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SLINGSBY SAILPLANES

BRITISH FALCON The ideal intermediate type of sailplane for soaring

training, Robust construction, stressed for aero-towing;
safe and reliable; controls accurately balanced. Price
with C. of A., £115.

GRUNAU BABY I

PRI MARY TRAI N ER Built to approved B.G.A. designs with special modi-

fications and improvements; economical maintenance;
strong, efficient, reliable. Complete with C. of A,
£52 10s. (Nacelle and root fairings £6 extra.)

Designed for cloud and thermal soaring prac-
tice; perfect control; stressed for unlimited
aerobatics ; an excellent machine for clubs or
private owner. Complete with C. of A., £110.

Fittings for all machines built at our works are supplied by an approved firm of aircraft
manufacturers, and are up to aircraft standard of quality and finish, Only aircraft quality timber
supplied by an approved firm is used in our products.

We build any type to order; our workmanship and finish is well known at home and abroad.

Estimates for repairs of any type; no special charge for collection and delivery ; the price we

quote is the price you pay.
Materials, spares, hinge fittings, trailers, etc.

SLINGSBY, RUSSELL & BROWN, Ltd., Kirbymoorside, Yorks.

ZANDER & WEYL

LIGHT AIRCRAFT
LUTON ROAD, DUNSTABLE, BEDS.
Manufacturers of

GLIDERS AND SAILPLANES

“MALLITE " or ‘“APPCO” WATERPROOF
subin: PLYWOOD

Manufactured by the
AERONAUTICAL & PANEL PLYWOOD Co,, Ltd.

218-226, KINGSLAND ROAD, LONDON, E.2

\
Telephone: BISHOPSGATE 5647 i
|

for SAILPLANES

Cellon Ltd., Upper Ham Road, Kingston-on-Thames

|
Telegrams: “AJAWB, PHONE, KINGSTON-ON-THAMES” ‘

Phone No.: KINGSTON 6061
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NCE again, by incorporating the programme of
the National Gliding Competitions in one of the
regular monthly issues of THE SAILPLANE AND

GLIDER, we hope to cnable visitors to Sutton Bank to
relate what they sece here to the background of what
is being done, not only in this country but throughout
the world, to develop and popularise the art and science
of motorless flight. It will be seen that, both in the
quantity and quality of the flying, this country still
lags behind the world at large; this is owing partly
to the late start which was made here, and partly to
the fact that the movement, unlike that in many other
countries, has hitherto been entirely unsubsidised.

However, strenuous efforts are being made to catch
up.

Last year saw the opening, at Sutton Bank, of the
first permanent, equipped, high-efficiency soaring site
in the North, and the beginning of the 1935 Competi-
tions provides a good opportunity to examine the results
of our first year’s tenure of the site.

The First Year

As all those who were here last year will see for
themselves, the equipment of the site has improved
apace, so that it is safe to say that there is no other
site in the country at present nearly as well suited to
the efficient running of the Competitions. This has been
done almost entirely without extraneous financial aid,
and as a result, the improvements which have been
made are largely confined to those which could be
brought about by members’ own labours. In one vital
direction, the urgent necessity for new machines, this
and most other clubs in the country have been seriously
starved.

A year ago the first competitions ever held in this
country on an equipped gliding site took place at Sutton
Bank, and in every way proved an immense success.
Two out of the three British records were very hand-
somely smashed; over 100 hours’ flying in motorless
machines was done in the week ; and last, but not least,

all those who had taken part went home afterwards
unanimous that they had had the week of their lives.

The Compelling Motive

We cannot too often repeat that gliding is, in this
country at any rate, primarily a sport. We glide
because we want to ; because we like the feeling it gives;
hecause we wish to learn to know and love the air as
our ancestors learned to know and love the sea in the
days when they adventured over it, not with mechanical
aid, but by using the forces of Nature in all her
changing moods. It is worthy of note that during the
last two years the membership of the main gliding clubs
in this country has been more than doubled, while the
number of private owners of aeroplanes has increased
hardly at all.

Having observed in how many other countries the
gliding movement has been turned by the government
in power to very different ends, there are those who see
in the coming government support in this country a
threat to the present state of things here. We must
trust that the Powers that Be will realise that any
movement will flourish far better as a sport than as that
tvpe of thing in which youth is spelt with a capital Y,
and may welcome financial aid so long as it does not
bring increased expense in the form of red-tape
restrictions.

An Appeal to Visitors

The gliding movement is completely amateur ; no one
of us is out to make profits, and we are here primarily
to Have Fun. Last year we stated that, in order to
start the equipment of the site, a loan was raised among
certain enthusiasts. Of this loan, rather less than half
was repaid from the proceeds of last year’s meeting ;
the repayment of the remainder will enable us then to
make more rapidly that advance for which we are
striving. We are, therefore, still hard up, and hope
that our visitors will assist us by not gate-crashing,
and by observing the same [ew requests that we made
last year, namely :—

1. Do not expect the impossible; soaring flight (prolonged flying without loss of height) is
only possible in winds blowing up one of the slopes—that is, in all winds from east of
south, through west, to almost due north. In north-east to south-east winds, however,

only gliding (descending) flight is possible.

2. Please remember that we wish to keep the goodwill of our neighbours; do
not therefore do any damage to fences, crops, etc., or leave litter about.

3. Please keep clear of the centre of the ground, or you may

cause an accident.
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National Gliding Competitions

SUTTON BANK,

CLASSES

For Competition purposes all sailplanes entered for
the meeting will be divided into two classes :—

Crass L. Mvale seater machines of unlimited span.

Crass 1L —Machmes of span up to 43 feet, and all
machines carrying more than one person.

A list of all machines which, so far as is known, are
likely to take part in the Competitions, is given on this
page, together with their competition numbers; while
a more detailed description of each will be found on
the following pages.

PRIZES AND AWARDS

Distance.—The Wakefield Trophy will go to the
British pilot who holds the British distance record
obtained between September 10th, 1934, and September
1st, 1935.

Crass L.—£b for the longest distance flight during
the Competitions; £2 for the sccond longest.

Crass II.—£4 for the longest distance flight during
the Competitions; £1 for the second longest.

Height.—The De Havilland Cup will go to the British
pilot who holds the British height record obtained
between September 10th, 1934, and September 1st,
1935.

Crass I.—£5 for the greatest height attained during
the Competitions; £2 for the second best.

CLass II.—£4 for the greatest height attained during
the Competitions; £1 for the second best.

Duration.-—The Volk Cup will go to the British pilot
holding the British duration record obtained between
September 10th, 1934, and September 1st, 1935.

£4 in addition to the pilot (if any) who beats the
ewstmg, record by the biggest margin during the
meeting.

Out and Return.—The Manio Cup and £2 for the
best Out and Return flight.

£2 for the best by a Class IIL.

NOTES

1.—The competitions will be held in accordance with
the Rules and Regulations of the B.G.A.

2.—All competing pilots must hold a Competitor’s
licence; all machines must have a current C. of A.,
and must be covered against third party risks to a
minimum of £1,000.

3.—Class Il. machines can enter for both classes, if
desired. In the event of insufficient machines being
entered in either class to make the classification into
two divisions unnecessary, the Association reserve the
right to hold the Competitions on the basis of one class
only, and to reduce the prizes accordingly.

4.-—No distance flight of less than 20 miles or height

of less than 2,500 feet will qualify for a prize.

5.—It is hoped to award, in addition to the above,
daily prizes, details of which will be announced each
nmorning.

6.—No flight shall win more than one prize.

7.—Competitors are required to bring their own
barographs.

machine,

No.

S50 Cuon e 0303 1

10.
1l
12.
13.
14.
15.
16.
17,
18.
19.
20.
21.
22.
23.
24.
25.

Bim{_xqg
P c.q.Ns.?[’"

HAMBLE TON

AUGUST 24th to SEPTEMBER 1st, 1935

LIST OF MACHINES

Type.
Hjorpis
RHONBUSSARD

GruNau Basy II....
Gruyav Basy 11....
Gruvau Basy I1....

& 7. Farcox L.
FaLcown 1. ...
Scup 11.
Scup 11,
PROFESSOR
Kirpy Kite
TerN
RHONADLER
Farcon 111,
Scup 11,
Scup 11,
Gorprn WREN
BLue WREN
DorsriNg ...
Crestep WrEN
WirtLow WReN

StEDMAN (2-seater)
B.A.C. VII. (2- ceater)

Farcoyn II1.
ALBATROSS
PrRUFLING ...
Scup UL ...

HILLS

1 2

¢ e

(2-seater) ...

HORLT(
57

N
NS

Entrant.
Buxtcn
J. P. Dewsbery,
W. Liddell

G. B. Baker

Southdown Club ...

Ulster Club
Yorkshire Club

P. A, Wills, ete. ...

Ulster Club

Yorkshire Club ...
I, N, Slingshy ...

(G. A. Little

C. L. Hardwick

I.. H. Barker

Ji CooDent, etes .4y
R. G. Robertson,

A. E. Siater
Dorset Club
S. Humphries

Cambridge Club ...
R. F. Stedman .

[.. Falla

C. E. Hardwick ...

A. E. Coltman

Manchester Club

(5 oy S 5 18

ete. I1.
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1-—Hjordis

This new British design by Flight-Lieut. G. M. Buxton, illus-
trated above, is likely to excite great intercst. So far it has
only had a few test flights by the designer and Mr. P. A. Wills,
who will both fly it during the Competitions; it has, however,
already been up to 2,000 feet above Sutton Bank, and its perform-

The
**Rhonadler "

The
**Rhénbussard *

|’

ance appeared to be all that was expected of it, and more. It
derives its name from the hercine of a Norse saga which Mr.
Buxton was reading at the time he conceived the design. The
dimensions are : Span, 51 {t. ; area, 124 sq. ft.; weight, 310 lbs, ;
wing loading, 4 1lbs, per sq. ft. Safety factor, c.p. forward
(without ply): 74 at wing root, increasing towards the tip. The
speed range on the test flights appeared to be 30 to 55 m.p.h,
Instrumental equipment : variometer, compass, air speed indicator
and Pullin electric turn and bank indicater, while instead of an
altimeter on the dashbhoard a pocket aneroid is carried. Control
is by wheel instead of the usual stick. The wings detach separ-
ately, and two people can easily assemble and handle the machine.
It was found, however, that the ailerons were rather flexible for
ground handling, so the wing tips have heen stiffened by adding
14 Ibs. of plywoad; otherwise everything is satisfactory. A
particular feature is the transparent cockpit cover, which is well
streamlined and gives an excellent view forwards, sideways and
upwards. The constructor is Mr. F. N. Slingshy, of Slingsby
Sailplanes, Kirbymoorside.

14—Rhonadler

This is the sailplane on which the late G. E. Collins made most
of his spectacular flights, including the present British cross-
country record. He obtained it in April last year from its
constructors, the Kyfhduser Technilkum of Bad Frankenhausen,
Germany. As we go to press, the future of the machine has not
yet been settled, but it is hoped to arrange for one or two of the
leading British pilots to fly it during the Competitions. Span,
57 ft. 1 in.; weight, 364 Ibs.; wing loading, 28 lbs. per sq. ft.;
sinking speed, 2 ft. per second.

2- Rhonbussard

Like the RuHONADLER, the RHONBUSSARD was designed by Hans
Jacobs, of the German Research Institute for Soaring Flight; his
latest design, the RHONSPERBER, set up a world’s distance record
on the first day of this year’s German soaring competitions.

The machine here shown was brought over to England by aero-
plane tow from Germany by Miss Joan Meakin, who afterwards
gave demonstrations on it throughout Britain as part of Sir Alan
Cobham’s Air Display; she also did a cross-country flight on it
from Bristol to Salisbury. Early this year it was bought by the
three pilots who will fly it in the Competitions: J. P. Dewsbery,
C. Nicholson and R. P. Cooper. Span, 46 ft. 11 ins.; weight,
298 Ibs.; wing loading, 3'1 lbs. per sq. ft.; sinking speed,
2 ft. 4 ins. per second.
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**Grunau Baby 11"

*'Falcon 1"

** Falcon II"

3, 4 & 5—Grunau Baby II

The Gruxau Basy has proved an exceedingly popular machine
in Germany for gencral utility, such as soaring training and
acrobatics, and for its ease of construction. It has a span of
44} ft. and a weight of 246 lbs. Many examples are now being
built in England, of which three may be seen here:—

No. 3 is the preperty of Mr, W. Liddell, of the Ulster Gliding
Club, who has flown it in many of the mountaincus regions of
Northern Ireland.

No. 4 was built by Messrs. Zander and Weyl, of Dunstable,
for Mr. G. Bernard Baker, of the London Gliding Club, and was
only recently completed.

No. 5 has already donc some good flying at the Southdown
Gliding Club's site on the South Downs, near Brighton, where
its owner, Mr. Filmer, has taken it as high as 1,500 fect above
the start.

12—Kirby Kite

Mr. Slingsby, after building numercus sailplanes to other
people’s designs, has now designed one himself for his own use.
[t has an oval section fuselage, while the wings have a span of
57 ft. and the weight empty is 260 lbs. The position of the
pilot’s head is level with the leading edge of the wing, which
gives a good view both above and below the wing, A special
feature, seen for the first time in England, though already popular
on the Continent, is the slight bend in the wings, reminiscent of
those of a gull.

6, 7 & 8—Falcon I

The FaLkg, as it is called in Germany, has been in use there
for the last five years as a secondary machine for soaring training ;
owing to its safety and ease of flving, it has proved a most
popular machine for gliding schools. It was designed by Dr. A.
Lippisch, one of the pioneers who started the German gliding
movement some 15 years ago; the Brimisn Farcow, produced by
Mr. Slingsby, is the same design with slight modifications. Span,
41 ft. 4 ins,

Nos. 6 and 7,—The Ulster Gliding Club has arranged with
Mr. Slingsby to have the use of these two FarLcoxs during the
Competitions.

No. 8 is the property of the Yorkshire Gliding Club.

25—Falcon 11

This machine, built specially for Mr. €. Espin Hardwick (now
chairman of the Alidland Gliding Club), resembles the Farcox 1.
except for a slightly greater span, due to the wing tips being
rounded and more tapered instead of being cut off square.

15—Falcon III

The Farcon III is a two-seater machine with the seats side by
side, this being the first time such an arrangement has been
adopted in a sailplane, except possibly in Russia. It was designed
and built by Mr. Slingsby on Farcox lines, to the order of Mr, C,

Espin Hardwick, without whose support and enthusiasm the
machine would probably necver have come into being, as the idea
was something of a leap in the dark. However, the flying
qualities have proved excelient, being very similar to those of
the single-seater Farcon., The span is 57 ft. 10 ins., wing chord
5 ft. 9 ins., total weight 400 Ibs., and flying speed 34 m.p.h.

