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A new record holder

The Airspeed " Tern” starting off on its record-breaking flight

IS YOUR CLUB READY?

In less than a month the International Gliding Competi-
tions are being held at Balsdean close to Brighton and a
gathering of distinguished toreign pilots are preparing to
descend in a friendly invasion. But even if their presence
is likely to daunt some Clubs there is no need for those
Clubs to hang back, There are prizes for all c¢lasses of
competitors and there is no reason why a team from any
British Club should not carry ofi something really worth
while.

Entries should be sent immediately in order to lighten
the work of the Secretary who is already eoping manfully
with the burdens imposed as a result of the meeting of the
International Commission for Motorless Flight which is
meefing over here during the Competitions,

Certain Clubs are not taking any chances, Teams
have bheen chosen for some time and are hard at work
practising for the Competitions which have been specific-
ally designed to prevent the same pilot from carrying off
every event, If there are any Clubs which have a team
ready to enter but are deterred by the expense of making
the journey to Balsdean, let them make a clear statement
of their case and send it to these offices so that every
effort may be made to help them in their laudable en-
deavours.

THE TERRAIN,

The site at Balsdean near Brighton is a very irregularly
shaped depression running into the South Downs from the
sea. Although there is a certain amount of gorse about
and some very large ant-heaps (ought to be Mole-hills!)
in the valleys, much of the surface is very good, good
enough for auto-towing, in fact. It is most easily ap-
proached from Rottingdean.

The upper slopes are from five to six hundred feet,
while the bottom drops to about 200 feet, above sea-level,
The map shows the Contours (dotted lines) marked in
foet,

There are " hangars " at the North-West end, the South
end and in the middle of the site, as indicated by the two
barns and the Iarm House itself, respectively.

Practically a year's working on the site, during which
time it has been visited and tested in flight by Herren
Wolf, Hirth and Kronfeld, has shown that there are use-
ful slopes to almost every point of the compass. The
arrows drawn across the Contours in certain places in-
dicate this more clearly; and if in imagination one stands
at the tail of any one of these arrows one is looking down
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The Bailsdean Site

a slope in such a direction that a wind blowing directly
up it is from the direction indicated by the letter in the
small square nt the {wl of the arrow. Moreover these
arrows are drawn at approximately the middle of the use-
ful part of the slope aiong which soaring can be achieved
at thag point.

The names of several well-known Glider Dilots have
been entered against some of these arrows as indicating
the spots at which some notable soaring flights were made.

COMPETITIONS AT BALSDEAN

In order to facilitate Clubs who have not been able to
get in much flying through the lack of practice grounds,
arrangements have now been made whereby they can w
the Balsdean site either on I'riduy evening, or early
Saturday morning, before the Competition commences.
This will afford an opportunity for Members to qualify
for their “A" Glider Pilots Certificates in order to enter
the Competitions.

CHRISTMAS CARDS

We are anxious to have some Christmas Cards designed
which shall be available for members of the whole Gliding
Movement., These will have to be designed and we are
anxious (o receive from suitable artists designs for such
cards which should be available for retail sale at com-
petitive prices.

Would artists therefore submit specimen drawings (pen-
¢il or ink roughs) at the earliest available opportunity,
marking their letters C.C. in the top left-hand corner.
The artist whose design is selected will be given an ar-
ranged proportion of the profits, probably 333 per cent.

| QUERIES I

. Q._].—Wﬁru iv the best obtuineiwe gliding angle jor the wing
section only, and at what load does this, appear?

Q.2.—How is the best loading per square foot obtained *—T.G.N,

A.l.—The best obtainable gliding angle for the wing
alone depends solely on the wing section under considera-
tion and the aspect ratio employed. Lift, L, is measured
perperidicularly to the flight path and drag, D, to the
path (see figure); and therefore the loss of height over a
given horizontal distance is equal to D /L, and the smaller
the value of this the finer is the gliding angle.

The values of L and D vary for each wing section and
for every angle of the wing to the airflow, and are ob-
tained from wind-funnel tests of each aerofoil.

The highest values of L/D for sailplane sections gener-
ally lie between 16 and 22 and are present at an angle of
incidence of about 6 or 7 degrees above the angle of no
lift, The above figures refer to the aspect ratio for which
the tests are carried out, usually 5 or 6, and there is an
increase in the value of L/D of about 8 per cent. for each
unit increase in aspeet ratio,
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The weight (or load) is equal to the total air force, R,

which is slightly greater than the lift (It = V L2 + D2).

A.2.—It is difficult to say what is the best loading per
square foot. An analysis of the most suecessful sailplanes
to date shows that the loading vary between 2.1 and 2.8
s, per square foot,

If pure soaring is the aim, then a lighter loading can be
employed beneficially, but, for cross-country work, a com-
paratively heavy loading is necessary to obtain the re-
quired speed for passing through unfavowrable atimos-
pherie regions, and it is of interest to note that practically
all long distance craft have possessed n wing loading of
about 2% Ibs. per square foot,

Light loadings can be obtained by the use of a large
wing area, preferably of braced construction, and by the
employment of light structural design for the various
units, but the result is not likely to produce the best all-
round sailplane,

(See also the ansvers given in Tur Sainprnane of July
31).—C.H.I.N,
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BUILT IN SOUTH AFRICA.—A Primary trainer built by Mr. Vine, of Germiston.
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The Darmstadt Club’s New Machine

The Darmstadt Academy Flying Group propose to build
during the coming Winter, a new machine. The span is
to be only about 40ft, and the fuseclage will be of very
small eross-section. To make this possible the pilot will
almost lie iny the machine with his feet forwards., It is
hoped that the machine will not weigh much more than
130 1bs., and to keep within this figure the wing will be
built in one piece and in plan will have a very fine taper.
This will enable the structural weight to be reduced aml
at the same time provide the greatest possible span for a
given surtace, and so obtain the best gliding angle, The
fuselage will be relatively long and the control surfaces
large to ensure extreme manceuverability in order that
full advantage can be taken of small areas of upwind.

