NEWSFLASH
March 2021

Hello Swamp Foxes, welcome to the March 2021 Newsletter
March already, Time just seems to be flying past with the blink of an eye, Yet it seems like an eternity
since we had our last club meeting in February 2021, more on this from Ralph below
I have heard that many of our members have had or are waiting on getting Vaccinated, Hopefully
those still trying will be successful soonest.
Some great builds and works in progress by our members can be seen in members models,
Stay Safe, Hang in there and .............. Keep on Building
From the Front Office…
Howdy, all!
I have scheduled our March Zoom meeting: https://us02web.zoom.us/j/82381409771?
pwd=RVdlSFpzZVJESHc5aU1xQk03TForZz09
I spoke with the library, and they have not opened up meeting rooms or re-started programs. I will
continue to keep checking in with them from month to month to see when we might actually begin to
meet in person again.
**** **** **** **** **** ****
I’m beginning to hear from members who have received their IPMS/USA credentials. If you have not
received your ID card by the end of March, please let me know and I will contact Marie. Before you
contact me, though, remember—if you did not pay 2020 local club dues, you were not eligible for the
free year of IPMS/USA membership.
**** **** **** **** **** **** I trust everybody received my e-mail with the news that we have
decided on the 2021 Theme and the Special Awards for the June show. In case you missed it, here’s
what’s what: 2020 Theme: “20/20 Vision: Reconnaissance Through Time” 2021 Theme: “When Bad
Things Happen: First Responders and Disaster Relief” Special Award: “Barbarossa” Special Award:
“Desert Storm” Special Award: “Sink the Bismarck!” Special Award: “Racing Around the Clock” Special
Award: “The Wings of Man” The awards eligibility criteria have been posted to the website:
https://scmegashow.com. The Class, Theme, and Special Award artwork for the plaques are in the
design phase, I should have images for you during the Zoom meeting on the 17th.
Vendor tables are selling well—42 of the 71 tables are spoken for. If you are interested and have not
contacted Tim Darrah, please do so ASAP. He can be reached at scmegashowvendors@gmail.com or
tadarrah@sc.rr.com. If you have anything you would like to donate to the show raffle, let us know by
emailing your list to scmegashowinfo@gmail.com. You don't have to get the items to us yet, but at
least let us know what you have. A reminder--if you donate items to the raffle, make sure they are in
good condition and have not been started or picked for parts. I would think that's understood, but...
We will be holding judges training via Zoom sometime in May. I will post the link when the session is
scheduled. Regardless of your judging experience, if you wish to assist with the show judging (and I
hope you will), I suggest you join the meeting. It is always good to get a refresher now and then. As of

right now, we’re still waiting to hear from the armory on their status. Executive Order 2021-12 still
places some restrictions on crowd size inside venues (especially government facilities), but we’re
thinking it should ease as more South Carolinians become vaccinated against COVID. So, we’re
controlling what we can control, and planning for any and all
possibilities. In other words, we’re continuing to adapt to the New Normal, and rolling with the
changes it might bring. If you have any questions on anything I just covered, let me know. I hope all of
you can join us on Zoom on 17 March.
Cheers! Ralph
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KARMA FIVE-TWO

F-111F 70-2389 ( Callsign 'Karma' 52)
On 5 April 1986, the LaBelle discotheque in West Berlin, Germany, was victim of a terrorist bomb
attack. Three people were killed and 229 were injured. Among the casualties were two dead and 79
injured U.S. citizens. After investigation, signs indicated that the attack was planned and ordered by
Libya’s leaders, including Muammar Muhammad Abu Minyar al-Gaddafi, the leader of Libya.
In response, President Ronald Reagan ordered retaliatory strikes against Tripoli and Benghazi.
It was called Operation EL DORADO CANYON, and took place on the night of 15 April 1986.
The operation’s plan was based on earlier exercises undertaken in late 1985 by the United States Air
Force. By the time the operation was given the green light, a small, compact, USAF-only operation
grew into a multi-service operation as the target list grew and eventually included units from the
USAF, U.S. Navy, and United States Marine Corps. Due to international pressure, overflight
permissions from France, Spain, and Italy, as well as use of bases in continental Europe, were denied,
meaning that the USAF aircraft would have to fly west, around the Iberian Peninsula, in order to reach
their targets.
In the earlier exercises, 20th Tactical Fighter Wing (TFW) F-111E aircraft from RAF Upper Heyford were
employed, but for the actual mission, the RAF Lakenheath-based 48 th TFW and their F-111F’s got the
call, as the F-111F fleet had recently been fitted with the AN/AVQ-126 PAVE TACK system that allowed
more accurate delivery of weapons than the non-PAVE TACK F-111E were capable of.
Among the targets, the Bab-Al-Azizia barracks in Tripoli was assigned to nine F-111F’s, each carrying