" Falcon 111"
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13—Tern

Built in 1031 by Messrs. Airspeed, Ltd., of York, this sailplanc
was designed by Mr, N. S. Norway, the leading spirit of that
firm, which is well known for the production of commercial aero-
plane types. (Mr. Norway assisted in the design of the airship

100.) The wings sprout from the sides of the fuselage, an
unusual arrangement at that time (except in birds), but now
becoming popular on the Centinent. In August, 1931, the machine
was soared by Herr Magersuppe from Ravenscar to Scarborough,
setting up whar was then a British distance record of 8% miles.
It has been flown at previous Sutton Bank Competitions by
members of the Southdown Gliding Club, and this year will be
again flown by Mr. G. A. Little, its present owner, Span, 50 ft. ;
wing area, 201 sq. ft.; loading, 2'06 Ibs. per sq. ft.

11—Professor

Designed in 1928 by Dr. Lippisch, this was for seme years
the standard tvpe of high-performance saiiplane used in Germany,
though there it has now been superseded by the RuoNipLER and
other types. This particular machine was taken over by the
Yorkshire Gliding Club from AMlle. Susi Lippens, of Belgium,
who once held the world's soaring duration recerd for women.
It is the sailplane in which Mr. J. C. Neilan recently sct up a
new British duration record of 13 hours 7 minutes, at Sutton
Bank. Span, 52 ft. 6 ins.; area, 201 sq. ft.; weight, 341 Ibs.

There are two other Proressors in England, owned by the
Midland and Channel Gliding Clubs respectively, which may
possibly take part in the Competitions,

9, 10, 16 and 17—Scud 11

The Scup series of sailplanes are the designs of Mr. L. E.
Baynes, of Abbott-Baynes Sailplanes, Farnham, Surrey. They
are all three cuite different designs. The Scup 1., a secondary
n-achine produced early in 1931, was remarkable for its small
size and weight ; two arc still in use in Guernsey. The Scup 11.,
first produced at the end of 1932, is a high-performance machine
of 40 ft. span with some remarkable performances to its credit.

No. 9, owned by P. A. Wills, G. M, Buxton and W. W. Briscoe,
was flown by Mr, Buxton when he set up the British height
record of 8,323 feet by flying in a thunderstorm during the Sutten
Bank Competitions last year. All its threa owners have used it
for cross-country flights. It can be distinguished from other
Scup IL% by the dihedral angle of the wings.

No. 10,—Mr. N. P. Metcalfe, of the Ulster Gliding Club, also
owns a Scup Il.; it was present at the two previous years'
Competitions, and will be breught here again this year.

No. 16, owned and flown by Mr. L. H. Barker, of the London
Gliding Club, is painted a blue-grecn,

No. 17, unpainted, is under the joint ownership of J. C. Dent,
T. G. Armstrong and S, Fox, all of the London Club. It was
largely constructed by the late G. E. Ccllins at his home in
Flamstead, Herts.

“Professor”

“Scud I

Scud II1

This machine is being produced in two forms, as a pure sail-
plane known as Scup 11l., and as a sailplane with auxiliary
engine. In the latter form it has already had some test flights,
and the latest news is that Mr. J. P. Decwsbery has, with the
engine running, taken it to 2,500 feet in 17 minutes; he then
retracted the engine, but was unable to soar, as it was late
evening and there were no thermals about. The purpose of the

motive power is not to drive the machine along (as in the type of
light aeroplane falsely described as a “motor-glider”), but merely
to enable it to reach regions where it can then proceed to soar;
for this purpose the engine is made retractable (see illustrations
below). The machine is expected to be brought to the Competi-
tions, but it is not yet known who will fly it. Span, 45 ft. 6 ins. ;
area, 120 sq. ft.; weight, with pilot, parachute, motor and fucl,
500 1bs. ; loading, 4°2 Ibs. per sq. ft.
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The

** Dorsling”

Left:
‘' Stedman "

Two-sealer

Above: the
“Willow Wren"

the

»

Below: a

“B.AC. VII"

The ** Albatross”

20—Dorsling

This is the Dorset Gliding Club’s modification of a well-tried
German secondary training type known as PRUFLING ; hence the
name. Mr. ]J. Laver, of Weymouth, has done a great deal of
flving on this machine. and has twice held the British duration
record. His last record of 12 hrs. 21 mins., set up at the Sutton
Bank Competitions last year, was recently beaten by Mr. Neilan
by a margin of 46 minutes, but it may be confidently expected
that Mr. Laver will do his best to regain the record on the
DorsLing at this year's Competitions.

The Manchester Gliding Club will probably bring their PrUFLING,
which is similar in appearance except that it has a straight wing,
while the DorsrinG's wings are slightly swept back.

18, 19, 21 & 22—Wrens

The WREN type is the design of Corporal W, L. Manuel, formerly
of the Royal Air Force. WRrENs have done some fine flights, and
are great favourites with their pilots. Of the four expected here,
all are slight modifications of the same basic design; three were
built by Mr. Manuel himself, and can be distinguished from each
other by the colour of their woodwork, while the GoLpEn WREN,
built by its owner-pilot, is unpainted. Mr, Manuel is now
associated with the Dunstable Sailplane Co., Luton Aerodrome,
Barton, Beds., who are producing an improved version of the
WreN called the KESTREL.

Crested Wren (painted red), built in 1931, is owned by S. Hum-
phries, ]J. P. Dewsbery and Major H, Petre, It has donc an
enormous amount of flying, and Mr, Humphries has made two
cross-country flights on it, of 20 and 32 miles.

Willow Wren (green) was built in 1933, and is at present owned
by the Cambridge University Gliding Club.

Blue Wren (blue) was built to the order of an officer stationed
at Malta, but he changed his mind, and the Editor of TaE
SaiLPLANE bought it. Last year, piloted by Mr. J. P. Dewsbery,
it did two cross-country flights from Suotton Bank, to Rudston
(37 miles) and to Whitby (31 miles). Probable pilots this year
are G. L. Bell, I. S. Sproule and A, E. Slater.

Golden Wren was built last year by G, O. Smith and A. L.
Slater, of the Derbyshire Gliding Club, who share its ownership
with R. G. Robertson. It has a number of special features
incorporated by them, including an enclosed cockpit. All three
pilots have done a great deal of flying on it at Bradwell Edge in
Derbyshire, and Mr. Robertson recently flew it from there to
York, winning the *‘Cellon Prize,”” which was offered many years
ago to the first sailplane of British design and construction to
fly 50 miles.

Dimensions of the type are : Span, 40 {t. ; wing area, 151 sq. ft. ;
weight, 190 lbs. ; wing loading, 23 lbs. per sq. ft.

23 —Stedman

This two-seater machinz, designed by Mr. R. F. Stedman, of
67, Meadow Road, Leeds, is already well known at Sutton Bank,
where it has taken up a large number of passengers, including
pupils undergoing “‘dual’ instruction. Span, 50 ft.; wing chord,
6 ft.; area, 295 sq. ft.; weight, 424 lbs. Wing loading, 2 lbs.

per sq. ft.; flown solo, 2'48 Ibs. per sq. ft. with passenger.

24—-B.A.C. VII

Several examples of this. two-seater, which was designed by
the late C. H, Lowe-Wylde, have been built in England. That
entered by Mr. L. Falla, of the Preston Gliding Club, is painted
green and cream. Mr. Lowe-Wylde afterwards converted the type
into the “Drone'’ light acroplane, which has recently been in
the news; in fact, Mr. Coltman (see below) has a “‘Drone’ which
he may bring to Sutton Bank.

Albatross

Designed by Capt. C. H. Latimer-Necdham, and built and
flown by him in 1930, this machine has recently been bought by
Mr. A. E. Coltman, of the Leicestershire Air Sports Club, who
has already done some soaring on it at Sutton Bank and in
Derbyshire. Originally built for extreme lightness, it has now
been strengthened, and also provided with wheels. Span, 42 ft.
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The " Kirby Kite” ready for covering. The first British sailplane of "' gull wing " type, it has been finished just in time for the
competitions by its designer-builder-owner-pilot, Mr. F. N, Slingsby,

Methods of Soaring

Slope Soaring.-—The wind, blowing against a hill-
side, is forced upwards in order to risec over the hill,
and the pilot flies by keeping over the windward slopes
of the hill. This is the simplest method of soaring,
and most of the flving seen at Sutton Bank will be of
this variety,

Thermal Soaring.—The sun heats some patches of
ground more than others, The air in contact with
these warmer patches will periodically break away,
since hot air rises, and will go on rising to a height
which depends on the atmospheric conditions, Such a
body of air is called a thermal current or ‘‘thermal,”
and a sailplane or a bird keeps within it by going round
and round in circles. Thermals, once they have broken
loose, drift away with the wind, so that cross-country
flights made by this means are usually down-wind; it
is only when crossing from one thermal to another that
a pilot can make hcadway in other directions too.

Cloud Soaring.—The air in a thermal is comparatively
moist, and if it rises to a certain level (usually about
4,000 feet) it may form a cumulus cloud. (Such a cloud
is illustrated in the article on the German gliding
competitions, pages 126 to 128), The cloud then shows
the pilot where the thermal is.

Cloud Streets.—A strong wind will interfere with the
formation of thermals; nevertheless the lower layers
may get so warmed up by the ground that they want
to change places with the upper layers. This may
result in the formation of alternate strips ol rising and
descending air, the strips being parallel to the wind,
so that the clouds, il any, will form in long lines known
as ‘‘cloud streets” (see picture on page 137). A sail-
plane pilot, keeping in the rising air under a cloud
street, can fly straight ahead instead of circling, and so
can progress up-wind as well as down-wind.

Thunderstorm Flight.—When a change of wind
brings a mass of colder air to replace warmer air, the
cold air undercuts the warm and forces it to rise.
Sometimes large masses of cloud will then form in the
rising air and a thunderstorm will result. The boundary
between the two masses of air is called a ‘“‘front,” and
by keeping necar this “‘front” a sailplane may travel
with it across country.

Gliding Records

Duration
World’s Record.—36 hours 35 minutes, by Kurt
Schmidt in GrRu~nau BaBy, at Korschenruhe, near

Konigsberg, Germany, August 3rd and 4th, 1933. (A
fiight of 38 hours 20 minutes was reported to have been
made by Ivan Khartashev in Russia last June, but the
report is as yct unconfirmed.)

British Record.—13 hours 7 minutes, by J. C. Neilan
in PrROFESSOR, Sutton Bank, Yorkshire, July 16th,
1935.

Distance

World's Record.—310 miles, by Rudolf Ocltzschner,
in Conpor, from Wasserkuppe, Germany, to Brno,
Czecho-Slovakia, July 19th, 1935,

British Record.—95 miles, by G. E. Collins, in
RuSNADLER, from Dunstable Downs, Beds., to Holk-
ham Bay, Norfolk, August 5th, 1934.

Altitude

World’s Record.--14,190 feet, by Heinrich Dittmar
(Germany) in CoNDpOR, Rio de Janeiro, Brazil, February
17th, 1934.

British Record.—8,323 fecet, by G. M. Buxton in
Scun II., Sutton Bank, September 4th, 1934.

The ““B" badge, given for a
flight of 60 seconds, which
must include a right and left
turn.

The **A’" badge, given for a
glide of 30 seconds in a
straight line, followed by a
normal landing.

The **Silver C'" badge, for
which Hights must be made of
5 hours’ duration, 50 Kkilo-
metres distance (31 miles),
and 1,000 metres (3,280 feet)
above the starting point.

The “*C" badge, given for a
soaring flight of at least 5
minutes above the level of the
start.
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Three Cross-Coumntry Flights

1—Dunstable to Hornchurch: A Cross-Country Baptism

By H. C,

E got to Dunstable at about 10 a.m. on Satur-
day, July 6th, The wind was blowing up the
hill from somewhere north of west, at about

15 m.p.h., and long streets of cumulus at an apparent
height of 3,000 ft. or so promised a lot of lift—unless,
indeed, they grew so quickly as to cover the whole sky,
which looked possible.

Rigging and inspection of the London Club’s GRuNav
Bagpy I. and transporting it to the hill-top took about
an hour, by which time Wills in the Scup had been
launched, To our surprise and regret he seemed unable
to get more than 200 ft. of height along the ridge,
and he appeared to be soaring in absolutely smooth
and stable air.

A three-a-side launch put me in the air ten minutes
later, and then I could feel for myself that the air was
unexpectedly stable. About that time Wills caught a
thermal to 1,400 ft. As he came down I stumbled into
one and went up to about 1,200 ft., where the vario-
meter needle went back to 3 feet per second fall.
Another ten minutes’ slope soaring, and Wills caught
another thermal—the one which started him oft to
Heston.

To my fury I was then deposited (with the GruNav
BaBy) at the foot of the hill, Al lift had vanished
completely, though there still seemed to be as much
wind blowing up the hill as ever.

Using up all my stock of bad language I waited for
the towing car. Very luckily (for me) no one else
turned up to fly the G.B., and at 12.45 p.m. I was
launched again, with no hope of doing more than
another 20 minutes slope soaring, for by this time the
clouds were thinning and becoming flatter and less
promising altogether.

Success At Last!

About three minutes after the launch, when 1 was
about 150 feet above the hill-top, I ran into a thermal.
I was so angry with having apparently lost my oppor-
tunity that I threw my customary caution aside and
circled. It worked, so I circled again, It went on
working, so I went on circling interminably, till I
found the base of the clouds at 3,200 ft., after whal
felt like 3% hours of hard work. Taking a deep breath,
I waved good-bye to Dunstable and tried to spot my
position. It turned out that I was over Hemel Hemp-
stead, due south of Dunstable—wvhich was impossible.

It then dawned on me that the wind at 1,000 ft. and
over was due north, or even east of north (against all
the rules), and I got in a panic about being carried over
London. So I set off east, where Wills in his greater
wisdom had gone west.

Soon I was down to 800 ft. over Radlett, having
conspicuously failed to find lift under the clouds, and
having been reduced to just setting off into the blue
in hope.

As a last resort before landing ignominiously at
Radlett (a bare ten miles from Dunstable) I made for
some red-roofed villas grouped together. Thank
Heaven, it worked, and again I setiled down to inter-
minable circling, at last reaching cloud-base level at
3,400 ft. (the clouds were steadily going higher).

BERGEL

Once again I set off cast. Once again I lost height
very rapidly, till [ reached Southgate (or thereabouts)
at 1,200 ft. Once again, in desperation, I went for
houses and in particular a burning rubbish dump. And
again it worked (I smelt the rubbish dump half-way
up), and I went on round and round and round till 1
got to 3,800 ft. (cloud level again).

The Landing Problem

After that it was a bit of a nightmare. With a how!
of terror I found I was in sight of—-l.ondon Bridge ! |
raced off east, circled a bit over the Mile End Road,
got to Barking and circled a bit more. I now had my
ceyes on what looked like a usefully flat and open field
running down from a main road to the Barking Power
Station. As I was then losing height I kept my eye
well on it as a hopelul landing ground. When I was
down to about 1,800 ft. I looked a bit closer, and found
that the whole field was one gigantic spider's web of
133,000-volt cables !