The machine is to be built immensely strong to permil
it to enter clouds without danger. It is expected tc be
strong enough to be “stunted.” It is hoped that the
machine will have a performance almost equal to the
DarmsTapT, but with far greater strength and vastly in-
creased manceuverability.

It will be seen, therefore, that the Darmstadt Academy
I'lying Group are not in agreement with the view of Dr.
Kupper who designed the Austria. He seems to regard
an improved gliding angle as the most desirable feature
of a sailplane and is prepared to sacrifice maneuver-
ability by increasing the span in order to obtain an ex-
traordinarily good gliding angle.

TheDarmstadt Academy ['lying Group appear to believe
that manceuverability is of the first importance so that
small areas of upwind can be used to the best advantage.
To achieve this mancuverability they are reducing the
span, buf' to minimise as far as possible the resultant in-
erease in gliding angle they are doing everything they can
think of to get the weight down.—ABEL ARD.

[ This attempt in Germany to get aweay from the eonventional
sailplane and produce something more mananverable {s particn-
tarty interesting ax the Scup has elready shown the wany. A
machine of this type with a higher aspeect vatio showld be evactly
what the Darmstadt people want.—Ion. |

ACTION AND RE-ACTION

The following letter appeared in Tur WeeEk-IEND
Review for Aug. 29, and is important in that it illustrates
how public opinion may get biassed against gliding clubs,

A HIDEOUS DEVICE

Sir,—If * the invasion of country lanes by maotor traflic raises
problems " (p, 171 of yvour issue for August 8), what is to be said
and done about a retall firm of ten dealers who send a1 ear, on
which is mounted a * loud speaker” which spreads vulgar noises,
like those of a uston Road music-hall, over a wide arvea of the
South Downs, to attend u meeting of a * gliding " ¢lub held on a
point 800 ft. above the sea?

I'vom  Ditehling IMeacon to Clayton Holt nobody walking or
riding on the Downs could eseape the range of the hideous adver-
tizing device.—Yours Taithfully, G. T, MILsTen,

New University Club, St James’s Street.

QUERIES IL

Under this heading Captain Latimer Needham, who is
Chairman of the B.G.A. Technical Committee, will en-
deavour to answer such questions as may be sent to him,
Questions should be sent to THe SatLrnane, 44a Dover St
London, W.1,, and marked " Quenries,”

Q. 1. We have the use of an isolated Rill pver 100 ft. in height
with clear slopes on all sides, Will this be suitable for obtaining
gliding certificates

Q. 2. 1s a horse-shoe shaped hill switable for soaring over?
Q. 3. What are the minimum and best heights' for soarving?
Q. 4. What is the mavimum wind speed requirved for soaring?
. 5, What is the best method of twening and does it make

any differenee whether flight is up or down wind?

Q. G, What is the best speed to fly at for mazimum gain in
Jlt:fﬁ'-:ff and iy the speed altered for [flying against or iwith the
apine

Q. 7. What is the height of hills wsed in England for gaining
WA gertificates?

AUSTRALIA.

A. 1. The hill mentioned should be ideal for obtaining
AT and B Certifieates but is of little use for souring
unless the side facing the wind is at least 100 yards long
and even with this length it is not easy to soar on an
isolated hill owing to the loss of height on turns.

A. 2. A horse-shoe hill is good for searing provided
the wind blows well into the cup, Flying is rather tricky,
and even dangerous, with a side wind, especially if the
sides of the horse-shoe are close together. This is due Lo
the eddies set up at the ends. A long straight ridge is
best for soaring and can be used for winds through an
angle of nearly 180 degrees.

A. 3. The minimum height of hills required for soaring
is about 100 ft., 200 ft. is very good and above this excel-
lent. The slope should be moderately steep but not binff,

A. 4. The minimum wind speed, at the top of a hill,
required for soaring is about 12 m.p.h., but higher winds
give better results,

A. 5. The best method of turning is to increase speed
slightly before the turn and then turn with full rudder
and a little aileron. By pulling back the stick slightly the
turn is greatly assisted. If the flving speed is slow af the
commencement of the turn difficulty is experienced, stall-
ing is likely, and the elevators cannot is used fo assist the
turn. The direction of the wind doed not make any dif-
ference to the actual turn but when fAying near to hills a
down-wind turn should be started early as the machine
drifts towards the hills with the wind,

A. 6. The best speed for gain in height in an up-cur-
rent is generally about 4 m.p.h. above stalling speed and
is not effected by the direction of the wind. Ifor maxi-
mum distance in still air a slightly higher speed is best
and this should be increased further if flving against a
wind devoid of up-currents but can be decreased for a
following wind.

A. 7. The hills at present used by English clubs for
taking both “A" and “B" Certificates are about 100 ft.
in height. A flight of 30 secs, can be made from a height
of 30 or 40 ft, if a fair wind is blowing up the slope,

C.H.LL.N.

'Phone No, kineston G6061.

CELLON

FOR

SAILPLANES and GLIDERS

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

Telegrams ajawe, Phone, Kingston-on-Thames

DOPE
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TECHNICAL ASPECTS OF THE Xlith RHON COMPETITIONS

-By S. SCOTT-HALL, M.Sc., A.F.R.Ae.S.

[Alr. Scott-Hall is a member of the scientific staff at Martlesham
Heath where British aeroplanes of all types go for their official
tests, and THE SAILPLaxe 45 therefore particwlariy fortunate in
having a writer of Mr. Scott-Hall's experience to outline the out-
standing technical aspects of this year's meeting on the Wasser-
kuppe. But his observations are not only those of the scientist, he
is a pilot too and recently gained his “ C" certificate at Dun-
stable.~——En.]

The 1931 Segelflugwetthewerbe of the Rhon Rossitten
Gesellschaft at the Wasserkuppe were chiefly remarkable
for the flights which were achieved with the aid of ther-
mal currents,

It may safely be said that a thermal current is more
difficult to detect with the ordinary instruments of the
human body than the currents due to ground formations
where the contours of the land beneath him tell the pilot
immediately what aids- to soaring he may expect. This is
especially true at considerable heights, for the * thermal "
has been drifted away from its source by the wind cur-
rents and, in all probability, is sooner or later broken up
by secondary vortex action in the same manner as a
smoke ring.

