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The Sopwith Camel F.I

by J. M. Bruce

Some of the Camels of No. 28 Squadron, operating in

IN war's relentless school of experience the flying
services quickly learned that, in aerial combat, victory
most frequently went to the aircraft in which speed,
climb, mancuvrability strength, armament and a

i t were combined in the best
proportions. In 1916 the slow but sturdy D.H.2 and
F.E.2b had proved to-be effective enough to combat
the Fokker monoplanes, but the introduction in mid-
September 1916 of the twin-gun Albatros D I, closely
followed by the D. II, placed aerial supremacy within
the grasp of German fighter pilots.

The unequalled tractability of the Sopwith Pup and
triplane enabled them to hold their own for several
months, but it was obvious that a faster and more
heavily armed single-seater would soon be needed to
match the developments of the Albatros fighters.
Herbert Smith’s successor o his elegant little Pup and
triplane was an unprepossessing little biplane the first
example of which, powered by a 110-h.p. Clerget 92
rotary engine, was passed by the Sopwith company’s
experimental department on December 22, 1916.

This aircraft, designated Sopwith F.1, was clearly
descended from the Pup but had a deeper fusclage

The first Sopwith F.1 at Brooklands, winter 1916-17,

Right: The Sopwith F..

Haly, were given striking paint schemes. Caplain Wil stands beside
which bore its individual letter 10 the 1eiof th cut-out, above ihe upper wing. with the s

e squadon marking (a whle squar) 1o arboard
(Pholo: K. M. Molson)

with a pair of Vickers guns partly faired over by a
humped top decking immediately behind the engine
cowling. The entire wooden airframe was conventional
in stucture, being typical of the period and, in
particular, of Herbert Smith's design. The F.I was
originally intended to have cqunl dlhcdral on upper
and lower wings, but Fred decided that the
upper wing shouid be flat o that i i could be made in
one picce and thus speed production. As a rou
rule-of-thumb compensation the dihedral of the lower
wing was doubled.

o
attempt to restore equal dihedral was made. Ailerons
were ftted to upper and lower mainplanes.

‘The number and relationship of the F.1 prototypes
is not at present clear, but the following facts are
known, The unnumbered protoiype F.1/3 was bui
under Licence No. 6: this suggests that the Sopwith
FI was conceived and the building of at least four
prototypes undertaken as a private venture, Two
prototypes, N5/7 and N518, were ordered (separately,
it seems, from the others) by the Admiralty at a very
carly stage: N5I7 was tested at Brooklands on

Left with one-picce upper wing and short-span ailerons. There was no central
cutout and the humped faring ove the gins sioped upwaris o e cockpi in

in o a windicren (Phota: peria War Moseum)
u Brooklands, spring e J




February 26, 1917. Two official reports describe the
taperw gnmm(vpcaa!ht. F.1/1 apparently it did n
acquire al serial number), suggesting that it
had followed the 110 p. F.L in the Sopwith shops.
A recorded reference (0 an F.1/2 has yet to be found,
aircraft that might have qualified for that
designation existed. It displayed several minor differ-
ences from the first F. 1. The one-piece upper wing was
retained but had a central cut-out between the spars
to improve the pilot’s upward view; the shape of the
top decking immediately behind the guns was modified
and a small windscreen was fitted.

A further prototype, known to be F.1/3, was tested

artlesham Heath in March 1917, powered origin-

nlly by a 130-h.p. Clerget 9B No. 2730. The official
report states:

“Of the series of F.1 experimental machines the
above No. F.1/3 was the type upon whi
standard F.1 is based. The dimensions and tank
capacities of the latter vary slightly from the above.
It seems that the prototype, like the F.1/1, did

