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CIVILIAN OR

SUBJECT which is being hotly debated now in |

places where post-war {lying—power and
Glider—is being discussed, is whether it is better to
have Service or Civilian Instructors. Certain plans
which it is said are now being canvassed envisage
ATC. Gliding being carried on by R.AF. Officers,
and, when there are enough R.A.F. Officers proficicnt
as two-seater glider instructors, and machines, even
Soaring.
the plan in question, the A.T.C. cadets are to go on

Proficiency in Gliding being attained under

to take their ** A" Flying Certificates at Civilian
Flying Schools at a flat fee to be paid in lieu of a
subsidy to the Flving Clubs. In
mmstructors are to be civilians.

This is a first-class idea.
Empire Air Scheme and the high standard of aircrews
it turned out has been due not least to the fact that
awvilian instructors were used.

this case the

The success of the

The reasons for the supeniority of the civihan over
the Service instructor appear to be two.

JOB v. EVENT
First it is a job ** to the instructor, by which he
€arns his living. It is also a profession calling forth

SERVICE °?

than it has where the instructor is senior in rank to
the pupil. What should be advice is apt to become
a command. Anything which can lead to the closer
and friendliest relations between master and pupil
should - be encouraged, and anything which might
spoil this desiderata should be removed.

For this reason, therefore, we hope that as soon

. as possible even A.T.C. Gliding instruction should

be in the hands of qualified Civilian Instructors, even

| though they may be held on R.A.F. establishments.

If not at the Elementary Schools than surely at the
Central Soaring Schools or whatever may be the name
of the advanced seminaries where the art is carned,

. like the pilots and their sailplanes, to higher levels.

all his attention and skill FEven to the best of |

Service Instructors it is usually an event in his
Service career, with which, because of his friends’
DS.0s ang D.F.C's he is ** browned off.” Conse-
Aduently he does not always give his pupils that keen

OUR LAURELS INDEED

The revelations of Mrs. Platt of the high standard
of sailplaning in the Argentine must make us re-cast
our ideas about our relative importance in the world
of motorless flight. They have made it more
important still that the regulations for the ™ C ** and
““ Silver C" Certificates in this country, should be
overhauled, as we believe is being done,

Clearly the requirements here are not so stringent
as those of the Argentine. How many British
“ Silver C "' holders, for example, can do aerobatics

| on the scale described in the issue by Mrs. Platt ?

Peychological Study and attention which makes a |

confident student,

F e . )
him.mm the pupil's point of view the relation between
and his instructor has much more chance of

: ‘h'n!nh_“mm"

where the instructor is a civilian

i

How many British Sailplane pilots could keep
position in simple turns even where one power
aircraft is towing three gliders ? Yet this seems to
be a commonplace in the Argentine, judging by what
we have heard and read. There will be further
descriptions we hope, next month, of new flying
evolutions in the Argentine.
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British Soaring Contests—3

THERMALS AT HUISH

By A. E. SLATER

MATIONAL LONTESTS 1033

E,-";HI,"-' in 1933 the British IRITISH

Gliding Association acquired
a financial windfall, and decided to
spend it in running a month’s
meeting during the summer, in
conjunction with a Gliding School.
The “* School ** consisted of a pair
of "BAC. VII" two-seaters
borrowed from the Southdown and
Rugby Clubs, and one paid
Instructor ; its object was to angle
for a Government Subsidy on the
ground that wvast numbers of
British Youth were clamouring for
gliding instruction. However,
Youth failed to turn up in any,
quantity, and the instruction, good |
as it was, benefited chiefly those
who were already there for the
Competitions,

The site chosen was a south-
facing ridge of the Downs to the
south of Marlborough, about 400
feet high in its steeper parts. DBut
as the wind blew from W.N.W.
during the opening week-end, three
sailplanes were taken across the
valley to Pewsey Hill and soared
there on June 18. The stoutest

Fhoto taken from a Sailplane 700 ft. up, showing Headquarters of
Huish Ghding Meeting, Vale of Pewsey, 1933. Photographed in the
same machine (B.A.C. VII two-seater) at the site from which Eric Collins

made the first British Thermal flights

IIJ‘-‘Tf'-‘““““'-"-‘- ;';"'-“’ 1}”}“ ”tF' i*‘i t‘!. COLLINS WAS FIRST BRITISH | British sailplane pilot managed &
AVer on 1€ Orse ub's : : . * n
i T LT PR cimb in thermal currents. Be
Dorsling,” a modification of the SOARER e AT . .-'1.R.T.. e
. : 2 : el r - TS, INSLIECERE &S
Pruething secondary type; - he I'he sensation of the meeting, | ihe * school ™ ar *‘!- coasito nilot who
: »'* school,” an ab 1mfio priot e

stayed up for over four hours in unforeseen by those who chose the had mad : reat —y i the
X 1 - . - d Al T stridies 1 s
almost continuous rain. site, was that tor the first time a pre vious ve .I:I. e & +he Fuarness
: us yvear, and at the umes

meeting had taken the ** Kassel2V
twice as ]|i_'..'.|'l as -J.:'_:-'-'rl".:_:'.' el
through an almost instinctive know
ledge of where to find the best bf

. o

His machine at Hwmsh was &
poorly-steamlined B.AXA witlh °
E‘-'.it' of wheels hanging below T

: ber ol coat i

a passenger m the Dack

was auto-launched 1ron

rrRiC R
Ll

along the ||i:1;-r..|_-. Al usualdy -‘-

up 600 feet, taking 2} munute =

come down again Rut .I[.IL

beginning ot _|E!|'-. he was ".":

11y |.||-' f.i1;_'||!- to OvVel I'- I-;

i'_‘- circling whenever hit wa=*= .|I"

on the wvanometer

simple design by [, lxent I

o .F:I:." -I: with his wile as i "h:‘ FL

he climbed in a thermal 10 golf :

set off down wind, found il ..

thermals, and landed 3%

dwdy a A1l Canmngs -R"‘“""I

1033, " Dorsling I. Laver} of the Dorset Gliding Club, soaring for he climbed @ 150 o J?__.,,'-'.H.‘.;"
. : bove 2

4 hours, June I8th ill-tap L ali _|_ P [ewsER

e S
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o anamed sOme thermal soaring

. she other B.AL

B . npoteworthy that these
.1 flights were the only
: '1 4 the meeting recorded in
t:::- .:-.,"'.l.-_ '_-_'-':Z.i_: |.|'..%III=:'- Hress | the
oliding school was 1gnored.
2 the way to attract the

Evidently .
to motorless flying 15 to put

oneself,

11;: a good performance onese
rather than to try to get credit for
ducing someone else to {ly at
L‘lIl’I{"I i".th_w':-]l_‘-u- L"_‘l-;I['ll:_'I'I‘."hL". s
heen hQorne out by hl]l‘!:-ﬂtlu:'nl
history . _
Other sailplanes at the meeting
were the ** Tern,”” in which A. H.
Reffell put up a thermal t]l.".{]n of
5} minutes ; the " Dagnall ” sail-
lane, which did no soaring ; and,
later, Hiscox's *° Hors der Teufel ™
and Slingsby’s ** Falcon.” F. G.
Enser brought a diminutive
“msearch sailplane ™ for test
flights, and there were nacelled
“Prnmanies” from the Preston,
Portsmouth and North Kent Clubs,

THE *“ DORSLING ™

On July 8th soaring was at last
possible on the south slope, and of
three machines up together, the
“ Dorsling ™" put up the cleverest
performance in the hands of Laver.
Cleverness was needed, for
whole ridge, eight miles long, is
umeguiar 1n shape and a south-west
wind was producing awkward tur-
bulence in places.

Little more opportunity occurred
['?T wanng on the south slope,
thoagh on July 15 Hiscox made his
Hols de Teufel ” climb 900 feet

wope lit. On the final davy,

J_: IR the Pewcas i o
T S g Pewsey site was used

iJ.t."-

Donis by _the " Hols"
e lern, till a
.-:_"'.'_':.'_Tl.""-"-'z"-'f"'lf”lii arrived and
-:.-...r.._.'.E:, g'.;-'; L;:'J'-'L' tWo rjj]l l]'ll."
Call; ,.d;\|l”l=: tew seconds
} o i e front,” but his

“Ale bre
i

Thers :::r-:!"d.rmu the launch.
from this rnL "WO important results
BG A spquicil collapse of the
SVentgall : rr'“'j"'”""' that body
e elorm  itself Emnl’_i
-'ﬂ:'_:!:-l,:,- iy Tepresentative of
econdl, o CTiess  flight, And
pend 1o perjonrnal flights put
Martea hl-i;-ﬁ-'_:'j _.-'I I'_]I: -_.1_.-.1|_§z|:1_1_|r,]-| and
Lish _-.{J'dl'!l..ug on the road
AUCLegs and ].Jl'f_'"-tj ge.

o ity Pleseny
S
UTToN BANK DEBUT
of interest i SOAring

bt ;
to ap extraordinarily

r
e iy
. really

Piogres,

the |

SUTTON

LUlster Gliding Clab's
over

successiul week.end National Con-
test at Sutton Bank in Yorkshire,
held later in the year to retneve

the situation resulting from Huish. |

The first day, October 7th, brought
]H.II'J']' LH‘1|I'|I.1[1H|'-\. .'-I_III'! f]-ll]?'.' EJrE'I.(.r.iL.'."
hops could be done. But Sunday
thes8th was grand.

