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TOFICAL TWIS T

by pylonius
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» /s Sometimes a touch of historical colour can help to liven up
the club title, and I notice that one club has used this gimmick

W to steer a happy course between the stodginess of *“ Hogswill *

and the absurdity of ““ Nimbus Nudgers ”* by calling themselves

the “ Flying Druids ”’; thus pursuing a middle of the woad
policy, as it were. How they happened on this extraordinary
name is a matter of conjecture, but I think it is all a matter of
word play. Someone, talking through his funny hat, sug-
Radio Waves gested “ Dope Fiends.” This was turned down because of its
That * highlight ”* of the rally world, Radio Control, seems  delinquent flavour, but set up a train of thought which travelled
to be fast following its colourful predecessor, C/L stunt flying, via ““ Drying Fluids” to * Flying Druids.”
into oblivion. The electronic experts, who have so long
enjoyed complete air supremacy of our flying fields, are L e L
. secking fresh delights among the duck life and tiddler nets of .
the boating pond. Vessels, simply bristling with radio activity, Sport Model
are being skilfully navigated through the hazards of weed and Attending his first model meeting, a newcomer to the hobby
hostile swan, while the bleep box expert retrieves his aerial was puzzled to know why the events didn’t get under way
from a tearful small boy, who is now minus a fishing rod, and  until mid-afternoon. He was unaware, of course, that, by
happily contemplates a future free from flyaways and spiral long tradition, the morning session is devoted entirely to the
destruction. functions of the Mutual Motor Cycle Admiration Society, of
Picture the lively pond-side scene as the boats collide with a  which all model officials are prominent members. At this
jolly thump to the cheerful chant of “ Who's using his so-and-so  particular event the business took rather longer than usual
transmitter 7’ And even the tearful small boy can now be as it was Invitation Day to ex-modeller motor cyclists. But,
seen chortling with glee as the little man dashes up and down  even at that, flying would have got under way shortly after
the rigging in uncontrollable frenzy. lunch had not an ex-modeller turned up in a ritzy looking
The only one not overcome with joy is the poor old com- sports car. (“ That’s a smashing car.”” * Really?” * No,
petition flier, who has come to rely upon the radio sideshow Riley.”) An emergency meeting of the society was instantly
as a useful spectator diversion. While recognising the valuable called, and a large portion of the assembly immediately
contribution made by stunt flying, team racing and the odd disappeared under the rakish bonnet. X
jet, he is mainly indebted to the radio revellers for keeping Whatever they found there to delight and enthrall it certainly
the more serious model flier free of the spectator menace. Of wasn’t space for model stowage; and surely the modeller’s
course, he can sympathise with the radio types, floundering dream car is a super cabin job which would not only carry all
in a turbulent sea of clamouring onlookers, giving up in distress  his models but also his family—for retrieving purposes.
and taking to the boats. He can also understand that a boat
in midstream is relatively safe from damage by small grubby
boys, who have a natural aversion to cold water.. But how
he’d like to see the radio aerials back on the flying field—down
:!}e I;::r ?nd with the prams, dogs, picnic parties, and all the fun
of the fair.

£

Dummy Run

Children of all ages will be thrilled by the new supersonic
breed of team race pilot which is 'to replace the pre-1g914
pioneer effigies that have been in circulation all too long.
These be-goggled, cap-in-reverse veterans, when not humanely
concealed by the oil soaked opacity of the cockpit cover, looked
as much out of place in all that streamlined comfort as, no
doubt, their pressurised, oxygenated, radio-linked successors
will be among the old fashioned ornamentations of prop and
Rueri d To Fresh Fields

Isu ¢ this toy airman business is all ve iverting, but S ik :
you caE::}‘):)shelp thin)l:ing that, by now, model rﬁr},ing shm;gid a Northern Heights M.F.C., cast in the Slough of despond at

i 7 the loss of their fashionable car park at Hawkers, are to make
sufficiently grown up to have emerged from the du:nm) stage. Sill7 Bistory by Bokling el St gardon pach. on s diis

field. Sadly, however, there will be no provision for team
L ® L] racing; so, as I sneak in at the tradesmen’s entrance, I will

expect to be confronted with a notice bearing the legend
* No Hawkers or Circulars.” :

Flighty Names

Since the society takes such a forbidding view of the more
frigvolaus choice of club titles, inaugurators of new i‘t:lubs are
often faced with an unhappy situation. With the funny hat . : AI Glider
and shirt tail fashion clamouring for “ Nimbus Nudgers” assl':;a;it:g;g ;ﬁﬂ;ﬂ};ﬂs_me AfealRro trgatcing (he
on the one hand, and the more sober element insisting on the
unadorned simplicity of * Hogswill and District * on the other,

they can only arrive at a feeble compromise by way of ** Hogs- A correspondent to this journal calmly suggests that existing

will (Nimbus Nudgers) & District M.A.C.” records be scrapped and all future record attempts be made in
But even to clubs outside the movement the range of colourful  still air.

