was 
made of this improved type of wire during the war except by British 
aircraft manufacturers. Because streamline wire was first developed at 
Farnborough, it was known as Rafwire.  
 
The Camel was produced with a number of different power 
plants of varying horsepower; the greatest number of aircraft, 
however, had the Clerget 9B nine-cylinder rotary engine of 130 
horsepower. 
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The Camel was a small, relatively light aircraft with a gross weight of 
only 1482 pounds. Its maximum speed of 105 miles per hour at 10 
000 feet was not particularly fast, and its zero-lift drag coefficient and 
maximum lift-drag ratio do not suggest a very outstanding aircraft. The 
climb data given in figure 2.18 show that the Camel performed better 
than the Albatros D-III, but not so well as some of the other aircraft for 
which data are shown.  
   
All the reference literature, however, credit the Camel with having su-
perb maneuverability. Some of the agility displayed by the Camel is 
usually attributed to the Sopwith practice of locating the concentrated 
weights in the aircraft-pilot, engine, guns, and fuel-in close proximity to 
each other. Thus in the Camel the pilot's feet were beneath the rear 
components of the engine, the guns were over his legs, and the fuel 
tank was immediately behind his back in the fuselage. Some idea of 
the bunching together of these elements around the pilot is suggested 
by figure 2.12, where a present-day pilot is shown -sitting in the cock-
pit of a Sopwith Camel replica. Certainly, the pilot was not seated in a 
very favorable position to withstand the effects of a serious crash.  
   
In the hands of a skillful pilot, the Camel was a formidable weapon. 
Unfortunately, the flying careers of many mediocre or student pilots 
were ended abruptly and fatally as a result of the bizarre handling 
characteristics of the aircraft.  
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In combination with the aerodynamic characteristics of the aircraft it-
self, the torque and gyroscopic moments associated with the heavy 
rotating engine gave an incredibly fast turning capability but, at the 
same time, were responsible for the peculiar handling characteristics 
of the aircraft. The confusing way in which the controls had to be ma-
nipulated in left- and right-hand turns provides an example of these 
characteristics. The later Sopwith Snipe, the gyroscopic action of the 
engine caused a nose-up moment in a left turn and a nose-down mo-
ment in a right turn. Accordingly, left stick, a large amount of left rud-
der, and moderate back stick were required in a steep left turn; too 
much back stick caused the aircraft to stall and spin. Right stick, a 
moderate amount of left rudder, and full back stick were required in a 
steep right turn. There seems little doubt that these odd control tech-
niques could cause confusion and indecision on the part of an inexpe-
rienced pilot.   
 

 
  

Figure 2.12-Pilot in cockpit of a replica Sopwith Camel. [Flt. Intl.]  
 
The Sopwith Camel has been called the most loved and the most hat-
ed aircraft of World War I loved by those who mastered it and exploit-
ed its peculiarities and hated by those who did not. The outstanding 
dogfighting capability of the Camel together with the record number of 
German aircraft it destroyed give it an honored place in the World War 
I aircraft hall of fame. If this were not enough, one version of' von 
Richthofen's last fight has a relatively obscure Canadian ace, Captain 
A. Roy Brown, shooting down the famous baron while flying . . . a Sop-
with Camel.  
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SPAD was the acronym of the French aircraft company Societé pour 
Aviation et les Derieves, headed by famed aviation pioneer Louis Ble-
riot, which produced a line of highly successful fighter aircraft in World 
War I. The SPAD model XIII C. 1 is the subject of the following discus-
sion.  
   
The SPAD XIII descended from the earlier model VII which first en-
tered combat in the fall of 1916. In contrast to the earlier aircraft, the 
model XIII was somewhat larger, had a more powerful engine, and 
was equipped with two synchronized machine guns rather than one. It 
entered combat in the fall of 1917 and served with the air forces of 
most of the Allied Nations, including the United States. Many famous 
aces flew the SPAD, but to Americans the best known was Captain 
Edward V. Rickenbacker, the top scoring U.S. ace of the First World 
War. A SPAD XIII in the markings of the 94th Pursuit Squadron of the 
American Expeditionary Force is shown in figure 2.13; the officer 
shown is Captain Rickenbacker.  
 

Figure 2.13  
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  Figure 2.13 depicts a stubby but graceful-looking biplane with wings 
of equal chord and span, configured with no stagger and relatively 
small gap. The small gap in combination with the center cutout of the 
upper wing gave the pilot excellent visibility over the top of the wing. 
The design appears to be that of a double-bay biplane; however, the 
inner struts served only to stabilize the rather long wing-bracing wires 
and prevent their flapping and chaffing The wires themselves consist-
ed of round cables. The cockpit was close behind the engine with the 
pilot's feet and part of his legs located in aluminum tunnels beneath 
the engine . The landing gear was positioned well forward, ahead of 
the center of gravity, to minimize the risk of a nose-over on landing. 
Ailerons were on the upper wing only, and, as with the other aircraft 
described, no means of longitudinal trim was provided.  

The SPAD XIII was powered with the Hispano-Suiza 8BA engine of 
220 horsepower. The engine had eight water-cooled cylinders in two 
banks of four arranged in a V-type configuration, much like that of 
many modern automobile engines. The distinctive round radiator, 
equipped with manually operated (from the cockpit) shutters for con-
trolling the cooling airflow, may be seen in figure 2.13. Long exhaust 
pipes ran on either side of the fuselage and terminated behind the pi-
lot's cockpit. This arrangement resulted in a relatively quiet environ-
ment for the pilot  
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In an interesting survey of aircraft piston engine development, Taylor 
credits the Hispano-Suiza with being one of the best and most ad-
vanced engines of World War I, as well as one that served as a sort of 
progenitor for a long line of Curtiss and Rolls-Royce liquid-cooled en-
gines that culminated in the Rolls-Royce Merlin of World War II.  
 
The SPAD XIII had the most favorable power loading of any of the air-
craft considered and a high (for its day) wing loading. These charac-
teristics coupled with a relatively low zero-lift drag coefficient and low 
drag area gave the SPAD the highest speed of any of the aircraft 
listed in the table. As shown by the data in figure 2.18, the climb char-
acteristics of the SPAD were bettered only by three of the Fokker air-
craft.  
   
Reference literature suggests that the SPAD XIII was not as maneu-
verable as some of the other fighters, but its high performance, great 
strength, and multigun armament made it a highly effective weapon. 
Its ability to dive steeply for prolonged periods of time without fear of 
structural failure is emphasized in all the reference material. Piloting 
the aircraft required care, particularly at low speeds, and the use of 
moderate amounts of power was recommended in landing.  
 
Although the SPAD XIII incorporated no new technical innovations, it 
synergistically combined an airframe of relatively high aerodynamic 
efficiency and great structural strength with an excellent engine to pro-
duce an outstanding aircraft. It may be regarded as representative of 
the top of the state of the art of a 1918 fighter aircraft equipped with 
thin, strut-and-wire-braced wings. The SPAD was so highly regarded 
that a number of countries maintained the aircraft as part of their ac-
tive air force inventory for several years following the war. A total of 
8472 SPAD XIII aircraft were manufactured.  
 
Acknowledgement:nasa 
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Rally Schedule 2017 
Confirmed at this stage. 

  
 
Taupo Model Fliers   
2nd  & 3rd September  
Contact: Graham Loveridge  Phone: 027 478 2678 
Email:  loveridgef@xtra.co.nz 
 
NPMAC  
11th & 12th November 

 Contact: Steve Blackman Phone:  0274 812 575 
Email:  shb@xtra.co.nz  
 
 