four GBU-10 2,000 pound precision guided munitions. Of that nine-aircraft cell, three dropped their
bombs and hit their target, one missed its target, and four aircraft aborted. As the individual aircraft
completed their missions and reached the reassembly point, one aircraft from the cell never reported,
and wasn’t heard from again. That aircraft, call sign KARMA FIVE-TWO (F-111F Serial Number 702389), was later discovered to have been shot down with the loss of the crew, Captain Fernando
Ribas-Dominicci (pilot) and Captain Paul F. Lorance (WSO). The remains of Ribas-Dominicci were
returned to his family in 1988. The remains of Captain Lorance have never been accounted for, and
with the upheaval of the government in Libya after the “Arab Spring”, it is a strong possibility that we
will never know.
I’ve had a “thing” for the Aardvark for quite a while. When I first learned of it, there were discussions
on Congress about a new version, the FB-111H, that was intended to take up the slack after the
Rockwell B-1A was cancelled by the Carter Administration. I started to read up on the type, and the
story intrigued me. The F-111 was the result of a program instituted by the Air Force in the late 1950’s
called Tactical Fighter, Experimental (TFX). At the same time, the Navy was looking for a fleet air
defense fighter, and the new Secretary of Defense, Robert McNamara, asked the Navy to partner with
the USAF in 1961 to adapt both aircraft to the eventual TFX design.
As history would show, the two missions couldn’t be more different, and eventually the Navy (and
their subcontractor Grumman) dropped out of the program. The USAF versions initially had issues
with various systems—the wing box developed cracks, the engines were prone to compressor stalls,
the avionics systems didn’t work as advertised, and the horizontal stabilizer trim actuators failed
during the type’s introduction to combat in Southeast Asia (called COMBAT LANCER). The F-111A’s
were brought home, and the F-111C’s destined for the Royal Australian Air Force had to be placed in
storage while the problems were ironed out. The Aussies leased 24 F-4E Phantoms to cover the gap,
and initially wanted to keep them, but in the end they accepted the F-111C and would be the only
foreign operator of the type.
When the F-111A returned to combat over Southeast Asia in 1972, the results were quite different.
The aircraft could operate in all weather, had a long range, and didn’t need any sort of ECM escorts
(EB-66’s) as the other tactical aircraft—the F-105 and F-4—did.
When the B-58 Hustler was retired from the Strategic Air Command in 1970, the USAF ordered a
“strategic” F-111, featuring the longer wing of the Navy’s stillborn F-111B and RAAF F-111C and the
beefier landing gear of the F111B. It was called the FB-111A, and two wings operated the variant.
Through all the teething problems, “fixes” were implemented, and when all was said and done, the
most capable variant would be the F-111F. Once updated with the PAVE TACK system, it became the
best low-level, high-speed strike/interdiction fighter in the world.
Prior to 1989, if you wanted an accurate F-111 in any scale, you had a lot of work to do—the choices
were the 1981-vintage Monogram kit in 1/48 th scale (a heavily re-worked kit based on the 1966 Aurora
molds) and the 1/72nd scale Airfix/MPC F-111A/E (1967), Revell’s TFX F-111A (1966) and the 1984
Monogram EF-111A available. Paul Boyer converted the Monogram EF-111A to a decent F-111F after
the Libyan raids, the article appeared in the June 1987 issue of FineScale Modeler.

The “Quarter Scalers” (yeah, I’ll take heat for that!) finally got a better kit in 1987, when Academy
issued their series of kits of the mighty Aardvark. They still needed work, but were leaps and bounds
better than Monogram’s re-worked Aurora kit.
That was great, if you built in 1/48th scale, but what about the modelers who preferred the smaller
1/72nd scale? Help was around the corner…
In 1989, Hasegawa released a family of F-111 kits, including the F-111A, F-111C, F-111D/F, F-111E, and
the FB-111A, and a dedicated kit of the EF-111A would arrive in 1992. The kit was an absolute jewel—
recessed panel lines were nicely done, and the wing actually had the option to show all the “dangly
stuff”—flaps, slats, and glove vanes—extended. The kit was modular (a new thing that started in the
1980’s with Hasegawa and Fujimi) in order to get as much mileage from a single tool as they could.
Despite all the inserts and separate parts, the fit was magnificent.
The kit I used was bought second-hand for around $15—which is quite a deal, since Hasegawa has
been rather stingy with re-releases of most of the family (the F-111C and FB-111A/F-111G seem to
have received the most love, since they were the final variants in use before the Aussies retired them
in 2006). The kit was still in the poly bags, but the decals looked as if they had seen their better day.
No worries, as I have a rather extensive decal stash…
I didn’t take a lot of in-progress photos of actual construction, but I will say this—the construction of
this kit is straightforward. I only needed a touch of filler where the forward fuselage met the aft
fuselage at the inlets. Do be sure of which parts you need, since the kit offers parts to make the F111F and the closely related F-111D.
Where I found the challenge on this model was the camouflage scheme. What I thought would be a
simple matter of putting paint where it needed to go became a rather long and twisted odyssey.
Follow along…if you are brave.
In preparation for paint, I left the wings, landing gear, and exhaust cans loose to get good paint
coverage. I also masked the canopy and painted the exposed frames with flat black paint. The inlets
were painted white and some wet facial tissue used to mask them.
Round 1…
I primed the model with Vallejo white Surface Primer, and when dry painted the insides of the slats,
flaps, and vanes Insignia Red—I used some of the last of my Model Master Acryl paints for this. When
dry, everything that was to stay red was masked with Tamiya tape.
I wanted to try the Hataka acrylic paints, and had already purchased the Southeast Asia Camouflage
set. I started by painting the undersurfaces black. I thinned the paint with the Hataka thinner, and
found it rather balky—it didn’t want to lay down smoothly. I added some Flow Aid and Retarder (I
used Liquitex products), to no avail. It was okay, so I left well enough alone. Then I painted the top
side with the tan (FS32019). Again, it was merely okay, nothing to write home about. When I tried to
lay in the greens was where the trouble really began—I could not get a clean fathered edge. I tried
cutting masks and using Silly Putty, but no matter what I did, I was not happy. These steps were done

back in my “work 16 hours a day, six days a week” era, and the model sat for several years…

Photo 1: Primed and ready
Round 2…
I decided that maybe I could buff the paint out and try again. So I did. I also primed the upper
surfaces with Vallejo’s Desert Tan Surface Primer. I tried the Hataka FS32019 again, with No Joy. As
Samuel Beckett once wrote, “Ever tried. Ever failed. No matter. Try again. Fail again. Fail better.”

Photo 2: Yeah, but no...