not receive an official serial number. In May 1917 it
was tested with a 110-h.p. Le Rhone 9J engine (No.
100508/W.D.7917); in July it was being flown at
Martlesham with a 130-h.p. long-stroke Clerget. The
latter engine was properly the 140-h.p. Clerget 9B,
which had a stroke of 172 mm.; the stroke of the
130-h.p. Clerget 9B was 160 mm. The diameter of both
was 1,020 mm.; the compression ratio of the 9B was
45610 1, that of the 9Bf cither 529 or 514 to
The second Admiralty prototype, N5/8, was tested
May 1917 with the first example of the 150-h.p.
AR.I (Admiralty Rotary). This was a nine-cylinder
rotary of the same bore (120 mm.) as the Clerget 9B
and 9BF; its stroke was 170 mm. Although in appear-
ance somewhat similar to the Clerget, the A.R.1
a little larger (diameter 1,064 mm.) and_differed
considerably: it has a place in aero-engine history as
the first production engine to embody aluminium as
an_air-cooled cylinder material. This engine was
designed by Lt. W. O. Bentley and was later renamed
B.R.I (Bentley Rotary)

c F.1/1 version of the design was also subjected
10 officil tests at Martlesham n May 1917 but its
performance with the 130-h.p. Clerget was no better
than that of the constant-chord type. Its landing speed
was higher and it would have been more complicated
to manufacture because wing ribs of varying sizes had
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This may have been the

d‘in the’ uper
ving ‘and there was'a ind:

Below: The F.I/3 at Mar-

change:
other respects the aircraft re-
Sembled the supposed F-112.

The precie idetity of his aircaft is uncertain. It might have
been the F-113 modified 10 production standard with three-piece
upper ping and lengihened aierons: aliernattily if might heve

been a later prototype or an early production aircraf.
(Photo? Tmperial War Muscum)

The second Adumiralty prototype, NS18, at the Isle of Grain.

to be made; it is therefore not surprising that it was
abandoned. The chord of the centre section was 5 ft.

the F.1/1; at the outboard end of the straight
portion of the leading edge it was 3 ft. 6 in. (chord of
the standard F.1 was 4 ft. 6 in.). The spars of the
tapered panels were 2 ft. 6 in. apart at the roots but




The third producion Camel,
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converged sufficiently to enable single plank-type
interplane struts to ; these were attached by
sheet-steel fittings similar to those used on the
Sopwith triplane.

On the production aircraft the top wing was made
in three parts, presumably to facilitate assembly and
maintenance; the ailerons were longer than those of
the early prototypes. The 130-h.p. Clerget 9B and
150-h.p. B.R.1 were the standard engines, and the

aluminium panels behind the engine were of the
ied shape that first appeared on the F.1/3.

‘The flying services were quite as quick to find a
name for the F.1 as they had been in the case of the
Pup. The humped fairing over the gun breeches was
somewhat accentuated by the downward slope of the
upper longerons behind the cockpit and by the sharp
dihedral of the lower wing. Given the characterist;
sense of humour of the flying men of the time, the

liniceforties me] el it i
versal currency. It was never an

ly gai nive
offcial designation.

By the time N5/8 had reached Martlesham for its
offcial trials production of the B.R.1 was under w

d this engine was installed in some of the first
producton Camels of the Sopwiti bl bateh NELH.-
N6379, deliveries from which b 7, 1917.
Bentley Camels of No, 4 Naval Sauadron were in
action on July 4, 1917, when five attacked sixteen
Gothas_about thirty miles north-west of Ostend.
Flight Commander A. M. Shook claimed to have shot
down one Gotha in flames and Flight Sub-Lieut
S. E. Ellis claimed to have driven down another
apparently out of control.

By the end of July 1917 the Camel equipped Naval
Squadrons Nos. 3, 4 and 6; No. 9 Naval Squadron
its first Camel on July 13 and was fully
reequipped with the type by August 4. The triplancs
of Naval Eight were replaced by the stubby little
biplane between July and September, and No. 10
Naval Squadron likewise relinquished its beloved
triplanes in August

The first production contract (A.S. 1809) for the
War Office was given to Ruston Proctor & Co. on
May 22, 1917 and was initially for 250 Camels
numbered B2301-B2550; the 130-h.p. Clerget was
specified.  Later, BSSSI-BS650, B/281-B7450,
C8201-C8300 and DI776-D1975 were all delivered
under that same contract. From Portholme Aero-
drome B4601-B4650 were ordered under Contract
No. 87/A/1836 on June 2, 1917 (B7131-B7180 were
later ordered under the same contract); and a week
later the Sopwith company undertook to supply
B3751-B3950 under Contract No. AS. 6175, an
order that was subsequently augmented by B620]

0.