The site was to become the head-
quarters of the Yorkshire Club (an
.umaig;auml]r:lr: of several clubs in
the district) in the following year,
and rhfr.rﬂ':'tlij.' 80, [t has a
magnificent horseshoe, 1} miles
across, facing W.S.W., nsing 800
feet above the plain below. From
this an irregular west-facing range
of hills stretches northwards for 12
miles, and adjoining the site 15 a

"Scud II'™

Hame, 1933

being assembled (top) and SoAring
the site.

south-facing slope which is more or
less continuous for 6 miles to the
cast.

Of 15 machines entered, 11 took
part in the soaring on Sunday, and
at one time eight were up together

a hitherto unknown phenomenon
in England. The soarers were :
two ** Prueflings " from Manchester
and York, two ** Hols der Teufels ™

from Bradford and llkley, two
“Seud II" from London and
Ulster, the ' Dorsling" from

Dorset, *' Tern ' from Southdown,
a "' Professor " from Bradford, the
" Falcon,” and its modification, the
" Falcon 11," with extended wing-
tips, built by Slingsby for C. E,
Hardwick.

Conlinued on page B
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TRAINING IN ARGENTINA

ihe benefit of people who

OR :
mayv be forming new clubs
- similar conditions 1t might be

15:11:.I.'-

carpcting to give our training
i..“l-!" =L = ¥
ystem in some detail, especially as
system : ;

v differs considerably from the

4
ah :
requirements 1n  Great

In fourteen years ex-
had onlvy two

P:E AT

Britain.
perience We have :
fatal crashes and a minute per-
centage of minor breakups, and the
average standard ol piloting
definitelv first-class, Personally,
myv confidence in the system of
instruction is s0 great that I have
allowed my fifteen-yvear-old son to
advance to aero-towing without a
qualm, and if we had not come to
England he would already have
been practising aerobatics.

15

MEDICAL TEST

We follow the international rules
to some extent, in that we have
A B C and Silver C tickets, but
there 18 a verv stiff medical test
and the training 1= much more

umheusive- We also have to
for a National Sailflying

1 . For this we must possess
at least five scaring flights totalling
one hour, pass a wrntten examina-
Bom in sailplane construction and

pkeep and meteorology, and then

take an aem'panc test in front of |
@ gualified Air Ministry Inspector. |

consists of an aerotow to 900
metres followed by (in this order)
i?it_:.ijl_ a left-hand spini (three turns)
a ngin-hm]'lid spin (three turns), a
“F: & 5tall turn to the left, a tail-
:g:fi I_cu]pr stall turn to the right,
s steep turns left, three steep
 nght, sideslip left, sideslip

| unform,

right, and a spot landing. The
standard of training is so graded
that it would be extremely rare
for a pilot to fail once he is con-
sidered good enough to enter for
thv test at all. It might be an
excellent idea to make this a
world-wide practice, being
perhaps more representative of
prowess than even the International
Silver C,

UNIFORM SYSTEM
ticket

=

Each the same

The in-

CArTies

guarantee of training,

Mgrs. PLATT.

structor of each club outside has a |
the

yvearly refresher course at
mother club, with special lectures
and demonstrations, as well as

practical experience in tuition and
actual soaring flight. Thus one
may go from Club to Club and be
sure the system of instruction is
variable only in slight
degree by an instructor’s personal
idiosyncracies. (In the course of
learning to fly an aeroplane I was

unlucky enough. to have five
different instructors, with the
natural result that [ discovered

cach previous system to be entirely
wrong and unorthodox ! [ also
discovered that an aeroplane will
flv and land itself entirely alone,
due to an unfortunate mixup in
the signals, but that's another
story.)

To revert to gliding. We begin
with auto-towing, the instructor
driving the car and so in full control
of speed, while looking backwards
at the pupil. For the A certificate
an average of fifty launches are
| required, from the initial slide,
through small hops, to a steady
20-foot glide in two across the field
(1,200 metres wide)., A few launches
later you are allowed to release and
land alone (beer all round), and
finally you are doing straight glides
from the full 60 metres of the cable.
Then comes slight deviation with
rudder alone, straightening up by
| shght use of ailerons as well. When
| this is perfected you are granted
(your A on three flights of 30
seconds,

TAILWIND LANDINGS

Immediately you pass on to
| three tailwind landings, and from
| there (still in the open primary) to

the long cable. This is 220 metres,
so from this height you go on to
| practice full circles and figure
‘eights with 30° bank, always to a
'spot landing. Then the nacelle
cabin is fitted, the turns steepened,
' and roughly fifty launches after the
| & vou have to face the exam. for
la B.

! By now the training is so ad-
' vanced that if you pass the B test
| you go straight on to the ** Grunau
| Baby.” Here you do sideslips and
- perfect the ' S " approaches already
| practised on the primary until the
instructor thinks you sufficiently
skilled for aerotowing.

TRAINING WITH RADIO
Now training speeds up, as we
| begin with the radio. This is a
' very simple receiving set fitted in
| the barograph box of the ** Baby "
' with a light telescopic aerial erected
in the front juncture of the wings.
It carries a shight disadvantage in
' that the headphone noises shut out
| the accustomed wind whistle, but
| vou have already learned to fly by
the A.5.1. as well as by the wind in
| your face: and the extra con-
| fidence engendered by the calm
' volce of the instructor 1s invaluable
when beginning aerobatics.

. The first aero takeoff must be
very carefully explained, for engine
noise is transmitted to the head
phones so strongly that the radio
i5 switched off from the ground till



'jand we have no facilities what- |
lever for night flying. We did]
make six aero launches one mid-
night with no lights, a brilliant full|
'moon, and three keroseney rags
'burning on the ground; but
~ lalthough the authorities publicly
. | congratulated us over the radio
| news they privately firmly forbade
| us ever to do it again. But it was
| lovely while it lasted, and we hope

| to repeat it some day.

I VERONICA PLATT.

THERMALS AT HUISH
(Continued from Page 3)

There were three distance flights,
all done by slope-soaring along the

You are!

the glider releases.
buckled into a parachute, strapped

went 12§ miles in * Scud IL”

. = - s 1 k. .E i w L
in firmly, the instructions ar MacClement 103 in ** Falcon II,

repeated, and off you go—with so

far 100 per cent. success. Wills also won the altitude prize

SPINS AND STALL TURNS | (1,000 feet in *‘ Scud IL ™) and the
The first time-you release at|Out-and-return prize (5} miles each
about 300 metres, being signalled | way in " Professor .. |

to do so by the white glove of the - ,
aeroplane pilot ahead, and of course | BUXTON’S DURATION PRIZE

Sailplane and Glider, Octobey Iy

' range of hills to the north : Wills |

and Little 6 miles in the ** Tern.”"

E

altitude record for
School. - Hornbegy
A remarkable achiey A
July was a flight from b
to Hanworth a% right an;-]l:.n::‘h
direction of a wind blow; the
10 to 15 miles an hour. [apee™
July he made the first Bug
* cold front " flight, poing 95 .
Then, on :’Lugﬁwt ig lﬂgf&mh
made the greatest ﬂight' of hig
career, a new British record of W
miles from Dunstable to the Noriolg
coast at Holkham Bay. [¢
carried out partly wunder
streets and partly under j

f.;umulus, and was a difficalt
tiring flight, taking him 4} hogs

to do. Only the sea prevented hig
from covering a longer distance fg
he was still 3,000 feet up on amm‘
at the coast,

At the National Contest in York.
shire Collins took part in another
““cold front ™ {flight, and

‘off a tricky out-and-retum

between
Osmotherly.

sutton Bank and

the first tow is only allowed in |

calm weather, usually around sun-
set. But in the following davys the

advance is very rapid, from simple |

stalls to loops, from loops to spins,
and from spins to stall turns.