Round 3…
When my previous employer pulled up stakes and moved, they had an open drum of 99% Isopropyl
Alcohol that couldn’t be moved because the company’s Health and Safety guy wasn’t willing to flirt
with a HAZMAT shipping issue, so we were told to “come and get it”. I managed to save about 5
gallons of the stuff. And wouldn’t you know it, that stuff removes Hataka paint with little sweat.
That’s right, I stripped the paint off the model—saturate a rag, and wipe the plastic clean. I reapplied
the black to the belly using Vallejo black Surface Primer. That was as far as it got for a while.
When I got back to the model, I began painting the upper surface camouflage with Vallejo colors. My
first attempts were better that with the Hataka paint, but not what I wanted.
At this point, I must say that the last model I built in SEA camouflage was in 1999, when I built a
Hobbycraft 1/72nd scale deHavilland C-7 Caribou. At the time, I was using an Aztek airbrush and
PollyScale paint thinned with distilled water, and it all went to plan. Fast forward to 2019, and now I’m
alternating between a Badger 105 and a Grex Tritium TG.3 fitted with a .2mm needle and tip, and
experimenting with the new generations of acrylic paint.
It seems that what I really needed was a refresher course on airbrushing, so I built a few more models
and played around with the Vallejp paints—I tried different thinning ratios, adding Flow Enhancer and
Retarder, adjusted air pressures, and I think I finally cracked the code. So…
Round 4…
The old paint was removed again with an alcohol-soaked rag and allowed to dry.
Once dry, I again painted the belly black and let it dry. I used NATO Black Vallejo Surface Primer with a
drop or two of white added, thinned 5 drops Vallejo Airbrush Thinner to 10 drops paint, shot on at 1215 psi through the Badger Patriot with the standard fine tip. I painted the landing gear door,
underside of the wings and stabilators, weapons pylons, and the appropriate area of the slats and
flaps with the same color.
The radome was painted straight NATO Black, and one dry it was masked off.
I was bound and determined to do this scheme freehand, and, using what I learned, I embarked on
the upper surfaces once more. The tan went down with no problems, and I let it dry overnight. I
thinned the paint—in this case, Vallejo Model Air—in a ratio of 4 drops thinner to 10 drops paint,
which is the mix I use for broad coverage these days.
The next session began as I prepared the paint. I’ve found that in order to do fine line work with
Vallejo, you need to add some “body” back to the paint and you need to thin it a little more than you
normally would. While this sounds mutually exclusive, it is actually rather simple. Mix 10 drops of
paint with 2 or 3 drops Airbrush Thinner and 3 drops of Thinner Medium. The Thinner Medium
contains added binders, which give the extra body you need after cutting the paint with Airbrush
thinner. Drop the pressure to 10-12 psi, and remember the mantra: Paint Small.

For this work, I used the Grex. I removed the crown cap entirely, and worked to build the color slowly.
I started in the center of the area in question, and worked out. As I neared the margin, I worked
closer to the model—during this whole phase, I doubt of the airbrush tip was more than ½ inch from
the surface of the model, and when cutting in the edges it was probably 1/8 th inch clear. That’s what I
mean by “Paint Small”. You get much better control over the finish.
The sad part of this was that I knew all this, and merely forgot—or probably ignored, more like it-what I had learned over the years.
As I progressed through the two greens, mistakes were inevitable. These were carefully touched up—
and don’t be bashful to work back and forth a few times until you get things where you really want
the. The wheels and wheel wells were masked and painted white along with the landing gear parts.
The wheels were masked and the tires got sprayed with Vallejo Panzer Gray Surface Primer. I
unmasked the radome and the red areas of the dangly bits and touched them up as necessary. The fin
cap fairing was masked and painted red, then the masking was removed. Then the works received
two coats of Future (aka Pledge Multi-Surface, etc.) cut 50-50 with Isopropyl Alcohol and allowed to
dry for a few days.

Photo 3: Ahhh, much better!

Photo 4: Unmasked. That splash of red adds interest, but next time I think I’ll sweep the wing.

Photo 5: The underside. There are still some areas that need touch-up, but all things considered…

While the clear coat was curing out, I turned my attention to the weapons. The GBU-10’s came from
the appropriate Hasegawa Weapons Set (Weapons Set VI: U.S. Smart Bombs), although I must say that
Eduard’s Brassin versions did tempt me. The AN/ALQ-131 (Shallow) ECM Pod came from Hasegawa
Weapons Set IV: Air to Air Missiles and ECM Pods. I modified the “deep” ALQ-131 by cutting it down
and reassembling the pieces. It tool all of about five minutes with a razor saw and some Tamiya Extra
Thin…
The stores were painted using (IIRC) Vallejo NATO Green Surface Primer, mixed with black to darken it
a bit for the bombs. The ECM pod was painted with straight NATO Green. Once the paint dried, they
all got clear coated in preparation for decals.
The exhaust cans were assembled and painted with various Vallejo Metal Color paints until I liked the
look of them.
Decals came from several sources, since nobody really got the markings for these aircraft entirely
correct. The tail codes and serial numbers came from black USAF letter/number sheets. The insignia
came from an old Microscale sheet, while the slime lights and refueling receptacle index marks came
from the kit sheet—surprisingly, they went on without a hitch! The numbers for the nose wheel doors
came from a Liveries Unlimited sheet for DC-9’s, since I couldn’t find any white numbers that small
anywhere else—most of the F-111 sheets that depict these airplanes have these numbers in black.
Photos of this aircraft immediately before the mission don’t show any wing or squadron insignia, so I
left them off.
Final assembly was easy, with one exception—during all the test-fitting and handling, I managed to
break off one of the small pins that is supposed to support the wing inside the wing glove. In order to
get the wings to sit level, I added small shims inside the glove area, then secured the wing with CA.
The flaps, slats, and vanes were installed with Formula 560 Canopy Glue, as were the pylons and
ordnance. The ECM pod was added to the Station 11 pylon on the aft fuselage by the tail bumper.
The area where the window on the PAVE TACK pod was given a coat of Future, then the clear window
was installed with Canopy Glue. The exterior lights were painted in the relevant colors and given a
drop of Future after the paint was dry. The overwing bleed air grilles were given a dark wash. I
masked and painted the wing sweep membranes. Once everything had dried, I wiped off the decal
goo, installed the landing gear, masked the radome, and gave the whole model a coat of Liquitex
Matte Varnish thinned with Distilled Water. I didn’t go heavy on the Matte Varnish, since you can
easily apply too much and “frost” the model. Once the flat coat had dried, the radome was
unmasked, then back-masked and given a coat of Future. Once dry, it was unmasked and I installed a
pitot probe made from Minimeca tubing. With that, the model was complete.
The base is a “Basswood Canvas” from Michaels, given a few coats of spray shellac and covered with
framing mat board. The placards were created in Microsoft Publisher and printed onto card stock, cut
out, and stuck on to the base with spray adhesive.