Camel in U.S. Air Service markings, ftted with 150-h.p. Gnome Monosoupape engine, at Martlesham Heath, October 1917.

F6394 with 170-hp. Le Rhine OF engine,at Mardlesham Hearh,
February 1919 Ainlaged ruderwas i
Photo: Imperial War Museum)

Eox e stesfordened fiom the PaniokneAsee:
drome, Hooper & Co., and March, Jones & Cribb, the
110.h.p. Le Rhone 93 was specifed it was also quoted
as an alternative to the Clerget 9B in the Sopwith
contract. In reality not all of the Camels for which the
Le Rhone was specified had that engine exclusively:
either in production or in service the Clerget wa
substituted. Many Camels of the Sopwith batches
B3751-B3950 and B6201-B6400 went to Naval
squadrons and were fitted with B.R.1 engines.

An engine change apparently entailed a change of
gun-synchronising gear. The standard mechanism of
the Clrget-ponered Camel was the Sopwitt-Kauper
No. 3, a mechanical interrupter e Le Rhone
version had the superior Conslantiacsco hydraulic

gear.
As noted above, the first installation of a Le Rhone
was made 3 prototype. The airscrew used

on the Martlesham tests in May 1917 was the same
.2850) that had been used on F.1/3
With the Le
Rhone engine the aircraft was a lttle slower in level
flight, but its climbing performance was better.

Pilots who had been accustomed to the docile
tractability of the Pup
1i-Strutter found the Camel dangerously different,
“fiere was a buzing homet,” wrote Wing Com-
mander Norman Macmillan in nto the Blue, “‘a wild

6

thing, burning the air like raw spirit fires the throat.”
The Camels response to the controls was remarkably
swift; its elevators were especially powerful. The
strong torque reaction of the rotary engine had a
pronounced effect on the aircraft’s handling character-
istics. The Camel could turn very tightly because the
‘main masses of engine, fuel, armament and pilot were
grouped close together, but the engine torque caused
the nose to rise in a left-hand turn and drop in a
right-hand turn. Fairly coarse rudder was required to
correct these tendencies, and so sensitive was the
mel that the turn needed to be tightened very little
before the aircraft would spin, quickly and without
warning.

Those who mastered the Camel's idiosyncrasies
found in it an ideal fighting aeroplane. Although it was
not the stable gun platform that the S.E.5a was, its
extraordinary manceuvrability enabled it to hold its
own as a combat aircraft until the end of the war. Its
best fighting altitude was about 12,000 ft. At that
height a skilled Camel pilot could dictate fighting
terms to any enemy fighter. The Camel was flown by
such u.,un..u.,md pilots as Lt-Col. R. Collishaw,
D.S.0., DS.C., D.F.C. (60 victorics), Major D.

F.

Mm.mn, X . (54 victories),
Major W. G. Barker, V.C., D.S.0. M.(.rs.luuunm,
and Captain H. W. Woollett, D.S.0., M.C., whose

s.
total victory score of 35 included six shot down in one
day, April 12,1918,

The first R.F-.C. unit (o be fully cquipped with F.1

Camels was No. 70 Squadron, which had replaced its
13-Strutters by the end of July 1917. In that same
month No. 45 Squadron began to re-equip with
Camels, and many other fighter squadrons flew the
little Sopwith in the months that were to follow.
jon gathered momentum as 1917 advanced.
By the end of March 135 Camels had been delivered;
471 passed inspection in the next threc months,
followed by a further 719 in the last quarter of the
year. The year's total of 1,325 must have consisted
almost entirely of F.1 Camels, as del in quantity
of the 2F.1 ship-board variant did not start until early




Standard Lo Rhine Camels quiped for ight fiing with flare brackets and navigarion ighs. These aircraft are said to have belonged

10 No. 4 (Home Defence) Squadron, but it s equally possible that they may hae belonged to No. (Photo.

1918, In 1917 a total of 1,546 Clerget and 540 Le
Rhone engines passed inspection for the British flying
services, and 879 Clergets and 1,314 Le Rhones of
French manufacture were delivered. Output of the
150-h.p. B.R.1 totalled 269 by the end of 1917.