descriptive title is limited. Mainly imported from America, Possibly a sound idea, but, in the present state of our weather,

where ** Cement Squeezers,”” *“ Cumulus Catchers ’ and “ Balsa  any flight in still air should count as a record.
Butchers ™' jostle each other in overcrowded confusion, there
are but few model operations which have not already been

annexed to some M.A.C. or other. Those that do remain &
are of a pretty dull order, and no one is likely to be inspired
by * Tissue Trimmers,” “ Prop Flickers,” or * Glowplug y

Ghouls,” on the club heading.
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John Andrews - Goes Indoors - Part 2

Pressing on from last month’s epistle to the afflicted it was in 1997 that I summoned
up the nerve fo contact indoor maestro Laurie Barr and arranged to pay my first visit to
the Mecca of UK indoor flying, the old airship hangers at Cardington near Bedford. Sunday
April 13'™ saw yours truly travelling down the M1 motorway and I must admit that I was a
little apprehensive at the thought of mixing with the big guns of the UK indoor scene when
I'd only been at it for a few months.

I turned of f the motorway at junction 13 and at the top of the first rise; looking to the
right I could clearly see the two sheds breaking the skyline some eight miles distant. I still
feel the same buzz when I crest the rise even these days. I eventually arrived and turned
in through the gates, and then following Laurie’s instructions drove between the two sheds
round to the rear enfrance of Shed No.l. I drove inside and Ch Boy! Was it big? I don't
think any first time visitor could fail to be completely in awe of the sheer size of the place.
The photo below gives a flavour of the shed; Robin Bailey poses with one of his latest
international F1D models and in the far distance a James Bond 007 type airship.

A debonair Robin Bailey and his F1D model

There was a light aircraft parked over one side of the shed now I was in that place
from 10-30am until 6-30pm and the first time I noticed that aircraft was when I was
showing the wife the camcorder video later that evening at home. I had not seen that
aircraft at all during the day even though I had videoed it when I had panned around
at the start of my video record




Which should give you some idea how big the place is (or perhaps how unobservant your
scribe is).

Performances on that first visit were not record breaking. The record book shows
flights of 4 minutes or so with my tissue covered models whereas the two guys I had set
up next to were doing 9 minutes with the Mylar covered Penny Planes they had, but I was
hooked on indoor.

Robin's model cruises by
(These models are not difficult to photograph, at the speed they fly you could change
the film in the camera and sfill get a second shot)

There's not been much vintage content as yet so a little Airship history should fill the
bill.

Shorts Brothers Engineering Company won a confract for the construction of a Airship
in 1916 and one the their young engineers, 29 year old Claude Lipscomb was given the
project. The design team moved from London to Cardington for several reasons: the
gentle prevailing winds: the site was near to Bedford where several precision light
engineering companies were based and nearby at Putnoe was an airfield used be the Royal
Flying Corps.

The internal dimensions of the sheds are stated as: Length 812 ft, Width 180 ft, Height
157 ft and containing 4000 tons of steel.

The construction looks more akin to shipbuilding than the aircraft industry, huge girders
and braces held together by monster rivets, but they are for building Airships after all.
There are internal catwalks at the top of the shed sidewalls and one in the peak of the
roof. For safety reasons individual modellers are not allowed fo do retrieval work from
these catwalks, normally John Tipper or Roy Wilson do the work at the end of the day.




Roy Wilson, one of the cabwalk retrievers, with his EZB
(The model is his from his who needs wing ribs period)

To complete the potted history, the first Airship to come out of the
Cardington facility was the R31. The ship was commissioned in November
1918 exactly two years and two months from the date that Lipscomb set
up at Cardington. Remember this impressive project was achieved without
computers and modern methods of communication; it was designed by hand
and built by hand, not a calculator in sight.

Vintage digression over, back the flying. My first ambition was to get a

model up near the roof; I never got more than half way up there on my
initial trip. My third visit saw me with a condenser tissue covered o/d
Penny Plane with which I had managed to raise my flight times towards 6
minutes on my second visit, but not towards the roof. This third visit was
roof time, I put 1200 turns on a 1/8" x 18" motor which I knew was far too
much for a good flight time but should get the model high.
The model shot away more akin to an F1C power model than an indoor job
but the desired high climb was definitely on. Problem, Shed MNo.l.is a little
worse for wear these days with many holes in the roof and broken windows.
It is the condition of the roof that has required the suspension of green
mesh curtaining below the roof to prevent falling debris. This curtain
hangs in folds, some lower than others that leaves gaps into which high
flyers can pass above the curtain into the roof space. It is said that models
have flown above the curtain and been sucked outside through the holes in
the roof. I cannot vouch for the truth of these rumours. My Penny Plane
reached the roof in quite spectacular fashion and for a moment I was
mentally patting myself on the back for a job well done,




when it suddenly occurred to me that perhaps it was not such a good idea.
The model flew through a gap in the curtain and T could see it circulating
above the mesh for a little while then it landed on top of the netting. Model
gone I thought.