The formation and life of thermal currents are, how-
ever, as yet little understood, and are certainly outside
the scope of this article. The difficulty of detecting their
influence is quite definite and was reflected immediately
in the equipment of those aireraft which had carried out
successful flights with their aid. Just as the ultimate
success of power flying under all weather conditions de-
pends on the perfection of instruments so now it seems
the success of soaring flight under all conditions depends
on this same factor—the perfection of instruments.

Note the latest way of fairing the wings into the fusela ge of the “ Fafnir.”

It was significant that the Wien, the Farnir, and in-
deed nearly all the sailplanes which made successful ther-
mal flights were equipped with a most elaborate set of
instruments, most important of which (next to the air-
speed indicator) was undoubtedly the variometer giving
rate of ascent or descent, There are several German
types of this instrument with a considerable degree of sen-
sitivity, one of which is developed by the famous firm of
Askania.

It was given as his opinion by a well-known German
soaring pilot that no really successful thermal work
could be carried out without a variometer. Bank indi-
cators and longitudinal bubbles were fitted to several air-
craft in addition to the more common compasses thus
making every provision in these machines for blind flying
in clouds,

The instruments in the Farntr are worthy of special
mention. In order to accommodate them all in the narrow
space provided, types with vertical scales has been adop-
ted throughout. The Farntr also carried an external in-
strument for the measurement of humidity, in connection
no doubt with the research work which is a big feature
of the programme of the R.R.G.

Since the question of the equipment has been deal with
first it is interesting to note that a large number of air-
craft now carry parachutes. It was understood that a
suitable back type could be purchased for 800 marks (£40)
weighing about 8 kilograms (17#1b.). In 1930 the only
aireraft the writer remembers having seen equipped with
a parachute was Kronfeld's Wiex and it is significant

A CONVENTIONAL TYPE.—The “S

tadt Stuttgart” which is of typical Darmstadt design at the Wasserlku.

this year.
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AIRSPEED LIMITED

present

THE «TERN” SAILPLANE

which has been produced for advanced hill and
cloud soaring

The ““ Tern” is a cantilever monoplane, of straightforward and robust design. Span
50 ft. ; wing area 201 sq. ft.: Loading 2.06 lbs. sq. ft. The wings are of two spar con-
struction, tapering in plan throughout their length. Ball bearing controls are utilised
throughout, in accordance with the most modern aircraft practice.

We claim that the “ Tern” is the most easily erected and dismantled sailplane yet
produced. Each wing is removed by withdrawing two large bolts, no attention what-
soever being necessary to the aileron control. Each tail plane is removed as a unit with
the elevator by with-drawing two large bolts, no attention being necessary to the elevator
control. It is very easily possible for three men to erect or dismantle the machine com-
pletely in ten minutes.

The " Tern” is fully equiped for auto-towing, and an airwheel undercarriage with
7 foot track can be supplied if desired. The skid is sprung on rubber blocks and well
faired to the body with leather. Owing to the absence of wing struts, the *“ Tern” is
aerodynamically very clean, and has a theoretical gliding angle of 1 in 25. The machine
has a B.G.A. certificate of airworthiness, and has been stressed for aeroplane towing
at 70 m.p.h.

On August 24th the “ Tern” piloted by Herr Magersuppe, flew from Ravenscar to
Scarborough under B.G.A. record conditions, a distance of 8.3 miles from taking off
place to alighting place. The flight took 33 minutes, the course being along the cliff
edge in a north easterly wind. For this flight a distance record for a British built
sailplane has been claimed. ’

The flight was actually the second soaring flight made by the “Tern,” the first being
a 15 minute test flight. It is hoped in the near future to demonstrate that the * Tern”
can do better than this.

Cross country flying is the test of Sailplane efficiency.

Price £248. ex-Works
AIRSPEED LIMITED, PICCADILLY,
YORK.
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that the sacrifice in weight is now considered worth while
by so many. ‘

The difficulty of getting clear from these very small
cockpits especially in the case of structura] failure of a
wing or tail unit would be extremely great and render
their successful use questionable, Whether any escajpes
have been made in Germany is not known to the writer
but a case in the United States has been recorded.

Turning to the design features of the various conipeting
aireraft, it must be admitted that in general aerodynamic
characteristics there is little change from the standards
of 1930. These were already so high in so far as good
streamline form and those properties of the wing giving
good soaring qualities were concerned, that they would be
very hard to improve. The impression this year is that
the tendency is now to produce a cheaper, less highly
finished machine, in which only the essential high per-
formance characteristics are retained,

An example of this, is the Kassern 25, a very practical
looking machine from the point of view of simplicity of
construction but lacking something of the beauty of line
of its forerunner the Proressor, and certainly not in the
same street as the Wien, the IParxir or the Musrterne,
It is, however, a very popular aircraft and is very cheap,
costing only £75.

Five of the type were competing in this year's com-
petitions. The span is 59 feet and Aspect Ratio, 21.1, so
that the span-loading criterion and ethiciency from this
point of view should be very good. The detail design
strikes one as a trifle crude. On No. 29, entered by the
Kassel people themselves, it was noticed, for instance,
that the fairings to the wing struts were cut off square at
the ends and left open without any attempt to finish them
off in conformity with accepted ideas of aerodynamic
resistance.

On another machine, the Apesar, an unfaired diagonal
strut had been inserted between the two parallel faired
struts. The resistance of this cowmbination, taking into
account the large interference hetween the open-ended
fairings and the wing at one end and the body at the
other, must surely be at least as great as that resulting
from leaving all three struts unfaired. The additional
diagonal member on this machine had, however, been in-
serted at a date subsequent to the originul design possibly
to give udditional strength for towed flight. It is not a
feature of the standard aireraft.

