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'BOOKS ON MOTORLESS FLYING.

The most interesting and informative book

on the subject that has yet appeared in English.

In addition to detailed accounts of famous

Kronfeld on G||d|ng flights, including those by the author, it contains
chapters on elementary schooling ; high pers
formance flights ; distance, cloud and thunders
storm soaring ; autos and aerostowing ; and
the design and construction of high efficiency
sailplanes. A book that will appeal alike to

beginners and to the advanced. 21/9 post free.

and Soaring
by Robert Kronfeld.

A comprehensive treatise dealing with the

Sailplanes - design, construction and pilotage of Sailplanes.

By €. H. Latimer Needha, Indispensable to everyone who intends to take
15/9 post free.

A comprehensive handbook written by
authors well qualified to deal with their ress
pective subjects. It includes chapters on
elementary and advanced flight instruction ;
construction, repair and maintenance ; autos

. and aerostowing ; elementary aerodynamics ;
and meteorology. 8/s post free.

Motorless Flying

Edited by J. R. Ashwell-Cooke.

An excellent handbook for the beginner. It
represents the collective results of the writers’
experiences since 1921, related in a clear and
simple manner, and is admirably illustrated.

Gliding and Sailplaning
By F. Stamer and A. Lippisch.
5/6 post free.

A practical upstordate handbook giving expert
information regarding training of pilots, organs
ization of gliding clubs, construction and repairs,

Gliding and Motorless

Fllght meteorology, etc.; with interesting facts regards
By L. Howard-Flanders and . ing past achievements and pilots, and official in:
\ O Cans® formation regarding Certificates. Second edition.

8/s post free.

A simple and practical treatise on modern
Hen]e)('s A.B.C. of Gliding. It describes the construction, launchs

- 4 4 i ing and control of the leading types of gliders
Glid Ing and Sai lﬂylng and sailplanes and gives instructions for building
By Major Victor W. Page.

a strong, yet simple, primary glider, including
working drawings. 11/s post free.

Obtainabls from the SaiLpLaNe Orricrs: 43, Chancery Lane, London, W.C.2,
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ON

The last two issues of THE SarLrLask have seen a regret-
table falling off in the amount of Club News.
for the first time in the journal’s

So much
so that in the last number,
history, we had to take down the usual heading, ** News
from the Clubs,”” and replace it by ** London Gliding Club
Such an early indication of the approach of
last year

News,"
winter conditions is by no means encouraging,
emphasis was laid, in these columns, on the fact that
gliding is an all-the-year-round sport,
winter of 1931-32 a sufficient number of clubs continued

their activities without a break to ensure that the Club

and during the

News section was never empty,

The London Gliding Club is now sufficiently established
and has sufficient members to ensure its continuation, and
we look forward to sceing the recent performances which
have been put up at Dunstable exceeded, even during the
winter. We know that several other clubs, who are less
fortunate, are scverely handicapped by lack of funds and,
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HIBERNATING.

until the future of the British Gliding Movement is assured
by a subsidy or other financial support, uncertainty must
prevail and tend to curtail activities, It is to be hoped,
however, that these Clubs will not be discouraged during
the time of waiting, but that they will use such resources
as they possess to keep in practice during the winter. The
long evenings be spent profitably in constructing
machines ready for the more favourable season and, during
the next few months, THE SAiLPrANE will endeavour to
assist these activities by publishing suitable articles on con-

may

struction.

The present time 1s one of difficulty for evervbody. But
helped by people
We now know

the Gliding Movement will not be
becoming discouraged and giving up.
cnough about the problem to realise what we are up
against, and the only helpful spirit is to pull ourselves
together and show our determination to carry on, If
hibernating has to be, let it be profitable,
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'MOTORLESS FLYING TRAINING OVER LEVEL COUNTRY.

By GEORGES ABRIAL,
(President of the private Gliding Group Air.)

When, in 1928, the intensive development of motorless
flying in Germany became known in France, it produced
a feeling of astonishment that, apart from certain
isolated experiments, nothing of a co-ordinated nature
existed in our country. It was the function of I'Awvia,
which was founded shortly afterwards, to develop and
distribute a tvpe of primary training glider. Under the
impulse of this organisation numerous groups were formed
with enthusiasm, mostly at the centres of the regional
aero clubs. Everv Sunday, on the French sites, a II. A
was launched (shock cord launching) to land again after
a short hop in the case of pupils, or after a flight of a
1,000 feet for those who were progressing towards their
“A"'s, This primitive shock cord launching did not,
however, carry one as far as the * A" certificate (since
we had rightly adopted the German regulations).
Further, it necessitated a launching crew of from ten to
fifteen persons, often difficult to assemble. Apart from
the effort associated with this method of launching, it
tended to empty the coffers of the clubs, and, a more
serious matter, gave such an acceleration to the glider
at the start that beginners’ training in these abnormal
conditions became an impossibility.