Shivering with fright and cold (but mostly fright) I
pushed off east to the Ford Works at Dagenham and
got another few hundred feet of lift, and was at last
preparing to land in the first reasonable-looking space
when I spotted Hornchurch R.A.F. acrodrome about
1} miles up wind., 1 got there with about 800 feet to
spare, and landed just half an hour before two squadrons
were duc to land there in formation after the Duxford
Review !

Whereupon I was made very welcome by the R, A I,
who with limitless generosity gave me beer and tea and
beer and supper and beer till 1 was rescued 6% hours
Jater by a trailer designed, apparently, to hold the
‘‘Mauretania”—with more room to spare for the *‘Queen
Mary."

With the best will in the world, 1 simply cannot
ascribe the flight to anything but luck. 1 did not know
where I was (till afterwards), or where I ought to go,
or what I ought to do, and blundcred about, and
Heaven sent me a thermal every time when things
looked their blackest.

My chief impression was one of terror and helpless-
ness most of the time. I was working frightfully hard
going up, and praving frightfully hard coming down.
My spare hand gripped the edge of the cockpit with
such agony and emotion that it was still numb three
days later.

The Royal Air Force were charming. They couldn’t
understand—being used to seeing ‘‘Bulldogs™ approach
at 3,000 ft. and just land over the edge—why it took
me some five minutes of **S™ turning to get rid of
800 feet, And they expected me to take off again after
a beer or two and just go back to Dunstable—like that !
It took much sternness to refuse the offer of a tow
behind a *‘Bulldog" and Jor a Hawker *‘Demon.” Their
beer and food were glorious.

Altogether much fun mixed with much fright—
pleasant indeed to look back on, with the barograph
record safe in one’s pocket. But what a rotten route
[ picked for my cross-country baptism. Henceforth I
shall study maps very, very carefully, and I recommend
that to all aspirants.
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2—Dunstable to Heston

WhiLe Mr, Bergel was making a soaring flight from
Dunstable to Hornchurch, as before described, on July
Gth, Mr. P. A, Wills was similarly occupied in flying
from Dunstable to Heston in his Scup I1.

Arriving at the London Gliding Club’s ground. at
10,30 he erected the Scup at the hill-top with the aid
of wife and son (age 2), and got himself launched by
a scratch team of passers-by. Conditions looked good,
and almost immediately a thermal took him up to
1,100 ft., but then failed. Then began a game of
aerial sce-saw with Bergel, who circled up to 1,200 ft.
in a thermal as Wills came down. It was then Bergel’s
turn to come down as Wills found another thermal,
over the Whipsnade Zoo, and circled up to 1,500 ft.
On the way back from this Wills found that he had
really only been in its advance edge, so he started
circling again, noticing that Bergel, at the other end
of the ridge, had lost all lift and was actually going
to the bottom.

At 2,600 ft. the Scup had reached the cloud base, so
the pilot went off down-wind, finding to his surprise
that the wind at that height was due north. He
descended steadily until he actually found himself over
lis own house at Hemel Hempstead, where another
weak thermal took him up to 2,000 ft. again. Proceed-
ing to the railway station, where he thought he would
have to land, he found a valley running up behind the
station, with a wooded slope over which there was
cnough lift to slow up the Scup’s rate of descent till
another thermal came along. Circling endlessly in this
new thermal, he was carried horizontally to Rickmans-
worth and vertically to 3,500 ft., yet the cloud level
here was much higher—about 5,000 ft.—so that the
cloud previously encountered must have been excep-
tionally low.

The areas of lift here were very broken, and the
altmospheric conditions seemed to be getting more
stable; the cumulus clouds were becoming quite thin
and biscuit-shaped. The Scup came steadily down over
Northolt at only 1,100 ft. However, on the other side
Wills found a very weak patch of lilt over the houses,
and circled in this for a quarter of an hour without
either losing or gaining height, during which time the
wind had carried him safely across the railway line and
round the famous gasomcter to the west boundary of
Heston aerodrome. All lift had ‘‘died on him,” so he
circled round over the clubhouse and Janded.

Comparing the two flights, it is interesting to note
that lines joining Dunstable Downs with Hornchurch
and Heston aerodromes, respectively, make an angle
of just 40 degrees, Wills's course being roughly S.S.'W.
and Bergel’s S.E. by E. We make the distances on
the map 27 miles to Heston and 39 to Hornchurch.

3—Dunstable to North Weald

O~ Sunday, July 21st, another cross-country flight
was made from the London Club’s ground at Dunstable
Downs, this time by S. Humphries in the CRESTED
WRrEN. This is the second time this machine has been
flown across country by the same pilot, the last occasion
being March 18th, 1934, when he took it 19 miles from
Dunstable to Hertford, making usec of a ‘‘cloud street.”

On this last occasion the clouds were looking more
like strato-cumulus than the isolated cumulus which

The "' Crested Wren."”

thermal currents produce, and the presence of “‘streets”
of lift is suggested by the fact that two pilots (P. A.
Wills in Scup I1. and D. G. Hiscox in WESTPREUSSEN),
also flying at Dunstable Downs at the time, were able
more than once to go out about a mile or so up-wind
without losing height.

The barograph chart shows that there were three
main peaks during the flight, at 4,800 ft., 3,900 ft,,
and 2,400 ft., the actual curve giving the following
heights :—0 — 400 — 0 — 400 — 1,400 — 0 — 400 —
0 — 1,700 — 4,800 — 1,500 — 3,900 — 1,700 — 2,400
—- 1,800 — 2,000 — minus 400. (These readings are
relative to the launching point.)

Cloud level, the pilot relates, was irregular at about
4,600 to 5,000 ft., whereat the cold was staggering.
The country between North Weald and the coast looked
horrible for landings, so in the absence of a fourth
heave he called it a day and landed on the aerodrome,
which is two miles N.E. of Epping and 32 miles from
Dunstable Downs. He could, however, have glided
another seven or eight miles.

As regards the instruments carried, we have received
the following letter :—

SIR,

The old Crestep WRrEN was lately fitted with a
Collins Variometer. On her next flight she reached
4,800 ft. and came down H2 kilometres away. This
quaint phenomenon was made possible by the vario-
meter, which worked laughably well and multiplied the
pleasure of flying by about ten. Anybody who has
taught himself to fly dispassionately and to circle
tightly, and who takes off on a lively day in a handy
machine, ought to be able to think in thousands of feet
instead of hundreds, provided that he blindly trusts this
variometer and acts accordingly.

To put paid to the ‘‘Silver C” business, take also a
Richard barograph. It works with sang froid, makes
a pretty chart, and in this case agreed precisely with
a proved aneroid.

I take off my hat to that variometer. As for the old
WREN, a couple of million pounds would not buy her

now. "
Die-HARD,
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“That Duration Business’

[On July 16th Mr. J. C. Neilan set up a new British
duration record of 13 hours 7 minutes. ]

APPENING to be without a job, I decided to
camp at Sutton Bank, and fly whenever I could.
I had once or twice nibbled at thermals and
clouds, and was keen for more. One day while practis-
ing this thermal flying and stuff, I stayed up for over
seven hours, and so the rumour was spread that 1 was
to attempt a duration record. The Press would hardly
believe that my intentions were set on other things
than Records, Well, I woke up one morning, and
noticed that the west side of the tent was bulging
imwards, and the east side outwards, which indicated
a west wind, a rare thing at Sutton, except during the
week when no one is there.

PROFESSOR was assembled, two barographs were put
in order and on board, pockets were filled with apples
and chocolate, and [ was car-launched, settling down
to a rather bumpy 400 ft. beat for an hour or two.
Then clouds came along, thin and rather raggy, but
they supplied some good heaves of lift provided one
remained over the hill lift area.

I got up to 1,600 ft. in one, and 2,000 ft. in another.
I suppose I could have got higher, but I didn’t feel
like circling the Proressor completely blind, specially
in rather small clouds, so I just flew straight through
them. My instruments, by the way, were one A.S.I.,
calibrated in kilometres per hour, one altimeter held
in the hand, dangling from the end of a bit of string,
and one small compass, stuck on to the A.S.I. glass by
a rubber sucker. The compass and altimeter were
useful, and a variometer would have been more so.

During the afternoon the cloud currents were more
violent, but too small to circle in to any great extent,
and the down-currents between the clouds were also
pretty rapid, so I had quite an interesting time. My
average height was about 1,000 ft. By about five
o'clock the help of the cloud currents stopped, and I
just had to plod up and down the slope until the end.
From now on I noticed particularly how very uncom-
fertable one could be, even with two cushions under
one, [ flew “feet off” for a bit to easc my legs a little,
and got Very Bored. When I was quite certain that
I had actually beaten the record, I decided to practise
aerobatics, so came down in a series of stalls, slips,
and various unnamed evolutions, the tail fluttering gaily
whenever I was doing something particularly pleasant-
feeling, much to my annoyance, Believe it or not, the
PROFESSOR was fully controllable with the nose right
up, and the A.S.I. registering 30 k.p.h., which I work
out to be 1866 m.p.h. Great fun! And to think I
always used to imagine she stalled at 25 m.p.h. !

In conclusion, given the wind and a machine, the chief
worry in duration flights is comfort. I have since been
to Kirby Moorside and sat on Slingsby’s Super Sail-
plane Seating Stuff. It's great!

J. C. NEiran.

—_—

In Charge of Flying

CaptaiNy A. N. StraTtTON, of the Southdown Gliding
Club, has kindly consented to take charge of flying
operations during the Sutton Bank Competitions.

The ‘“Silver C”’

Tue conditions for obtaining this international certi-
ficate are set out on page 121. Three British pilots
have been awarded it: G. IE. Collins (No. 26), P. A.
Wills (No. 45), and R. G. Rcbertson (No. 75). By the
flights just described, S. Humphries has now earned
it, while H. C. Bergel has passed two, and ]. C. Neilan
one of the tests.

-/ Lowe-Wylde Memorial Fund

HE late Mr. C. H, Lowe-Wylde, who lost his life
in 1933 in an accident to a *‘Drone” ultra-light
acroplone, a type which he had pionecred, will

be remembered for the great services he rendered to
gliding from the year 1930 onwards. He founded the
British Aircraft Company which produced a series of
mstructional gliders and, finally, the B.A.C. VII, two-
seater sailplane and the *'Drone.” He spent not only
all his energy in this work, but also his personal for-
tune, with the result that, at his death, his widow and
threc small children, now aged between 3 and 7 years,
were left almost totally unprovided for.

A few of Mr. Lowe-Wylde’s friends have now been
able to make arrangements on remarkably advan-
tageous terms, if they can raise the necessary funds,
for these three children to be given a good home all
the year round and education up to the age of 16. All
that is needed is the remarkably small sum of £1,100,
It is intended to place the children in St. Elizabeth’s
House, Bullingham, Herefordshire; full particulars of
the scheme are being circulated by Mr. E, C. Gordon
England. The trustees of the fund are Lord Sempill,
A I'.C., F.R.Ae.S., Kathleen, Countess of Drogheda,
C.B.E., and Air Commodore ]J. A. Chamicr, C.B.,
CMLE S0, DR E,

We give below a list of subscriptions received up to
July 31st, and hope this will encourage others to
respond to the appeal. Cheques should be made
payable to the Lowe-Wylde Memorial Fund, and may
be sent to E. C. Gordon England, Esq., F.R.Ae.S.,
lLondon Air Park, Feltham, Middlesex.

£50.—Lord Wakeficld.

£26 5s.—Sir John Siddeley.

£25.—C. R. Fairey; I'. Handley Page.

£20.—The Bristol Aeroplane Cempany ; R. [F. Dagnall.

£15 15s.—DBritish Aircraft Manufacturing Co., Ltd.

£10 10s.—A. J. A, Wallace Barr; G. Brewer; J. M, Ferguscn;
IFlight Publishing Co., [td.: H. Scott-Payne ; W. S. Stephenson ;
Air Commodere J. G. Weir,

£10.—Robert Blackburn ; Captain G. de Havilland.

£5 5s.—Aeronautical Educational Trust; Sir Herbert Austing
M. L. Bramson; F. J. Connolly; A. M. Desoutter; H. O. Short ;
Whitney Straight; Dr. A. P. Thurston,

£5.—Her Grace The Duchess of Bedford ; Sir Maurice Bonham
Carter ; R. F, Bulstrode ; J. M. Burrell ; Major H, Petre; E. W,
Walford ; Wolseley Motors, [.td.

£3 3s.—B. W. Brady; Lieutenant-Colonel H.
[1. W. H. Moore.

£2 10s.—H. Duncan Davis. ;

£2 2s.—The Hon. Mrs. Victer Bruce; R. P. G. Denman;
Squadron l.eader T. H. England: C. FF. Lumb; F. S. Moller;
Major J. C, Savage; Dr. A. E.-Slater; 5. B, Witkes; E. M,
Wright.

£2.—A. S. Butler.

£1 1s.—F. R. Banks{ Major T. M. Barlow; S. A, Dismore;
A. H. R, Fedden; John Hoperaft; Ian C. Maxwell ; H. Seaward ;
The Dowager Lady Swaythling; M. H. Velk; Laurence A.
Wingfield.

£1.—Captain Stewart Burt.

10s, 6d.—J. Kidston Allsop: H. H. Balfour.

10s.—IL.ady Mary Bailey ; Norman Sykes.

Burchall ;
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G. E. Collins

Y a tragie accident this country has been deprived
of its foremost soaring pilot, G. Eric Collins,
who lost his life on July 30th while giving a
demonstration at Sir Alan Cobham's Display at
Upwood, near Ramsey, Hunts. He started to perform
a “‘bunt,” or outside loop, in the Gruxau Basy II. in
which he had been towed to 3,000 ft., and had just
rcached the inverted position when the greater part of
the left wing broke off. The machine almost righted
itself, and then came down in a spin; for the last [ew
hundred fect the descent was more rapid, and the pilot
must have heen instantly killed. It is not known why
he did not take to his parachute, but there is some
reason to think that he had been rendered unconscious
at the time of the breakage,

By a coincidence, a very similar accident had
happened in Germany a few days before, where a pilot
named Harth, also giving an aerobatic display in a
GruNnavu BaBy, broke a wing while doing a forward loop
out of inverted flight; in this case, also, the pilot was
unable to save himsclf,

So much has Collins contributed to the progress of
gliding and soaring in this country, that a full account
of his flichts would amount, in effect, to a history of
the emergence of the British gliding movement, from
being despised by the flying community and misunder-
stood by the publie, into its present state of acronautical
and national prestige; and, more particularly, of the
unexampled development of the London Gliding Club
in the last few years.

When Collins joined the club early in 1932, gliding
in this country seemed almost to have reached a condi-
tion of stagnation. Both on the Continent and in
America new methods of soaring were being developed,
high efficiency sailplancs were being produced, and
cross-country flights were being made in increasing
numbers. Yet, even in Germany, this advance can only
be attributed to the example of a few pioneers, such
as Robert Kronfeld and Wolf Hirth, who had the
enterprise to do what many others knew should be done,
but would not try for themselves until someone had
shown the way. The faculty of putting into practice
ideas which few people have yet grasped, seems to
require a mental make-up which is comparatively rare.