Several sailplanes had additional strengthening for
towing in the shape of cables from the nose to the wing
fittings for the struts. Very many were fitted with the
specinl release hook for towing, and one machine, the
Darscui, was fitted with a controllable hook half-way
down the body for auto-releasing.

The influence of Hirth's visit to America showed itself
in the Stanavo (No. 8). This machine was fitted with a
single Goodyear wheel sunk into the body neur the rear
of the skid so that the tread of the tyre projected an inch

or so beyond the surface of the skid. The wheel was fitted
with a brake controlled from the pilot’s cockpit. The
wheel is claimed to make the aircraft much easier to flat
turn on the ground when moving at low speed, as in the
case when avoiding an obstacle at the last moment of
langling, and obviously makes ground handling much
easier. The brake is almost a necessity—not a luxury.
When applied the wheel is locked and the machine slides
on skid and wheel, but the landing * run” of this com-
bination is, it is said, no less than with the plain skid.
Wheels are very popular in America where the wide-
spread vogue of towing renders them a necessity.

A very clean looking aircraft was the ScHursiky v Nor
(No. 39) (illustruted on the cover of the last issue of THE
SatLpLane).  Of semi-cantilever design, the wing is built
with a very pronounced tuper and very slightly bent up
tips. The span is 59 feet und the aspect ratio 20,1, The
wing struts ure of steel and thus huve a comparatively
small frontal area. The body is of very good streamline
form and altogether it was not surprising to hear that the
machine had performed well in the competitions.

Another sailplane attracting immediate attention was
Hirth’s Musterie (No. 9). The cantilever wing is of Got-
tingen 535 section—which is so popular for this Lype of
wing—modified towards the tips to one of the eclassical
Joukowski aerofoils. A streamline hood completely en-
g':Io.tsing the pilot was Deing tried when the aireraft was
inspected. It has an interesting feature in that the whole
cockpit opening can be covered over with a wooden panel
and locked. This must be very useful when the machine
has to be left at the mercy of prying visitors to soaring
meetings, as the only mischief left for them to do is to
blow down the airspeed indicator. The Musterne has a
very complete set of instruments.

An interesting looking machine lying in the Darmstadt
shed was the Navrinus (No. 10). Every efiort had been
marde here to cut down body resistunce as the fuselage
was one of the narrowest seen and the pilot was totally
enclosed, A ecrash had put it out of the competition fairly
early.

Of the sailplanes which have achieved ouistanding
fame, the Wiex remains nnaltered except for the addition
of a small fairing above the pilot's head and the release
apparatus for towing.

The Farxir is most satisfactory as its long distance
flight proved—now that the original lack of control has
been cured by cutting away the curved fairing between
the junction of body and wings, This fairing, although
providing a very smooth entry, deflected the air outwards
from the fuselage to such an extent that the tail was
badly blanked. The new sharp angled junction is shown
well in the photograph. The instruments on the lFarNir
have already been mentioned.

A curious freauk was the Stant Macpepurc (No. 40).
This tail-less glider had as complicated a wing as it would
he possible to devise. It would be very difficult to describe
without the aid of photographs and it seems unnecessary

Top

Bottom left : Wolf Hirth sits in front of the “ Musterle” with its new cockpit

left : Hirth's “ Stanavo.” Top right: Kronfeld starts on his astoundin% flight in the thermal up-currents.
al

iring. Bottomn right: The cantilever

tail unit of the “ Schlesien in Not.”
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HE BRITISH AVIATION INSURANCE GROUP is one of the
foundations on which British civil aviation has been developed. It
remains to-day the only organisation in the Empire adequately staffed
and fully trained to cater for manufacturer, operator or private owner.
The group offers to its clients unequalled service throughout the world.

Registered Office . Lloyd's Buildings, E.C.3 Telephone : Monument 0444 (5 lines).
; Telegrams and Cables 1 ‘' Aviacoy, Lime, London."

Forschungsergebnisse  des  verkehrswissenschaft-
lichen Institutes fiir Luftfahrt an der Techn.
Hochschule Stuttgart.

(Results of the Investigations of the Instituie of
Aeronautics at the Technical Hochschule, Stuttgart)
Iidited by PROTF. Dr. ING, PIRATH
Part 1—35 pages, 12 illustrations, 9 plates, 1929;

paper covers; 3 Marks.
Part 2—75 pages, 42 illustrations, 4 plates. 1930;
paper covers; 5 Marks.

Part 3—91 pages, 9 illustrations, 31 plates. 1930;
paper covers; 5 Marks. i

A prospectus will be sent free of charge.

R. OLDENBOURG

MUNICH (32), and BERLIN

“MALLITE” or “APPCO” WATERPROOF

awm. PLYWOOD

We are able to offer exceptional
Manufactured by the value in all solid silver articles at
AERONAUTICAL & PANEL PLYWOOD Co. Ltd. the present time
218-226, Kingsland Road, London, I.2. .
Telephone—BisHopsaaTr 5641, Catalogue gladly sent on reques

H ANG AR For SAILPLANES The SUSSCX GOIdSl]lithS’ &

and GLIDERS

L] - ’
(AS SUPPLIED TO THE LONDON GLIDING CLUR) Sllversmlths CO., Ltd.
1 lete sections for, iy
s e we ekt e b et 1B/ CASTLE SQUARE
G. ELLIS & CO., fﬁ?ﬁ?gg _c\,v}%)ﬁt‘nﬁ.ox\mom 9. BRIGHTON

Telephone—AMHERST 1091 (4 lines).
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as the machine was not out- + .
standing as regards perfor- ©
mance, The fundamental
idea of the wing design ap- |
peared to be pronounced de-

creased incidence at the tips

giving presumably good -
lateral stability. The elevator |
control looked very inade-

quate but this is usually the 3
case on tail-less aircraft and . R
is always a false impression. =~ oty
When inspected the aireraft
had just made a flight with
a main spar attachment fit-
ting cracked right through—
a good testimonial of the ; / P
strength of the rest of the P, L
wing. ' o >

The large Dresden D-B9
(No. 51) was competing this . -
year, It was flight tested for
the first time during last
year's competitions, It is a
2-seater designed for alight-
ing on the water as well as
onland. 1Its chief technical
interest lies in the airbrakes with which it is fitted. These
consist of small flaps in the upper surface of the leading
portion of the wing midway between the centre section
and the tips. When the brake lever is appliad in the
cockpit these flaps hinge forward destroying the circula-
tion at their points of attachment. The aerodynamic effect
of this is to divide the single wing into three wings with
corresponding increase of induced drag. The scheme is
based on theoretical premises and it would be very in-
teresting to know how it works in practice.