At that time I did not know about the recovery possibility and it was at
the next meeting two weeks later that I heard a voice up in the roof. It
was John Tipper up there with a pole doing a recovery exercise at the end
of the day and low and behold down floats my model; tissue shrunk and wing
like a propeller but back in hand. I had bought a roll of Mylar covering
material so the Penny Plane was recovered and lasted well until I gave it
away at a Coventry meeting.

With my new found covering material I set about trying to build models
for the 10-minute milestone. I built several EZB’s and Penny Planes but
could not get the weight down below 4 gms and keep the models strong
enough to fly. My log book is full of 8 & 9minutes flights but it was July
26™.1998 before I managed to get EZB No.6 below 3 gms and with 1800
turns on a .110" x 17" motor I finally beat the ten minute barrier and 11-00
minutes dead is on record. The 15-minute barrier still seems a mile away. T
will need to get good wood and work on my propellers as that is where
significant weight can be saved.

Losing models indoors does not seem an option at first thought but T
have lost four. My Penny Plane No.2 was an eight-minute model and very
reliable until it slid down the side netting, through a gap and down to the
bottom of the sidewall slope. Too high for pole retrieval and too low for
side catwalk. Number 2 loss was a very flimsy EZB No.5, one of my
attempts at low weight, which resulted in a very flexible model. The shed
was being used as a storage depot for water barrels and they were piled
up about 30ft. high and in one area they were loosely stacked on top of the
majority, which were encapsulated in blocks of nine on pallets. No.5 was
trimming OK until T wound her up when distortion removed the turn and
off down the shed she goes straight as a die until she was down the barrel
end where a graceful turn set in and she flew over the top of the loose
barrel pile. I climbed all over those barrels but the model eluded me. EZB
MNo.7 was lost high up in the side girders out of reach again.

We moved into shed No. 2 and the air was much less stable in there
mainly due to the big doors not being shut properly. To emphasise the size
of the sheds once again, there is a six-story block of flats with a pitched
roof in No.2 and they do not reach the roof by any means. About now T
invested in the gas filled steering balloon as the drift made steering a
regular necessity and I managed to lose just one model in No.2.

We are back in Shed No.1 again now and this year T hope to make a
serious attempt at improvement.

MNext issue polystyrene surfaces and vintage if we can dig some up.
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1949 Nationals
and the Public
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The outstanding feature
of the 1949 Nationals was
the exceedingly good be-
haviour of the general
public and most of the
difficulties  encountered
emanated from over-enthusiastic acromodellers un-
able to cure their curiosity, and crowding close to
the other competitors, thus impeding their move-
ments and causing annovance to the spectators by
blocking their view.

Another nuisance to both competitors and officials
are the large number who approach the starting off
area under the guise of photography, by holding a
camera at the “ready,” and it is time that some
restraint was placed on ““ unofficial ” photographers
at our national contests.

Only in the last stages of the meeting did the
general public encroach on the roped-off contest
area and that was in the latter stages of the Radio
Control contest when the extreme novelty of the
entries proved too much for their self-restraint.

Locdl, The extremely successful

control-line meeting or-
Euvents ganised on Easter Monday

by the South-Eastern
Area Committee with the active co-operation of the
Model Section of the Dover Youth Club, brings into
prominence the importance of local events in the
model aircraft calendar, and the advantages of the
“ Area ” scheme,

For the model movement to develop on the right
lines two essentials are required. The first of these
is the establishment of contact between all model
aircraft enthusiasts on a group system ; and the
second is adequate local publicity by each group to
keep the local population aeromodel-minded and
aware of our activities.

Many of the misconceptions which exist regarding
model aircraft flying would no longer exist if the
public more fully realised what was really involved
in the sport, and the movement would be strengthened
and eventually receive much greater facilities than
it has at the moment.

Properly organised events, like the Dover one,
which can be attended by the public not only pro-

vide excellent propaganda for the model flying
movement but are also capable of providing very
attractive financial returns which again produce
further facilities.

The enterprise of the South-Eastern Area is to be
commended, and it is hoped that other Areas will be
inspired to organise similar events. '

We know that the public are a nuisance at many
events if not kept under proper control, but they can
be looked after properly by efficient organisers,
particularly at control-line events where the local
football field or cricket field, with provision for
spectators, can be utilised. -

$M.ALE. A.G.N. Asthe necessary accom-
A modation at Londonderry
and Prige Giving

House will not be avail-

able on November 13th,
1949, the date previously fixed for the Annual
General Meecting, this will now take place on Nov-
ember 20th, 1949.

The arrangements for the Annual Prize-Giving
Dance, which will be held in the spacious ballroom,
at Londonderry House, on the evening prior to the
A.G.M,, are well in hand, and it bids fair to be the
most successful function of its kind yet held by
the Society.