On December 29, 1917 Contract No. A.S. 34277
(for D8I0I-D§250) was given to Ruston Proctor &
Co., and A.S. 37028 (for D9381-D9580) to Boulton
& Paul Ltd; these brought the total of F.1 Camels
nrduu( durin w|7 0 3,450. Hundreds more were
¢ to be needed and it must have seemed unlikely
that engine deliverics could possibly match the output
of airframes, for the rotaries that powered the Camel
were in considerable demand for several other types
of

Sy

raft.
It may have been in anticipation of this situation
that B3811 was tested in August 1917 with a 100-h.p.
Gnome Monosoupape engine (No. 30748/W.D.1182).
The Aircraft was flown with an 8 ft. 7 in. airscrew of
the type usually fitted to the D.H.5 (Aircraft Manu-
facturing Co. drawing No. T.1708), and its per-
formance did not compare unfavourably with that of
the Clerget and Le Rhone Camels. It is almost certain
that operational use of the Monosoupape Camel was

The Sopwith TF.1, with two
downward-iring Lewis - guns
between the undercarriage legs
and a third Lews gun above the.

10 the rear of the cockpir

K. M. Molson)

Nightfighter version of the F-1 Camel, almost cerainy of
0. 78 Squadron i pot Aristicecolor icheme
Photo: National Aviation Museum of C

envisaged, for it was fully armed and was tested with
an oxygen cylinder in various positions. Confirmation
that any 100-h.p. Monosoupape Camel went to an
operational unit has yet to be found. The variant has
been linked with training units because its engine was
regarded as being casier o conirol han the Clrget or
c Rhone. It is likely that some did in fact see service
with traing squadrons, but efereaioes o this version
of the Camel are scanty; indeed it seems unlikely that
many aircraft had the engine.
In July 1917, as noted above, F.1/3 was tested at




Martlesham with a Clerget 9Bf engine at both com-
pression ratios. The higher ratio (529 to 1) gave the
better performance. As Clergets of this type became
available they were ftted to production Camels.

During that same month the B.R.1 engine of s
was subjected 10 a series of modifications. W.
Bentley, designer of the engine, had discovered bt
could be persuaded to give 11 h.p. more if a 2-mm.
hole was bored in the top casting of each induction
pipe. B3835 was tested with its engine in five different
conditions, v
compression ratio 52 0 1, standard induction
pipes with 2-mm. holes

(2) compression ratio 5'S to 1, standard induction

pipes with 2-mm. holes;

(3) compression ratio 52 to 1,

pipes without holes;

() compression ratio 55 to 1, large induction

pipes with 2-mm. holes;

($) compression ratio 57 to 1,

pipes with 2-mm. holes.
The best results were obtained with the engine in the
fifth condition.

On all fronts the Camel was used until the Armis-
tice. On October 31, 1918 the Royal Air Force had
on charge 385 B.R.1 Camels, 1342 Clerget Camels,
and 821 with the Le Rhone or Monosoupape engine.
With the exception of the Home Defence version.
described below, these Camels were not materially
different from those that had gone into service
cighteen months earlier, and the redoubtable little
Sopwith had earned a warlike reputation wherever it
had rnugm In service, pilots made their own

large induction

large induction

orward of the gun brecches o fal
the cut-out in the centre section was frequently
enlarged. For ground-attack work (of which the Camel
did a great deal in the Battles of Ypres and Cambrai)
a rack for four 20-1b. ('on;m bombs el fucd under
the (ustlaxc just behind the rear under legs.
1917 Martlesham tested 4 Camel with
a 150-hp, Gnéme Monosoupape cngine. This rotary
power unit was of the same diameter (980 mm.) as the
carlier 100-h.p. Monosoupape, but its bore and stroke
were respectively 115 mm. and 170 mm.; those of the
100-h.p. engine were 110 mm. and 150 mm. The
150-h.p. engine had a compression ratio of 52 to 1
(@85 to 1 on the 100-h.p. type); and dual ignition,
\vuh ftsm plugs per tylmdcr. was fitted. The ok

cylinder and then suddenly cut in all nine with a
terrific blast of flame from the engine cowl.”