Photo 6: The base in work--the placard was an early version.

Photo 7: Workbench shot. I later added Squadron and Wing insignia to the open spaces on either side
of the placard.
Ralph Nardone

Balloons and Airships in Warfare

Balloon History
Lets start by looking at how it all began more than One hundred years earlier.
The airship evolved from the spherical balloon first successfully flown by the Montgolfier brothers in
1783.
The Montgolfier brothers, born in Annonay, France, were the inventors of the first practical balloon.
The first demonstrated flight of a hot air balloon took place on June 4, 1783, in Annonay, France.
Of the two brothers, it was Joseph who first contemplated building "machines". Gillispie puts it as
early as 1777 when Joseph observed laundry drying over a fire incidentally form pockets that billowed
upwards. Joseph made his first definitive experiments in November of 1782 while living in Avignon. He
reported, some years later, that he was watching a fire one evening while contemplating one of the
great military issues of the day - an assault on the fortress of Gibraltar, which had proved impregnable
by both sea and land. Joseph mused on the possibility of an air assault using troops lifted by the same
force that was lifting the embers from the fire. He believed that contained within the smoke was a
special gas, called 'Montgolfier Gas', with a special property he called 'levity'.
As a result of these musings, Joseph set about building a box-like chamber 3 ft by 3 ft by 4 ft out of
very thin wood and covering the sides and top with lightweight taffeta cloth. Under the bottom of the
box he crumpled and lit some paper. The contraption quickly lifted off its stand and collided with the
ceiling. Joseph then recruited his brother to balloon building by writing the prophetic words: "Get in a

supply of taffeta and of cordage, quickly, and you will see one of the most astonishing sights in the
world."
The two brothers then set about building a contraption 3 times larger in scale (27 times larger in
volume). The lifting force was so great that they lost control of their craft on its very first test flight on
14 December 1782.The device floated for nearly 1.2 miles. It was destroyed after landing by what
Etienne later called the "indiscretion" of passers by.
At that time the Montgolfiers did not fully understand the physical basics of the lift produced by the
air. They thought it was the dense smoke that was responsible for the upward lift, so they produced it
from damp straw and chopped wool. Very pleased with the results they then constructed a silk globe
which they took to the gardens of Brogieux . After paper was set to fire under the mouth of the globe,
it rose approximately 20 metres into the air and descended slowly back. The results of this experiment
were handed over to the Science Academy of France, that invited the two brothers to demonstrate
their hot air balloon. The launch date was set to June 4th.
The whole town had gathered to see the demonstration, but almost everyone was convinced the
experiment was bound to fail. How could a balloon with a diameter of 10 meters go up by burning a
little bit of straw? Most of the people present considered the whole project merely as a publicity stunt
of the paper manufacturers. However, after stirring up the fire the balloon rose to the respectable
height of 300 meters. After a flight of 1 kilometre it slowly descended to earth. People were stunned,
not understanding the miracle.
Since that day onwards June 4th 1783 has official become the birth date of the hot air balloon. The
news of the balloon ascent spread like wild-fire and also reached Paris.

Public demonstrations

Given these initial successes, the brothers decided to make a public demonstration of a balloon in
order to establish their claim to its invention. They constructed a globe-shaped balloon of sackcloth
with three thin layers of paper inside. The envelope could contain nearly 28,000 cubic feet of air and

weighed 500 lb. It was constructed of four pieces (the dome and three lateral bands), and held
together by some 1,800 buttons. A reinforcing "fish net" of cord covered the outside of the envelope.
On 4 June 1783, they flew this craft as their first public demonstration at Annonay in front of a group
of dignitaries from the Etats particulars. Its flight covered 1.2 miles, lasted 10 minutes, and had an
estimated altitude of 5,200 - 6,600 feet. Word of their success quickly reached Paris.
Etienne went to the capital to make further demonstrations and to solidify the brothers' claim to the
invention of flight. Joseph, given his unkempt appearance and shyness, remained with the family.
Etienne was the epithome of sober virtues ... modest in clothes and manner... He was dressed stylishly
in black.
In collaboration with the successful wallpaper manufacturer, Jean-Baptiste Réveillon, Etienne
constructed a 37,500 cubic foot envelope of taffeta coated with a varnish of alum. The balloon was sky
blue and with golden flourishes, signs of the zodiac, suns. The design was the influence of Réveillon,
the wallpaper maker.
In 1766, the British scientist Henry Cavendish had discovered hydrogen, by adding sulphuric acid to
iron, tin, or zinc shavings. The development of gas balloons proceeded almost in parallel with the work
of the Montgolfiers. This work was led by Jacques Charles. Work on each type of balloon was spurred
on by the knowledge that there was a competing group and alternative technology.

First manned flight

On 19 September 1783 the Aerostat Réveillon (as Etienne referred to it) was flown with the first living
beings in a basket attached to the balloon: a sheep, called Montauciel (Climb-to-the-sky), a duck and a

rooster. This demonstration was performed before a huge crowd at the royal palace in Versailles,
before King Louis XVI of France, Queen Marie Antoinette.
The flight lasted approximately 8 minutes, covered 2 miles, and obtained an altitude of about 1500
feet. The flight would have been longer but the craft was unstable. It tipped wildly just after launch
which allowed a considerable amount of hot air to spill from the mouth. The animals survived the trip
unharmed....the sheep was discovered nibbling imperturbably on straw while the cock and the duck
cowered in a corner.
The first untethered, free flight with human passengers was on 21 November 1783. King Louis XVI had
originally decreed that condemned criminals would be the first pilots, but de Rozier, along with the
Marquis François d'Arlandes, successfully petitioned for the honor. For this occasion the diameter of
the balloon rose to almost 50 feet, with a smoky fire slung under the neck of the balloon placed in an
iron basket; it was controllable and replenishable by the balloonists. In 25 minutes the two men
traveled just over five miles. Enough fuel remained on board at the end of the flight to have allowed
the balloon to fly four to five times as far, but burning embers from the fire threatened to engulf the
balloon and the men decided to land as soon as they were over open countryside.
News of the balloon flights spread quickly. By December 1783 Goethe wrote to a friend on Wilhelm
Heinrich Sebastian Bucholz's attempt in Weimar"to master the art of Montgolfier". The pioneering
work of the Montgolfier brothers in developing the hot air balloon was recognised by this type of
balloon being named Montgolfière after them.