The same out-and-return course | ARRIVED BY THERMAL
was flown by Collins in * Pro-| Next year he was responsible for
fessor,”” and by Buxton and again | the first appearance of a sailplase
Wills in “* Scud II.”* Buxton won | at the Royal Aeronautical Socety's
the duration prize with 2 hours 39 | Annual Displays. He was to hawe
minutes in ‘* Scud,” closely followed | been towed there by aeroplase

by H: S, Crabtree in the Ilkley |
“*Hols " with 2 hours 20 minutes. |
Both these times were exceeded
next day, after the meeting was
over, by Laver, who put up a new
British duration record of 7 hours
22 minutes in the ** Dorshng.™

THE REAL START
Of the 22 pilots who soared

Launches are left to wyour dis-
cretion, the price being 40 cents a
minute {roughly sixpence per 300
feet). On the average we take
2. 500 feet for acrobatics and use
up any extra height practising|
steep turns, co-ordination of con-
trols, sideslipping, or stalling on the |
turn. If meanwhile we contact a |
thermal we are encouraged to use . . .
it for our C, but a C is only granted during th:lﬁ meeting, all T_Jllt one or
for a barograph recording of at | two continued to be active in the
least 300 feet gain in height and | 8liding movement.  Six of them

R e T ﬂ.fterwar{lhf, obtained : the ** Silver
N C*' certificate : Collins, Wills, C.
MOONLIGHT SOARING Nicholson, G. O. Smith A. L.
Except in the three of four Slater and G. A. Little. Three

summer months thermals are few |Others, N. H. Sharpe, C. E. Hard-
and far between, as we have a great | wick and “- A, ';’- _:"lf-"f‘d-“- were Lo
deal of brilliant but cloudless| Pecome first Chairmen of the
weather with days and days of| Yorkshire, Midland, and Derby-
utterly stable air in spring almliﬁ-_l"m and _I’f““:[!:"“]m_-“ Clubs respec-
autumn. Occasionally great dust- | fively. Brtish Soaring had received
storms come along and these have & hefty push, and has never since
produced some interesting soaring | looked back.

conditions in front of them, heights |
of 2,500 metres being not at all
uncommon., Lhen, too, we have
immense cold fronts rolling up

ERIC COLLINS
(Continued from Page 4).
Hirth's high-performance school
hundreds of miles wide from the | at Hornberg, near Stuttgart, at
South Pole. But these are unkind ; | which he climbed in a cloud to
they usually arrive in the t""u'-E.'nng: 6,825 feet, this being a local

from Reading, but on the way the
cable broke. However, there wem

'good thermals about, so Colliss

arrived on time. He made 2

 spectacular diving approach whick

enabled him to float for hundreds

'of vards across the aerodrome ju=t

above ground level. .
Soon after this he obtained &
lucrative engagement with Sif Alan
Cobham's Display, performing a&&
batics on a ** Grunau Baby = &
plane. It was at one of thes®
displays that he met with &
unfortunate accident which &
his death. At Ramsey, in I'llunm::;
donshire, he attempted a hul'lu_.
or forward loop, but the ‘-"'“T#
was not designed to withstan
resultant stresses and a Wing
off. Collins had reckoned t0 £
to his parachute i1 efibe;
for some reason, it.
determined, he was 111“_‘]-"!"?_1:"]_Efl
Although Eric Collins s Hﬁ“__[,
career led to this untimely #9%
- : ypiest per
it brought him the happ= haph?
perhaps the only rt‘ﬂ]lf*_t P'eﬂpk
period, of his life, and ""'E““ worth
will agree that it was W&U

. : it.
while his embarking upon

A B
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THE SILVER “C.” (r: Distance)

By J. W. S. PRINGLE.
O most ghder pil-.'!lra '-'-'1'1_.1.:b| have L‘lmugh_ anyway to make it easy to
T just gaimh_’l their i ' cer- | see which was down-wind : I went
ti[lﬂﬂtl‘ with a ”lght of five minutes 1..I'Ii.'ll Wiy | hvere Was an Hr-ti“ﬂfl'}-'
e a hill slope, the next recog- range somewhere near, [ knew, |

<a iiﬁaﬁr
dl

going off to the left—where was
that map ¢/ It was time | knew
where we were. But nothing in
Wiltshire or Somerset seemed to

abov . ; it P . o

nised stage in the art of soaring,  but what of it ! To be away at|have a railway just like that. 1
the Silver * C,”" seems a very long | last, with the roadless downland |put the map away again. There
way off. So, at any rate, it did to | streaking below at 70 m.p.h., was| was less cloud now, but lift seemed

me in July 19335, sitting in the worth the risk of a few stray shells, | to be good, and all, the time we
wacelled Dagling on the edge of the | In a very short space of time I -was | were drifting west. One hour—
hill near the Bowl at Dunstable.  down to 2,500 feet and gettingiit must be thirty-two miles by
My C 7 flight had been a hectic | worried. What did all the hmk:;!nuw wlat 15 That ahesd o The
ane, as the wind that day was not | say about finding thermals ? Ilsea ! If it is the Bristol Channel
strong. The Bowl is not a usual could remember only that villages |the coast ought to slope to the
place to finish a soaring flight at were better than fields; and, sure|left; but it doesn’t, it goes away
the London Club, and 1 certainly | enough, dead ahead, was a village— | to the right | Just then a fine
did not intend to land there on that we worked out afterwards it must | thermal in a clear sky took us
pccasion ; the hill just got closer | have been Imber—surrounded by }1ig|1er than ever, over 4,000 feet,
and closer until it finally touched | wild-looking heathland, with a road |but there were now no drifting
the bottom of the skid and the for the trailer in case it did not | cloud shadows to show which way

glider came to rest, fortunately in work. I stopped and circled,
ope piece. Three years and one | FOUND IT !

month later, in a Kirby Kite at|
Cambridge Airport, I remembered | At 2,200 feet on the clock the red

that landing as I checked the baro. | ball hesitated, sank to the bottom,
graph record which had just logged | €@me up again, sank again, and
the last stage of my Silver ** C.” .5{;}'&{1 thera i The air shivered.
1he green , after a pause to
BACON AND EGGS : oL
ather st h 1
The first stage, in my 8 e e R L T

distance. At the Cambridge Uni- | tybe and then
versity Club, we did not go in for | about plus three.

distance in the ordinary way, as it | down below had fired a salvo at us
meant the end of flying for the at that moment, I don’t think I
day for the other members. But would have noticed it, so important
T our vacation camps at Draycott | did it seem to keep the circles
;:;m in Wiltshire all was fair for | accurate and the airspeed at 32,
rrar ‘;“ﬁ; could get it, and on By the time we got to cloud-base
-11:'1"-l th, 1938—Easter Sunday— | that thermal must have formed

strong north-east wind looked full | almost a cloud street, for the next

2:1 rpmbamrﬂﬁ WI:[E“ we emerged from | ten minutes were cold and murky,
<o el ﬂ;}l‘lltﬂl’}f to  Mrs. and by the time the sun reappeared
- F;ﬂ rea ]ﬂ:ﬁl of bacon and | the countryside had changed and
= .‘-lnth unately we had brought  was now full of fields, with roads
skl : towing aircraft to thc|aml villages everywhere.  There
'H'im'?‘ fut:*r :-‘illt_tgvﬁaat was the ﬂ]?ﬂiwaﬁ onie Ia,rg{: muntr}r house,
e Eu: we had no hill perhaps a school, with good land-
m“ﬂtgmutigg-ﬁl :-,; the time the planes ings ; that was when we were down
2 BB H:a: ;1;}' was full of to 2,000 feet again. Then there
Eﬂudmtu dauchamp gave me a | was a railway station with a line
W of 2000 feet under a .
*Ptfmiﬁtt flat-bottomed mushroom | EEER ¥ |
made the start easy ;: as the HER
ﬂm:yubmaph chart shows, the firﬁti [ ;
Whes, twas faster than the tow.
. hat one gave out [ was w:lll
st :h:?:.] ;35' : already quite lost, |
OH H: FOR A THERMAL -
the troubles of being at |
I::-‘* 15 that E'E:d l:.annutgsee'
a com -
- but was much too ex-‘;?'?; L N ..

nd at tha.m look at it, and the Cross CousTrY T0 BRIDPORT FROM
¥ t was strong Dravcorr 64 MiLes (17.4.38)

=

| =t
-

CASE, Was the old Kite, fairly bounced up the | course, a downd

'to go. And the sea was on the
' wrong side | Anyway, there was a
town, and a good field by a road.
At 2,000 feet the field had sheep
| in it, but they were all on one side ;
(pray God they stay there! At
| 1,000 feet it seemed to be on a bit
iof a slope—alright, it's uphill !
i The red ball rose still more: of
raught | Speed up

hung, balanced, at|tc 45 m.p.h. in case of trouble,
If the gunners

one S-turn, and we were down.