[Herr Lippirehi in Tis lecture before the Royal Aeronautical
Society said the scheme WAs successful Bp.]

Several well-known aircraft were not present or did not
fly. Of these perhaps the Ausrria was the most notable
absentee,

There was a large representation of the standard types
such as Proressor and Aacuen., These all put up more
or lfss good performances according to the skill of their
pilots but do not warrant any special description.

The illustrations are due to Mr. G. A, Little who very
kindly placed them at the disposal of the writer.

THE “D” BADGE.

Some more information about the “D "™ Badge of the
R.R.G., which is a silver-wreathed version of the “C,” is
now available, We understand from Fruesrort that the
“D"” badge established by the R.R.G. for special
achievements in soaring flight has been conferred on the
following in addition to Kronfeld and Hirth: Giinter
Groenhofi (Frankfurt-am-Main), Kurt Starck (Darmstadt),
and Otto I'uchs (Darmstadt).

The conferring of this high-performce badge will in
future be brought into conformity with the regulations
which have been issued by the R.R.G. for towed gilider
flights. In particular, in the case of long-distance flights,
the difference in height between the starting-point and

T 4%

TO CROSS THE CHANNEL ?—Mr. Michelson in his Cloudcraft “ Phantom ”

casting-off point may not amount to more than one per
cent. of the whole distance; further, the height and dura-
tion of the flight must be reckoned from the first moment.
of casting-off.—A E.S.

The Cloudcraft * Phantom”

The PranTowm is designed to be a high performance
sailplane for distance flights. The main features were
described in THE SaiLprLaxe for July 31, and will not be
described again here. The machine flown was built to-
special order for a private owner and so the fittings are
somewhat lighter than would be suitable for a eclub:
machine. The time of assembly could be reduced by some-
minor modifications to the aileron cable connections and
the elevator assembly.

As the machine is rigged to be most efficient at high
speed, the take-off is somewhat impaired and care should
be taken to launch it with a strong pull using the normal
doubled elastic., In the air, the efficiency of the design it
at once apparent for the sinking speed remains low even
at first when the pilot is flying fast to get used to the-
controls. The minimum sinking speed appears to be com-
parable with that of the Professor and to be remarkably
constant with increase of speed.

The aileron controls which have a differential action are
sweet to work and effective. The action of the rudder
which, is of large area is noticeablly powerful; this is a
considerable advantage on English grounds, many of’
which are small, and in addition provides a useful control’
if thq pilot stalls on a turn,

At present the British Duration Record is officially held’
by a Frenchman, although the PranTom has actually
beaten the figure and few of the more important records,
such as height and distance with return to the starting
point, have been claimed at all. The Prantom has the-

performance to attack all these records and thus to start.
the British soaring movement.—G.M.B.

cross the Channel.
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THE FIRST BRITISH DISTANCE RECORD

On Aug. 24, Herr Carli Magersuppe piloting the Air-
speed Tern, flew from Stoupe Brow, Ravenscar, to Scar-
borough. The fAight was officially observed and a baro-
graph carried. The necessary proceedings are under
weigh and although the flight has at the time of writing
still to be officially homologated by the I".A.L, there is no
reason to suppose that this flight will be recorded as other
than the first British distance record. The actual straight
line distance is 8.3 miles,

The Ter~ was taken off Stoupe Brow, and after gaining
height was soared by Herr Magersuppe in the up-currents
off the cliffs. The actual flight path appears to have been
some sixteen miles but for the purposes of record only
straight line distances count.

The Twunvy has been designed by Mr. Norway, who was
second in command to Mr. Wallis, designer of the R.100,
and is now the moving spirit of Airspeed Ltd., of York, a

go-ahead concern which is not only making gliders but is

also engaged vn all forms of aircraft work.

The Triun is interesting as it bears no resemblance ex-

-cept in its cleanliness to other high-efficiency craft. It is

T e
e
.

The “Tern” on its way.

also stressed for auto- and aeroplane-towing and an under-
carriage is available. The wings are attached to the sides
of the body and the pilot’s head which protudes above
them has a fairing behind it which extends to the tail.

The great feature of the machine is the easy way in
which it may be assembled or taken to pieces. The mini-
mum of bolts are used and these may be easily extracted.
It is of wooden construction and where plywood is not
used fon covering, fabric is,

Mr, Norway has promised to let us have a full specifica-
tion as soon as this is ready. We gather too that to hold
the distance record is not enough and the Trrx is ouf to
cover a really astounding mileage.

General Arrangement.

ADVERTISEMENTS.

THE SAILPLANE offers a particularly effective way of selling or obtaining those materials and things which are of
peculiar interest to those interested in gliding. Actually no other medium in the World is solely devoted to Motorless
Flight and therefore no other medium is quite so intimately connected with the Gliding Movement. For one shilling a
line you can advertise your wants or the goods you have to sell.

All copy must reach Mr. J. L. R, Waplington by the morning of the Saturday which precedes the Friday on which
THE SAILPLANE is published. The rates for display advertising are extremely reasonable and particulars will be
gladly sent on request from 44a Dover Street, London, W.1.
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CORRESPONDENCE

Regulations for Preventing Collisions in the air

Sir—I notice in the Editorial for Aug. 14, you ask for
a ruling on the proper method of machines passing each
other in the air. * Regulations for preventing collisions in
the air” are incorporated in the Competition Rules of the
B.G.A., which are set out in the B.G.A. Handbook, copies
of which can be obtained from the writer. The particular
rule reads:—

REGULATIONS TOR PREVENTING COLLISIONS IN THE AIR.
(See Alr Navigation Regulations)

11.—Cross-Counrry FLYING.