First hydrogen balloon
Following Robert Boyle's Boyle's Law which had been published in 1662, and Henry Cavendish's 1766
work on hydrogen, Joseph Black proposed that if the gaseous element filled a balloon, the inflated
object could rise up into the air. Jacques Charles, whose study of gases led to his namesake law of
volumes, had studied the works of Cavendish, Black, and Tiberius Cavallo, and also thought that
hydrogen could lift a balloon.
Jacques Charles designed the balloon, and the Robert brothers constructed a lightweight, airtight gas
bag. Barthélémy Faujas de Saint-Fond organized a crowd-funded subscription to finance the brothers'
project. The Roberts dissolved rubber in a solution of turpentine, with which they varnished stitchedtogether sheets of silk, to make the main envelope. They used alternating strips of red and white silk,
but the rubberising varnish yellowed the white
Jacques Charles and the Robert brothers began filling the world's first hydrogen balloon on the 23rd of
August 1783, in the Place des Victoires, Paris. The balloon was comparatively small, a 35-cubic-metre
sphere of rubberised silk (about 13 feet in diameter), and only capable of lifting about 9kg. It was filled
with hydrogen that had been made by pouring nearly a quarter of a tonne of sulphuric acid onto half a
tonne of scrap iron. The hydrogen gas was fed into the envelope via lead pipes; as it was not passed
through cold water, the gas was hot when produced, and then contracted as it cooled in the balloon,
causing great difficulty in filling the balloon completely. Daily progress bulletins were issued on the
inflation, attracting a crowd that became so great that on the 26th the balloon was moved secretly by
night to the Champ de Mars (now the site of the Eiffel Tower), a distance of 4 kilometres. On August
27, 1783, the balloon was released; Benjamin Franklin was among the crowd of onlookers.

The balloon flew northwards for 45 minutes, pursued by chasers on horseback, and landed 21
kilometres away in the village of Gonesse, where the reportedly terrified local peasants attacked it
with pitchforks and knives, and destroyed it.

Balloons at war
The Balloon soon found itself on many battlefields and areas of conflict, mainly as observation
platforms
The first military use took place during the French Revolutionary Wars, when the French used a
tethered hydrogen balloon to observe the movements of the Austrian army during the Battle of
Fleurus (1794).

American Civil war, the Union Army Observation balloon Intrepid

The Kite Balloon
"Almost to the end of the nineteenth century the spherical style of free balloon was the one used for
military captive balloons. Their drawback was their unsteadiness in the air, for even if only a slight
wind was blowing it made the task of staying in the basket to observe very difficult - and most
unpleasant to the occupants, who were apt to become violently air-sick. This was remedied by two
German officers, Major August von Parseval and Captain H. Bartsch von Sigsfeld, who set themselves
the task of turning out an improved type of observation balloon. The outcome was the
‘Drachenballon’, or kite balloon, so called because it combines both balloon and kite principles. Theirs
was not a new idea, but they improved on previous efforts. They created an oblong envelope which
was partly supported by the wind when facing it at an inclined angle of 30 to 40 degrees. It was
stabilised by means of a control surface, which was later replaced by a large air bag.
Beginning in 1893 they tried different combinations and various sizes of envelopes, from 21,200 cu.ft
capacity to twice that size, and by 1898 von Parseval and von Sigsfeld had arrived at the type which

gradually became the standard of most European armies. By now they had added a stabilising fin on
the right and left sides of the envelope to prevent the captive balloon from twisting around its
longitudinal axis and, like a kite, it was further provided with a long tail to which one to five parachutelike ‘umbrellas’ were attached. Combined with the stabilising bag, these devices held the balloon
facing into the wind.
The August Riedinger balloon plant in Augsburg, Germany, began a regular production of this type of
kite balloon, and also supplied various styles of engine-driven motor winches on which the
observation balloons were raised into the air and later hauled down again to the ground. The cruisers
in the navies of several countries were also equipped with kite balloons, to detect enemy submarines
and protect the cruisers against their attacks. It soon became standard practice for the kite balloon to
stay completely steady in the air at altitudes ranging from 1,000 to 2,000 m, even in winds of up to 40
m.p.h.
Kite balloons were used extensively in World War 1. They soon began to appear in great numbers on
the western front, where the Germans employed them to direct their gunfire and report its effects.
This, combined with the proclivity of the Germans for eating large quantities of sausages, explains why
these kite balloon artillery observation platforms were soon nicknamed ‘sausages’ by the Allies, who
in turn copied, built and used them extensively until the French came up with the improved ‘Caquot’
type balloon, Although the kite balloons were in fixed positions, the fighter pilots flying to attack them
soon had driven home to them forcefully that this meant first running the gauntlet of a well-adjusted
barrage of fire from anti-aircraft guns mounted to protect them. This meant that the kite balloons
must be attacked very fast from above in a determined dive on them because they could be hauled
down fast. The downing of a kite balloon therefore ranked on a par with a victory in any other air
battle. The balloon observer was one up on the aeroplane pilot in one respect, in that he had a
parachute hanging on the outside of the basket and could jump to save his life in case of an enemy air
attack. It was not until towards the end of the war that German fighter pilots were also outfitted with
a parachute in their aircraft. "
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A Caquot Type Observation Balloon in British Service

1914-1918 Balloons of World War I
Observation balloons were critical assets to both sides in World War I.
An observation balloon would typically be floated to a great height behind the front lines, where an
observer could locate distant enemy targets and relay their positions to artillery on the ground.
These balloons were tempting targets for fighter planes, and so were heavily defended by groundbased anti-aircraft emplacements. If a balloon came under attack, its occupant would bail out, with a
parachute automatically deploying upon leaving the basket.
Balloons were also used in a defensive capacity. Barrage balloons were deployed above planes'
operational ceilings to defend important sites. Heavy metal cables would be strung below the
balloons, forcing enemy aircraft to avoid colliding with them. London was defended with a formidable
array of metal nets which frustrated many bombing attempts.