BERIDPORT

It was galling to have to ask
‘what the town was. Even more so
'not to have heard of Bridport and
to have to try to find it on a map
of Somerset. Finally to be given
|anl:-thcr map to measure up the
'distance—64 miles ; one stage of
'the Silver ** C" done. The altitude
'would not count because of the
| aerotow. Some kind people gave
me tea, and I rang up Yeovil
Police Station to tell the trailer
crew where we were. By that
time the sheep had nearly eaten
the rudder off the Kite. Two
small boys helped me to derg.
The sun was still warm down here,

In many ways it was a thoroughly
ibad flight. 1 got lost; 1 never
once looked at the compass; 1
forgot all my resolves to mark the
next cloud before getting up into
the misty base of the first; and

“finally I think I landed downwind

owing to the sea breeze. But
‘anyway I made it; and, what is
' more important, made a heginning
‘of learning the ways of the air an
'what it does on a hot day. For
' that is the real essence of soaring,
‘and for me the chief joy of it,




Cloud Habits No. 2

(Holder of former British Altitude Record, June 22nd, 1939)

THE best authority on the Helm

system is Mr. Manley, late
of Durham University, and now of
Cambridge. Since the very dis-
tinctive wind and cloud formation
of West Cumberland were men-
tioned well back in history, he is
the only man to have spent any
considerable time studying them.
He stayed 18 months in camp on
top of the ridge to get his data,
thanks to a Leverhulme grant.
The investigations by the Newcastle
Gliding Club have only taken place
over about four days of actual
Helm activity, so that most of our
information comes from

PENNINE CHAIN

The ridge in which the Helm
wind has its source appears on the
map as the Pennine Chain. It is
a very regular escarpment running
north-west to south-east, the steep
face being the west side, where
there is a sudden drop averaging
2,000 feet in height, to the plain
of Cumberland. ‘
wind blows over this ridge, the
ridge acts as a submerged welr.
If this happens in a stream only
little deeper than the weir, then we

THE

" | CROSS FELL
I SOARING SITE

aF THE
MEWCASTLE GLIpWWG CLL@
T SCALE OF weLES

THE HELM WAVE

Mr. |
Manley's books, lectures and chats. |

When a north-east |
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By NOEL McCLEAN

EEt the COTNITON thﬂmﬂﬂﬂﬂ of a : hut the E-H.I' i.5 ‘l"i.ﬁib]}"
depression and increase of speed |faster than any cloud
followed by a standing wave. The | we have ever seen. At times
Newcastle Gliding Club group ex-| high hl.lm]ﬂl.t_‘j! these clouds g
plﬂiﬂE{I the Necessary shallowness tl:l form a solid 'WE]:L and ‘”"-j'
of the north-east wind by assuming first cloud formation is repe
that the prevailing south-west wind | four times across the plain, wit
blew just over it, but Mr. Manley | rain or cloud forming in the §
prefers the presence of an inversion 'spaces between the walls, =
at a height not very much greater | Helm, or Cap, is the helmet
than the ridge—something like ' cloud which sits on top of the rid
4,000—6,000 feet above sea-level. and out of which pours the Hy
Apparently the air above this wind—which, however, is ot
inversion follows the contours of katabatic wind. It is this w
the oir beneath it. ' which causes the distinctive

in its terrific charge down the rog
DISTINCTIVE CLOUD | and in among the trees at tis
FORMATION

As for the forces, these are noton
There is rarely any doubt as to throughout the district to sue
when the Helm system is in action, degree that the older farm he
as it is accompanied by very have no windows in the east:
noticeable sights, sounds, and forces. while railway engineers were wan
The cloud formation is of a very of the danger of laying the
distinctive character, probably more | through the Eden valley in the
so than the ** Moazagotl.” It takes

'daws. 1 personally have -"':!.'_
the form of a long roll of cumulus- *° Whitley ** bomber having a ¥&
type cloud, the Helm Bar, at a thin time of it just west of &
height of 2,500—5,000 feet, hanging Pennines on the day the second
just in front of the ridge, with a|Helm flight was made, when &
| lenticular, the High Bar, imme- weather was quite pleasant o¥
!diatﬂ]y above it at a height of  the rest of England, but the Ws
| 8,500—16,000 feet. Both clouds | happened to be N.E.

are, of course, stationary in position, | eI DEN #« ¢ ** IN “ DAG

’ The Helm wind is a north-eas
/7// A

but it rarely penetrates much TS

S LT e

]

)

L=

than a mile from the ridge, affé
which there is a sharply dfﬁnﬂ_:;
area of calm, or even W& :
breeze. This is repeated, like the ‘I
clouds, across the plain, the cal® |
or westerly area always he".ﬁﬂj_
the bars of cloud. A roll of GFfeg
cloud immediately above the ndge:
at 20 000-—30 000 feet, 15 s
upon by John Allan to 51'13?'““# Q
suggestion that, as our Wave " s
directly into the prevailing SS9EC
' westerly, there is likely 10 2
| curl-over from the top of the ﬁﬁ#
| into the higher westerly, l'-"ﬂ;fi!m
out of all proportion t0 the AgTee
| of the ridge. 1am inclined Tc.'[ that
with him, and further SUSE®" S s
the second or third waves i '
better than the first. i clowd
unreasonable, 1 know, but ih? 50
formation seemd to suggest l :

to Cross Fell's ** normal ;“!i, :
tions of a 30-mile beat, 504 e
winds S. to N.W., lift three

abo'®
deep, hill lLift to 4,00} ;

Tt s = el s
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Helm Wind Clouds
on April 30th, 1938,

1. The first wave of
cloud which, at 3 p.m.,
was Jusi easi of
Melmerby, JIsolated
patches of cumulus
were forming below
ithe cloud, which was
esfimated to be 8,000
fo 10,000 fesd above
ithe willage. Wind at
Hartside was about N.E.,
30 o 356 m.p.h.

2.  Ancther vwiew of the first wave, with
pumulus bensath It forming a more econtinuous
line.

2., Part of the first wave, with the seecond,
third, fourth and fifth waves visible.

4, The same five waves from a slighily different
angle.

Photes by A. C. Burningham,

take.off for a ** Grunau,” we now
add a standing wave in north-
easters, frequent in the spring,
quite often during the rest of the
vear, with ** Golden C " height for
children in nacelled "' Daglings.™

This has nothing to do with the
Helm system, but there is a cloud
formation at Hartside which sug-
gested to me that height records
would be broken there before ever
| knew of the standing wave, and
which may possibly be several
times more effective than the wave.
It occurs in late summer under
conditions exactly opposite to a
Helm, 1.¢. a slight breeze from the
S.W. among other things. How-
ever, this is, if anything, only
conjecture.

THREE ATTEMPTS AT CONTACT

Three attempts were made at
contacting the Helm wave: by
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Savage, McClean and Allan respec-
tively. All launches were from our
normal flying ground at the foot of
the ridge at Bank Hall Farm, the
uspal positions of machine and
winch being reversed.

Savage was launched on the
Wednesday in the * Grunau Baby,”
and on releasing at 500 feet flew
at once down wind towards the
Helm Bar., He had plus six inches
showing on the Cobb-Slater vario-
meter all the way to the Bar and
reached there at 600 feet above
take-off. At this time we held the
theory that the wall of cloud
marked the upward flow of the
wave. We know now that it marks
the apex reached by the wvarious
layers of air. In accordance with
our former theory, however, Savage
proceeded to circle under the Bar,
but as soon as he flew to the west
side of it, was forced down so
quickly that he had no time to do
more than scramble a landing any-
where. By the time we had
retrieved him, flying was finished
for the day,

THE RECORD

On the Thursday the Helm was
still blowing, so I took a launch in
the ** Grunau " and at once found
lift. I quartered a little towards
the Bar, but profited by Savage's
experience and did not approach
too closely. The lift speedily
mounted to 25 feet per second, and
except for some stickiness at 1,000
and again at 9,000 feet above take-
off, had a perfectly pleasant, if cold,
ride to 11,140 feet above take-off.
My object in not waiting to explore
the wave fully was to permit Allan
and Savage to get their ** Golden
C ™ height, after which I intended
having another flight, with some
exploration this time. But greed
did not pay, because when Allan
took off in a 50-mile-an-hour Helm
he struck only a violent down-
draught and a very sticky landing
ground, and by the time we had
hauled the machine back to the
proper landing ground it was late
evening. After comparing notes we
have come to the conclusion that
had John burnt his boats and
whistled down wind he would
almost certainly have contacted the
wave before the ground, which falls
away quite rapidly. Apparently
the entire system had moved out
a mile or so from the ridge. How-
ever, that remains to be tried next
time the Helm howls.

Sailplane and Glider, Octobey 1544

ALL-WING

by W. W.

HE Horten brothers of Bonn,
have achieved exceptional
success in the development, under
the inspiration of Lippisch's work,

of different models of tailless
gliders. Their first sailplane, the
“ HI,” was constructed in the

spring of 1933. It had a span of
12 m. (39 feet), and was flown for
about seven hours, On completion
of the tests in 1834, it was scrapped
and replaced by the * HZ2 " with
a span of 16 m. (52 feet), which,
like its predecessor, also came into
being at the parental home, It was
first flown as a sailplane ; then in
1935 1t was provided with a 60 h.p.

Hirth H.M. 60 engine, and was|

flown for over 80 hours. The engine
was built as an integral part of the
wing, and the pusher airscrew was
driven by remote control. Later,
three examples of the H2 were built
as gliders.