(n) Two gliders meeting each other end on, and thereby run-
ning the risk of a collision, must always steer to the right. They
must, in additfon te this, pass at a distance of at least H0 feet
taken between their nearest adjncent points.

(b} Any Glider overtaking another glider is responsible for
keeping clear, and must not approach within 50 feet of the over-
taken glider, and must not pass directly underneath or over such
overtaken aireraft. The distance shall be taken between the
nearest adjacent points of the respective gliders, In no case must
the overtaking glider turn in across the bows of the other glider
after passing it so as to foul it in any way.

(c) When any gliders are npproaching one another in cross
directions, then the glider that sees another glider on its right-
hand forward quadrant* must give way, and the other glider
must keep on its conrse at the same level till both are well clear.

*From 0 deg. (i.e., straight ahkead) to 90 deg. on the right hand
constitutes the right-hand forward gquadrant.

(Signed) J. L. R. WAPLINGTON,
Secretary, BriTisH GLIDING ASSOCIATION,

-

A word to the

So many disasters, minor and even major, have ended
attempts to soar that it seeins possible that the effect of
making down-wind turns is not generally understood.
When flying in a wind whose speed is constant, the turn,
or any other manceuvre, is identical with that made in
still air. That is to say that if, for instance, a smooth
turn through a full circle were made in still air it would
look, from the ground, like a smooth circular turn. If
the same turn were made in a steady wind, it would look
quite another shape from the ground; though if observed
from a free balloon or from a train travelling in the
direction and at the speed of the wind it would still be
seen to be a smooth circular turn.

Thus a downwind turn is made in the same way as any
other turn but the effect of the wind is greatly to change
the final position (relative to the earth) and also the
ground speeds during the turn. This increase in ground-
speed is frequently the cause of a pilot stalling on such a
turn as he reduces his ground-speed to what he thinks his
flying-speed should be.

The diagram demonstrates the efiect., The circle shows
a full turn observed from anything that has no motion
relative to the air. A gliding speed of 34 m.p.h. has been
assumed and a twenty degree bank which gives a radius,
for a correct turn, of 215 feet. The numbered points are
112 ft. or 2.25 secs. apart,

’I‘he. curve shows the track over the ground made by
the glider if a 20 m.p.h. wind is blowing in the direction
of the arrow, It is got by working out the distance which
the glider will travel down-wind during the time it takes
to get to each numbered point. The small arrows show
the direction of the glider's head at those positions,

The diagram shows some rather startling effects. The
glider is down-wind of its original position when only a
quarter of the turn has been made. The maximum ground
speed is nearly four times the original ground speed and
this must not influence the pilot's judgment of air speed
which should remain constant. The maximum distance
travelled down-wind is 860 feet of whicl' the final 40 ft.
a{e %one after three-quarters of the turn has been com-
pleted.

The great amount of air room necessary and the good
judgment required for a down-wind turn are shown by

The Lateral Control of Gliders

Sir,—I have been very interested in the correspondence
of late in THE SAILPLANE, on the ineffective lateral control
of gliders.

A point which cannot be too strongly emphasised, is the
danger of trying to correct bank, near the ground on a
partially stalled machine, with opposite aileron, or aileron
and rudder. An aileron above the trailing edge is work-
ing in a low pressure region, while an aileron below the
trailing edge is in a high pressure region, so that if the
machine is in a bank, and the lower aileron is depressed,
instead of extra lift being gained, the aileron is merely
transferred from the low to the high pressure region, act-
ing as a very efficient air-brake which immediately slows
the speed of this wing, considerably decreases its lift, and
will, in addition, give the machine a decided tendency to
slew round in that direction.

Should the misguided pilot attempt to correct this by
adding top rudder, the result would be to lift the nose of
the machine, and owing to the lack of forward speed, com-
pletely stall it, resulting in probably a broken wing, fuse-
lage, or both.

The only effective way of regaining control from this
position is by centralising the stick in a slightly forward
position. With the stick in this position, all aileron drag
is definitely removed, and the nose of the machine is pre-
vented from rising. On applying opposite rudder, the
speed of the lower wing is increased and that of the top
wing decreased, so by this maneuvre, greater lift is ob-
tained on the inside wing and less on the outside, and
the machine very quickly regains an even keel.—(Signed)

(', J. LONGMORE (Demonstration Pilot, B.A.C, Ltd.).

would-be Soarer

these figures. Care is all the more necessary in that so
much gliding and soaring is done against the face of a
hill where space is limited by the narrowness of the belt
of available up-current,

Tt is for such reasons as are outlined here that a figure
of eight track above the hill crest is generally used for
early soaring flights as this track enables the pilot always
to turn into wind.—KEeNT1GERN,

DiaGRAM oF GROUND TRACK

GLibins SPRED ScALE |in=200fr

24 mph.
Angls of bank
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NEWS FROM THE CLUBS

THE BRADFORD GLIDING CLUB.

A meeting of the Dradford Gliding Club was held in the Mid-
land Hotel, Bradford, on September 1, when Lient.-Col. A, Gadie
oceupied the chair, in the absence of Sir Ben, Dawson {President),

Mr. N. H. Sharpe (Chairman of the Club) outlined a proposal
to hold a I'ageant at Yeadon on Sept, 26 and 27. Fe said that
he and other members of the Club had obtained n promise of sup-
port from the Master of Sempill, Mr. Gordon England, and Capt,
Worrall, of the Sherburn Aerodrome, Captain Worrall, he said,
had been enthusipstiec about the scheme, and had promised to send
over aeroplanes, perform * stunf " Aying. and give * joy vides.” In
all prebability there would bhe parachute descents, and it was

likely that firms mannfacturing aeroplanes wonld be glad of the -

opportunity to zive exhibitions.
The Bradford-Leeds aerodrome site (Yeadon) was
the purpose by virfue of its position between the ecities, and he

didd not think there would be any dificulty in their obtaining the -

gite for the pageant. Mr. Sharpe added that it was rensonable to
expect an attendance of 5,000 at the pageant.