So it was with Collins. He spent 1932 in flying as
much as he could on every possible occasion,; until by
the end of the year hc already ranked as one of the
foremost British soaring pilots, Then came Wolf
Hirth to England to explain the new methods to pilots
over here. Tt became cvident that any further advance
in our soaring demanded a mastery of the technique
of circling. Yet still nothing was done. Collins,
however, was biding his time. He collected every scrap
of information he could, and at last, at the Huish meet-
ing in June, 1933, his opportunity came, and he was
able to perform the first British thermal flights. On
one of these he took his wife, whom he had recently
married, for a six-mile trip across country in a B.A.C.
two-seater, on a calm and cloudless day.

Back at the London Club’s ground at Dunstable,
Collins began exploiting his new-found skill, and at
once one or two of the leading club pilots began to
do likewise; what is more, he actually showed the
possibility of finding thermal currents without a vario-
meter, which had formerly been regarded as a sine qua

A photograph taken during one of the late G. E. Collins's soaring

flights from Dunstable to Luton and back, showing the type of cloud

used. The cross marks the position of the ''Rhénadler,” which is
too small to show in the reproduction.

non for thermal soaring. (A short article by him on
this subject, over the pseudonym ‘‘Abnit,” appeared
in THE SaiLpLaNe for September 8th, 1933, and is of
great historical interest.)

From this point onwards, gliding has never looked
back. More and more British pilots arc developing
their skill and are refusing to remain earthbound within
a few hundred feet of their home gliding ground. The
vastly greater interest which this gives to the sport
has done wonders in raising the enthusiasm of its
devotees and in attracting the best type of pilots from
other forms of aviation. And through it all Collins,
with his extraordinary natural aptitude for flying,
remained the master hand. ;

There is not space herc to tell of all he did; fortun-
ately, in THE SaiLpraxg, his achievements have been
recorded in permanent form. But we might mention
a few of the lines in which he has been a pioneer. He
was the first in this country to soar in pure thermals
(without clouds), to pick up thermals without a vario-
meter, to be auto-towed from below into a soaring area,
and (more recently) to pick up a thermal from an auto-
tow, to soar across country by means of a “‘cold front,”
to carry a wireless receiving set in a glider, to give
acrobatic displays, and to carry out inverted flight. He
twice held the British distance record, and at times the
height record too.

As an example of the estcem and affection in which
Eric Collins was held, we may quote the following

.appreciation from the Ulster Gliding Club :—*While

we, over here in Ulster, had not many opportunities of
waining inspiration at first hand from watching him
fly, we had, nevertheless, admired him from the time
he first began to develop into, probably, the finest glider
pilot in the country, His unassuming manner and
willingness to impart information to all and sundry
made oMe at once warm to him, and we regret his loss
as much for personal friendship’s sake as for the
blow to the British gliding movement his death must
undoubtedly prove.”

He was 27 years old, and was the son of Mr. W. G.
Collins, of Cambridge, who is an expert on scientific
instruments, and recently designed a new pattern of
variometer with his son’s help. Eric Collins’s wife,
whom he married in 1933, has always been as well
known in gliding circles as himself, and was an
invaluable help to him in his career. To these two we
extend our sincerest sympathy, and we are sure all
our readers would wish to do likewise.
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The 1935 Rhon Competitions

OR sixteen vears now the Germans have held their
annual gliding meetings on the Wasserkuppe in
the Rhén Mountains. In 1920 nobody could keep

up at all, Then, gradually, the various methods of
soaring were introduced—first, slope-soaring, then
cloud-soaring and thermal flying. The result has been
that, up till a year or two ago, competitors at the
meetings could alwayvs be divided into the few who had
mastered the latest methods and the many who hadn’t.

Those days would seem to have gone for ever. The
whole character of the Rhén meetings has changed.
Pupils have caught up their masters, and leaders lead
no more. One watches the competitors as one would
watch a flock of seagulls, admiring the skill of the
species in picking out the up-currents, but not bother-
ing about who's who, and finding it almost impossible
to follow one individual for any length of time, for
they all look so alike.

This illusion is helped by the progress towards
standardisation of machines that seems to be going on
in Germany. Of the 60 that were entered for the meet-
ing, only six can be described as special creations;
apart from these, all the rest belonged to four standard
types—there were 23 RuONADLERS, 13 Coxpors, 9
Ruonsussarps, and 9 RuonspeErBERS. The quick
popularity of the RHONSPERBER type is remarkable; it
was only brought out early this vear, yet it usually
takes at least a year or two for a new type to become
generally adopted.

This popularity is probably due as much to its pretty
gullawings as to any other quality; nevertheless it
seemed to have an excellent performance, and this
appeared to be confirmed by the fact that several
machines of the type were being fitted hurriedly with
lift-spoilers on top of the wings during the meeting.

The machine had other troubles, however. On the
sixth day of the meeting a bombshell was dropped into
the happy company, in the form of an order that some
metal fitting was considered unsatisfactory and would
have to be replaced by a stronger one, and no RHON-
sPERBER could be flown till this had been done. On
receipt of this news, the owners of other types very
sportingly agreed to stop flying while the change was
being made, and even offered to assist in the worl.
By superhuman efforts, one gathers from the papers,
they were ready to fly again next day.

My own stay was limited to three days in the first
week, all of them meteorologically alike. There was
a light wind, just soarable, blowing up the north slope,
which is rarely used, and has a very short beat. Instead
of trying to soar in this, all machincs flew out over the
valley to look for thermals. Most of them lost height
at first and then rose again, but a few went to the
bottom. Among those that did the latter, RHONADLERS,

“Coxpors and RuSNBUSSARDS seemed Lo be equally well
represented ; one can only surmise that the performance
of the machine had less to do with it than the vagaries
of the atmosphere from moment to moment.

The thermals appeared to be mostly rising off a
collection of light brown fields where the corn had been
cut. Actually the machines were nearer to the hill than
they appeared, as was evident from an occasional
glimpse of their shadows; this suggests that the
thermals from the fields tended to be drifted in by the
wind towards the hill before they could get up much
vertical velocity. It so happened that most of the
machines, at the critical moment when they were pick-
ing up their thermals, were about on a level with one’s
eye, so that one could see exactly whether they were
rising or falling. One had the amusing experience of

Details of Ludwiz Hofmann's record-breaking sailplane, the * Rhénsperber.” On the left: a metal plate to prevent disturbance of the airstream
between fixed fin and rudder balancing horn. Right: his instrument board, showing (top row) hygrometer, altimeter, compass, watch, and

(bottom row) ther , vari

ter, turn-and-bank and air speed indicator. Outside, on the right, an inclinometer.
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Three popular Hans Jacobs’ designs: the "' Rhénadler,” ' Rhénbussard” and " Rh&nsperber.” These types, together with the * Condor,”
accounted for 54 of the 60 entries at this year's German Competitions.

being able to read the pilot’s thoughts. A machine
would be flying straight ahead when it would suddenly
rise above horizon level. Almost immediately it would
start circling. Often it was above the horizon on one
side of the circle and below it on the other, and one
would watch the pilot shift the centre of the circling
towards the side where the greater lift was.

Another novel experience was that often one could
practically see the boundaries of a thermal in the way
that one can when a quantity of rooks or gulls are all
going round together in one. There were sometimes
as many as 11 or 12 sailplanes all in the same thermal
current—not in danger of collision, because they were
all strung out at different heights. Once, when the
highest machines were skirting the cloud base, I could
trace the thermal practically all the way down from the
cloud to the aforesaid cornfields. Sometimes the lowest
machine of the bunch would suddenly begin to lose
height rapidly; it had evidently dropped out of the
bottom of the thermal *‘bubble,” strictly according to
text-book !

At the 1932 mecting I timed the circles of the handful
of pilots who did them at all, and found Hirth going

A " Rhénsperber’ cockpit cover, shown open and shut. In the latter
case, the barograph can be seen in position.

round in 20 seconds, which seemed presumptuously
tight, while Kronfeld and Riedel were usually in the
dignified thirties. (This was the meeting of which I
wrote in THE SAILPLANE : “‘Apparently the time has not
vet come when we shall see the human counterpart of
dozens of gulls circling together in the same thermal
current”’—it hadn’t, but it has.) This year, however,
the following times for circles were counted : CoNDOR,
14 seconds (bank 45 deg.); MoazacortL, 13 seconds;
Ru6NSPERBER, 14 seconds (45 deg. bank), half-circle in
5 seconds (60 deg. bank), and another in 6 seconds
(50 deg. bank): while a RHONBUSSARD was seen going
round in 12 seconds quite low down and rising fast.

Of new types at the meeting there were only two,
the RuoNspErRBER and GOPPINGEN 3, quite a change
from previous years. The GoPPINGEN is like a small
MoazacoTL without struts, unlike Miss Meakin’s
machine from the same factory, which has similarly
shaped ailerons but is really more of a Grunau Basy.
Talking of Grunau Basigs, there wasn’t a single onc
there; the explanation seems to be that the Landes-
gruppen, which were the entrants, were each allowed
only a limited number of machines, and of course they
brought their most efficient.

Notable absences were the warping-winged THER-
Mmikus, which was crashed last year and has not been
rebuilt, and the light-weight WinpspieL, which, I
heard, was reduced to smithereens when a power plane
landed on top of it at Darmstadt acrodrome. The pilot,
Fischer, was inside it at the time, but miraculously
escaped with only four broken ribs.

The wonderful Farnir I1., or Sao PauLo, which won
the world’s distance record last year, was also missing,
and thereby hangs a tale. It appears that, as this year’s
meeting is being run by the D.L.V., or German Air
Sport Association, the D.F.S. (Research Institute),
which contgins many of the old pioneers who put the
German gfiding movement on its feet, has no say in
the matter at all, and, being the owner of FarNir II.,
can’t bring it along. In fact, neither Professor Georgii
or Dr. Lippisch had any official standing at all, and,
as far as one could see, were not even present. Instead
of there being a central meteorological service, each
D.L.V, group had to bring its own meteorology with it.

Wolf Hirth, whom I met, had some bad luck on the
first day of the meeting, when Hofmann set up a new
world’s record of 296 miles in his RHONSPERBER. The
MoazacoTL, not having the approved pattern of quick-
release for towing, was not allowed to start that day,
although all launches were by bungy. However, he
put up a fine performance on July 28th, when he soared
261 miles in almost no wind at all, and landed at
Zlabings on the Czecho-Slovakian border.
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"' Goéppingen 3,"” Wolf Hirth's newest design. Below, its rudder
pedals expased.

Considering that every single pilot at the meeting
was an expert thermal soarer, and that on a day of
good cross-country conditions the whole place became
practically empty of machines before the afternoon, it
is obviously impossible to give even a bare list of the
various pilots’ destinations and distances, On the first
day of the meeting, when Hofmann put up the record,
a new pilot of 18 years, von Miakisch, was his runner-up
with 261 miles. On that day no less than six pilots
landed in Czecho-Slovakia.

On the 24th Hirth did an out-and-return flight to the
Oechsenberg and back, a most difficult flight which has
often been set for a prize but hardly ever been done.

On the 25th there was almost a dead calm, and the
best flight of the day was made by Hofmann, who had
just got back from foreign parts. This time he went
abroad again, but in the opposite direction, and after
a flight of 199 miles landed in Belgium, near Arlon.

Another exciting day was July 30th, when four pilots
set up a fresh world’s record, all landing at the same

place, namely, Brno aerodreme in Czecho-Slovakia.
Apparently they arrived at different times—it wasn’t a
“squadron flight”—and it was the sight of the first
machine landed that induced the others to come down
and join him. Their names were: Briutigam and
Oeltzschner, both of Dresden, Steinhoff of Bad
I'rankenhausen, and Heidemann of Hamburg. Unfor-
tunately Oecltzschner lost his life while being acro-
towed back again; it appears that the machine got into
a very strong up-current and structural failure resulted,
while the towing acroplane was put into a dive and only
just recovered before hitting the ground. His three

A " Rhénadler " under a cloud. Note the hard oullines of the rugged

edges above the sailplane's tail, denoting melting cloud (down-current),

and the softer raggedness at the bottom of the picture, with misty
patches of newly forming cloud (up-current).

companions have now asked that he alone shall be
regarded as the record holder.

Some final facts : The total distance flown during the
fortnight was 35,000 kilometres. Every pilot had to
carry a passport. And finally, the number of launches
was 313. Divide this into the total distance and convert
into miles, and it will be seen that the average length
of a flight (including those which went straight to the

bhottom) was 42 miles !
A.E.S.

Not insects buzzing round the tree-tops, but sailplanes circling in a thermal, seen from several hundred feet beleaw. Nole how, in the second
picture, they have all got further up. &
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The “H 28" : the latest product of the Hiitter Brothers, of Salzburz.

Gaisberg Revisited

Tue first National Gliding Competitions ever held
in Austria took place simultancously with the Rhén
meeting.  Some 50 machines were entered, but they
certainly were not all there. [ spared two days from
the Wasserkuppe to sec what was going on, but unfor-
tunately struck calm conditions; however, all the old
friends of a month before were gathered on the aero-
drome at Salzburg to watch the arrival of the air liner
from Germany, and great was their surprise and my
pleasure at the reunion. Some of them had glided
down there from the Gaisberg top, and two were aero-
towed back again to the Zistelalm half-way up. One
of these was having his first acro-tow, and looked it.

There had, however, been some good work done
carlier in the week. In a wind of 45 miles an hour,
the pilot Gumpert, of Vienna, flew a GrRunau BaBy
89 miles to Amstetten, near Linz, while Frena, the
duration record holder, did a climb of 3,000 ft. in his

“H 28": a near view of the '‘bubble,"” showing how the Venturi
for the " turn-and-bank’™ can be pushed out and in.

new Coxpor., Herr Kofler, a fellow-pupil of mine at the
Gaisbery in June, who had not then even got his *“C,"
rose 2,400 ft. from the top of the mountain in a I'ALKE;
this was his first time in the air since his “C" flight.
One up to the local gliding school !

The Hiitter brothers had sprung another surprisc,
illustrated herewith. This natty (German nett) little
sailplane has the enormous wing loading of 4% lbs. per
squarc foot. Its span is 12 metres (just under 40 feet),
empty weight 82 kg. (181 Ibs.), and normal flying speed
43 or 44 miles an hour. [ didn’t see it fly, as it had hit
a molchill on landing and broken a bulkhead. The
astonishing cockpit cover, like an enormous soap
bubble, is of 3-mm. *‘‘Plexiglas,” specially made in
Darmstadt. The machine has not vet gone into produc-
tion; it is purely experimental,

I must thank the Salzburg Aero Club for a lift up the
Gaisberg, and the Ikarus Gliding Club of Vienna for
making a special journey down again.