It will be understood that the above remarks refer to
flights over level country, which is the general case in
France, for at the summit of a slope, the shock cord,
which serves only to launch the glider, retains all its
simple qualities, while on a limited slope it is still the
only practical means of securing a free take-off. The
present article is concerned with the means of carrying
out motorless flying, not in mountainous centres which
are necessarily limited in number, and where only a few
weeks of annual holidays can be spent, but on the out-
skirts of towns, on any site (fAat for preference), where,
everv Sunday and public holidavs, training can be pur-
sued to the highest degree. The establishment during
the last year or two of flights with a winch on the one
hand and aeroplane towing on the other, has now enahbled
us to establish a programme in which every club which
is sufficiently organised to construct or purchase the
necessary equipment can instruct its members from the
first beginner’s hops right up to performance flights,

The programme consists of two stages, which will be
dealt with separately.

1. Beginners up to and including the '* B ' Certificate.

The equipment consists of a winch adapted for use
with a car of 15 h.p,, and a primary training machine
of the type in curient use. [t is necessary, however, to
adapt the glider to this type of flight, duplicating the
wing bracing wires, add wheels to facilitate taking
off and regulate the clutch of the car winch; fix the
cable hook, no longer at the front, but at the side of
the structure, as near as possible to the centre of gravity,
in order to avoid the critical moment, when the glider
approaches the winch and, above all, to take all possible
precautions, so that the cable cannot catch on any part
of the glider; this is accomplished by enclosing the cable
in a casing, with an opening to permit the passage of the
ring at the end of the cable. Finally-——an indispensable
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precaution—it 15 necessary that, at any time during the
flight, and particularly during the pull, the hook can
be opened voluntarily to release the cable.

All these small improvements are the result of experi-
ence, and 'dir has found for each of them a solution
which, though it may not be perfect, gives in practice
every satisfaction, £L'dir will be pleased to answer any
guestions as to details. Another necessary precaution is
to strap the pilot ta his seat, not by a simple school belt,
but by an instaneous release belt with straps securing the
hody. Such a belt iz easy to make and only costs a few
shillings. So much, then, for the equipment.

The method of procedure consists in making the pupil
accomplish short glides of the order of 300 to 500 yards.
At the start one instructor advises him while a second
qualified instructor operates the winch. At the launch
the pupil must hold the stick newtral in order not to
risk an excessive speed, look straight in front of him
and only make very small movements after due reflec-
tion. This advice should be repeated continually by the
instructors.

From flight to fight the pupil makes progress and
gains confidence. He can obtain his “ A’ certificate
from the moment when he attains, without difficulty, a
height of 300 feet. This necessitates a Fairly long site
{ahout 1,000 vards), for the pupil, not yvet being able to
turn, must climb and glide in a straight line,

As soon as the “* A' certificate is obtained, the in-
structor continues the pupil’s flights, but introduces slight
turns to right and left, so as to describe an * §," the
turns being at first open hut afterwards more Accentuated,
Then, on a fine day, the cable is extended further, and
the pupil is sent to 500 or 600 feet, and is instructed to
make a complete circle, so as to land at the starting
point, From that moment the 3 *“* B’ tests can be easily
carried out.

Second Stage: ** C ' Certificate.

This is the point which we have now reached in France,
It must be recognised that there has been real progress
since the shock cord method was abandoned, for the winch
only needs a crew of three or four persons instead of
fifteen, while the flights have increased ten-fold in im-
portance. TF the “ C " Certificate is desired it is neces-
sarv to seek the ascending currents associated with hills,
to instal oneself near a suitable site for some weeks, in
order to secure a few days with the wind in the right
direction and of a suitable speed, Let us state our
opinion at once. This solution is the best one when the
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group 1is situated in proximity to mountainous country,
where those who combine usefulness with pleasure can
go with their equipment during the holidays (although,
in practice, it is difhcult to arrange that 10 or 15 members
of a group can take their holiday at the same time). Hill
flying is the oldest form of motorless flying; it seems to
be reserved for groups either privileged by reason of
residence or having money and leisure to await the good
will of Eole (the god of winds).