1918, A row of barrage balloons used for suspending aerial nets in Brindisi, Italy.

1915, A balloon apron is suspended to defend London from air attacks .

1915, German soldiers inflate an observation balloon.

1914, German soldiers generate power to inflate an observation balloon.

1917, An Australian Royal Flying Corps balloon on the western front in Belgium.

1915, French soldiers with cylinders of hydrogen used to inflate observation balloons.

1917, An observation balloon is inflated near Ypres, Belgium.

1916, A German observation balloon fitted with a long-distance camera.

1915, A German observation balloon in flight.

1915, German soldiers help a high-altitude observer remove his heavy clothes.

1917, An observation balloon is prepared for ascent in Ypres, Belgium.

1917, An officer prepares to ascend in an observation balloon near the ruins of Ypres, Belgium.

1917, An observation balloon is launched near Ypres, Belgium to spot enemy artillery.

1915, An observation balloon ascends on the French front. 1917

1917, Australian soldiers watch an observation balloon ascend over Ypres, Belgium.

1917, An observation balloon above the ruins of Ypres, Belgium.

1916, A balloon burns on the ground after a German aerial attack.

1916, A German observer leaps from his balloon with a parachute.

1918, A German observer is disentangled from a tree after parachuting from his balloon.

Dirigibles
A hand-drawn illustrated depiction of a navigable balloon designed by French aeronaut Pierre Jullien
featuring a clockwork motor and a rudder, elevator, and gondola mounted under the front part of the
balloon. Jullien displayed a small model of his balloon at the Paris Hippodrome in November 1850 and
notably provided inspiration for modern airships subsequently designed by French railway engineer
Baptiste Henri Jacques Giffard (1825-1882).

Pierre Jullien's drawing which inspired Giffards Airship

The First Powered Flight
Jules Henri Giffard, a French engineer and inventor, took note of Jullien's design. He built the first fullsize airship — a cigar-shaped, non-rigid bag that was 143 feet (44 meters) long and had a capacity of
113,000 cubic feet. He also built a small 3-horsepower steam engine to power a three-bladed
propeller. The engine weighed 250 pounds and needed a 100-pound boiler to fire it.
The first flight of Giffard's steam-powered airship took place Sept. 24, 1852 — 51 years before the
Wright Brothers’ first flight . Traveling at about 6 miles per hour, Giffard traveled almost 17 miles from
the Paris racecourse to Elancourt, near Trappes. The small engine could not overcome the prevailing
winds, and Giffard could only manage to turn the airship in slow circles. He did, however, prove that in
calm conditions controlled flight was possible.

Henri Giffard's steam-powered airship flew in 1852.

The First Round Trip
The first airship to return to its starting point was a vast improvement over earlier models. Charles
Renard and Arthur C. Krebs, inventors and military officers in the French Army Corps of Engineers,
built an elongated balloon, La France. It was 165 feet long, and it had a capacity of 66,000 cubic feet.
A battery-powered electric motor propelled La France.
The motor drove a four-bladed wooden tractor propeller that was 23 feet in diameter. The airship also
had a rudder and elevator, ballonnets, a sliding weight to compensate for any shift in the center of
gravity, and a heavy guide rope to assist in landing.
The first flight of La France took place on Aug. 9, 1884. Renard and Krebs landed successfully at the
parade ground where they had begun—a flight of 5 miles and 23 minutes in which they had been in
control throughout. During 1884 and 1885, La France made seven flights. Although the batteries
limited its flying range, the airship demonstrated that controlled flight was possible if it had a
sufficiently powerful lightweight motor.

Renard and Krebs La France

Airship La France

Airships in World War 1
Count Ferdinand von Zeppelin's serious interest in airship development began in 1874, when he took
inspiration from a lecture given by Heinrich von Stephan on the subject of "World Postal Services and
Air Travel" to outline the basic principle of his later craft in a diary entry dated 25 March 1874. This
describes a large rigidly framed outer envelope containing several separate gasbags. He had previously
encountered Union Army balloons in 1863 when he visited the United States as a military observer
during the American Civil War.
Count Zeppelin began to seriously pursue his project after his early retirement from the military in
1890 at the age of 52. Convinced of the potential importance of aviation, he started working on
various designs in 1891, and had completed detailed designs by 1893. An official committee reviewed
his plans in 1894, and he received a patent, granted on 31 August 1895, with Theodor Kober
producing the technical drawings.
Zeppelin's patent described a Steerable airship-train with several carrier structures arranged one
behind another, an airship consisting of flexibly articulated rigid sections. The front section, containing
the crew and engines, was 385 ft long with a gas capacity of 336,000 cu ft the middle section was 52 ft
6 in long with an intended useful load of 1,320 lb) and the rear section 131ft long with an intended
load of 4,400 lb
Count Zeppelin's attempts to secure government funding for his project proved unsuccessful, but a
lecture given to the Union of German Engineers gained their support. Zeppelin also sought support
from the industrialist Carl Berg, then engaged in construction work on the second airship design of
David Schwarz. Berg was under contract not to supply aluminium to any other airship manufacturer,
and subsequently made a payment to Schwarz's widow as compensation for breaking this agreement.
Schwarz's design differed fundamentally from Zeppelin's, crucially lacking the use of separate gasbags
inside a rigid envelope.
In 1898 Count Zeppelin founded the Society for the Promotion of Airship Flight, contributing more
than half of its 800,000 mark share-capital himself. Responsibility for the detail design was given to
Kober, whose place was later taken by Ludwig Dürr, and construction of the first airship began in 1899
in a floating assembly-hall or hangar in the Bay of Manzell near Friedrichshafen on Lake Constance
(the Bodensee). The intention behind the floating hall was to facilitate the difficult task of bringing the
airship out of the hall, as it could easily be aligned with the wind. The Z 1 (LZ for Luftschiff Zeppelin, or
"Zeppelin Airship") was 420 ft long with a hydrogen capacity of 400,000 cu ft, was driven by two 15
horsepower Daimler engines each driving a pair of propellers mounted either side of the envelope via
bevel gears and a driveshaft, and was controlled in pitch by moving a weight between its two nacelles.
The first flight took place on 2 July 1900 over Lake Constance. Damaged during landing, it was repaired
and modified and proved it potential in two subsequent flights made on 17 and 24 October 1900,
bettering the , 13.4 mph velocity attained by the French airship La France. Despite this performance,
the shareholder declined to invest more money, and so the company was liquidated, with Count von
Zeppelin purchasing the ship and equipment. The Count wished to continue experimenting, but he
eventually dismantled the ship in 1901.
Donations, the profits of a special lottery, some public funding, a mortgage of Count von Zeppelin's
wife's estate, and a 100,000 mark contribution by Count von Zeppelin himself allowed the
construction of LZ 2, which made only a single flight on 17 January 1906. After both engines failed it