A.E.S.
|

Aeroplane into Glider.—The three brothers Smith,
of Glapthorn, near Oundle, built a glider out of an old
aeroplane, the property of the eldest, who is a member
of the Northampton Aviation Club. He tried several
flights in it and then handed it over to the youngest
brother, who forthwith stalled it at 50 feet and side-
slipped to earth, sustaining nothing worse than a bruised
shoulder. This the local paper described as ‘‘a miracu-
lous escape from death.”” There has been much talk
lately of turning gliders into acroplanes, but this shows
what happens when the process is reversed.

* * *

This Gliding,—*“With a whirr of wings we shot over
the cliff. Looking down, I had a fleeting glimpse of
Hood Grange, beforc we stalled in hair-raising fashion.
With a sickening sensation [ felt the machine drop.
Looking to the side I saw we had lost height and had
fallen several feet below the level of the cliff. A few
yards away, in fact, were the mossy slopes of the
Bank. ‘Not a good take off,’ was Mr. S y's com-
ment. . . Suddenly, | realised we were without the
reassuring drone of engines and throbbing fuselage. . .
I think I should prefer an auto-launch to a catapult
take-off I"'—*“Yorkshire Herald”’ Special Correspond-
ent, after a passenger flight at Sutton Bank.
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Sailplane Construction for the Amateuy

7—Disposition of Material
By W. BUTTERFIELD

[M#. Butterfield’s articles on Sailplane Construction
have been appearing monthly since the beginning of
the year, excluding February. Issues containing the
previous six articles may be obtained from the Publisher
of THE SAILPLANE ai Is. each, post free,)

CONSTANT endeavour is made to arrive at a
type of structure which will give the necessary
strength with the least expenditure of material.

A strut which is designed to be in compression during
ordinary flight may be arranged to take tension under
some altered condition of loading., Main members,
such as spars in the wings or rails in the body, are
built up to form economical girder sections. Sheet
metal fittings have lightness holes drilled in them where
the metal is not carrying a load; in fact, the ideal
would be to eliminate all material which is not required
to do useful work.

The structure of a primary training glider is a typical
example of the application of familiar structural
principles which are adopted to eliminate redundant
material. The main components are often of the open
braced frame variety, i.e. composed of a number of
members suitably proportioned and arranged to with-
stand the external loads swhich are applied in service.

This form ol construction is popular because the
nature and magnitude of the stresses set up in the
various members can be readily determined either by

CENTROID

AN EXAMPLE OF

© MEMBERS UNITED BY 6 GQUSSETS

Fie 4.

calculation or graphically by a simple diagram, in which
case the joints are assumed to be pin joints, even when
they are actually secured by small gussets. If the axes
of the various members pass through a common point
at the joints (see Fig. 4), then the stress in the members
will be direct tension or compression, which gives the
lightest possible rigid structure.

Here are a few simple rules to determine the minimum
number of members required to ensure rigidity in a
frame structure :—

Three joints and three bars form a “‘firm"” or stable
frame. See Fig. 3, diagram (a).

Four joints and five bars (b), or

Five joints and seven bars (¢) form a firm frame.

The fundamental figure in any framework is the
triangle, and the following relation holds good for all
firm frames: Let M = No. of members and ] = No.
of joints; then M = 2 J — 3.

A rectangular or polygon frame does not possess a
sufficient number of members to enable it to retain its
original shape under all conditions of loading, and such
a frame is said to be ““incomplete.” Diagram (d) has
four members and four joints, but according to rule it
should have five members; it therefore requires one
additional member as shown dotted. 1f both diagonals
be inserted as in diagram (e), we have one member
too many; such a structure is known as ‘‘redundant,”
in which the stresses in the members cannot be
determined by a simple geometrical diagram, and must
be deduced from the relative amount of yielding of
each member under load. However, if the diagonals
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be of wire and capable of taking tension only, we can
assume that a second diagonal will be necessary when
the external loading is reversed, and indeed it becomes
essential for all conditions of loading., If the joints
are flexible and tension is set up in one of the diagonal
wires, the frame will adjust its shape until the loads
in the two wires balance, then, if initial stress is sct
up in the two wires, all members will be initially
stressed.

A framework such as a complete primary glider is
often termed a ‘‘space” frame; in other words, it is
three dimensional. A space frame may be built up from
a number of plane frames, each perfectly rigid in its
own plane, and yet the whole may be unstable.
A cardboard box with its lid off can be distorted by
pressure applied diagonally across its top corners, but
with the lid tightly in place it becomes a rigid structure.
Yet each of the five sheets of cardhoard from which the
lidless box is made is rigid enough in its own plane,
From this it follows that the previous rule for ascer-

taining if a structure is ‘‘complete” or not, does not
apply in this case, and the modified rule becomes :
M=3 J-6.

Let us examine diagram (f), Fig, 3, which may be
taken to represent one bay of a square framed girder
fuselage. There are eight joints, and the number
of members required will be 3x8-6=18. There are
exactly 18 members shown, and no member can be
omitted without spoiling the stability of the structure.
[t must be noted that if wire bracings are used, then
both diagonals in each of the six panels will be required
to cater for reversals of external loading.

Fig. 4 shows the junction between one longitudinal
member and one corner of a transverse frame, also the
small gussets which are glued to the members to ensure
symmetrical loading. All members 1 to 6 are capable
of transmitting direct tension or compression, and,
assuming that their axes pass through the centroid,
the loads in them can be found by a reciprocal stress

diagram. (To be continued)

The Care of Elastic Launching Ropes

By L. ROWLAND, B.Sc. (Lond.), A.M.L.C.E.

IN order fully to appreciate the details concerning
the proper care of an elastic rope so that it may

give its maximum useful life under service con-
ditions it is cssential to give some of the important
physical properties of the materials of which it is com-
posed, together with a few details of the process of
manufacture.

The all important material in the composition of the
rope is the rubber thread, and under normal conditions
the rope should last as long as this thread retains its
important physical properties intact, which is about
three years.

The results of a considerable amount of experimental
work prove conclusively that the ageing of rubber
thread is due to the combination of the free sulphur,
which is given off continuously, with the oxygen.in the
air. This oxidizing process causes an initial hardening
of the rubber resulting in a loss of tensile strength,
and later cracks appear on the surface followed by
complete disintegration.

The greater the supply of oxygen the more rapidly
does the rubber age, and it is possible to completely
destroy good rubber thread in about four weeks by
exposing it to a strong current of air,

In the case of the elastic rope the rubber strands
are well protected from the air by the two layers of
cotton covering material, but it is obvious that when
exposed to a continuous stream of air oxygen will pene-
trate to the strands and oxidization will take place.

In order, therefore, to reduce this damaging process
to a minimum, the rope should be stored in such a way
as to be quite free from air currents and should not be
allowed to lie on the floor of the hangar for long
periods.

This is a very important consideration, and if due
precautions are taken in this respect the useful life of
a rope will be prolonged considerably.

The best method of storing a rope is either in a box
or coiled on a drum which is well covered with a thick
material.

It is interesting to note that increased temperature
has the effect of accelerating the oxidizing process

referred to, and it is possible with the aid of special
apparatus to destroy rubber thread completely in 200
hours. This is done by placing the rubber in a special
bomb and injecting pure oxygen at high pressure, which
is maintained at a temperature of about 150° F.

It is, thercfore, inadvisable to leave ropes exposed
to the sun for long periods. In this connection a
number of experiments have been made by exposing
naked rubber thread to strong sunlight with astounding
results. It has been found that in four or five hours
the elastic properties of the thread have been completely
destroyed, and it has been reduced to a rigid material.
It is interesting to note that a specimen of the same
thread sealed in a vacuum in a glass tube and exposed
under the same conditions retained all its physical pro-
perties intact even after many months of exposure.
[t is probable that the ultra violet ray, which is a
constituent of sunlight, plays an important part in' this
process of sun perishing, but there is no doubt that
the covering material prevents penetration of this ray
to any appreciable extent.

Water has no effect whatever on the rubber thread,
in fact the best way to store rubber goods is to keep
them immersed in clean water which should be renewed
every month or six weeks.

It is obvious that this is due to the fact that the
water insulates the rubber from the oxygen in the
air and so prevents the process of oxidization.

Unfortunately, the cotton covering material of a rope
tends to rot when subjected to long periods of satura-
tion ; if, therefore, a rope becomes soaked by rain or
wet grass it should be hung from a rafter in long folds
until dry and then stored in a box or coiled in to a
drum.

It should be noted that moisture has the effect of
shortening the plaited cotton material and thus in-
creasing the total length of the rope slightly. This is
due to the increased compression of the covering
material on the rubber strands, but it regains its
normal length when dry.

Oil and grease have a very damaging effect on rub-
ber thread. It can be demonstrated that a strand of
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thread is completely destroyed in about three days if
smeared with oil, so that special care should be taken
to prevent the contact of any kind of oil with the rope
because it penetrates through the cotton cover very
quickly.

If immersed in petrol rubber thread will quickly swell
to two or three times its normal size, and in this condi-
tion its tensile strengtlf is reduced very considerably
so that it breaks easily, The petrol, however,
evaporates very quickly and the thread regains its
normal physical properties.

The manufacture of elastic ropes involves some highly
technical problems, and the calculations necessary in
order to produce a rope of definite diameter, tensile
strength and extension aré by no mecans simple.

The high quality elastic thread employed is made of
pure Para rubber with an admixture of 10 per cent.
of sulphur for vulcanizing purposes.

In order to provide the necessary elastic properties
of the finished rope and to facilitate manufacture the
thread must have a maximum extension of 800 per
cent., so that during the process of braiding on the
covering material the extension in the rubber strands
is about 600 per cent, This extension must be kept
uniform throughout the process of braiding a particular
rope, otherwisc the tensile strength will not be uniform
throughout its length.

The maximum extension that can be obtained on a
finished rope does not exceed 125 per cent. even when
the rubber, during processing, is extended to 600 per
cent., because the covering material has to hold the
rubber at a definite extension when the rope is relaxed
in order to provide the desired tensile strength.

It is obvious that the rubber thread is by far the most
important material of which the rope is made and it
is on its elastic properties the efficiency of the launch
depends. In this respect the covering material is value-
less and its function is merely to serve as a protection
for the rubber strands as well as hold the rubber
strands at a permancnt definite extension when the
rope is relaxed.

During the process of a launch the rope is gradually
extended and the whole of the pull is taken by the
rubber strands, until an extension is attained when the
covering material begins to take a part of the pull. The
extension on the rubber strands at this stage will be
the same as when the covering materials were braided
or plaited on in the machine,

Beyond this point the whole of the increased load
will be taken by the inelastic covering material, and
because it is inelastic there is grave danger that it will
fracture under increased load. When hauling by hand
it is possible to sense this critical extension because
the extensions fcel flexible up to that stage and then
suddenly become more or less rigid, but when hauling
by power it is obviously impossible to locate this critical
stage in the same way.

In order, therefore, to preserve the rope and prevent
rupture of the cover, it should not be extended over
100 per cent., whether hand or power hauling be em-
ployed.

It is for this purpose that the best type of rope is
fitted with an extension indicator which can be seen
by the pilot, This indicator consists of a ball which is
pulled by a string passing through a metal eye attached
to the rope. When the ball touches the metal loop
the extension in the rope is 100 per cent. and the pilot

gives the signal to release the glider. It is probable
that more ropes are ruined by rupture of the covering
material caused by excessive extension than from any
other cause, so that the simple indicator attachment
should prove to be a very valuable factor in prolong-
ing the useful life of a rope.

When hand hauling it will be found that up to ex-
tension of 60 or 70 per cent. the covering material be-
comes loose on the rubber strands, and so tends to
ruck up in the hauler’s hands. To prevent this and
also to provide a better grip ropes are now provided
with rigid hemp ropes spliced into eyelets attached at
cach free end of the elastic rope. These are about
15 fect long and have knots at 2 fect intervals to give
a still better grip. It is also found convenient to splice
into the evelet at the middle of the elastic rope a short
length of hemp rope, the free end of which is attached
to the hook in the glider,

Finally, if the soil on the launching ground is sandy
it is advisable to drag the rope along the ground as
little as possible because the particles of sand penetrate
through the cover and tend to chafe the rubber strands.

To summarise, the following hints are offered for
the preservation of launching ropes :—

(1) Don’t expose the rope to draughts, but store
in a box or coiled on a covered drum.

(2) Don’t leave the ropc exposed to the hot sun
for any length of time.

(3) Don’t allow any oil, grease or petrol to come
in contact with the rope.

(4) Don’t extend the rope more than 100 per cent.

More Power to Your Elbow

A xew power-driven golf club has been perfected,
And its appearance is likely to cause a great stir in
golfing circles (and other circles of wider range).

Instead of the usual heavy business end of a driver,
a small cannon has becn fitted with a bore which takes
the ordinary size of golf ball, backed up with a
small charge of gelignite. The charge is electrically
detonated by a small switch on the hand grip, and little
or no muscular cxertion is required. It is claimed that
the ball is driven four times the distance possible with
the ordinary club; and with a little practice, an ab
initio may hole out four greens in one. This should
mean a great saving in small flags, wooden soil boxes
and so forth; at the same time encouraging the science
of ballistics, so that, in times of great National
Emergency, the country will have more artillery-minded
young men to call upon,

The inventor informs me that he is now working on
a pair of power-driven shoes, fitted with miniature
tractor belts, and hopes to cut out the fatigue of walking
across four greens for a second shot.

NORTHERN NOMAD.

Since writing the above, ‘“Northern.Nomad’’ has sent
the following further information: ‘‘I have now been
informed by my friend the inventor that, to comply with
the law as it now stands, it may be necessary to hold
a gun license before one can use his patent golf club,
and a car and driving license for the shoes. He is
sure, however, that all true sportsmen will raise a
protest against such regulations likely to prevent the
quiet enjoyment of innocent and healthy sport.”
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ELASTIC
. RDPES

SPEEDIER
& BETTER
LAUNCHINGS

- e—

The elastic catapult method of launching gliders is quick,
successful and reliable. Luke Turner’s elastic ropes are made
and tested to comply with British Standard Air Ministry
specification 3.F.16, and to give the utmost strength and
reliability. They are hard wearing and long lasting and will
prove to be a valuable asset to all gliding enthusiasts—
further particulars will be gladly forwarded upon application.

LUKE TURNER & CO., LTD., LEICESTER
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Alloa, Scotland.

SuropsHIrRE.—G. B. Muir, *‘lreland,™
Salop.

SoutnpowN.—A. York Bramble, 7a, First Avenue, Hove.

Tees-sipe.—H. P. Dean, 11, Redwing Lane, Norton-on-Tees,
Co. Durham.

Urster.—N. P. Melcalfe, ¢/o Ulster Spinning Co., Belfast.

WhurrLey Brioce.—T. E. Armes, *‘Darrendale,’”” Snaith, York-
shire,

WiLts.—F. C. Smith, 55, High Street, West [Lavington.

YorksHIRE.—A. Cox, **Overdale,’” Boston Avenue, Kirkstall,
Leeds.