Have we, then, reached a dead-lock? [t would appear
not if we consider the latest discoveries regarding cloud
and thermal up-currents, ** But,” yvou will say, * this is
only reserved for the aces for motorless flying, Kronfeld,
Hirth. , . ,”" That is true, but, nevertheless, we are
not debarred from seeking a practical application from
the point of view of advanced training in  motorless
Aving, This is how at 'lir we have established a future
programme which, in our view, is capahle of realisation
in the near future.

After the ““B " certificate has been obtained, as de-
scribed above, on an ordinary machine, training would
be carried out on a two-seat intermediate machine, con-
structed specially to stand the stresses imposed by the
winch s in this wav the voung pilot would learn how to
handle a machine having an I.'D ratio of 15 or 18, first
with an instructor, then fAving solo, Landing with such a
machine could thus be accomnlished without risk with
the winch, which permits of ahitudes of 1,000-2,000 feet
being obtained, according to site and wind.

After this, the same glider, towed by an aeroplane,
would enable the pupil to become trained in this tvpe of
flving, the instructor accompanving him to teach him the
use of clouds after reachineg 3,000 or 3,500 feet. Then,
one fine day, the pupil would be launched solo in towed
flight, and, following the instrurtion previously received,
would make his way under a cumulus cloud, whither the
pilot of the aeraplane would lead him, and, apart from
mishan, he would remain in the air for at least five
minutes at a height above the point of release in order
to obtain his ¢ C " certificate, Contrary to what one
might think (and this has been my own opinion til)
recently), flight under the ¢louds is easily accomnlished.
Indeed, in suitable weather, the result is semi-automatic
and demands less manauvring and decision than hill
flving, Further, the risk of crashing on landing is very
much reduced since it would be easy to land at the
aerodrome of departure,

The sequel to this accomnlishment, as regards carrving
out distance or altitude Aights, would depend on the
quality of the individuals, but it is certain that by leading
the majority of a club’s punils up ta the *“ € ' Certificate
in the manner indicated, facility in the use of enuipment
and emulation can give us, in a very short time, a number
of good pilots such that we shall have no cause to envy
foreigners

But, it mayv be argued, the main thing is lacking:
equipment would be fairly costlv, We have thought of
this aspect of the question and I’Air has developed a
two-seater endowed with all the improvements that our
experience in  winch flyving and aeroplane towing
has indicated Its flving gualities would be
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sufficient for instructional purposes and, with one person
only on board, it is developed to soar easily under the
clouds. The constructional details are practically com-
pleted and can be communicated as soon as an experi-
mental machine has been built and tested.

As to the towing aeroplane, this can be one of the
training machines of the Aero Club to which the group
is attached, TDut the more general case will be that in
which a c¢lub carries out its training at the base of a
military unit. Orders have alreadv been issued to
facilitate the training of groups on these aerodromes,
We believe that it will not be impossible to arrange with
the Air Force for certain training aircraft at these centres
to be fitted with towing equipment (which is not costly
nor complicated, and can be dismantled in a few minutes)
and placed, together with the services of a military pilot,
at the disposal of the local group. 1t would he under-
stood, of course, that in each case the Commanding
Officer of the unit would satisfy himself as to the air-
worthiness of the club's gliders, the seriousness of the
management and the capacity of its pilots, Such State
asistance would only cost some pallons of fuel, while it
would oven wn for French motorless flving considerable
no~sibilities, We think that this assistance can reason-
ablv be sought in the near future for towed fight, it
mayv be stated, offers no special difficulty; to follow the
towing aircraflt is only a matter of attention and for the
pupil trained at the winch this type of flving would form
a relaxation especially if he made the first towed flights
dual.

Of course, the two-seater developed for these Aights
conld also be used on slopes or mountains, If it is
agreed that such a machine is well adapted to the various
stages of our training programme, all financial efforts of
the group can be concentrated on this single machine,
It may be observed that if winch flights present certain
risks, especially when the pupil commences to Ay at a
good altitude and attempts his first turns, the same two-
seater could he used in the early stages of the training,
which could be carried out usefully with an instructor,
the duration of the flights being normally four to five
minutes with the glider contemplated. Experience alone
will show whether this method of dual control with a
performance machine is more rapid than on a VEAU
single-seater. It appears, in any case, that there wouiu
be a gain in security.