ETD HIPIHI

In 1936-37 this type was further
developed in two directions: on
the one hand, as a sailplane, which
led to the construction of the all-
wing type H3 with a span of 20 m.
(66 feet). Its entrv for the Rhén
competitions enabled valuable ex-
perience to be gained as to its
flying qualities, manoeuvrahility in
turns, particularly in blind flying,
Further, in actual flying at high
altitude, several cases of icing were
experienced, during which the flying
properties remained completely un-

GLIDERS,
ZUORL.

affected. In further
tests, the glider at g
400 km/h (270 m.ph.

AETOhaty,
o over
absolute stability and jaw
‘absence of supersensitivity., E::

of the three types were :—_
Hl

Span, in feet -s 39 HEE g
Wing area, in feet 2 226 344 ﬁ.‘
Weight empty, in i
Ibs. .. 266
Flving weight, in -
1bs. . - 440
Gliding angle 21 Eﬂg; .3;
Vertical rate of
descent inches .. 39.3 34 1%
FEATHERING PUSHER
AIRSCREW

The improved H3 called the Hip
was of composite construction
| (wood-steel) by the Peschke
iF lugzeughbau in Minden. This air.
craft could be supplied with: (g
| undamped elevator; (b} normal
| damped elevator; (c) extrudable
' nose flap in the midwing ; and (4)
‘a 1000 cm3 engine and auto-
matically feathering pusher air
screw, as powered glider.
| In the H3b, the wings are m
| three parts with quick-locking
|devices, so that assembling and
| dismantling can be done in three
| minutes. The elevator and ailerons
are on the wing tips, the rudders
are designed as split flaps on the
outside of the wing nose. The
under-carriage is single tracked;
the front wheel is retractable.

I'ne HorteEx I, (1933).
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EASILY FLOWN

The aircraft can be flown without
special traiaming by any pilot. In
spite of its 66ft. span, the aircraft
has a very small radius of turn.
The nose dive brakes are wverv
effiient and do not call for any
vanations in the trim. Because of
its foolproofness, the H3b is par-
ticularly suitable for blind flying.
Its data are: span, 66ft. ; length,
I6dft. ; chord at the wing root.
10§ft. ; chord at wing tips 19.6 ins.:
wing area, 400 sq. ft. ; weight empty
"j’*‘“ Ibs. ; flyving weight, 770 ilh.«.f;
iili"llﬂg ratio 1 : 5 - 411]]-:””'_; 5..1_;.{:;_~ri_
2l ins. ; suitable for aerobatics.

The Horten H4 was designed as
iI': a-lt"'f:mg [f;]idf:r_:ﬁ'ith cantilever
wungs with slight dihedral and con-
;'-‘_]-ﬂf_ﬁbie SWeEep back. A pecu-
“anty of this aircraft is that the
pilot is accommodated in a semi-
Eﬂ‘ﬁgﬁpﬂﬁltmn inside the short
operated hain"-_i the controls are
Whilst the ¥ a tiltable handwheel.

mid-section of the 5-part

d]ﬁmmf iﬁ
: made of wood the outer
¥Ings are ' | .

of light alloy. The air-
Cralt is prowvic P A 2
120 m.P;;_h‘,.:, led with diving brakes

DATA
'n'r_'il'l.g area, 204 ft. :
- 21 ; weight-equip-

_ Span, gf;_ -
me Tt ratio, |
:"ﬂ“. 928 lhs, -

Ihe. - flying weight, 770

gi gl“!lng r;:g,;_jrr 1 : 37 - "3 i

‘“'{’f‘i&wl, 19} ins A -
Nith B Yiew g

XPerience to obtaining further
and data on all-wing

V.

aircraft, the Horten brothers de-
signed and tested the twin-engine
Horten V aircraft. Since sufficient
internal space for the accommo-
dation of the load, crew and engine
entails considerable flying weight,
the Horten was first constructed as
a large, high velocity experimental
model, which can be considered as a
reduction to scale of a fast all-wing
powered aircraft.

CONSTRUCTION
All-wing aircraft with two pilot,
seats side by side, and twin engines
with pusher airscrews.

HortENn Famioy, II, III, IV,

WING
Traperoidal in plan with large
sweep back; the Ileading edge

approaches parabola because of the

subdivision of the sweep back into |

four blunt nose angles. The wing
root profile is on the centre of
pressure, with S-shaped centre Line,
2%, camber, and 16%, thickness/
chord ratio. The monospar wing
tips are of wood, with torsionally
rigid plywood nose.

CONTROL SURFACES

The outer flaps on the trailing
edge of the wing act chiefly as
positive elevators, the inner flaps
chiefly as negative elevators, and |
the aileron effect is obtained by
operating the positive elevator on
one and the negative elevator on
the other side simultaneously.
The brake consists of flaps on

the front of the wing tips which,
in the closed position form part
of the wing skin and, when raised,
produce by their additional drag
a moment about the wvertical
axis. The three split flaps on the
midwing serve to aid landing and
take-off, for which the inner nega-
tive elevators may also be used
without impairing their controlling
effect.
POWER UNIT

Two counter rotating, air-cooled,
| 4-cylinder in line Hirth HM-60
engines, of 80 h.p. each. The
engine are built as an integral part
of the wing and dnve the pusher
airscrews with remote control.

UNDERCARRIAGE
Tricycle undercarriage attached
to the midwing Front wheel

castering, the landing wheels with
| mechanical brakes. In future all
' three wheels will be made re-
tractable.

DIMENSIONS

Span, 52 ft.; wing area, 448 it.2;
aspect ratio, 6 weight empty, 1430
Ibs. ; flying weight, 2420 Ibs. ; max-
imum speed, 175 m.p.h. ; cruising
speed, 152 m.p.h.

As a development of this type of
power aircraft, the Horten brothers
have published a plan of a towing
aircraft, the advantages of which
as an all-wing aeroplane should not
be underestimated.

Translated by V., P. Akimoff.

Acknowledgments to RTP3. Map.
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GLIDING

FE“' owners and users of light
planes realize that in gliding
efficiency, their ships are somewhere

abont midwa}‘ between a pr:im:.rl_.,'.

and a secondary or utility glider.
Neither do they realize what real
fun is or how much a knowledge of

it adds to one’s safety and security |

in the air.
In my own personal case, so far
with my Cub d have had four

“dead stick " landings, three of |

them emergencies.

In all four of

them, 1 landed without doing either |

the ship or myself any damage.
In fact, outside of the motor being

dead, the landings themselves were |

perfectly normal.

Over a year ago, [ was talking
with a friend of mine, Mr. Turpin,
manager of the Airport at Dover,
Delaware, and he told me that a
dead stick landing was about
fifty-fifty chance of a crackup. Of
course, it may be plain bull luck
that I didn’t have two crackups.
However, I am inclined to lay the
results to some extent to my
practice of gliding.

EXPERIMENTS

Considerably over a year ago, |
had something like an hour I could
give to flying and, casting about for
something to do, it struck me that
it might be interesting to try some
expenments in ghding. 1 got over
4 mark about four miles from the
airport at about 3,000 feet altitude

al
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AND SOARING
LIGHT PLANE

By HAROLD H. BROWN

{ from ' Soaring ')

and put the plane into 'a glide
(motor fully throttled) first at forty
miles an hour, and noted how far I
was when my altimeter showed
500 feet. 1 repeated the experi-
ment at 45 miles per hour glide and
found that my distance wasn't
quite as far. I then repeated the
expennment at 35 miles and found
it wasn't quite as far even as at
forty-five. This, of course, showed
me that my best gliding speed was
somewhere around 40 miles per

WITH A

hour. Afterwards, I tested my
airspeed indicator and founnd that
it was approximately 12 mph
slow However, this didn't alter
the fact that the airspeed as shown
by my airspeed indicator that gave
the best glide somewhere
around 40 miles per hour, with no
wind. In the case of these tnals
the wind was very shght and what
there was was cross wind.