Miller, 25, Holme Avenue, Walkerville,

View Cottage, Union Road, Scone,

R. Yelf, 14, Middle Street,

Gardner, ‘“Journal” Office,

Balford, Craven Arms,

Enquiries for information regarding Gliding Clubs should
be addressed to the Hon. Secretary of the British Gliding
Association, 66, Victoria Street, London, S.W.1,
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News from the Clubs

London Gliding Club

Friday, June 28th.—Collins was up for three hours in his Rugx-
ADLER, going ofl to Ivinghoe, then still further afield over Tring
reservoirs, and back to Ivinghoe, where he got stuck for a time
and had to do slope soaring at only 100 ft. Then he picked up a
thermal, climbed to 3,600 ft., and returned to Dunstable, where
he gave an aerobatic display and landed, much to the entertainment
of the navvies at work round the new building, which, by the
way, is going up fast.

Sunday, June 30th.—The week-end was devoted to ground-
hopping, except that two '“A’s’’ were oblained in the early morning
calm before breakfast on Sunday.

Tuesday, July 2nd.—In the evening Fox soared the nacclled
Dacrixc for 54 and 9 minutes, Barker flew his Scup for an hour,
and Armstreng, Keeble, Sproule and Ivanoff each did half an hour
in the Farcow.

Wednesday, July 3rd.—Furlong, Davis and Horrell tried for the
“C" in the nacelled DacrLing; Furlong succeeded in keeping it
up for 17 minutes. Half-hour flights were made by Keeble in
the Farcoy and by Ivanoff and Sproule in Gruxau Bany, while
Dewsbery and Nicholson each flew the Rudspussarp for three-
quarters of an hour. Hill-top descents in the open Dacring went
on all the evening, and Marshall took his “A."

Thursday, July 4th.—Davis and Horrell each teok their “C””
certificates, Ivanoff and Sproule soared the Grunau Basy, Fox the
Farcown, and Gardner glided the open DacLing,

Friday, July 5th.—Yet again a soaring day. In the evening
Fox had the Farconx up for 70 minutes, and GruUNaU Basy was
flown by Sproule, Ivanoff, Keeble and Nichclson.

Saturday, July 6th.—The wind was soarable at first and then
grew fitful, but there was enough of it to lift Bergel and Wills
into thermals, and before long they had vanished into the distance,
the next news of them being from Hornchurch and Hesten aero-
dromes respectively. How they got there is described elsewhere.
Wills, having to fly to Belfast in his **Monospar’ next day, had
landed conveniently at the spot where he keeps it, but Bergel
wasn’t allowed to get away from his landing place without leaving

his name and address. The trouble was that gliders are not
included in the schedule of landing fees chargeable for aircraft
making forced landings on R.A.F. aerodromes, so the matter has
hadsjo be referred to head office for information and necessary
actionn. One can imagine all the various forms being bandied
about from one Air Ministry department to another, to be
annotated, initialled and minuted, till finally the entire staff of
Gwydyr House will have become aware that a mere glider has
flown from Dunstable to Hornchurch. Which is all to the good.

Wills was in the air for two hours and Bergel for three, but
meanwhile much purely local soaring was going on. Several people
flew the Farcox and nacelled Dacring, some keeping up and
some not, while Cooper soared the Rudxsussarp, Barker his
Scup, and Hiscox the WEesTPREUSSEN four times,

Total Flying Time.—During this week, from Monday to Satur-
day, 37 hours’ flying was done by the club.

Sunday, July 7th.—Four descents from the hill-top before break-
fast, then a north-east wind got up and only ground-hops were
possible.

Our next news is that, from the 15th onwards, the club ground
was overrun by film producers, world-famous cameramen, and
quaint supers dressed in the costume of the ““naughty 'nineties"
(or whatever the corresponding period was called in Germany),
not to mention the Continuity Girl, whose duties are too volumin-
ous to mention here ; finally, the great Zultan Korda himself. No
less than two Otto Lilienthals, each as large as life and complete
with beard, strutted about the hill-top, one to do the acting and
the other the flying. The latter was almost unrecognisable under
his whiskers as our own My, Payne; after his efforts with the
L.iciexTHAL biplane, we understand he has now a greatly increased
respect for the ancient pioneer's airmanship.

On Wednesday, July 17th, the Fatcon, PRUFLING, two DAGLINGS
(open and closed), and two LiLiextHALS (monoplane and biplane)
all perfermed.  Armstrong was filmed flying the Farcox, and when
Frl. Emmy von Roretz (of Austria, who has joined the club after
getting her ““C” at Rossitten) took off in the Pritrrineg, delighted
but far from nineteenth century cjaculations were drawn from the
assembled supers,

The past come to life: replicas of a “Lilienthal '’ monoplane and biplane, constructed by Messrs. Zander & Weyl to the order of a film
company. are brought to Dunstable Downs 1o be ‘*shot.”” Right bottom picture shows the “shooting " in progress, with a group of Victorian

tat hS

“Lilienthal” take off.

8 wa

[Photos by C. A. Beck.
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Scenes at the instruction camp on Dunstable Downs,

Left, top: the Manchester Club’s “ Priifling” and other machines at the base, showing

““The Bowl” in the distance. Right, top: reassembling at the foot of the hill after lunch. Left, below : Mr. Bergel points out the way lo a
pupil about to try for his “A™ test. Right, below: starling for a “B™ in the nacelled ** Dagling.”’

The Dunstable Gliding Camp

The success of this fortnight's camp, organised by the London
Gliding Club, has been too incredible. We have been aleng there
several times to collect news (it is still continuing as we go to
press), but have been simply left gasping. To one who remembers
the early struggles of the club, in the lean days when the first
flush of publicity had left it, the sight of all this activity is too
much hike a fairy tale come true.

Sixty-five campers arrived, all thirsting to take the air. Some
had previously taken it in aeroplanes (including one with several
hundred hours’ flying to his credit) ; others had never been off the
ground. One pupil was seventeen years old, another in his sixties.
In addition to the ‘‘unattached,” members of the following clubs
joined the camp: Bristol, Derby, Elgin, Furness, Jersey, Kent,
L.endon, Manchester, Midland, Newcastle, Scottish Union, Scuths
down, Tees-side, Yorkshire, and the Australian Gliding Association,
And, apart from the actual partakers, visitors also came from the
Channel, Dorset, Accrington, Cambridge, Rycdale and Nottingham
Clubs,

The tragic loss of G. E. Collins, the very day before he was to
leave Sir Alan Cobham's Display to ceme and act as chief
instructor, led to offers of help being received from all over the
country, and there was no doubt of a general feeling that, as a
tribute to his memory, the duty was to carry on and make the
camp the greatest possible success. Sebert Humphries very nobly
took on the job of chief instructer at a moment's notice, with the
result that enthusiasm at once rose to fever heat and remained
permanently at that level. He was helped by relays of assistant
instructors, among whom J. P. Dewsbery and B. G. A. Meads
should receive special mention. Mr, Meads and his fellow-members
from Manchester actually brought their own PrUFLING and
generously allowed the more proficient of the camp pupils to fly
it off the top.

The organisation appears to have gene without a hitch, and for
this the credit must go principally to J. R. Ashwell-Cooke. Few
people realise that to organise an affair of this sort means months
of unobtrusive hard work, and has needed not only much organising
ability but quite a lot of faith, since nothing so ambitious had
ever been seriously attempted in this country before and there
were no precedents to go upon.

“Undoubtedly the outstanding feature of the camp,’” writes
one who attended it, ‘“‘was the cnergy and enthusiasm of the
ab initio squad under Humphries. When launching, they ran
so hard and fast, with loud cries of ‘Follow through!’ that the
distinction between a bungy launch and an auto-tow was barely
discernible. Disdaining a car for retrieving—they said it injured

3

the machine—they towed the machine back after each hop by
man power. But the most awesome sight of all came later when
they were using the ‘mantleshell” and carried the machine there
al the run, They said it was ‘easicr’! Up above, almost equai
energy was to be scen, and machines were fired off the top at
an incredible rate, for which much credit is due to the excellent
retridving of Mr. Thomas,

““There was very little crashery, nor was there any worse case
of personal injury than that of the lady member of the launching
crew who was caught by a wing tip, and even she sat down to
the next mcal.

*The necessary concomitant of much gliding is much washing,
and we shall never forget the sight of our jovial chicf instructor
stunding in front of the tents as God made him, while willing
hands poured the contents of the fire bucket over him, and he
prayed to Heaven in a loud voice to keep the women inside. In
the evenings the Dunstable swimming pool provided so great an
attraction as almost to empty the bar.

*“It has been a wonderful time, and the universal verdict is:
“There must be more of this.” Well done, the London Gliding
Camp !

The following obtained certificates during the camp :—

“A*" Certificates.

Burnett Gifford Logan
Booth Griffis Mclver
Brown Heath Powell
Bullwinkle Hervey Thomas
Cramp Huddleston Timings
Davis Hutton Vigers
Iidwards Jackson Wagstaffe
Elwell James Wheeler
Foster Feeny Wise
Garner Kaye Winch

“B' Certificates.
Barnes Griffis Mclver
Beeton Heath Powell
Burnett Hervey Simpson
Brown Hutton Thomas
Bullwinkle Jackson Vigers
Davis IFeeny Wagstaffe
I'oster Kaye Williams
Garner Logan Williams
Gifford

¢ Certificate.
Hervey
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Yorkshire Gliding Club

Saturday, June 22nd.—Wind S.E. At mid-dav Neilan was
launched by car on Proressor, but an unfortunate lull forced
him below the hill top, He landed on top down wind. During
the afternoon Roy Watson and Alderson received turning practice
on Hous L.

Sunday, June 23rd.—Wind S.E., 5 m.p.h. Hors l. was winch:
launched, R. Watson and Blakeston doing furning practice.
Hastwell and Wordsworth made circuits, STEDMAN two-seater
carried passengers round the moor, and Miss Horsley made
several good straight glides after winch-Jaunching on Dickson.
Clemons and Reid were given slides. They lifted occasionally
and landed hastily, to the detriment of the landing wires.

Saturday, June 29th.—We were glad to welcome Hardwick,
who arrived with Slingsby. The two of them took up the FarLcon
two-seater in very unfavourable conditions with a wind E.S.E.

They flew over White Horse Slope, where they remained for
seven minutes before landing on top. Blakeston, Alderson, and
Miss Horsley continued training on Hous [.

Sunday, June 30th.—Wind light, variable. With no wind an
excellent opportunity was provided for practising circuits after
winch launches, Blakeston made half and three-quarter circuits
and did two qualifying 45’s towards his *B,’’ and Miss Horsley
and Alderson continued training on Hors 1. In the evening
circuits were made on FaLcon I. by Slingsby, Hastwell, Stedman,
Sharpe, Cox, Holdsworth, and Jowett, Reid showed great im-
provement on Dicksox after winch catapult launches.

Tuesday, July 2nd—With a wind slightly S. of W, at
10 m.p.h., conditions were ideal, and telephones were set buzzing
early to arrange an evening meet. In the evening Sharpe took
up Farcon 1. for an hour-and a gquarter, and meanwhile Slingsby
took a passenger in FaLcoN two-scater for 20 minutes.
Holdsworth flew Hors 1. for eight minutes, Slingsby took up
another passenger and later gave R. Watson 20 minutes dual.

On the following evening, with the wind still in the same
quarter but stronger, Slingsby few Farcon tweo-seater with pas-
sengers, and Hastwell flew Farcox L., each flight lasting about
20 minutes.

Saturday, July 6th.—Wind N.W., 10 m.p.h. Farcox 1. was
launched with Sharpe, who soared for 16 minutes. Holdsworth
and Wordsworth took turns with Hors 1. for five minutes each.
At 5 p.m. Holdsworth was again launched on Hors 1., reaching
300 ft. Afterwards Blakeston fook his “B" with a circuit of
1 minute 20 seconds on Hous 1., and then he soared for two
minutes, making three beats. The wind had dropped now, so
primatry training was continued on Hors 1. Hastwell and
Slingsby both managed to hold Farcox L. aloft for seven and six
minutes respectively, and both also managed to land on top
by sneaking in over the edge down wind.

Sunday, July 7th.—Wind S.E., very light. Training continued
with Dicksox and Hors [. Heath took his ““A™ on the latter
after winch-launch.  Proressor made winch-launched circuits
with Stedman and Sharpe, after which Neilan soared her for 15
minutes on thermals—without a variometer, STEDMAN two-
seater made circuits with passengers and Slingsby made one on
Farcon 1., just to keep his hand in.

Tuesday, July 9th.-—Neilan on Proressor, with auto-launch,
found that hill lift stopped at 200 ft. but he reached 1,400 ft. on
thermals, spending 2 hours 17 minutes in the air.

Wednesday, July 10th.—Wind S., veering to N.W. Neilan
was auto-launched on PrRoressor at 10,45 a.m. During the
morning he found thermals up to 1,100 [t., but only to 900 ft.

' Cloud Sireets” in a wesl wind at Sutton Bank, The " Stedman”
Two-seater is in the foreground.
[Photo by /. C, Neilan,

A Reminiscence: Sutton Bank at Whitsun. C. E. Hardwick is standing
by his '"Falcon II,” with P. A, Wills about lo lake off in it.

[Photos by H. O. Davies.

during the aflternoon. He found that hill lift reached 600 ft. at
times, but that its limit was most usually 300 ft. After 7 hours
6 minutes he decided that the seat cushion was uncomfortable,
s0 he landed voluntarily. About 9 p.m. Fatcox 1. made pro-
longed descents with Stedman and Neilan,

Saturday, July 13th.—Neilan was launched, by car, over White
Horse Slope at 2.20 p.m. in an 8 m.p.h. §. wind. He found
thermals quickly, always without a variometer, and he circled off
across the West Bay towards Ielixkirk, reaching 1,000 ft. Ar
4,50 p.m. he nearly repeated the performance, but found less
therma! lift, and the flight was confined chiefly to the White
Horse Slope. Miss Horsley continued training on Hovs I., mak-
ing attempts up to 29 seconds for her ““A." STEDMAN two-seater
carried passengers in circuits and Fisher (Joe) and Clemons
did slides and hops on DicksoN—Dbrave old veteran.

Sunday, July 14th.—Wind N., 10 m.p.h. Miss Horsley took
her A’ on Hous 1. with 33 seconds, after winch launch, and
later made attempts up to 52 seconds, with turns for her qualify-
ing flights for *“B” certificate. STEDMAN two-seater carried
passengers, and Ncilan (Senior) made some strdight ‘towed
flights on Hors 1. Jowett had his first experience of cloud flying
by going into a low one on Hors [. while still attached to the
end of the winch cable. He released at 300 ft., but had altered
his course by 90 degrees when he reappeared under the fog
base.

Monday, July 15th.—Wind W. Neilan on Proressor made an
out and return flight of six miles to Black Hambleton, reaching
1,200 ft., but finding no thermals. In the evening Holdsworth
was launched on Hors I., but the wind had dropped and he
landed below.

Tuesday, July 16th.—Wind W. to S.W. Neilan was up all
day in Proressor doing his duration record flight of 18 hours
7 minutes, with a voluntary landing, (Pilot’s account of flight
elsewhere in this issue.)