Messrs. E. F. H. Cosh and H. J. Nicholls, who are
in charge of the organisation, report that those
who have felt that in the past the dinner, speeches,
and prize-giving have been unduly prolonged,
leaving too little time for dancing and conversing
with old friends, should be well satisfied with this
year’s arrangements,

Dancing will go on throughout the evening, except
for a short break for the prize-giving, and a running.
buffet and bar will be provided. Further details
will be announced later, but book the date now,
November 1gth, 1949.

Intending competitors
Bowden Jro W in the Bowden Trophy
Contest International Contest,

are reminded that they
must possess a current F.A.I. Competitor’s Licence.
Application for these should be made to the S.M.A.E.
Records Officer on the appropriate form which is to
be found on page 57 in the S.M.A.E. Handbook.

At the time of going to
press the number of model
n . aircraft entries in the
Competition Sections of

the Exhibition greatly exceeds those received in any
previous year. Although the official closing date
for entries is July 11th, late entries will again be
accepted this vear, but it will not be possible to include

The M.E.

effope

details of these in the Official Catalogue. All entry .

forms must, however, be received by August 8th,
1949.
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Ionourable English—as she is spoke!

An example of a pre-war Japanese kit plan came
into our possession recently, and, having caused
convulsions amongst the AEROMODELLER staff, we
thought our readers might like to try their hand at
interpreting the lucid instructions contained therein.
We quote:

““T'EsT: Please look into wing backwing and stand
wing, etc., and turn of propeller. And drop in
oil at coshon ball of propeller.

“FLYING: At first see through from forward and
get it mended all out of order. Next time
opposite direction for wind blow at open
ground 40-60M long line. And then start
itself from on the ground.

“ATTENTION: Please paint at combine point
without fail because of motionless combine
point. Please according to elucidation method
of bend the turning of every bamboo.”

We understand these kits were sold through
Woolworths before the war, but we wonder how
many achieved the flying stage! Probably as many
as would occur should we attempt to illustrate
a design in Japanese script ! !

International Eligibility

We are requested by the Council of the S.M.A.E.
to remind all would-be participants in International
Contests—Championship status or otherwise—that
no person can represent Great Britain unless he
(or she) is of British nationality. This decision, made
back in 1951, avoided the fact that, had the normal
practice of selecting the top six men in the Wakefield
Trials been followed that year we should have had
the unusual situation that an American (Jimmy
Tangney) would have flown for Great Britain in
Finland!

Further, aspirants to International honours are
reminded that though the S.M.A.E. welcomes
private participation in events which the Society is
unable (for financial reasons) to enter, such entry
must have official sanction before the individual can
be granted the status of representing Great Britain.
raflection shows this as a logical requirement, for

July, 1954

Heard
at the
Hangar Doors

South Midland competitors in the Weston

and Astral Trophies enjoy an :’.nurchaNﬁ:

of design slm!; in front of one of t
Henlow Hangars.

the granting of official recognition should not be
based on the depth of an individual’s pocket, and
the Society must be assured that an entrant is
capable of putting up a performance of such order
that the country he represents is not disgraced.

Extension for Crossword

The response to date for the £100 S.M:A.E.
Crossword has been so poor that we had to in-
vestigate the situation to see where we had gone
wrong! Apparently the time factor was too generous
for the average reader, and it is obvious that the
majority of aeromodellers have forgotten the closing
date entirely, or—never let it be said—lost their
entry forms.

The entry form is now available in your local
model shop, and the closing date has been extended
to Sept. 30. Apart from the large cash prize available,
remember that your entry is devoted to one purpose
only, i.e., the sending of British T'eams to the World
Championship contests. Rally round, British aero-
modellers, and ensure that we do not lose our
prestige in the world of aeromodelling.

Official Gen.

Those terribly controversial entries for the Area
contests held on April 25 came in for a lot of
discussion at the last Council Meeting. The action
of disqualification was upheld, but in order to
maintain interest in the various championship
events (Plugge Cup, Caton Trophy, etc.) the
entries will be allowed to stand for these events.

Those control-line enthusiasts interested in the
flying of jet-propelled models will be pleased to
learn that they may effect individual insurance at
a fee of 25/- per annum. Full details may be obtained
from the Hon. Secretary at Londonderry House.

Other information to the contrary, it is stressed
that S.M.A.E. membership is valid for a full twelve
months from date of joining, Certain misunder-
standings have arisen through efforts to standardise
the affiliation dates of clubs, but we repeat, this does
not affect the individual insurance or membership
of members.

Non-Service modellers may enter the R.A.F.
Models Association contest for the Thurston Cup
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(Wakefield models to pre-1954 specification) at the
R.A.F. Championships, to be held at Horsham-
St. Faith, near Norwich, on August 15. First round
of the event will take place at 11 am., and the
second at 1.30 p.m. Pre-entry is required, and should
be made to Flt.-Lieut. A. Coutts-Smith at R.A.F.,
Horsham-St. Faith, Norwich, Norfolk, before
July 1st, together with 1/6 entry fee.