‘That first test of a Camel with the 150-h.p. Mono-
soupape produced performance figures that compared
‘well with those of the B.R.1 Camel, but the engine was
not adopted for British use. British Camels known to
have been fitted with it were B2451 and B

The Camel was flown by four squadmns of the
United States Air Service in 1918; in June of that year
143 Clerget Camels were bought from the British
Government for the equipment of these units. The
U.S.A. had also bought a number of 150-h.p. Gnome
Monosoupape engines, and the Air Service wanted
these installed in Camels. The job of fitting the engines
to Camels on a production basis was entrusted to
Boulton & Paul Ltd., major contractors for the type.
Of this combination Captain Frank Courtney wrote:t

‘The history of the Mono Camel was brief but
highly eventful. B. & P. built wonderful Camels, but
they could not control the mixed marriage with the

Monos, and this was one more problem which was

removed by the ending of the war.”

An unnumbered Camel with the 150-h.p. Mono-
soupape, in ican _markings, was tested at
Martlesham in October 1918. This aircraft was 82 Ib.
heavier than the Camel that had been tested in
December 1917, and its performance was somewhat
poorer.

The last experimental engine installation to be made
in a Camel was of a I Le R
(115 mm.) was 3 mm. greater than that of the earlier
110-h.p. Le Rhone 93; the compression ratios of the
170-h.p. and 110-h.p. engines were respectively 56 to
1 and 483 to 1. There is little doubt that an earlier
installation of the 170-h.p.
France in B3891, which had been transferred to the
Frcnch government (and may also havebad a 1500,

il feature of the
positian igaition swll h ihat enabled the cngine
torunon9, 7,5, 3 or 1 cylinders. “It was an amusing
experience,” wrote the late S. D. Heron,* “to watch a
fighter aircraft flying close to the ground on one

Himory of the Airraf Pison Eagine (iky Corporaton Detroi,
1961 pa

ime).

Sthcci oF the lter Biiih instllation was F6394,
on which the engine mounting and cowling had to be
modified to accommodate the engine. The Le Rhone
was reported to throttle down well and to have good
slow-running qualities. Martlesham did not test this

AFtight, 81h July, 1955, page 50
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Camel until February 1919, but it might not have seen
service even if the war had continued: its performance
was no better than that of the B.R.1 Camel, and the
engine had several small air scoops on the crankcase
of which the official report said
““These might prove disadvantageous on a dusty
aerodrome when the machine was left standing with
the wooden plugs in or when running up on the
ground.”
This aircraft had an enlarged rudder of the type
fitted to a few Camels late in 1918,
The Camel was introduced to Home Defence duties
in August 1917, and on September 3 Captain C. J. Q.
Brand and Lt. C. C. Banks of No. 44 Squadron,
F.C., proved that, tricky though it was, it would be
flown at night. Early night combats showed that pilots
were momentarily blinded by the flash of their guns, and
it was considered that there wais danger in firing explo-
sive and incendiary ammunition through the airscrew.
To overcome these difficulties a special version of
the Camel was evolved for night fighting; this was
done primarily by modifying existing airframes. Twin
Lewis guns on a double Foster mounting were carried
above the centre section, and the cockpit was moved
aft of the upper wing to enable the pilot to operate the
guns effectively. Tn the standard Camel the main fuel
tank was behind the pilot's seat, but in the night fighter
a standard B.E.2e petrol tank was installed between
the centre-section struts within the fuselage. One of the
upper horizontal spacers of the fuselage had to be
removed because the cockpit was moved aft, and the
upper longerons had to be reinforced. The strengthen-
pieces were glued and bound to the inboard sides
of the u»mmns, making the cockpit somewhat more
cramped at of the standard Camel. The flying
um\ml» were modiid, a B.E.2¢ rudder bar repl
the standard Sopwith component; navigation lights
and flare brackets were fitted. The 110-h.p. Le Rhone
was the standard engine of this variant, which
apparently shared with the single-seat Home Defence
version of the 13-Strutter the nickname “Sopwith
Comi
In service the armament of the modificd Camel
varied. Some pilots kept one of the Lewis guns at a
45-degree upward angle; others preferred to retain one
Vickers gun, despite its disadvantages. One or two of
the night-fighter Camels acquired colourful paint
schemes, doubless after the Armistice: in wartime
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Left: The 9-inch (chord) hydrovane fitted in front of the undercarriage of B3§
Yitted with a small hydrovane. This was intended 10 p