Was

MOST EFFICIENT GLIDING
SPEED

These experiments got m )
much interested in the subject ®
gliding, and shortly after this |
installed a rate of climb indical®s
Or variometer in my ship. E. :U'::!h-:-
that at 40 m.p.h. by my .nr.-'pf'f-":
indicator, the rate of descent “:-:.
2 miles per second, .';l‘-]_u'n_‘r_'il.ll'-clt'i';

Furthermor®
gliding P

e Very

A60 {eet per minute.
as the most efficient =
':lL‘I'II."r‘..Ijrw 0 some expent on the 'I:_.:.IlT
ing af the plane, this. iNStIEEEC
gave one a chance to find the -’u'l'l
efficient gliding speed almos
"‘1-'1”|-Zifl.l.'l-llll.=|'l. while actually llnﬂm
by simply dividing the i':lu:h}
speed by the rate of descent M.:w
tittie, the combination which &




qﬂ‘ﬂﬂﬂﬂﬁ ﬂﬂﬂ‘ f_;f!'dff.

ect answer bemng the most

the DIEE !-'u'i_]l:""l.,"l.:l 1

efficient ghding

USING R.P.M. i

of the light planes are not

nipped with nir:f;'[_:u:ui illtli-.';il-;:nl":-'-.
Jet alone rate of clilmb meters. To
ome extent, the t:l.-_rhﬂmetur can
'}-e ased as a substitute for .“w
airspeed indicator while ghding.
For instance, I have noted that
while idling on the ground with my |
motor fully throttled, the tacho- |
meter shows 700 r.p.m., “"I_t."]l‘E‘EI:-'u.
while gliding at the most efficient |
gliding speed. it shows 1,100 r.p.m. |
However, bevond 1,100 r.p.m. and
at greater air speed, the r.p.m.
increases very slightly so that this
method, if it must be used, should
be used with discretion. Another
substitute for the airspeed indicator
is a pitch indicator. This mstru-
ment is comparatively inexpensive.
I might add, however, that the
compass card, if one can be found
on the ship, will make a fair!

AMany
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substitute for the pitch indicator
if one notes how high up the card
comes on the lubber line while
glidhing.
17 MILE GLIDE |
The longest glide 1 have made so |
far was from directly over the
centre of Freehold to the Central |
Jersey airport in Windsor where i |
keep my ship, a distance of 17
miles. At my first attempt at
this, I went up to 6,600 feet over |
Freehold. It was rather interest- |
ing, as | was chimbing at the rate of |
1 meter per second and my airspeed |
indicator read 45 m.p.h. When I |
got over the centre of Freehold on |
myv first attempt, | simply intended
to see how far I could glide.

I kept |
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it would be worth trying again from
a high altitude. 1 returned to the
airport, put on my overcoat, and

made a second attempt. This
time I climbed to 7,000 feet. 1
might mention that [ climbed

against the wind and glided with
it. On this trip it took me 30
minutes to get in position over
Freehold from the airport and only
17 minutes to glide back. I jazzed
the throttle only three times for
less than a couple of seconds and
when | landed, my oil thermometer
showed barely sixty degrees tem-
perature.

I think anyone who will try good
long glides will agree with me that
it 15 rare good sport. Outside of
this, it teaches one, as no amount

the airspeed at 40 and flew by |of lectures and talk can, the futihity

airspeed motor. At times the rate |

'of climb showed no descent at all |
‘and at others 1 meter.

Owing t{:ni
striking thermals, 1 was very much |
surprised to find when at 500 feet
altitnde I was only about two miles |
from the airport. It struck me that |

of trying to stretch glides into so-
called ‘' Graveyard " glides. It
also teaches one the advantage of at
all times flying fairly high, so that
in case of motor failure one has
plenty of time and space in which
to pick a suitable landing place.

" AUSTRALIAN GLIDING ASSOCIATION

TRAINING IN GLIDING .

A letter to the Editor of the|
Melbourne .4ge was published under
this heading on 17th June, 1944.
The following is the text of the
Jetter :— ;
*“ In an address to members of the |
Royal Society of Victoria recently, |
Dr. Fritz Loewe, lecturer in|
meteorology at Melbourne Uni- |
versity, pointed out that, apart
from its value as a sport, gliding |
offered opportunities for observing |
atmosphenc conditions which other- |
wise could not be obtained. A
recent report from England shows |
the success of the A.T.C. scheme in |
training cadets in gliding; owver|
10,000 boys have been trained up |
to the end of 1943. It is hard to
understand the reluctance of the |
x}h}T.CH to provide similar facilities
Australian boys. It would |
Seem that there are some diffi- |
mt‘“ or objections to gliding
AT“E:“! being made part of the
-~ tourse. ‘The provision of!

{‘:;ma-nmt flying grounds for glid- |

enthusiasts, under supervision
of established clubs, is an urgent
"“ﬂm Eum;dh %Em in Australia,
-ua i 15 |
femedied ty should be
Glid

1

without delay.” — R.|
{Hﬂ'ﬂ Sec. Australian |

THE GLIDING CLUB OF
VICTORIA

N. Hyde, recorder of flights, has
furnished the following figures for
flying for the six months ending
30th June, 1944 :—

““ Grunau,' 8 flights, 1 hr. 7 mins.
flown 3 days; ‘' H.17,” 2 flights,
not timed, flown 1 day ; ** Merlin,"”
115 flights, 5 hrs. 4} mins., flown
8 days. Total, 125 flights, 6 hrs.
11} mins., flying on 11 days.

Repairs to the ' Grunau,” which
was damaged on 16/1/44, are now
complete,

‘“ Winch No. 3" is almost ready
and is expected to be in operation
in the near - future at Fawkner,
where a new flying ground is to be
tried out. _

The Mordialloc flying ground is
now very wet in parts and is only
usable on East-West run.

N.S.W. SYDNEY SOARING CLUB

Letter, 16th May, 1944, from
Harry Eyan ;—

“ Report of our doings at Box
Hill on Sunday, 7th May.

“ Only four of us participated,
Doe. Heydon and Steve Newbigin
brought up the ‘ Gull’ in trailer
and Mervyn Waghorn and I brought
along the old winch car of Frank

Whitlock's from Beecroft.

““ There was no wind throughout
the day, which accounts for the
low heights obtained on the
launches, the poor old Dedgo being
flat out.  The first flight was
myself at about 12 noon, and I
only made 700 feet. Turned back
for the base without finding any
lift until down to about 300 feet
on what was intended to be my
final approach. Circled in some-
what uneven and bumpy lift up to
2,000 feet during which time the
hinged panel in the front of the
cockpit cover kept dropping down
due to a loose fastening catch. Final-
ly it bounced the celluloid panel,
which was also loose, clean out of
its seating, thereby increasing my
rate of sink and slso upsetting the
accuracy of the Slater Cobb, I
decided to come down and was
much surprised to learn that the
others had seen the panel float
down and had picked it up, so we
immediately proceeded to tape it
securely in position. Time was
21 minutes.

““ Next off was Steve, who made
800 feet on the winch, but found

nothing. Time was 2} minutes
at 1 pm. Wag. followed at 1.20
p.m. He got 800 feet also, but

managed to find enough to take
him up to 900 feet ore he lost
it. Time 7§ minutes. The Doc.
took off at 1.45 p.m. to get 500 feet

(Continued on page 16),
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THE CHILTON “ CAVALIER”

PRELIMINARY DETAILS OF A NEW SAILPLANE FOR POST WAR SOARING

BRIEF survey of the trend of |
design

high performance machines were
developing into two separate
categories.

Firstly there was the performance |
at any price type such as the

tail-less machines, and in this
country, the * Hjordis." Such
machines were generally built for
special research purposes, and no
attempt was made to put them into
production, in almost every case
the expense of design and manu-
facture, if costed by normal stan-
dards, would have resulted in a
dis-proportionally high selling price
compared with other machines on |
the market. !

in sailplanes before, The second type of high per-

the war seemed to indicate that the | formance machine seemed to he
some variation of a basic theme

where an effort was made to obtain

simple and cheap form of con-| clz
| struction. In almost every country | for club use, giving a usefy] 4

“ Darmstadt D-30," the Horten the majority of sailplanes had a capable, in good conditions
span of between 45 and 54 feet, al
mean size bein

of Motorless Flight) were asked to

Iatipulatﬂd a span of 15 metres or

mate very closely to the gye '

characteristics of the maing
sailplanes, with the "-”f“ptinnlmufty of
ultra-high performance types. the

FIFTEEN METRE CLAss
The 15 metre clasd is very Suitabe
¥pe
' cross-country flying and hﬂﬂu‘u: |
49.5 feet. ‘good all round performance 5 ,

When the [.5.T.U.S. (the Inter- | figure that makes such a machipe
national Committee for the Study an attractive proposition.

. The Chilton *‘ Cavalier,”
formulate a basic design for the will be made available at the
Olympic Games (which were tnicmati{m of hostilities, in

have been held in 1940) they | several features which have hitherts
been found in special machine
49.25 feet, when the specification only.

was drawn up. The complete Preliminary details of dimensions
specification appeared to approxi-' and performance are appended —

BASIC THEME

erformance with a relatively

Span, 49ft.

Length overall, 22 5ft.
Height, 4.7ft.

Wing Loading, 3.37 Ib. sq. ft.