The report of the treasurer (Mr. II. Craven) showed a balance
of assets over liabilities up to July 31. of £38, and a resume of
the club's activities during the first yvear of its existence wng given
by Mr. H. Jones, who said that 471 launches had been made,
There were now 42 flying members, 10 associate members, and
three junior members,

Mr. Sharpe sald that the Club was in great need of a more ad- |

vanced tfype of machine than the one they were now using. The
second greatest need was for thein to secure a rveally good fiving
ground where they could have flichts on both Saturdays and Sun-
davs, and possibly build a hangar there.

As a result of the rvefusal of the Dradford Corporation to allow
the Club to wse DBaildon Moor on Sundays, there is some talk of
an amalgamation with Halifax whose Corporation is more reason-
able,

THE CENTRAL SCOTLAND AIR YACHTING CLUB.

For some time past the Committee of the Central Scotland Air
Yachting Club, Stirling, have been busy endeavouring to secure a
suitable site for their practices and it is gratifving to koow that
through the courtesy of the Right, Hon. The Earl of Mar and
Kellie, K.T,, and W. Drysdale, Esq., King o' Muirs Farm, they
have now been granted permission to glide at King o' Muirs Farm,
Tullibody, near Alloa,

There are many very useful and varied slopes available for use,
and the members are confident that they will be able to nake
marked progress. The Club meets every Saturday and Sunday
afternoon at 2 o'clock and when a sufficient number of members
is found to be available for the purpose, a mid-week evening meet-
ing is also arranged.

At present the Club are only in possession of a praetice machine,
but onee sufficient headway has been made with this, arrangements
will be made for the purchase of a more advanced type.

During the winter months a constructional section will he for-
med when members, if they so desire, will be allowed to build their
own sailplanes at the Club's constructional headguarters., King
Etreet, Alloa.

New members are at present being enrolled and anybody desiring
to join the Club should c¢ommunicate with the Seeretary, Mr.
Charles 8. Sharpe, Blaivlogie Park. Blairlogie, by Stirling. or with
the Assistant-Secretary, Mr. J. W. Gardner, “ Journal” Office.
Allon, who will be pleased to give them full particulars of mem-
bership, The annual subseription for flving members is £1 15, 0d..
and the entrance fee 10/6G, and for non-fiving members 10/6. no
entry fee.

THF ILKLEY GLIDING CLUB

Hizh winds prevented the August Heliday Camp at Malham
fromn brenking the records achieved during the Club's Easter Camp.
A North wind prevailed and the speeds at times were sald to have
been well over 50 m.p.h.  This made all types of fiving impossible
except short periods in the early morning and late evening.

This was all the more disappointing as there were guoite n num-
ber of visitors. The Bradford Club torned up in foree nnd repre-
seutatives from the Preston and Barrow Clubs caime to the Camp,

If the weather had been anything like respectable. there iz no
doubt that the Easter Camp record of 87 flizhts would have been
broken, also the number of licences gnined and the total flying
time. As it was, the faet that there were no crashes goes to show
that the method of instroction has improved, as well as the quality
of the flying, in spite of the very dangernus wind, Moreover, the
enthusinsm shown under these very adverse conditions proves that
fhe Club is getting on ta a very sound basiz. The early morning
fiying was perhaps the groatest improvement over the Faster Camp,
and should heeome a standard practice in future,

THE LONDON GLIDING CLUB.

The week-end Aug, 1516 will be rememhbered by most people as
a new standard of summer weather, On the first day of the
enmp, which thus began under unfavonrable conditions. The wind
wis too high for training and the Provessor was Inunched. The
pilnt did the Zoo flight suecessfully, and landed at the top.  The
nselessness of trving to foree o high &liciency machine down wnx
shown by the pilot who tried to and fniled althouzh he flew ar
70 m.phe in the attempt, The next flisht with n different pilot
ended at the bottom due to 51 bad launel,

At the third lnuneh the take off was excollent and half-n-minute
latar the Proressor departed up a elond street towanrds Ivinghoe
At nwround speed of about 4 wph, The glider passed near the

suitable for '

HOME B[-JILT.-—Mr. Slingsby's * Falke.”

Beacon and then turned to the West reaching its maximum height
over flat ground beyond Edlesborough after a continupus climb,
It theu lost height and returned to Totternhoe, rapidly elimbed
to some GO0 feet over the hill and, with the help of a cloud, de-
parted incontinent past Dunstable and Luton to land in Lufon Hoo
purk by the lake, which is 64 miles away over flat country,

[Thus does Mr. Buxzton describe the longest flight yet made in
Kngland.—Tn.]

On Tuesday, the weather was moderate, but five 45 second
flights were made for the B test.

On Thursday evening, after two days of southerly gales and
rain storms, the wind modernted and veered to West and Mr, Dent,
an ab initio, did a “C" test. Fis “A” and “B" tests were
mentioned in consecutive numbers of THE SAILPLANE.

On Friday there was a strong and bumpy West wind, The
Prurning took off first amd made four soaring flights and five very
prolonged glides during the day.,

There was a good attendanee of members at the rliding ground
on Aug, 24, und although the weather was not suitable for soaring,
a fair amonnt of elementary instruetion was given on the ZooLing
and DacGring and the Club 2-senter was busily engared on passen-
ger flights,

Ale. Flumphries attempted his qualifying fAight for a ‘B " eer-
ticate in dead calm and did 56 seconds which everyvone agreed was
one of the finest flishts ever done on the DacriNa, Several 45
seconds were flown ns qualifying flights for the “ 1" ecertificate,

The operations of the 2-seater ns a passenger carrier proved a
naterinl benefit to the Club funds nnd is likely to operate every
week-end in future, :

[The London Ciul is to be congratulated on securing another
ARCINITIO 0 dn the person of My, Dent.—Eb. |

A NEW CLUB FOR LEICESTER.