made a forced landing in the Allgäu mountains, where a storm subsequently damaged the anchored
ship beyond repair.
Incorporating all the usable parts of LZ 2, its successor LZ 3 became the first truly successful Zeppelin.
This renewed the interest of the German military, but a condition of purchase of an airship was a 24hour endurance trial. This was beyond the capabilities of LZ 3, leading Zeppelin to construct his fourth
design, the LZ 4, first flown on 20 June 1908. On 1 July it was flown over Switzerland to Zürich and
then back to Lake Constance, covering 240 mi and reaching an altitude of 2,600 ft. An attempt to
complete the 24-hour trial flight ended when LZ 4 had to make a landing at Echterdingen near
Stuttgart because of mechanical problems. During the stop, a storm tore the airship away from its
moorings on the afternoon of 5 August 1908. It crashed into a tree, caught fire, and quickly burnt out.
No one was seriously injured.
This accident would have finished Zeppelin's experiments, but his flights had generated huge public
interest and a sense of national pride regarding his work, and spontaneous donations from the public
began pouring in, eventually totalling over six million marks. This enabled the Count to found the
Luftschiffbau Zeppelin GmbH (Airship Construction Zeppelin Ltd.) and the Zeppelin Foundation.

The first flight of LZ 1 over Lake Constance (the Bodensee) in 1900

Wreckage of LZ 4 August 5th 1908.

In 1909, Count Zeppelin founded the world's first airline, the Deutsche LuftschiffahrtsAktiengesellschaft (German Airship Travel Corporation), generally known as DELAG to promote his
airships, initially using LZ 6, which he had hoped to sell to the German Army. The airships did not
provide a scheduled service between cities, but generally operated pleasure cruises, carrying twenty
passengers. The airships were given names in addition to their production numbers. LZ 6 first flew on
25 August 1909 and was accidentally destroyed in Baden-Oos on 14 September 1910 by a fire in its
hangar.
The second DELAG airship, LZ 7 Deutschland, made its maiden voyage on 19 June 1910. On 28 June it
set off on a voyage to publicise Zeppelins, carrying 19 journalists as passengers. A combination of
adverse weather and engine failure brought it down at Mount Limberg near Bad Iburg in Lower
Saxony, its hull getting stuck in trees. All passengers and crew were unhurt, except for one crew
member who broke his leg when he jumped from the craft.

LZ 7 Deutschland
Before World War I (1914–1918) the Zeppelin company manufactured 21 more airships. The Imperial
German Army bought LZ 3 and LZ 5 (a sister-ship to LZ 4 which was completed in May 1909) and
designated them Z 1 and Z II respectively. Z II was wrecked in a gale in April 1910, while Z I flew until
1913, when it was decommissioned and replaced by LZ 15, designated ersatz Z I. First flown on 16
January 1913, it was wrecked on 19 March of the same year. In April 1913 its newly built sister-ship LZ
15 (Z IV) accidentally intruded into French airspace owing to a navigational error caused by high winds

and poor visibility. The commander judged it proper to land the airship to demonstrate that the
incursion was accidental, and brought the ship down on the military parade-ground at Lunéville. The
airship remained on the ground until the following day, permitting a detailed examination by French
airship experts.
On 24 April 1912, the Imperial German Navy ordered its first Zeppelin—an enlarged version of the
airships operated by DELAG—which received the naval designation Z 1 and entered Navy service in
October 1912. On 18 January 1913 Admiral Alfred von Tirpitz, Secretary of State of the German
Imperial Naval Office, obtained the agreement of Kaiser Wilhelm II to a five-year program of
expansion of German naval-airship strength, involving the building of two airship bases and
constructing a fleet of ten airships. The first airship of the program, L 2, was ordered on 30 January. L 1
was lost on 9 September near Heligoland when caught in a storm while taking part in an exercise with
the German fleet. 14 crew members drowned, the first fatalities in a Zeppelin accident. Less than six
weeks later, on 17 October, LZ 18 (L 2) caught fire during its acceptance trials, killing the entire crew.
These accidents deprived the Navy of most of its experienced personnel: the head of the Admiralty Air
Department was killed in the L 1 and his successor died in the L 2. The Navy was left with three
partially trained crews. The next Navy zeppelin, the M class L 3, did not enter service until May 1914:
in the meantime, Sachsen was hired from DELAG as a training ship.
By the outbreak of war in August 1914, Zeppelin had started constructing the first M class airships,
which had a length of 518 ft, with a volume of 794,500 cu ft and a useful load of 20,100 lb. Their three
Maybach C-X engines produced 630 hp each, and they could reach speeds of up to 52 mph.
The German airships were operated by the Army and Navy as two entirely separate organizations.
When World War I broke out, the Army took over the three remaining DELAG ships. By this time, it
had already decommissioned three older Zeppelins, including Z I. During the war, the Navy Zeppelins
were mainly used in reconnaissance missions. Bombing missions, especially those targeting London,
captured the German public's imagination, but had little significant material success, although the
Zeppelin raids, together with the later bombing raids carried out by aeroplanes, did cause the
diversion of men and equipment from the Western Front and fear of the raids had some effect on
industrial production.
Early offensive operations by Army airships revealed that they were extremely vulnerable to ground
fire unless flown at high altitude, and several were lost. No bombs had been developed, and the early
raids dropped artillery shells instead. On 5 August 1914 Z VI bombed Liège. Flying at a relatively low
altitude because of cloud cover, the airship was damaged by small-arms fire and was destroyed in a
forced landing near Bonn. On 21 AugustZ VII and Z VIII were damaged by ground fire while supporting
German army operations in Alsace, and Z VIII was lost. On the night of 24/25 August Z IX bombed
Antwerp, dropping bombs near the royal palace and killing five people. A second, less effective, raid
was made on the night of 1–2 September and a third on 7 October, but on 8 October Z IX was
destroyed in its hangar at Düsseldorf by Flt Lt. Reginald Marix, RNAS. The RNAS had also bombed the
Zeppelin bases in Cologne on 22 September 1914. On the eastern front, Z V was brought down by
ground fire on 28 August during the Battle of Tannenberg; most of the crew were captured. Z IV
bombed Warsaw on 24 September and was also used to support German army operations in East
Prussia. By the end of 1914 the Army's airship strength was reduced to four.