Such is the programme that ' Air wishes to sec realised
in France, for performance fights which have hitherto
been exceptional would become more general. We are
approached too often with being at the era of tha
hops  of domestic erickets. We are indicating
A  means of emerging from this state without
being faced by the necessity of obtaining numerous ir
costly gliders. The combination of dual control wira
winch launching, followed by towed flight, presents tle
possibility of effecting important flichts in safety and
without anxiety as to the relief of the ground and tue
direction of the wind, at the same time diminishing the
risk of accidents Towed flight permits us to make a
graceful rendezvons with the cumulus clouds: let us he
gallant enough to profit by it!
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The **Scud II'' in flight at Dunstable on Sunday, October 30th,
the owner-pilot, attained a height of 1,500 feet,

A TRAILER FOR THE “SCUD I1.”’

A very ingenious and really excellent trailer has just
been designed by Mr. Buynes and constructed by Messrs,
E. D. Abbott, Ltd., for the Scup 11. to replace the tew-
porary one that was made prior to the flight trials,

The framework, of triangular section, forms a rigidly
braced structure: the result is an exceptionally strong

.and light body, 5 ft. wide by 6 ft. 6 ins, high by 17 it,
6 ins. long, roughly of triangular shape when viewed
from the end, giving extremely low {rontal area and thus
reducing wind resistance. At the same time it is light
enough to be towed by a Morris Minor.

The fuselage is carried in its norimal position; each
wing supported on padded shaped rests; elevators and
centre section are all carried in padded rests rather than
on metal fittings, to minimise time when erecting and
loading.

The trailer has just been finished, but it already shows
that it runs very smoothly when towing and that the
automatic brake works satisfactorily, while the climate
has not failed to make a test ol waterproofness, through
which it came with flying colours. In fact, it is all
that a glider trailer shonld be,

The price of these trailers, with waterproof cover and
antomatic brake, is £35 each.

SCUD 11 Sailplanes.

Attention 15 drawn to the advertisement in this issue
of Scup II Sailplanes, Messrs, 5. D. Abbott, Ltd., the
enterprising manufacturers of this fine machine, ask us lo
point out thal substantial reductions have been effected in

Tbe _S_ai]plane

The Hight was carried cut in a gale and Mr, G. M. Buxton,

prices owing to the fact that they have manufactured a
number of them for stock instead of building to order as
at first intended.

It is hoped that many aspiring glider-owners will be able
1o take advantage of this practical effort to help them to
the speedy realisation of their desires, Detailed drawings
are supplied for those who wish to build their own sail-
planes, or sets of finished parts may be had by those with
lesser ambition or ability who may like to erect them, For
the busy man the complete machine is offered at a very
altractive price.

The new “‘Scud II'" trailer in tow behind Mr. Buxton's
Morris Minor

November 11th, 1932

——
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A FEW CONSTRUCTIONAL DETAILS.

In the issue of THE SAlLPLANE of September 23rd, a
letter appeared from Mr. Godfrey, enquiring for informa-
tion regarding the sizes of pilot holes that should be
drilled for certain sizes of screws, and as [ have not yet
seen any reply to this letter, 1 thought it might be of
interest to give vou my views, as I do not know of any
hard and fast rules, such matters being left usuvally to
the discretion of the experienced workman,

In the case quoted, where it is desired to screw
through ¢-inch of spruce, and B,16-inch of plywood into
4-inch of spruce, 1 would propose to drili through the
top layer of spruce and ply with a k-inch drill to give
the necessary clear hole for the screw shank No. 4, but
not to drill the bottom layer of spruce at all.
~S-]1mce is a very soft timber, and in many cases where
the depth does not exceed {-inch there would be no neea
to drill a pilet hole for the screws normally used in
aircraft and glider construction.

Theoretically it is, of course, very desirable to have
exact sizes of drills, but it is very difficult to ensure that
the workman will always use them, and, after all, the
main thing ‘is to ensure a good glued joint, treating the
screws as quite secondary from the point of view of
strength, their use being mainly required for their clamp-
ing effect until the glue sets.

In the case of hard wood, the following is a suggested
table of drill sizes for different sizes of screws: (a) gives
the size for the clearance hole in the top one, or two
members, and (b) the size of the pilot hole into which
the screw taps itself, but the depth of the hole (b) neced
only be half the depth of the screw engagement,

Size of screw. Hole |a). Hole (b).
R 1/39"
2, R 1/16”
3. o= o 5/64"
4. s [ 7/64
6. o ¥ T SR 1/8"

If duralumin screws are being used, then in that case
it would be advisable to drill the bottom layer of spruce
as these screws are liable to break otherwise.