Radio Control Licences

Readers will appreciate that our paragraph
published last month appertaining to Radio Control
Licences was written before we had the opportunity
of studying the actual licence conditions. Let us
therefore "hasten to assure those people who have
written expressing concern at the conditions as
originally issued by the G.P.O. that amendments
have already taken place and that other alterations
may be announced in the future.

Following publication of the licence in detail a
meeting was called between all interested parties,
namely, the S.M.A.E., the Model Power Boat
Association, the International Radio Control Models
Society and representatives from the three
Companies manufacturing radio control equip-
ment. At this meeting all of the conditions required
by the G.P.O. were discussed in detail and a rep-
resentative committee formed to negotiate with
the G.P.O. with a view to altering many points that
the representative meeting considered impracticable

or harmful to the radio control movement in general.-

The stipulation that “the licensee only may
operate the equipment” has been amended to
enable persons under the licensee’s supervision to
operate the equipment. A fairly essential amend-
ment we must agree if one is to be able to carry out
field tuning.

The power limitation has been amended as
follows:—

26196 to 2728 Mc/s — Maximum effective

radiated power 1-5 watts.

464 to 465 Mc/s — Maximum effective radiated

power 05 watts.

Operators should note this new method of
classifying transmitter power output in terms of
E.R.P. as against the old method of restricting the
input to the last valve at 5 watts.

In order to trace possible interference the G.P.O.
insist that the 5 mile radius limit of operation
must remain but they are quite agreeable to contest
organisers giving collective notification. Should
the licensee operate regularly at points outside his
normal 5 mile limit then he should give permanent
notification to the Telephone Manager of the district
in which these operating points occur. It will not
then be necessary for him to give notification each
time he operates. :

The conditions of the licence relating to frequency
control and provision of frequency checking equip-
ment are under discussion at the time of going to
press and an announcement will be made relating
to these important items as soon as a decision is
reached. Meantime the G.P.O. have announced
that for the next few months no action will be
taken against persons contravening the licence

conditions unless definite interference is caused.

Summing up we would firstly ask radio control
operators not to bombard us or the G.P.O. with
licence questions until the whole matter has been
settled. The G.P.O., we might add, are being most
co-operative over the whole question, and modellers
can be assured that the S.M.A.E. and the other
bodies mentioned are looking after their interests.

Providing a licence is taken out modellers can
continue to operate their present equipment, which
in most cases will comply with present regulations
regarding power output.

We shall, of course, be publishing a full state-
ment of licence conditions once full agreement has
been reached with the G.P.O.

C/L on T.V.

Model Aviation received a well-deserved and
long-awaited boost on Sunday, May 23rd, when
London Airport became the location for the first
really successful live Television demonstration to
be broadcast by the B.B.C. Slipped into a “Roving
Eye” programme in the Sunday “Children’s
Hour”—peak time of the week for young viewers—
without prior announcement, it nevertheless com-’
pletely “stole the show.”

The programme itself was as comprehensive as
the time allowed. It opened with a remarkably
lifelike demonstration of a D.H. Mosquito F.B.6
by Charles Crawley, followed by a short interview
in which model flying as a hobby was explained
with the aid of John Lane’s beautifully detailed
D.H.4 and some expert assistance from Berkeley
Smith on the C/L handle (using six-inch lines!).

Next came Tony Brough and his “Flying
Saucer,” lending a topical touch, and finally
three-in-a-circle Combat, with Michael Barton and
Bob Thorogood flying stunt models and Alan
Blunt a semi-scale twin.

Taken as a whole, the programme was remarkably
successful. It has already borne fruit in more than
one direction and may well produce extremely
tangible results, particularly for club members in
the London Area. It represents a landmark, both
in Model Aviation’s relations with B.B.C. Tele-
vision and as the first public demonstration of
Model Flying in Britain’s aviation ‘“‘shop window.”

Mystery Engine Identified

That magnificent 10 c.c. racing engine illustrated
in our heading photo last month is now identified
as the 11th product of Wavertree MFC member
S. N. Bibby and we gather that it was made about
two years ago and was “lost,” complete with yellow
speed job from his m/cycle pannier. To prove the
fact, Mr. Bibby sent us his tenth engine, a true
sister to the one we pictured, and a pair of amazingly
small diesels. One is a 0.3 c.c., and the other a
diminutive 0.05 c.c. which makes an Allbon
Bambi look Elephantine beside it. Bore of the latter
is 9/64ths and stroke 5/32 in., yet the whole motor
was completed within 8} hours from start to test
run and fabricated on a 2-inch centre lathe of
Mr. Bibby’s own manufacture. Photos of this
amazing motor will appear next month.
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John Wingate and myself take time out on one of the three days
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John Wingate Iauncheshis Cherokee with Kath on the watch

Martin Pike gets his KK Eaglet d
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(I think) Davitt senior launching a scale model
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Vic Willson about to release his  Urchin
Vic was the originator andtediof our New Clarion until his untimely death.
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Of all airship crashes Hindenburg's remains the most mysterious and most contentious.