E9968 was ¢ Camel two-seatr of the SquthEast Area Flying
Instructors' School. hence the word SEAFIS o the

(Photo: C. A Nepean Bishop)
service dark green dope was used and the national
markings were either obliterated altogether or had the
white painted out. The fuselage and wings of one of
the night fighters were used in experiments in dazzle
painting.

Losses of Camels on ground-attack duties were
high. In February 1918 an armoured trench-strafing
development, armed with two downward-firing Lewis
guns and a third on the centre section, appeared with
the new Sopwith type number TF.1. Its engine was a

110-h.p. Le Rhone, and the T.F.1
forward modification of the F.I Camel B9278. The

TF.1 did not go into production, but it provided
information that helped in the design of the more
advanced TF.2, the Salamander.

Inevitably, many accidents involving Camels
occurred at training aerodromes. Many were caused
by pupils’ inability to alter quickly enough the fine-
adjustment fuel control of the engine after take-off;
their reactions to sudden loss of power were not swift
enough to forestall the Camel’s ruthless spin. A two-
seat version of the Camel was therefore made, with the
second cockpit in the same position as that of the
night fighter. Flying controls, instruments, air-speed
indicator pressure heads, and landing wires were all
duplicated. The fuel system was revised, a smaller
main tank being fitted, and the armament was
removed.

Several F.I Camels participated in experiments in
sunching fghter sirralt from x ghter towed at high
peed by destroyers. The significant achievements in
s activiy belong (o the 2F-1 version of the Camel,

ut at least one F.1 that was used in the tests had a
jettisonable steel-tube undercarriage and was armed in

ht-

78, August 1918. Right: The tail-skid of B3§78 was

0
prevent the aircraft from nosing over after alighting.




the 2F. 1 manner with one Vickers gun and a Lewis gun
onan Admiralty Top Plane Mounting.

These and other oversea duties led to an interest in
the ditchi carly 1918 the end of a
mission at sea usually left a pilot no choice but to
come down on the water. Experiments began in July
1918 with a Camel numbered 6341 (prefix B, F or N
not determined); in the following month B3878 was
tested with a hydrovane on its undercarriage; and

later in August a third Camel, possibly B6229, was’

tested with a narrower hydrovane and small (450
60 mm.) wheels. Finally jettisonable wheels were fitted.
All these Camels had flotation gear consisting of
airbags in the fuselage.
In addition to its use by the U.S. Air Service the
Camel was used by four escadrilles of I'Aviation
ilitaire Belge. As many as 36 Camels may have been

1 Camel ofthe US. Navy with

* Fred C. Dickey, Jr.)

war gone on longer than it did, the Camel would have
been replaced everywhere by the Snipe, and in peace-
time the Snipe remained the R.A.F.'s standard single-
seat fighter for some years.

production
] umbers o prodcton .1 Caml ol 8095 i
100 of theso woro cancelled, others may not n
Galverse e known bnche)nvenuo\lu s
Sopwith Aviation Co. ingston-on Thames
ORS17-NS16. NG330-N5375, aam stso 62515
orwich- 5315185250,
Teo1-c1700, 'Corsy Casao, basor-Deron
'DI381-D9530, F1301-F1550, F1883-F1957, F6301-F8500, Fa646-
FB695, H2646- H2745.
British Caudron Co. Lt
70

icklewood, London, N.W.2-

65185750, 67181-87280,
-D9EBO,  E4374-E4425,  F3096-F3145,

Hooper & Co. Ltd. St James's Stres, London, 5. W.1—B5401-85450,

CI5a1-C1600, A0S, 2162 H7SE Hiss H7ads_ 1712

sent (o Belgium, but this total is Kno
Seial numbers include BS710, BS711, B5745, B347
(Belgian number Sc-11), BS748 and B7235-B7237. A
few Camels remained in Belgian use until 1922, and
B5747 is preserved in Brussels. During the war some
pilots of the Royal Hellenic Naval Air Service flew
Camels.