‘Best Gliding Angle, 25.8:1 at &

m.p.h.
Minimum sinking speed, 2,08
f.p.s. at 34.56 m.p.h.
Stalling speed, 28.6 m.p.h.
A single-retractable wheel ¥

fitted to facilitate handling on
ground and aero towed take?
This wheel is fitted with brakes &
assist pulling up in confined Spa==
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oy e A POST WAR PLAN
Vv l_'l-'["ﬂklbﬁ { - pﬂ.f ern are "
iﬂ._.lﬂ:.;:;mtﬂ{ in the wing in such a CECIL RICE’'S PROPOSAL.
manner that “‘t“'“! E‘H;{““I Rt LETTER TO THE EDITOR. the wsual facilities would be
adverse effect upon the allerons ox Blahy (arranged as at pre-war flyving clubs,
fikimuibie e Po cxperienced. B ' plus such im JI'm-mneut:-f s.g ould
Tlu‘.-ir.' dive brakes, apart from Near Leicester. | paus P as woulc

g o

assisting .-1p|1nmch;-5 to small fields, De o 24/8/44.
e of value in storm flying, as the ‘AR SIR, .

1 After the war we will have a vast

- witing diving speed 15 restricted | _ . . |
igﬂl:_t}igurﬂ' “-hﬁ:h rﬁw structure will fltuluturie of potential glides it

R, arein | Lhey can't all get to
“;.tt:ltﬁf;:“: !‘11“ SFS AN RaaquLe SERN national sites lﬂ-ﬁﬁ :;t:u_- \It:]ﬁrlplit.:ﬁ?t
i '1:“!11 ;ﬁtﬁ-azatix-r windscreens can | Hill, I.]lll:l:itill.'lll_‘ and Erllttl'llll Bank,
be fitted, the more streamlined of | iﬁjtf . "l_._lh." future of glld_m_g_ is
the two being recommended for | 1nked ""f"“’ other flying activities,
cross-country flying where a good | PrOpose a combined front bring-
view is not so essential as in slope
T | groups that know little of each

(other. One hears people talking as |
PROVISION FOR BIG PILOTS if soaring and power flying were

| things apart.
Ease of control and comfort on | cumglernfi?tar

long flights have been particularly | i3

studied, special aerofoils on the| My proposition is laid out briefly

wing helping to achieve dnsirableweluw and I would like vo :
handling characteristics at all speeds | space Sodh T ‘t: ¥ “atfﬂﬁi‘-’r:
and attitudes. The cockpit is large | j¢ oo o oot
enough to cause no discomfort to a f aviation in each populous district

: : : where the uprising generation can
pilot of outsize _b“ﬂd and PrOVISION | et airmen of experience. [ want
15 made for seat or back type|,  c.. a nursery of young - air-
parachutes. minded people to feed the power

A full range of instruments will gt
: and soaring clubs. And decent
be fitted as standard and arrange- facilities for lectures and interest

ments will be made to provide for talks
the installation of radio or OXygen T]'I'E bar will remain at the

equipment when requested, flvi b .
Lonstruction follows conventional tgn r:jgeclghé ﬂ:,::iil::;:é ];l;t }uzﬂ:
practise throughout, spruce and ply beyond that point than they some-

forming the main structure with ail | 2 . e
fittings of aircraft Side StsEl | times went before this war. Gliding

Surely they are
y—they can help each

average person without having
travel some 30 to 40 miles. The
SUITABLE FOR OVERSEAS . modellers should have access to
Despite the advantages, on paper, !‘ full-sized machines and their users.
of recent developments in plastic | We do not want to drift. Plan now
Or semi-plastic material and light | for a vigorous, healthy flying com-
'S, these have been avoided, as | munity. Unity is strength and we
comstruction  necessitates | shall need all we can get.

*Pecial processes and heat-treat- | Yours faithfully,

E"“‘ when even minor repairs have J. CeciL Rick.

hﬂh?‘hc;rgfd“m}t- In view of the | OutrLINE oF Prorosep CiviL Sporr |

particularlv Cavalier " will prove! FrLvixc  ORGANISATION  FOR

Seas w Y suitable for e ovies- LEICESTER AND OTHER SIMILAR

facilities € repair and maintenance | CENTRES,

t'tli:nit,edﬂ? In some places apt to| Name.

T Vi, it was felt that a simple | The Leicester Aviation Centre,

g h;ﬂruttm would prove best | Sections.

r Those . . Three wings or sections to cover
. who remember the ex.

| -l :
| (1) Power Flying ; (2) Soaring and
iltor, lly good performance of the  Gliding am:rl|r i
Carden and Train engined | Premises.

rﬂﬁnhmth;t before the war may | Firstly a flying field such as
Chilton, o the tradition of the Rearsby Aerodrome for the first
Quately Hon will be ade- | two sections and a flying field apart

Pheld by the “Cawvalier.” for the aero-modelling section. Al

(3) Modelling.

ing all flying interests into one |
 strong community rather than odd |

training must be available to the |
to

| be possible by the greatly increased
- membership.

| Secondly a headquarters in the
|City for social and propaganda
| purposes, offices for staff, etc.

| Activilies,

. The power section would cover
‘all the normal phases of club
flying and if possible provide a
'sound air-taxi service. Certain
light aircraft would also be fitted
for aero-towing sailplanes for the
‘members of the Soaring Section.
Members would be drawn from the
soaring side of the concern and
l vice-versd.

| The Soaring Section would pro-
' vide training for members on the
lines of the present A T.C. winch-
| launching methods up to circuits,
' This would be followed by aero-
‘towed flight for thermal soaring
both by two-seater tuition and
single-seater sailplanes, By affilia-
tion with the principal gliding clubs
use would be made of the national
-gliding sites. The trans of
machines could be arranged with
| the power section by aero-towing
A member could within an hour or
so be at one or other of the well-
known soaring sites, Gliding
training would be available to
'members of the Modelling and
Power Sections on advantageous
| terms.

| Except for the advantages of co-
operation the Modelling Sections
would continue on the lines of the
present clubs with their own flying
field and organisation. They
would form a * nu from
which transfer to the other sections
would be possible on advantageous
terms. -

Lectures.

It would be the aim to encourage
'a serious interest in the theoretical
' side of aviation. So far, this has
' not always been noticeable in flying
| clubs. The keenness of the members
‘would be the main factor, but with

"

the sections combined a sufficient
attendance would be assured to

'make good lectures worth while,

| Visits to factories, technical schools,
‘etc., could be arranged. The
' Modell

perien

ing Section could gain ex-
ce from contact with the
other sections, and so on,

¥

ST ]



The
to call a meeting of those interested

in the above idea. Itis desirable

that all aviation interests should be |

combined in one strong vigorous
and potent body, rather than in
competitive groups of scattered
resources.
please communicate with the under-
signed so that vou may be acyuainted

with the progress made.
J. Cecir Rick.

NATIONAL COMPETITION
ASSOCIATION OF BRITISH
AERO MODELLERS

NE of the signs of the way the
yvouth of Great Britain is
becoming airminded is the rise in

the number of people who make |
| 19346

and fly model aircraft and are
members of the A BA., and
affiliated Clubs.

The A.B.A. have just announced
National Competitions on a scale
never before attempted. Prizes
are offered for rubber-driven dura-
tion and scale models, non-flying
scale models, power- .driven models,
seaplanes, flying boats, expeni- |

i FitE
mental models and sallplanea The | 1951 LRI, & S M W.T E.G.5., Swansea X :
. ‘I"T-m Ak %
closing date for the latter is!ios3 peter iy B g E:ET, & G: - T
December 1st, 1944. Details can | 1854 Douglas Roy Hobday M .48 E.G.S., Bretiond . By
.: yril James E. 1687 E..G:: . Wolki . il
be obtained t'mm the Secretary, David George Walter Cox MA4 EG.S. Rt-;f:;; . ;
Mr. Arthur Lodge, M.M., A B.A, ‘{gﬂ;ﬁ Malecim Bydney Cross .. 184 E.G.S., Woodford . BN
t George Darvell .. C121 EX ol )
28, Hanover Street, W. I%g.;.g }_’[mnnillltél]immlcl {:rﬁ;.m MAL E r.:' Eﬁ:ﬂﬁd .- ﬁ
| enmneth renee L Dritt o -
SAILPLANE BUREAU 101 Richard Charles B rant [t ;g;.: EGS. 3,..“. x -
SE.II'f.lfﬂI'IH ﬂ-l'.ll.lg'.l'lt and Sold. 12 Anthomy Bernard Harrison Ditio ;
1963 Jonathan Oreste Eichholz M.44 E.G.5., Bretfond ;s
Offers and requirements to Sailplane Office, |, ... . .. '
23] SII’-ﬂﬂd W.C.2. _H C.rm_ﬂm{#: (13 ST
| 1780 Horace Edward Sprage . . C.121 E.GS., Halton .- ﬁ
| 1842  Frederick Ralph Buckland S.W_83_ Moreton Valence -
GLI | 1912 Harry Richard George Ashton M.48 E.G.S5., Bretford -
REPAIRS 1922 urice william Dunn . C128 ECS. Theate |
| 1928 Herbert Edward Eyre .. e g M i
USK VALLEY AREA. | 1924 John Henry Wilkinson . . Ditto :
J :gﬂ .:1:lm:—_'.' lrim-ll Willinms . . = 123 E.G.S. Hn\
4 Adrian Frederick Bex Stedom; # :
y” SWEET & SONS | _:55:14 ]'-::h'i HT;I:'E" Howerd winan - 'I";.:tﬂlu E.G.8., Sherburn in-Flmet .
= 2  Stanle o i ; A 2
USK MON. 11948 Thomas Fdgar Pitkethly 'LHHH' -
PHOMNE 48 SKILLED CRAFTSMANSHIP | 1THT  James Stuart Glass . 2 Ditte 4!
; 740 Frederick Campbel] Bambiridee .12 1-:_1'._:-{_ 1[.&1;-5- ;
SUBSCRIPTIONS o
The circulation of Sailplane and AUSTRALIAN GLIDING ASSN. '4 minutes Steve "\l.'#tqh'
Glider is limited by its paper (Continued from Page 13) .30 p m., 050 feet;
quota. This 18 the rand 2 P ST .
II th ) e minutes. His luck must be | minutes, Doc. Hewdon, 't‘
or the reduction in size, and || out, as he has not vet struck ime, 4 nua
the thinner and therefore lighter !1_11::1nm|. since we repaired the ‘( ck a p-m., to 800 feet ; time,
paper. The publishers can dis- The Lff -u.-uuti: g 1e ‘Gl ‘We are rebuilding oW -8
P’U’.":-L‘ Hf f'\..r more L'l.':lrlll.f."-n- lh;[['] more ; 1 . O De E{‘lllnﬂ "l"l:”'i.']"l -“-it]'l n]lt[r[‘ﬁl ﬂ,l'l.li
can be printed. To be sure || I”"””‘ and weaker in the next | I1 ’ is now at my place for @
of your copy, therefore, it is round, although some yve rv likely | and repair.’ %