Many theorists were attracted to the idea of sabotage... But not only did the American

investigators fail to find any evidence of sabotage, the Gestapo investigation was equally

negative.

On the evening of 6 May 1937, one
year to the day since her first flight to

the USA, the LZ129 Hindenburg had been
due to arrive at the Naval Air Station at
Lakehurst once again. This wasn't the first
transatlantic crossing of 1937 as the airship
had already made a roundtrip to South
America in March, to be closely followed
by the LZ127 Graf Zeppelin. By this time
the smaller Graf was servicing the South
Atlantic routes on a regular basis, while the
Hindenburg was scheduled to make a total
of eighteen flights to the USA and back.

Len Deighton, Airshipwreck

On board the Hindenburg were thirty-
six passengers, a number which fell far
short of the maximum capacity which
had been increased to eighty over the
winter, plus a crew of sixty-one. Many
of the crew members were undergoing
training for the Hindenburg's sistership,
the LZ130, which was already under
construction. As a result, there was a
surfeit of officers crammed into the
control car, although Hugo Eckener
was not present and in command was
Captain Max Pruss.

g E=WER®E2§-=p2-°

Did you know?

The Empire State
Building has an airship
: mooring mast at its

top, but no airship
ever docked with it. Its
primary purpose was
to make the building
. that bit taller than the
rival Chrysler Building.

(o]~

A The L7129
Hindenburg at the new
international facility at
Frankfurt. Two airship

at this location to house
the Hindenburg and its
sistership, the L2130,

oc

. Assisted by favourable winds, the
Hindenburg appeared over the skyscrapers

- of New York three hours ahead of schedule.
hangars were constructed

i But upon reaching the airfield at Lakehurst,
Pruss was advised that their early arrival
' meant that the landing crew and officials
j;were not yet in place. Furthermore, a
- weather front approaching from the

west was threatening to bring rain and
thunderstorms to the area. Accordingly, he
took the ship several miles to the south-
east with the intention of sitting out the
weather front and allowing time for the
crew and officials to be mustered. The
thunderstorms lingered in the vicinity for
some time and it was around 7.00 p.m.
when Pruss finally circled above the landing
field to take a closer look at the surface
conditions. Adjusting the airship’s trim, he
then made an approach, facing into the
wind and descending to about 200ft (60m)
and 700ft (210m) or so away from the
mooring mast. The engines were throttled
back leaving the silvery airship hanging
almost motionless against the leaden sky.
As most of the passengers assembled at
the large promenade windows to look for
their families and friends waiting for them
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below, ropes were dropped from hatches
near the airship's nose down to the ground

crew. Moments later several observers on :
the ground spotted a glow and then a
burst of flame just forward of the upper :
fin. Many said they heard a sound like the
‘pop’ of a gas stove. The flames spread fast :
from the rear of the ship, devouring the
hydrogen cells and the hull at an incredible
speed and sending up a gigantic mushroom
cloud of fire and smoke.

The officers in the control car realisedé
that something was wrong when a shudder
ran through the airship and they saw the
deadly orange glow reflected in the window
panes. Losing buoyancy, the tail fell towards
the ground, pointing the nose skywards at
first. The fire tore through the passenger :
accommodation and a blast of flame shot up
through the central axial corridor as if it was a
chimney. Watching from the nearby hangars,
radio reporter Herb Morrison reported the

<« American Airlines
poster for the
Hindenburg's service
to Europe. The airline
provided air links to
further destinations
within the USA.

Q7

» In a blaze of fire the
Hindenburg falls to the
ground at Lakehurst, New :
Jersey, on the evening of
6 May 1937.
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unfolding tragedy with undisguised horror.
‘There's smoke and there's flames now...
crashing into the ground - not quite to the
mooring mast. This is terrible. This is one of
the worst catastrophes in the world... Oh
the humanity!’

Despite the inferno there were many
miraculous escapes that day. Some
passengers jumped from the airship's

windows, while others fought their way :
out through the tangle of girders once :
the nose section had fallen to the ground.
Sixty-two passengers and crew survived,
while thirteen passengers and twenty- :
two members of the crew died in theé
fire or as a result of their injuries. Thisé
number is relatively small in comparisoné
with the scale of modern airline disasters.

A Despite the loss of the

: Hindenburg, the Zeppelin
: Company went ahead

: with plans for the LZ130
: and this cutaway was

¢ published by Fortune

Magazine in the USA.

A The L2130 Graf
Zeppelin was almost
identical to the
Hindenburg apart from
the arrangement of the
passenger decks and
forward facing engine

water recovery gear.