Wednesday, July 17th.—The Press having become interested,
their photographers turned up at Sutton Bank on Wednesday
in the hope that Neilan would be attempting to break his own
record. He was launched at 12.30 and sported about for 15
minutes while the Press took photographs. In the evening a
midweek party arrived while Neilan was up again on PROFESSOR,
attempting to make cloud contact, in which. he was unsuccess-
ful, He reached 1,600 ft., however. At 8 p.m. Stedman on
his two-seater took up his son Adrian as passenger. During
an hour’s flight it was observed that the machine made occasional
switchbacks through the atmosphere, and it was learned later
that young Adrian was responsible for these whilst taking over
the controls to let his father warm his hands and stretch his
legs. The FaLcox two-seater carried several passengers with
Slingshy, who on one occasion made a flight out to the reservoir
five miles away and back. Stedman took up Dr. Neilan for half



138

The Sailplane

Auvgust, 1935

an hour's dual instruction. Sharpe and Hastwell flew Farcox I,
for 20 and 45 minutes respectively. At 10 p.m. Cox was launched
in Hors 1. 1In the words of the instructor in charge, he flew
FAR TOO FAST (large type quoted from log) and descended
in the valley.

Furness Gliding Club

During the last month training has proceeded in face of many
difficulties whenever the weather permitted.

Sunday, July 2ist.—On the site of the 1932 competitions: Wind
west, 30 m.p.h., brilliant sunshine and massive cumulus over-
head. W. A. Stevens was launched at 12.30 p.m. and im-
mediately experienced good lift. After touring up and down
the breast of the slope for a few beats he started experimenting
with the clouds (which were of the real text-hook vagiety) and
gained colossal height. On several occasions he nmdeatxcul‘sions
up wind and out over the Duddon Estuary in the direction of a
cloud street. At last the watchers were convinced that he would
succeed in crossing to Millom ; so deceptive is distance, however,
that when Stevens eventually settled on the sands we were agree-
ably surprised to find that the journey of recovery was not too
far after all. He had been in the air exactly one hour and, in
his own words, had lcarnt a great deal. His description of the
vigorous lift under the clouds makes one feel that he was wise
not te venture further without instruments, ;

Some very promising new members have joined, and with
gond organisation we hope to accelerate training, and may try
auto-towing on the sands in the near future.

Should any pilot wish to visit our site he will be made
welcome.
Dorset Gliding Club
Maiden Newton, Saturday, June 22nd.—The wind though
useful in strength, was coming from that point in the

east which was quite useless an this site, and gliding did not
start until after tea, when there was an almost dead calm,
From a gentle slope on the south side. Walden made three steady
short flights. Operations were then started from further up,
and Walden showed still further improvement. ‘Then, although
there was not time to get him his “‘A,"" the launching gear was
moved up above a ridge on this slope, and he did two very good
flights of 20 and 21 scconds.

Several members camped in the Club House for the week-end.
We were also pleased to see Mr. Langdon out there once more,
and as the weather appeared set it was hoped on the following
day (Sunday) to get in a lot of elementary training.

Sunday, June 23rd.—Although the day was fine and warm,
the wind easily broke the record for awkwardness and
variability, for, though on the hill top the wind sock indicated
east, yvet down in the valley, where the training was going on,
it shifted its direction just as last as the launching gear could
he moved. However, even under these unfavourable conditions
40 launches were made, these being shared by Messrs. Crow,
Gaunt, Clewlow, and Aldridge, and Miss Laver, all getting a
lot of the ground work of their training. Rolfe, being team
captain, had many test launches. Owing to the heat of the
sun and the energy dissipated in moving the launching gear so
many times, a lengthy halt was made for dinner, and we were
pleased to welcome Mr, Buxton (ol the London Gliding Club),
who, being at Weymouth, had motored up to see us with a
friend, and we hope they enjoyed the facilities of our club house.
A long break was made for tea, but as conditions failed to im-
prove, the meeting closed before 9 p.m.

Maiden Newton, Sunday, Jume 30th.—The wind on the
previous day had been quite useless, but having now moved
sufficiently round to the north, the glider and launching gear
was taken round to the top of the “Cottage Slopes''; from
here Lansdown (team captain) did a flight of 45 seconds, and
Walden and Clewlow were then given several launches from
about one-third of the way up. Then the launching gear was
moved to a point three-quarters of the way up the slope; from
here Walden did a steady 22 seconds, and was then sent off
the top to get his ‘““A’ certificate, and just failed by the margin
of 1 second; but at the next shot he duly qualified by doing a
very nice flight of 33 seconds. Clewlow did 17 scconds from the
point three-quarters of the way up the hill, and fhen he was
launched from the top; this flight was also 1 second short,
being only 29 seconds. By the time the glider had been retricved
for his second attempt, the wind had freshened just a little,
and with this little help plus the experience gained in his first

attempt, he qualified for his ‘A"’ certificate with a fine flight of
39 seconds, this being the second ‘*A" certificate gained this day
and the fifth certificate gained in this month, the total being
composed of three “A’s" and two “‘B’s.”’

Training was then started in the valley bottom, where Messrs.
Gaunt and Aldridge were each given five launches. Both of them
made very good progress, Gaunt overcoming a tendency to stall,
partly due to his relatively light weight, whilst Aldridge corrected
his inclination te do ‘‘circular tours' and also flew the machine
at a fair height without making the usual beginners' error of
stalling. After Miss Laver had been given three slides the fail-
ing light caused the meeting to end, thus concluding a very
successful month'’s work,

Among those present was a former member of the Bradford
Gliding Club.

Ulster Gliding Club

Saturday, May 25th.—Empire Air Day celebrated by throwing
the Scup off Scrabo Hill, a precipitous hump close to New-
townards Airport, Co. Down. The first launch deposited the
machine into a ploughed ficld on a wing tip, presumably owing
to the tail holder (an obliging yokel) getting up and walking
with the bungy crew. He said afterwards in explanation: “Sure,
an’ how wud 1 be expected to hould back wid six big fellas
pullin® agin me?’ The answer was, of course, unprintable.
IF'ollowed a normal launch and a quarter of an hour’s uncomfort-
able cliff-skating for Mackie. A weakening (?) breeze let him
down, and he finished up on the aerodrome. One suspects he
had the idea in his head the whole time, this being his first
chance to do so. A few auto-towed flights across the aerodrome
followed in the hope of finding lift from thermals, but 200, ft. or
so seemed insufficient to connect properly, although the air was
undoubtedly full of them.

Sunday, June 16th,—Liddell and Baster flew Grunau and
KasseL 25 at Magilligan for an hour, up to 1,500 t. No excite-
ment, i

Sunday, June 23rd.—Harris, Liddell, and Metcalfe practised
spot landings with Scup and Gruxau at Magilligan, The in-
dividual accuracy was in inverse ratio to soaring hours. In
three landings each the total yardage from the mark was:
Liddell, 44 yards; Harris, 54 yards; Mectcalfe, 140 yards.
Liddell’s chest is, naturally enough, increascd about two inches.
Later, Metcalfe managed to soar for half an hour in a faint
sca breeze. Flying time, 11 hours,

Saturday, July 6th.—A “ Judging the Flying Errors’ competi-
tion at Newtownards Airport was won by a soaring member
of the Ulster Club in face of all rivalry from power pilots. We
don’t know yet which was the more surprised, the flying school
or the *‘ignorant™ sailplane pilot!

Sunday, July 14th.—Harris and Wynne created a precedent
(for Ulster) when they had a good afternoon’s soaring with
Scup, from the Umbra (Magilligan). Just the two present, plus
contraptions, quick releases, ctc. We hope from now on that
launching crews will be superfluous wherever a car can be driven.

Heights up to 2,100 ft., and flying time 3} hours.

Monday, July 15th.—Metcalfe launched in Scup from Castle
Lecky (between Umbra and Hell’s Hole, Magilligan). FEnor-
mous lift but cloudy, and difficulty was expericnced in dodging
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Soaring over the Atlantic Coast: A photograph taken from the cockpit of the Ulster Club's ' Scud 11.” while flying at 2,000 feet above the

Umbra at Magilligan, Co. Londonderry.

Far down below the waves are breaking on the famous Magilligan Strand, from which the machine

was launched.

the pea soup as it formed below and surged up to engull the
machine. A huge stationary mass of cloud, on the windward
side of Binevenagh, enabled the Scup to be flown along it for
two miles, with the wing-tip literally buried in it, Height,
2,600 [r., at which (3,400 ft. above the beach) the visibility, in
clear spells, was stupendous. Flying time, 2§ hours.

Tuezday, July 16th.—Benbradagh was tried to-day, and Wynne,
launched in Scup, plodded around for 1} hours at about 1,200 ft.
in and out of cloud, experimenting with a new Perrin bank and
turn indicator, battery driven. A really sticky mess of mist came
down as he was about to land, and the ceiling at take-off point
became about 50 ft. All one could hear was the subdued and
rather ghostly “‘sough’” of the wind, as it sounds on these
occasions, and a somewhat worried voice from out of the void:
0 Ot . mist !""  The wind failed soon afterwards and
forced him down to the bottom. How he manages on such
occasions Lo pick, almost invariably, the smallest field in the
vicinity and with equal regularity, put the machine down safely
in it, is with us a constant source of wonder. Flying time,
14 hours.

Wednesday, July 17th.—Wynne and Metcalfe with Scup spent
a pleasant afternoon at Magilligan. Another precedent created,
when it was found possible to launch from the beach and soar
in a west wind. For once we turned up our noses at gulls
flapping below us. True, Metcalfe required two launches to get
off, but Wynne excelled himself by reaching 8,600 [t., and doing
a round tour of the district—Binevenagh, hall way to Coleraine
and back home inland to Downhill,  Flying time, 3 hours.

July 28th.—[.iddell and Metcalfe flew Grunav and Kasser 20
from Castle Lecky, Magilligan, for about 21 hours each. The
veteran KAassEL is now resplendent in a new coat of aluminium
paint and surprised us by maintaining an almost equal altitude
to the Gru~au, in fact there was practically no difference.

A dull, rather uninspiring day with lowish cloud and vicious
wind. Liddell visited Binevenagh for his first experience of that
wonderful “whoosh' and was duly impressed. Flying time,
4} hours.

[Pheto by N. P. Metcalfe.

Midland Gliding Club

July.—This month has shown much progress in the club.
Four “B certificates have been obtained and three more “‘A’s,)"’
bringing the total up to 21 “A™ and four *'B" certificates, while
several more members have made their ''45's" towards the ““B."

We are now back again at IHandsworth, the hill being at last
cleared of the hay. There is a possibility of soaring here now
that the belt of trees along the ridge of the hill are in leaf, and
there is some speculation as to who will be the first to soar
on this ground.

A General Meeting was held early in the month to elect a new

committee. It is hardly nccessary to say that our chairman,
Mr. C. 5. Hardwick, was unanimously re-elected; all of the

gliding fraternity who are acquainted with Mr. Hardwick will
agree that anyone finer or more suited for the position would be
difficult to find. The remainder of the committee were also re-
elected with one exception. Mr. H. Testar, who has acted as
hon, secretary, and who has done some splendid work in this
capacity, retired, and his place is to be taken by Mr, L. Felton.
Lieut.-Commander R. A. B. Williams (vice-chairman), Mr. G.
Beeton (hon. treasurer), and Mr., C. Fisher were re-elected to
the committee.

It was announced that a new branch of the club was in forma-
tion, several enthusiasts of the Austin Motor Co., Northfield,
having approached the club with the ebject of forming a North-
field branch. This has been agreed upon, and some of them are
being trained at the Midland Club ground, and when proficient
will act as instructors to their own branch. It is proposed that
the new branch will act as a separate unit, but will be supplied
with a machine and tackle for primary purposes by the club,
and also use the Long Mynd at Church Stretton for soaring.

Another announcement which caused considerable excitement
was that of the removal of the difficulties, shooting rights, etc.,
which have prevented us using the soaring site at Church
Stretton. Mr, Hardwick has had a very difficult task in procur-
ing this ground for soaring, but he has again worked the miracle,
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and the plans of the new hangars and club house have been made.
Work on these has been started, and it is hoped they will be in
use by the early autumn.

July 2nd.—Castle Bromwich Aerodrome, Conditions were
ideal and our efforts were speedily rewarded. Olver and Healy
both obtained their ““B’’ certificates with flights of 781 and 73
seconds respectively ; these are the first “B’s” obtained in the
club. Three “A’ flights followed in succession: by Barnes (32
seconds), Jefson (39 seconds), and Latiy (393 seconds). A new
graduate then tried his hand in the nlecelled Dacring, with
smashing results, and flying terminated for the evening.

July 9th, Castle Bromwich,—Conditions again in our favour.
Everyone was expecting more “‘B’ certificates, but unfortunately
the DiGLING was again put out of commission by one of the
members who, in attempting to obtain a ““45,”" held the machine
off and stalled completely at about 15 ft. I‘ortunately the damage
was not extensive, and the rest of the members, fired with the
prospect of more “B" certificates, set to work to repair it for
the following night's activitics, with very satisfactory results.
While the machine was being towed back from the scene of the
disaster the pilot, who was tendering his apologies to the mem-
bers, was interrupted by a small boy who had climbed the rails
and requested his autograph. Tha pilot, being modest, however,
refused.

Two more “‘B' certificates bave now been obtained, and
the PRUFLING has been poared at Handsworth as previously
predicted, but details are not yet to hand.

[It is good news that the club’s chairman has been able to
cbtain another site on the Long Mynd, and this, coupled with the
necessary amendments to the Air Navigation Act, which we
understand are being made, should throw open at last one of the
finest soaring sites in the country.—Lp,]

Jersey Gliding Club

The club’s Zdcring was ‘““written off” by an ab initio on
March 31st, but by the following Sunday the DacLING was ready
to fly again, it having heen out of commission for the fitting of
a nacelle designed by Mr, Slingsby. On April 14th flights were
made from the Gully, and afterwards, with a shift of the wind
to north, on a new site which proved quite successful. Good
Friday was a perfect flying day; only four members could come
out, but visitors helped ¢n the launching rope. Messrs. Glassford,
Carter, Jenkins, Harvey, Bisson and Bacon had three flights
each on Easter Sunday and two each on Monday, the wind on
the former day being 20 m.p.h. After a period of unfavcurable
winds, May 19th brought good weather, and five members had a
good afternoen’s sport.

June 2nd,—We have gained two new members, so we gave
them ground-hops. Later, we tried our West Slope, which we
have cleared of gorse and bracken, and were able to make much
longer flights, including one by Harvey of 20 secs.

June 16th.—An excellent 15—20 m.p.h. west wind, which
greeted us, plus our new launching rope, cnabled us to have
really interesting flights up to 24 seconds (also by Harvey).
EFach flight consists of a turn to the right, landing straight into
wind. When we are able to launch from the top of this slope,
30 seconds should be possible.

Sunday, July 21st.—As we have had only north winds for the
last five Sundays, we were glad to see a west wind, which enabled
us to try the experiment of launching with the car. This proved
most successful, and five members had five flights each.