necessary to take out an Annual
Subscription of 13/- post free for
twelve numbers, Publication
date 15 the 25th of the month
dated the succeeding month.
Chieques, Money Orders, etc.,
payable to Sailplane and Glider,
and crossed,

at the moment is |

If you are inlerested

]

Saslplane and Gi'i.‘im :-.
ROYAL AERO CLUB
GLIDING CERTIFICATES

Tuz following Gliding Certificates have been issued by The Royal Aero Club during 1k,

bl B t"ni-ﬁr.'du {52}
1012 Richard George Ashion
1914 Pn-. Moreton .. . .
1014 Clade Newville Brldlq

Michacl Springman

1015
| 1918 John Eynon Morgsn
rank Mills 7
Alteerl Lalifence lhntkhanl
Kenneth Edr'-h Denson .,
Kenneth G R-nl:-:rl.l- P
{nllcn J-:llm William Salmond
urbce Willkam Dunn .. i
Herbert Edward Eyre ..
Jolin Henry Wilkinson . .
Emest Joseph Morris
Eric Wﬁ’lur Clarke .
Patrick Frederick Dean
Morman Arnokd L‘hl.rﬂ:
Cyril Gill ..
Alfred John Cl:.flc e
Juhn Michacl Bloodworth
Kenneth Ian Richard Kemp
ohn Francis Hllm. a
Ant
yril Edward
Eril.. Wilfred Avery i
John Edward Ehnrlﬂ- Howells . .
A.I.l.-n Louis Warren e
ohn Aubrey Grubb
ames Morrow .
rian Everett Hann
I.'In.'l-".ld. YVmughan Peace .. d
Adrian F Rex Stedman
Peter Benlbyen Howard .. :
Stanley Race
Thomas Edgar th.-i.hly
James Stuart Glass
David Hamish Bennett .

| 1817
| 1918
1910
| 1
| 1921
| lﬂﬂ

mu
|12
| 127

]ﬂi‘li
1930
1931
1932
1033
14
1935

137
1938

180
1041
1942
1943
1944
1045
1946
1947
1948

Ralph Ashley Shute

1649
1050 John Sedman Brown

2]

Pt |
Dur vt

£ .l‘
» | ¥y
M7, Desby and Tance. - 3id
. =14

2

Celiding School
MAR EG 5., BPretford ||
Iritto
Lntio ol
ClE EGS., ll‘lj.'

M.4R E. .G, ‘L Br!t:lﬂl'd
Intio :
.14l E {L'-'! Hﬂhrmh
C.1E] E G5, Haltom ..
Irtto i

I'.Hllu- :

b EG.S., W

CA22 E.G.5., Harrow
MAR EG.S., Bretford
CIE EGS, Hattow
C.12% E.G.S., Bray e
5.E. 18] EG.S5., Brighton

AW BEAES., Hereford

MO0 EGS,. Herefoed

DHito .

53 ELS, \nr'l'.rrnmnh
11'1‘!..-";]:'.[15 Cardafi e
XKEMEGS Netherthorpe
NE30 EGS. aheﬂ-.urn-mﬂmﬂ
IMitto

Intto

Dittn

IMito %
C.l2R EGS
Ihtto o
M.48 E.G.5. Ht-r:lll:rrd

. Theale

_ [mnmnh clouds came over

Harry Ryan, at

2.15 p.m,, t
- s . oy L
L [t » time, 6 minutes Steve
T . K 4 ' =
}'f‘-“""""ﬂm._ at 3.0 p.m., to 800 feet -
time, 4 minutes. M, Waghorn, I

dal

3.30 pm., to 1,000 feet |].1|:mh'|
nrm 83 1111|mlu Doc. Hevdon
at -I U pm., to 80 feet - '11r||.|_~l

In a letter dated 27th
1944, Harry Ryan states =

*'We have had a long 1R
letter from Sel. Owens, he
asked to meet some of the
Club and wvisit SAILBLANE
GLIDER, to which he has
-"Hh.‘-k'rlpl:nm_"

,a
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PGranny s ©ld |
L ficped with elog- T f
= heating € sments

e sz you the ides a!theﬁ,

ﬂ:‘i.{.Eic‘;trD-ThEFr‘tul '

bHand Muft American
this Hand"

L airgrews  Usc
L Muff to keep their hands
'w;rm and supple in the
ingense cold of the upper
aomospiere. Like our
own R.AF. crews they're getting on the warmaest

rerms with WINDAK specialities.

. ivhal grand ey for
PUFE war motoving ...t

WiINDAK Suics
incorporate features
covered by Irvin Patent
Mo, 407445 and others,

"~ BAXTER, WOODHOUSE
& TAYLOR, LTD
Queen's Buildings, Sveckpart, Cheshire

@

R
ICE TRAILERS 26 BLABY, LEICESTER.

HON. REPORT
NUMBER TWO

“Please, tllustrious serting
Son of Heaven, herewith
further report how
cunnng Hubbards of
Luton ourwit our plans
te cripple British war
industry by taking rubber
plamtarions. As already
reported, objectionable
Hubbards with scientific
rrearment of felt
immediately provide next
best thing to rubber for
Atrcraft, Marine and
Engineering requirements
and call same
MECHOFELT. Now
Hubbards make clever
ewith Mechofelr to give
greater flexibility and - : AT
restltence to the felr. e 1M LH,

This special make they e

call MECHOSEAL : i /

: T o Lo

of high durability. Fabricated Mechoseal Paris.

Seriously though, these facts are perfectly, rue. Today
Hubbards are making rubber replacements in felt for a
diversity of industries and purposes. Quite frankly, we
have no idea of the extent of our versatility—although
the present Mechoseal range of accurately cut products
is an extensive one covering Marine, Aircraft and
Engineering Industries.
SHubbards are at your service—reéady, toilling and able ro

solte your r replacemient problems,  Tust write to The
Mechafelt Development  Secrion, Regemy A,  Litom,

Telephone @ Laton 2006
5. HUBBARD 5
LTD., LUTOM o A : SRS :
AYLESBURY e
LONDOM [
sneow wats MECHOFELT
MAMCHESTER
BRISTOL HUBBARD MECHANICAL FELT
BRADFORD
HNEWILCASTLE
PIONEERS IN THE MANUFACTURE OF RUBBER

REPLACEMENTS 155
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& BANK
INDICATOR |

operated by \
6 v. light-weight
dry cell battery
(Weight I Ib. 9 ozs.

complete). .
K.D.G. INSTRUMENTS LIMIT
LTD., 40, STOKE RD.. GUILDFORD, SURREY PURLEY WAY, CROYDON.  Thornton Heath

& il o 1213

Consult the |

for all

ELECTRICAL EQUIPMENT
for

GLIDER AIRCRAFT

Wires and Cables -
Landing and Signalling Lamps I s
Rﬂdfﬂ, eic., elc.
¢ The G.E.C. is able to provide complete el

. : o : ectrification schemes and
equipment for Aircraft Factories,

."wrrn;]rmnu_w, Clubhouses, etc., ets,

Advt. of The General Electric Co. Lid., Magner House, Kingsway, London, W.C.2
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