Some Camels had gone to Russia in 1918, and the
type remained in operational use there until 1920 with
R.A.F. Squadrons Nos. 47 and 221. Camels were also
flown by the Slavo-British Aviation Group. Some
of the twenty ('dmzls given to Poland in 1920 also
in August of that year, flown
Kadra Kosciuszkonska at Lwow against the

After the war the U.S. Navy had at least six
Camels, two of whth were allocated to the U.S.S.
Texas, another to rkansas. These were flown
from shipboard plml'orms and were fitted with jettison-
able wheels and Grain flotation gear. A small numi
also went to Canada; these included F1337, F6310,
F6473 and F6481, of which the first survived at least
until July 1928,

Camels were used for various experimental pur-

B2312 and H7363 were fitted with Imber self-scaling

tanks in February 1920; and D965 and F6456 were
extensively used in inverted-flight tests and experi-
The two last-named Camels were almost

certainly the last in British official service. Had the

10

7t & General Aircaft Co.

Moot

‘Strost, Huntingdon—64601-
51°87 180, 653129580, E5159-£5178. 1958 #2007
coin 5230182650, B851-05850
8300, 'D1776-D1975, D810
E1301-£1600 £7137-£7536, £ 2008 #2082 F068.14067,

butthe
‘manufacturoris unknown.
Known AR.D. rebuilds 8778, 87745, 87756, 87860, 67869, 67896,
85025, 85155, ESo6s. E537s. £9975. 205 FA178, F4187 4153
4194, 41994201, F4204, F5914, F5915, F5335. F5939, F5gaT.

8557 47003, H7007, $17015.117055. 111098, 17255. 17281,

i Clerget Camel—R.F.C. Squadrons Nos. 28, 43, 45, 54,
ss m 71 (Auuulm\ i o4 Sqn. Ausirlan Fiing Caro) nd 73

s. Sqns. Nos. 6, Unied Sttes Ay Seics 415
1481 and 135ih Ao Sans. viton Mk Beige.
fd Timeascad

Sans. Nos. 3, 46,
ahing duios Nos. 151 and 153. U5

uum.n.n», 7: nvd m, i

b Sans. Nos. 1,3, 4, 8,9 and 10 (st Nos. 201,
5. 264,708, zas.nazw RAF.

A Fith Group 3 Sam, rovouthy o 13 San, RNAS,
orginaly RNAS. Saaviane B wadron, St. Pol); No. 471

C. Sans. Nos. 28, 45 and 66; Mai. W. G. Barker's Camel

with No. 139 San,

A Group-—Sans Now224,225 226 and 227
S

San. RNAS.
RAF. Sqns. Nos.

Stovron; udl
220 55 and 235, Rﬂumﬂhmc Nova Al So

Macedor (o0 17,47, 150 3nd 221,
Mesopo

. Not 47 and 221; RAF. Contingent, Archangel
Sllva aum Avmum Group.
. Nos. 37. 44, 50, 61, 78, 112. 143, 212, 273;
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FI Camel, No. 10 Squadron, ‘A’ Flight a/c,
——... Royal Naval Air Service, France, 1917-18.

FI Camel, '
No. |10 Squadron,

‘C’ Flight a/c.

FI Camel, No. 10 Squadron,
‘B" Flight a/c.

Selection of wheel
discs, No. 10 Sqdn.

FI Camel, No. 9 Squadron, Royal Naval

Air Service, Middle Aerodrome, >
Bray Dunes, 1917

FI Camel, No. 9 Squadron, Royal
Naval Air Service, Middle
Aerodrome, Bray Dunes, 1917-18.