OO0

éThis was, however, the first great disaster

to be captured on film and, combined with
the soundtrack of Herb Morrison's poignant
- commentary, the fall of the Hindenburg has
 been seared into the public consciousness

pods to accommodate the ¢, Il time

The cause of the accident has inspired

much speculation over the years. Clearly

it was the burning of the hydrogen that
had proved so devastating, but the official
enquiry, or enquiries as the Germans
held their own, failed to come up with a
conclusive answer as to the source of its
ignition. Sabotage has proved a popular
and sensational theory but there is no hard
evidence. It is more likely that a snapped
bracing wire may have ignited escaped
hydrogen collecting under the upper cover,
or even sliced through one of the gas cells.
More recently a rocket scientist in America
put forward a theory that the special
coating applied to protect the outer hull
could have spontaneously ignited under
certain atmospheric conditions.
Construction work on the Hindenburg's
as yet un-named sistership, LZ130, was
well advanced by the time of the disaster at
Lakehurst, and there was every expectation
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that the Zeppelin Company would continue
its transatlantic services. Hugo Eckener
knew that this depended on the airship
being inflated with non-flammable helium
and the design of the LZ130 was modified
accordingly. Helium is slightly heavier than
hydrogen, so considerable weight savings
had to be made. Helium is also very
expensive and more difficult to replenish,
to

therefore were needed

avoid any unnecessary venting and these

measures

included the installation of systems to
recover water from the engine exhausts.
But the main problem with helium was that
the Americans held the major supplies of
the gas which was extracted from natural
gas deposits, mostly in Texas.

Completion of the new airship had
been expected for late 1937. Publicity
photographs were taken and brochures

to attract bookings. Certainly

modernistic

printed

the photographs reveal

A Light and modermn, the
i galley of the new LZ130

! Graf Zeppelin,

accommodation, although varying slightly
in layout from the Hindenburg, with a

dining room running across the width of
the ship, and lounges and cabins arranged :

on either side.

» inside one of the
engine pods, an engineer :
monitors the performance
of his Daimler-Benz I
DBe02 diesel.

N -—‘2' L)

i The LZ130 would never carry a single supply helium in the light of increased
fare-paying passenger because the political tensions within Germany. The new
i Americans reneged on their promise to airship finally flew for the first time on

14 April 1938, christened as the Graf
Zeppelin (the original LZ127 being laid
up in a hangar in Frankfurt). Inflated with
hydrogen, the LZ130 made a number
of propaganda flights and even probed
the British radar defences strung along
the eastern coast, but she never flew the
Atlantic. Hermann Géring had both Graf
Zeppelins dismantled and in the spring
of 1940 the hangars at Frankfurt were
dynamited to make way for the Luftwaffe's
aircraft.

> This nose cone on
display at Friedrichshafen
is almost all that remains
of the LZ130 which was
scrapped on the orders of
Hermann Goring.
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Results
Entrant Club League Score Time
1 N.Allen 12 10.00
2 R.Marking Cva 9 9.07
3 J.Paton Oxford 8 2.48
4 B.Hobbs Oxford 7 2.00
League Standings after Round 4
Entrant Club CogﬁjemDe L(gl;jlc;n Si(;’ggd Nationals Total
1 P. Woodhouse Morley 12 12 24
2 B. Hobbs Oxford 9 7 7 23
3 R. Marking CVA 8 9 17
4 A. Brocklehurst | B&W 12 12
= N. Allen 12 12
6 C. Foster Morley 9 9
= S. Fielding Morley 9 9
8 S. Philpott Birmingham 8 8
= M. Stagg B&W 8 8
= J. Paton Oxford 8 8
11 |. Taylor Birmingham 7 7
12 | G. Manion Birmingham 6 6
13 | B. Whitehead Peterborough 5 5
14 | A. Moorhouse 4 4
15 | B. Dennis Oxford 3 3
16 | M. Marshall 2 2
17 | S. Darmon 1 1
18 A. Hewitt 0
= L. Drennan 0
= G. Warburton 0
= R. Vaughn 0
= R. Elliott 0
= P. Carter 0
= G. Peck 0
0- - - =s~3%¥
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THE NEW 2'5 c.c. Rapier represents a distinct
departure from previous Davies Charlton design
practice, yet in layout and construction is readily
recognisable as ‘“‘one of the family”. There are
certain indications that it is probably intended for
more limited production than the other D-C motors
(the connecting rod is turned, for example, instead
of being a forging), produced to appeal to the more
limited market of specialist modellers who want a
“hot” power plant in the 2-5 c.c. class.

The Rapier is a very well made job. The design
is conventional for a ball-race, rotary disc induction
layout, with the choke tube cast integral with the
back cover and unswept, rather than horizontal.
This makes for a nice compact engine in overall
length and brings the needle valve into a really
convenient position for grasping. The whole engine
is rugged, easy to handle and with the performance
of a top-class two-and-a-half.