On 20 March 1915, temporarily forbidden from bombing London by the Kaiser, Z X (LZ 29), LZ 35 and
the Schütte-Lanz airship SL 2 set off to bomb Paris: SL 2 was damaged by artillery fire while crossing
the front and turned back but the two Zeppelins reached Paris and dropped 4,000 lb of bombs, killing
only one and wounding eight. On the return journey Z X was damaged by anti-aircraft fire and was
damaged beyond repair in the resulting forced landing. Three weeks later LZ 35 suffered a similar fate
after bombing Poperinghe.

Naval Zeppelin I class (LZ 18) L 2

Naval Zeppelin R class (LZ 80) L 35, notice black camouflage

Naval Zeppelin M class (LZ 24) L 3, L 3 participated in first raid on England

Naval Zeppelin M class (LZ 48) L 15

Naval Zeppelin Q class (LZ 59) L 20

Naval Zeppelin R class (LZ 72) L 31

Naval Zeppelin P class (LZ 45) L 13

Wreckage of Zeppelin (LZ 72) L31 shot down over England 23 Sept 1916

A Zeppelin flying over SMS Seydlitz

Crater of a Zeppelin bomb in Paris, 1916

German Naval Zeppelin's L 3 and L 4 Bomb Great Britain, first of many such raids

A commemorative plaque at 61 Farringdon Road, London

Zeppelin flagstone, Edinburgh

Zeppelin bomb that was dropped on Edinburgh, on display at the National Museum of Flight

The German Air Raids On Great Britain, 1914 – 1918 is a great read and I recommend it highly
This article has been compiled using numerous online resources.
John Currie

Modelling Zeppelin's
The only Zeppelin I can remember seeing is the one I dug out of the stash and gave me the idea for
this article, I intended covering the Post WWI Graf Zeppelin, Hindenburg and Graf Zeppelin II, but after
some searching it spawned into the Wartime Zeppelin's
After a little search I came across a manufacturer new to me, Mark 1 Models

Then I checked Shapeways to see if there was any 3D printed stuff available
I found Classic Airships and he covers many of the Zeppelin classics along with lots of others stuff in
1/700 and 1/1280 scales

Barrage Balloons

Caquot Balloons
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V Class Zeppelin

Classic Airships also has his own website, he has decals for his Range of Airships in both 1/700 and
1/1280

Members Builds and Works in Progress.

Jodie Peeler - Authentic Airliners - 1/144 scale Boeing 727-200 (N517DA).

Jodie Peeler – Platz – 1/200 scale Boeing 747SP (N533PA).

Jodie Peeler – Sword – 1/72 scale TF-9J Cougar.

Jodie Peeler – Revell-Monogram – 1/24 scale NASCAR Monte Carlo.

Hub Plott – Kittyhawk – 1/48 scale FJ-2, upgrades by Hypersonic, Caracal decals.

Donnie Greenway – AMT – 1/25 scale 69 olds 442.

Michael Martucci – AMT – 1/25 scale 1934 Police Car (Ford sedan).

Michael Carra – Trumpeter – 1/72 scale M-26 Pershing Heavy Tank.

Michael Carra – Armourfast – 1/72 scale STUG 42.

Michael Martucci – Revell – 1/72 scale 1969 Datsun 240Z.

Michael Carra – Trumpeter – 1/72 scale Royal Tiger.

Michael Carra – Special Hobby – 1/72 scale EMW A-4b.

Michael Carra – Trumpeter – 1/72 scale Jagdpanther.

Michael Carra – Special Hobby – 1/72 scale EMW A-9.

Michael Martucci has a build project in Progress, he is building 4 Shelby Mustangs, this idea came
about from a book he received at Christmas.

The 65 Shelby Mustang has the body finished, and the interior and chassis in progress. I have the
engine done, but am in the process of adding spark plug wires, and then fuel lines from the carb to
the fuel pump, then back to the gas tank.

The 66 Mustang also has the body painted and clear-coated, and the chassis is done, including the
engine in place.

The 2007 Ford Shelby [sic] has the body ready and the interior pretty much done. I added some
pattern decals, to break up the solid colored interiors. Engine is done, but the chassis etc awaits
assembly.

John Currie – Revell - 1/720 LZ 129 Hindenburg, In progress.

Norm Foote – Revell – 1/32 scale UH-1D Huey Gunship.

Tom Wingate – Trumpeter – 1/32 scale Mig-19 ( East German).

Tom Wingate – Trumpeter – 1/32 scale F4F Wildcat.

Well thats all folks
John