FI Camel, No. |12 (Home Defence)

Night Fighter Squadron, Throwley
Wood, Kent, 1918.

>

Variation of No. 9 Sqdn. marking.

A

|
FI Camel,flown off U.S.S. Texas,
U.S. Navy, 1919.

FI Camel, flown off U.S.S. Arizona,
with flotation gear and hydro-foil,
U.S. Navy, 1920.

@\' Wﬂ‘lkh



RN.AS. Stations Dover, Isle of Grain, Manston, Felixstowe and Great
Yamau
and Floet and Northern Patrol—A few .1 Camels were flown as.
Soma wero used during experiments with towed
5 Novy—F.1 Camels allocated o US:S. Texas and Arkansas.
Sxamplen o F1, Comals yond by nal say
s
%y 140 13155 () HO1 Mo, 38 San LF G- 83481 06344
 £1581, F1921 (°C"). No. 43 San, RF.C.
, C8247. C8281, D1848, E1467. No. 44 S
402 (“2°), B9175. No. 45 Sqn, France—82323 84609,
5 85256, baabs. 86972 Ho. 45 San. 1 ol 82040, 82430
2 (D’ RFC—
. C1556, 6722, 06585, HAGZ No. 47 San. RAF.
own by Collshav). No- 54 San. LF.C—85245
ca264, D1903, £721.
85190, D1913. D8107, £7209. No. 70 San.
5598, Cle70, Dased, D214, £7176. o

6342,
53896, Cab, 03527, £438, HESY7. NES70. No. 10 San, ANAS.

(No.201, RAF)—86270, C144, 05616, E407,FEa14 NESE7 o

3o, Clorger 98:
h.p. Gndme Mono.
upape, 180 M. Grome Monesmieper 17005,
Lo Rhone 9R.
ion:

281
i l»ﬁ|§0hn ‘Monosoupape) 18
p. Lo Rhone) 18 ft. height 8 .
o091 fuelage 18 n. ot
€ dog. incidonce 2 deg.. w-nm.»m.
v, Paimer 700 X75 man siscrew o

ot (Clrge) 181 9. (110 L.l‘:hﬂm)!!ﬂ 8in
i

Areas.
Wings 231 sq.r.;slerons, each 9.5q. . totsl 36 sq. 1.
1 elovators 10-8sq. 1. in 3 sq. . rudder 49 sq. 1t

A

iane 145,

3.in. Vickers machine guns with Constantinesco C.C.

o 0303

owis guns on a double

me iluminated sights, but various combinations of
Vi andLows gunsverw e

WEIGHTS AND PERFORMANCE

R = i R T G - )
Engine .- . 130-h.p. 130-h.p. 130-h.p. 140-h.p. 110-hp. 110-hp. 150hp
Gl Gagel” el Gwoel leihine Lo AR1
0370  Notise  Sor No 100508/ No.35854/  Nort
Woer () WOTST WoSas
950 52 2 ss o
1% 101 ot o o ot
180 180 180 i 180 180
b 24 239 250
DY B SR )
= = 108 = = - 1168
w2s s s = b
10 i06s G5 s i s dm
Ginpo n s T ms  mE m
o .. .. s o i o i
oo o 0% 0% 1 [ 1
iooon b 4% ;s 18 s 17w
Sevicocaling (1) - o0 19000 18500 zam0 21000
Endurance (hous) . g 2 = = £l
e B ews  Bws W UsAS
T T80 0hs  T00hp  150hp
BR1 a1 Mora”  Mono-
@ upape ad
No!30788/
W1
Waighs (5
i) . - - _ 993 1.048 889
Miryiond” o i o ol 0
Lo 3 5 o i 150 S50
Faandon” = = = 249 238 i
Conc . o v v DR ]
Max. speed (m.p.h.)
w0 = = = = =
Aiooooi 11 = ms s i
Alsoon o W07 diss o las
Gimio m e ma mox L
5500 - T o o TH T
- HE- SR ] 02 53 s a
- % 7% 15 5 Bk v% a%
- 2000 om0 22000 2w
Endurance (ours) 5 A= =
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