Sunday, July 28th.—West wind again, so we repeated the trials
of last Sunday and had shots from ground level. Next time we
will experiment from our slope.

WHERE TO STAY FOR SUTTON BANK

At home to Gliders

THE BLACK SWAN HOTEL Bed, bath and breakfast

is at Helmsley—only seven
miles from Sutton Bank.
It is a Trust House, which
means comfort, good food
and quick service. And
we are happy to say that
we have made special
arrangements for gliders.
You can have a 3/6 or 4/6
dinner—or bacon and eggs
at odd hours if you prefer.

cost 9/- a day. We will
gladly take phone messages
from cross-country gliders—
ring up Helmsley 3. We can
accommodate cars and trail-
ers. You may have parcels
and things sent here toawait
your arrival. If you can
think of any other special
services—tell us and we will
arrange them if we can.

THE BLACK SWAN
HELMSLEY

Proprietors -

Trust Houses Ltd., 53, Short’s Gardens, London, W.C.2

THE WORSLEY ARMS
HOTEL

Residential and Fully Licensed

Under New
Management

ogo
SPECIAL TERMS TO GLIDERS

14 BEDROOMS. MODERN CONVENIENCES

Bed, Bath and Breakfast, 7/6
12/6 per day
Dinners from 2/6
PICNIC LUNCHES provided when desired

CONVENIENT TO SUTTON BANK

Member British Field Sports Society
A.A. Recommended

HOVINGHAM SPA, YORKS.

Telephone: Hovingham 4
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General Meeting.—As it was evident that our membership was
going to be greatly reduced this coming year, which dates from
May 1st, we decided to call a general meeting for April 10th to
find out how matters stood, and to our great disappointment
found that our membership would be reduced to only 11 from
an original 86 ; but we are not downhearted and are still deter-
mined to get off the “‘top.”

The officers appointed for 1936 are as follows: Captain, Mr,
Glassford ; vice-captain, Mr. Bisson; hon. secretary, treasurer,
and recorder, Mr, Carter. -

The subscription has been fixed at £3 per annum and entrance
fee 10/6. We have also found it necessary to charge members 6d.
per flight for the first 20 flights and 3d. each subsequent flight,
for maintenance and cost of new launching rope, etc,

Elgin and District Gliding Club

The club's first machine, an R.F.D. Primary, by Moessrs.
Slingsby Sailplancs, arrived by road on Saturday, June 22nd.
Mr. Slingsby very kindly sent along two men from his works to
give a rigging demonstration. One of them, Mr. Jones, made
a short exhibition ground-hop and supervised further ground-hops
by members.

The next meeting was arranged for Tuesday, the 25th, and
although it was raining the machine was taken out and some
twenty-five members were given a hop and went home soaked
to the skin, but happy. On Wednesday, the 26th, the machine
was again taken out, but as it was still raining and a gusty
wind was blowing from a dilferent quarter everv few minutes,
very little was gained but rigging experience and some healthy
exercise.

The club has rented a disused bacon factory just outside
the town, and aftec much hard work it provides a club room,
workshop, hangar, and small parking space. There is also a
cellar or dungeon which, as the whole place is reputed to be
haunted, has heen suggested as a suitable repository for those
members who have been unfortunate enough to have a major
crash,

The club is fortunate in having among its members representa-
tives of almost every trade which could be of service to such a
club and, as they are all very enthusiastic, much work has been
done for a very small outlay, For example, thrce members, an
engineer, a blacksmith, and a wood merchant, between them
built a first-class sprung trailer, complete with automatic brakes
(which work), for less than the cost of a launching rope.

One member is going to Dunstable to attend the London Glid-
ing Club’s summer camp. The remainder of the club, like true
Scots, are looking forward to his return and the benefit of his
experience.

[The Federation.—The club president writes that the club has
no knowledge of the *Federation of British Gliding Clubs™ until
the matter was brought to public notice in last month’s SAILPLANE
aAND GLIDER, and states that his club has not signed any agree-
ment with the Federation. We are glad to hear this, and regret
that the club should have been upset. Since the organisers of
the Federation did not choose to send us news of their activities,
we were reduced to obtaining our information from such sources
as were available, and some members of the FFederation appeared
to have bheen wunder the impression that the Elgin Club
was to join. It should be explained that, in our last issue,
the row of dots connecting each name of a club with that of a
Federation officer was apparently put in to look pretty, and should
not be taken as indicating any connection between the two.—FED.]

WHERE TO STAY FOR SUTTON BANK

GOLDEN FLEECE HOTEL
. RAG. THIRSK

AIAI

Headquarters Gliding Community

LUNCHEONS

Telegrams: FLEECE, THIRSK

TEAS

E. LEE, Proprietress

DINNERS

Telephone: 8 THIRSK
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Newcastle Gliding Club

Sunday, June 23rd.—Wind S.LE., 815 m.p.h. Exceedingly hot
and sunny. Unusual, but welcome, Much swigging of drinks,
more income. Thirty-five launches,

Wednesday, June 26th.—Wind S.W., 8&—0 m.p.h. Only three
laynches before wind ceased to function. Working on CRaMCRAFT
wilgs.

Sunday, June 30th,—Wind W. and E,, 8—12 m.p.h. Rain dur-
ing morning and part afternoon, cnabling further work to be
done on the Cramcrart. Many visitor®” Thick mist covered
the moors at tea time and prevented the continuation of flying.
More work on the CRAMCRAFT. -

Sunday, July 7th.—Air wafted from the east. No velocity.
Good attendance of prospective members. No flying until late—
still more work on the CRAMCRAFT by a large attendance of
members. Twelve launches in the late afternoon—the twelfth
being sclected by one pilot to crumple a wing after a spin.
Wing opened out and the surgical operation to the main spars
was commenced.

Sunday, July 14th,—Wind N.E., 10 m.p.h.  As would be ex-
pected, only the *‘all faithful" members attended to complete the
wing repair (the “‘culprit’ himself not even turning up to take
an interest). The surplus members present set to work on the
sleeping chalet and sorting tools. Super attendance expected
next week when flying again.

Pwllheli and District Gliding Club

It has taken us two months to repair the machine after
our recent completz smash up and we have now recommenced in-
struction. We have been visited by Mr. Richards, of the Kent
Club, and by Mr. Jarvis, of the Leicester Air Sports Club, and
we welcome any visitors to the district as temporary members,

New Gliding Clubs

Inverness.—Inspired by a display recently given by Miss Joan
Meakin, a number of interested people have decided to form a
gliding club for Inverness, provided a sufficient number of
enthusiasts come forward. Write to Mr. I'. Oliver, 18, Leys
Drive, Invérness.

Plymouth.—*“To Foster Gliding: Woman Hotelier Sponsors
Movement,” is the heading of a paragraph in The Caterer and
Hotel-Keeper, which continues: '*Mrs. B. L. Ashford, of the
Strathmore Hotel, Plymouth, is anxious to sponsor a movement
to establish a gliding club in every town and village in England."
She is appealing for 600 people to form a Plymouth Gliding Club,
and told the paper's representative : *‘1 think there are plenty of
young men willing to take up the sport if they are given a lead.”

Devon.—The framework of the club’s first glider has been
finished, and examined by the B.G.A. representative prior to cover-
ing, A flying ground has been obtained at St. John’s-in-the-
Wilderness, Withycombe,

Birmingham.—The Midland Gliding Club is centred on
Birmiingham ; nevertheless anather gliding club has been started

in the district, accerding to the local Press. It is called ‘‘The
LEagle Gliding and Flying Club,"” and has been using a site at
Chaddesley Corbett, though this has now had to be given up, and
new sites have been found to the north-west and south-cast of
the city respectively, both near the city boundary.

Shropshire.—Capt. A. E. Bowen, of ‘“The Travellers’ Rest,”
Affrott, Craven Arms, has supervised the reconstruction of a
glider and carried out test flights on it. It is said te be *‘now
perfect, and ready for the instructicn of pupils,”” but there is no
information as to whether an actual gliding club has been formed.

Club Equipment for Sale.

The following items, the property of the undérmentioned Gliding
Clubs now being wound up, are for sale. All cficrs will be
considered. Unless definite agreement is arrived at to the contrary
it is understood that the purchaser will remove the items from
their storage places.

Poole and Bournemonth Gliding Club.—Liquidator; Colonel
Martyn, St. Hilary’s School, Alexandra Road, Parkstone, Poole,
Dorset ; or P, S. Foss, Linden Hall Hydro, Bournemouth, Hants.

Spare pair of wings. Enclosed trailer.

1. PrRUFLING complete.
Approx. 20 man-

Fuselage slightly damaged in the nose.
hours to repair.
2. DaGLiNG centre section, less mefal fittings. New ; unused.
3. Dacrine tail surfaces and empennage complete but un-
covered ; new.
4. Set of metal fittings for DacLiNG centre section, empennage,
ete.
. Approx. 50 yards of shock-absorber cord, unused but not
guaranteed ; § ins.

ot

Wiltshire Aviation and Gliding Club,—Liquidators: R. Kelly,
23, St. Andrew’s Road, Melksham; P. §. Foss, Linden Hall
Hydro, Bournemouth, Hants.

6. Zoering fuselage complete, or with stranded wire flying
wires, detachable nacelle behind the pilot. Recently over-
bauled. The fuselage requires a new plywood panel in
the nose; otherwise in first-class order.

7. ZécrLixg tail and tail surfaces all recently rebuilt and in good
order,

8. ZocLing starboard wing in good order.
damaged but repairable.

9. Trailer, open type.

10. 150 yards of & in. shock-absorber cord; unused.

11. Port wing completed, less aileron, but uncevered, of HoLs
per TeureL Mk. II. Parts of starboard wing made but
not yet assembled.

12. Stopwatch, single hand, In good order,

13. Sundry items of equipment such @s plywoed, spruce in
various lengths, 400 feet wire cable with drum, tools, cte.

14. 2 trolleys fer moving gliders, large und small,

15. Windseck and mast (marked “Wilts'').

All these items may be inspected by arrangement with the
Jiquidators, the P. and B. items in Poole and the Wilts items
near Swinden, Mr., Foss will willingly give more detailed
description of damage or condition of any of the above items on
enquiry.

Also port wing

GLIDING

AND MOTORLESS FLIGHT

By L. HOWARD-FLANDERS, M.I.Ae.E,,
A.F.R.Ae.S., AM.Mech.E., and C. F. CARR

A complete guide to the sport of gliding. How and where

gliding is practised, different types of gliding, formation of

clubs, ountstanding achievements—all these and many other

practical and interesting matters are dealt with in this fascin-

ating book. Every enthusiast should have a copy. Second
Edition. 158 pp. 7/6 net.

PITMAN'S BOOKS

Order from a bookseller, or direct from

SIR ISAAC PITMAN & SONS, LTD., PARKER STREET, KINGSwWAY, LoNDON, W.C.2

PILOT’S “A” LICENCE
Compiled by JOHN F. LEEMING

Everyone who wants to obtain his Flying Certificate should
get the New Revised Seventh Edition of this well-known book
immediately. It has been practically re-written in accordance
with the latest official restrictions and regulations and is fully
up to date. A special new feature is the arrangement of
several chapters in question and answer form. This Edition
is essential to everyone who needs to have authoritative
information on the subject. 84 pp. 3/6.
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THE CARDEN-BAYNES AUXILIARY
(Engine Retracted)

Patents applied for

SCUD 1I

The most successful sailplane in the 1933
and 1934 B.G.,A. annual contests, and
holder of British altitude record of 8,323 ft.
A light and efficient 40 ft. span sailplane
designed for the private owner. Easy to
erect and launch.

Price £125, at Works

SCUD Iil

A new highly efficient design of greater
span and refinement. Even easier to erect
and operate, Quickly detachable cantilever
wings and tail planes. Wheel undercarriage
to assist take off and ground handling,
Ball-bearing controls. The most practical
sailplane ever designed.

Price £175, at Works

CARDEN-BAYNES AUKXILIARY

Identical with Scud III but fitted with a
small retractable auxiliary motor to enable
the machine to operate from aerodromes or
flat fields and climb to sufficient altitude for
thermal or cloud soaring. Engine or air-
screw may then be retracted into the neck
of the fuselage; restoring the gliding angle
to that of Scud II1.
Provisional Price £250

TRAILERS PARTS MATERIALS

ABBOTT-BAYNES SAILPLANES

(Branch of E. D. ABBOTT, LTD.)

FARNHAM, SURREY

Phone—Farnham, Surrey 682, 683

" THE DUNSTABLE
KESTREL

IMPROVED WREN

£115 with C. of A.  TRAILER £35

SET OF BLUE PRINTS £6 6s. Od.

THE CELLON PRIZE
awarded for First Flight of 50 miles
in 2 BRITISH Ssailplane
won with a WREN

Piloted by R. G. ROBERTSON, with a Flight of
52 miles, from Eyam to York, 11th June, 1935,

Note New Address:

THE DUNSTABLE SAILPLANE Co.
LUTON AERODROME, BARTON, BEDS.
Qur New Factory, fully equipped with up-to-date
machinery, ensures the production of only highest

grade aircraft and unsurpassed service. Best quality
materials employed.

ALL GLIDER MATERIALS SUPPLIED ‘

HANGAR

(No. A7)

£99 17 6

As supplied to many delng Clubs for the efficient kousing of Sailplanes, G[rdcrs and
rAlrp lanes, anage paid within 100 miles of works. Easy lerms arranged.
SPE8|FI°ATION 50 ft. long, 30 ft. wide, 8 ft. 1o Eaves, 15 f1. 6 ins.
1o Ridge. In complete sections for easy erection, Walls

1in. T.G. and moulded weatherboards on 3 X 2 framing. Iron-bound principals to
roof, strengthened with iron tie rods and brackets. T. and G, boarding tovered good
quality roofing felt, ﬁmshed with barge boards. hree windows each side. 21 oz
glass, ax. door opening fitted each end single hinged doors and removable shutters.

Ellis’s

GARAGES

Oller mndels f ]
‘ £ "‘3,"' e : ‘ iy ——————
arve! [
M sie %em . The ‘RAINHAM’
Sllpfer £450 ‘ £12/5/6 Strong framing with lin. weather-
| “H ;«m by 8 £12 56 boards to string course. Upper
| i lx 8|x6’x B' £1 portion of asbestos sheets with
“Rq {rom eI er 81"6l 8 £l13 % 8 broad wood overlays,  Roofl
e[l.n“ 100 zglx %‘ 7| ' 2% 63 framed of prmcnpals and 6‘"[“‘!
*Italia " (nll steel) | x10'%7'% 10" £ with covering of Italian Partern

Galvanised Iron. Half glass doors
strongly framed and braced.
Despatched in sections, all nuts

and bolts supplied,
G. ELLIS & GO0, R " *\ondon, £ 9

Available on Easy Terms.
Carriage paid in England
STiEd Wales,

from £8 10 0 |
“Villa™ |
from!.m 11 6 |

Send for FREE
GATALORRS
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