Aeceording to Tur Mapker Hannororon ABVERTISER the sugges-
tion that a Ghlider Club should he formed by the members of the
stull was considered at s meefing of the employees of the Croft
Granite Brick and Conerete Cn., Ttd., held at Croft on Aug 13.

It was stated that o primary type glider with an elastie eatapult
now in the possession of the Leicestershire Glider Club was avail-
able. and that a field at Thorleston, near Croft, could be secured.

About 30 members of the Croft Granite Brick and Conerete (o,
Ltd.. are interested in the proposal, aml the sugmestion that l‘hl:
members of the Leicestershire Glider Club might he invited to join
the Croft Glider Club iz now under considerition,

"l'lm idea was orviginated by Mr. R, TL Ball, a former RAF.
w_:rr.-lps.q operator and Mr, L, E. Headley, an ex-ILAF. pilot, hoth
of whom are in the employ of the Croft Granite Brick and Con-
erete Company Limited,
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DISPLAYS THAT.: DISGUST US

Having read the advice on gliding demonstrations given
in the B.G.A. Handbook, I am feeling rather unhappy.
Not because of the B.G.A. advice, which is good, but be-
cause of demonstrations which are very bad.

Some gliding clubs are always ready to help others.
Others Seem ready to be helped without, unfortunately,
being over-willing to help themselves.

Demonstrations, intended to raise revenue and do the
movement a spot of good with publicity, often accomplish
neither of these aims, The reasons are (a) That the
demonstrations are very badly organised, and (b) that
the responsible club goes about the job in a half-hearted
fashion, showing no sense of helpfulness or gratitude to
those who assist them.

These remarks may seem to be a little * hot” but they
are only too true of same displays which have occurred
in the South of England. I speak from experience; mem-
bers of my club have been the victims of such slap-dash
methods.

A recent case rankles with us sorely. We were asked
for help from a distant club and gave it with all willing-
ness on the understanding that a contribution would be
made towards the heavy expense of moving two machines
over many scores of miles, What did we get for our
pains ?

ALL ALONE,

Owing to inadequate marking of routes our members
had great difficulty in finding the flying site. An advance
guard man who arrived at 11 p.m. found no-one to wel-
come him. When we rigged our machines people looked
on with interest. No-one offered to help. We did all the
haulage and manhandling incidental to our share in the
demonstration and we packed up afterwards without any
assistance—and without a solitury thank-you from the
club we had been toiling for.

Of course we were all put to a great deal of incon-
venience. Our own happy week-end was cut out and some
of the members had ventured so far abroad to their pri-
vate disadvantage as business men. We are all heart-
and-soul for co-operation, but we shall think twice before
we embark on such an underraking again.

Others who were billed to assist in this particular
demonstration did not turn up at all. The weather was
against the event but quite apart from that, only good
fortune saved it from being a fiasco. TPerhaps it would
be a good plan to oblige every individual or organisation

undertaking to assist in a display to deposit £5 good-faith.

money with the B.G.A., cash to be forfeited should the

entrant be absent without a good reason. Teams and

machines that don't turn np are nearly as unlovable as
the clubs that don't help them when they do.

The Editor is very proud of the amateur status of The
Movement. So is Dorset, but if amateurism is to be an
excuse for haphazard activities and unenthusiastic
amateurishness, the sooner we pack up the better.

A FEW QUESTIONS,

Clubs considering the holding of demonstrations might
put themselves through the following catechism :—
Have we got more than three members who are will-

ing to put heart and soul into the job?

Have we got 20 men who can take their hands out of
their pockets and take charge of visitors, look after the:
crowds, mark the roads elearly, patrol the car parks,
retrieve machines, distribute literature, etc,

Have we got the resources to run a display at all?
After all, the police, the A.A., the St. Jolin Ambulance
Brigade, the Boy Scouts and the newspapers will all
help us, so will it e very hard?

Will we approach land-owners and tenants of any
grounds we are likely to use in any way and see that
they do not object? Will we have the courtesy to clear
up litter and thank those who help us?

Will we have a key-man for the organisation whom
all workers will obey? Shall we take risks or have a
first-aid tent.

Shall we let the public down by engaging * doubtful
starters " ?

Shall we make sure who will come?

Shall we have a programme? If so, shall we stick
to it?

Does a display justify the effort in ounr case? Does

the date clash with the Muggleton Tennis tourna-
ment? Can we make £50 out of it?

Really, T don't mean to be frivolous. It is a fact that
displays are held without proper consideration of these
factors.

THE GUINEA “SUB.”

Mr. W. S, Bullivant showed zeal for The Movement in
the last SamwprLane. In an interesting contribution he
rather suggested that a subseription of £1 ls. is redicu-
lously low. Well, it is quite a good average payment,
Diorset Club has two machines, a magnificent site all its.
very own, a hangar, a clubhouse, an old car, a truiler, an
oil engine and whole stacks of gadgets, and is solvent on
the guinea subsecription. We find it hard enough to get
members at that figure, and we are nervous of raising it
at all. Clubs with wills of their own will make money
and the club bank balance is usually in direet proportion
to the keenness of the brigade.

On the other hand, Mr., Bullivant's scheme of club
amalgamation for the formation of gliding schools seems.
excellent. Such amalgamations under responsible auspices
would be facilitated by a Government grant to the B.G.A,,
which in the opinion of the writer is more than due.

B.G.A. HANDBOOK.

Apart from a size which keeps it out of members'
pockets the B.G.A.'s Handbook is a thoroughly workman-
like produect, complementary to the Grivixc Year Book
and necessary for the library of every club. The hand-
book reveals the regrettable fact that the B.G.A. is not
numerically as strong as those it caters for. The number
of clubs which have joined up in 1931 amounts only to five:
—out of a total of 41 affiliated—" DORSET GLIDER.”
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