Its main limitation appears to be a certain lack
of consistency at the higher end of the speed range.
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BALL-BEARING DIESEL FROM

DAVIES-CHARLTON IN 2.5c.c. CLASS

THE

RAPIER

reviewed by R. H. Warring

At 14,000 r.p.m. and above it became difficult to
arrive at exact settings for the compression and
mixture for optimum performance, and unless these
adjustments were made carefully the engine ran
“rough’, with an appreciable fall off in power.
Since, however, the engine peaks at just under
14,000 r.p.m., this has little significance for the
average operator.

On an original Rapier tested, this tendency
towards inconsistency at above peak speeds was put
down to the extremely heavy piston used, which
was also responsible for marked vibration between
11,500 and 13,500 r.p.m. The final production
Rapier has a lightened piston—which is responsible
for reducing vibration to a very satisfactory level
—but without altering the high speed characteris-
tics. Possibly, therefore, this is due to a limitation
in transfer port area. The transfer ports are of
moderate area only (actually the same as the
exhaust in depth, being cut with the same tool) and
when the engine is assembled roughly one-third of

SPECIFICATION:

Displacement: 2:469 c.c. (150 cu. in.)
Bore: -5785

Stroke: -5705

Bore/Stroke ratio: 1-01

Bare Weight: 5 ounces
Max. B.H.P.: -2125 at 13,800 r.p.m.
20 ounce-inches at

2
B
g
=
g

7,500 r.p.m.

Power rating: 086 B.H.P, per c.c.
Power/Weight ratio: -0425 B.H.P. per
ounce

Material Specification:

Crankcase: Pressure die-cast lightalloy
Crankshaft: Hardened steel

Cylinder: Steel

Contra Piston: Steel
Piston: Cast iron
Cylinder Jacket: Light alloy (anodised

reen)

Renranfor: Die-cast light alloy
Main Bearings: Two $-in.
Hoffmann ball bearings

Spraybar: Brass

bore

Manufacturers:

DavIEs-CHARLTON L1p.,

eadows,

ills
Douglas, Isle of Man
Retail Price: £3/7/0 (including tax)
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this area is masked off by the cylinder gasket.

The general handling characteristics, on the other
hand, are very good. Starting is particularly easy,
and the “feel” is very solid and smooth. The Rapier
liked a squirt through the exhaust ports initially for
starting from cold, but after that would start readily
on reduced compression after finger choking. There
is a definite tendency to “bite’’ when hand starting,
particularly with propellers of 7 in. diameter and
smaller, but this is certainly not as vicious as some
high-performance 2'5 c.c. diesels. We had no
trouble hand-starting down to a 6 X 4 propeller
size.

Good conitrols

Once started on an over-rich and/or reduced
compression setting the Rapier continues to run
smoothly, leaving plenty of time to set about final
adjustments. The controls, too, are nicely placed.
The appearance and general ‘““feel” of the com-
pression tommy bar has been much improved by
the addition of tapered brass sleeves to each side
and this control stands nicely clear of the head—
a welcome feature since the cylinder gets really hot.
The needle valve is behind the cylinder, readily
accessible and again fitted with a brass “‘spade”
grip. Both these little refinements in detail design
would appear to be thoroughly worthwhile. Another
very practical feature is that the threaded length of
the propeller shaft is more than adequate to
accommodate any likely propeller size, although we
must confess to a feeling that the crankshaft as a
whole is a bit on the slender side for a potent 2:5.

The crankcase casting incorporates the two
housings for the ball races, these being of }-in. bore
and fairly closely spaced. The actual length of shaft
between supports is only a matter of one inch. The
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shaft has a generous clearance between the plain
length of bearing and the rear ball race itself
effectively provides an oil seal. Leakage of oil from
the front bearing was negligible.

The hardened steel crankshaft is } in. diameter,
stepping down sharply just in front of the front ball
race to 3/16 in. diameter and threaded 2 B.A. for
the propeller nut. The propeller driver or hub is
turned from dural with a pulley section and the
front face knurled for grip on the propeller boss.
Bore of the driver is tapered and it is locked on to
the shaft by driving up on to a split brass collet

_ —a very effective method of locking, if difficult to

remove for dismantling the engine. The crankshaft
is solid throughout its length, but even so seems a
little small in diameter for the job. The crank web
is % in. diameter, cut away to lighten and provide
a counterbalance. Crank pin diameter is 178 in.,
the pin being turned integral with the shaft unit.

The cylinder merely rests on top of the crankcase
casting with the lower part a “floating” fit inside
the crankcase unit. It is centralised by assembling
the cylinder jacket which screws down on to
external threads on the crankcase. Cylinder seal is
given by a gasket under the exhaust flange and
transfer passage is provided by clearance between
the bottom of the cylinder and the walls of the
crankcase unit. Care should be taken not to over-
tighten the Jacket.
Porting

Porting is orthodox, with transfer and exhaust
ports milled through the cylinder walls and flange,
respectively, one above the other. The four pairs of
slots give the equivalent of 360 degree porting,
although the exhaust may or may not be “baffled”
to a certain extent, depending on the relative
positions of the liner and jacket when finally
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