The ideal arrangement is, of course, to drill the pilot
hole in spruce very slightly smaller than the dimensions
given in Column (b), but this involves the use of a
special number drill, and I really do not see that it is
necessarv on glider and sailplane construction,

Instead of using a drill for the 1/32nd-inch size of
pilot hole, woodworkers usually take a piece of piano
wire, flatten the end with a hammer and file it to a
point, so making a miniature flat drill, whilst others use
a fine pricker for giving a start to the screw in spruce
and do not trouble to drill a nilot hole at all.

Evervthing depends on the timber being worked and the
diameter and length of screw, but for most aircraft pur-
poses the above range of sizes should suffice, and T do
not know of anv case where the length of screw need
exceed 1 inch: the amount of engagement in the lower
member will hardly ever need to exceed i-inch for a
No. 6 screw,

For very accurate work it would, of course, be desirabhle
to have shoulder drills such as those to which vyour
correspondent refers, and if a large number of haoles
have to be drilled to a definite depth, it would certainly
pay to slip and sweat a collar on to the particular drill
being used so that the drilling is carried out to the

_'[‘hf:__ Sailplane

TWO QUESTIONS FOR CLUBS.
1.—Do you send your Club News regularly to
THE SATLPLANE?

2.—Is every member of your Club a subscriber
to THE SAILPLANE ? i
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correct depth,

With reference to the enquiry regarding copper rivets,
nails and roves, From my experience in fiying hoat con--
struction, 1 would recommend that the holes are drilled
to the same diameter as the siding of the square copper
nail, as follows:—

Size of Nail. Diameter of drill.

20 gauge 1/32"
18 gauge 3/64"
16 gauge 1/16"
14 gauge 564"

Round copper rivets can, of course, be used, hut the
square bolt nails are considered better as the driving
into the drilled hole gives a snug, tight job, which is
important to ensure a watertight joint,

As regards * clenching " or “ erimping,”’ 1 should say
that this is quite satisfactory in all cases where the
point of the nail can be clenched on to hard wood such
as three-ply, but in cases of soft wood then roves should
be used and the end of the nail cut short and rivetted:
over,

The following tables, taken from Pippard and
screws, together with strengths in tension and shear,

(n) Shear Strength,
sizes of wood

Pritchard's Aeroplane Structures, give

Size of nuntber of  Breaking Load per
screw, screws,  pull. Wood., [bs. screw,
? et s 1 T 3 615 Mahogany 123
ey e a 620 Mahogany ... 124
R S 6 595 Mahogany ... 99
o ey e R 6 630 Walnut .. 108
FENE 0 e 6 606 Mahogany ... 101
TR oy sk 6 545 Walnut O
. AR S N G 5 Mahogany ... 89
v L iy i 8 . 485 Walnut -
7, S e ] ... 565 Mahogany ... 71
oA R L 8 .. 545 Walnut ey R
(b) Tension Tests,
Nize. Length. Safe load in lbs.
T L . £ 120
1 o AL G S i 142
i A S 4 160
NaEE ol i 200

" s. V. GAUNT.
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BIRD FLIGHT.
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By C, H, LATIMER-NEEDHAM, M.Sc., F.R.Ae.S.

G TR o e T T N N MOOH BUZZHHD
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Fig. 4. Vertical Oscillations of Various Birds During Flight.

It has been scen that in order to flyv [orwards a bird
raises and lowers its wings, and that the air forces
acting on the wings cause them to deflect or rotate
about the main member (formed by the humerus and
radius, or fore-arm bones), and thus a forwards and
backwards movement is induced, giving the wing a
~circular motion. Restraining forces in the form of check
ligaments and minor muscles prevent over-twisting and
limit the lateral travel.

llefore proceeding further with the analysis of wing
movement, it may be as well to consider what happens
to the body during flight. It would be anticipated that
as the wings are pushed downwards so the bhody must
rise, and vice versa, and the curve traced by the body
might be expected to approximate closely to the form
of a sine curve, but actually it is found that matters
are not quite so simple as this.

Path Traced by Body.

Again, we are indebted to Marey for his experiments
in which the wvertical oscillations of birds’ bedies
during flight were measured, Fig. 4 shows the
curves as recorded by four different species, from which
it becomes immediately apparent that the path of
the body is not quite the simple movement expected, and,
furthermore, the tracings of no two types are the same;
in fact, it may be assumed that each bird describes its
own particular flight-path through the air, dependent on
several factors, such as wing shape, area and loading.

The curves for the moor-buzzard, screech-owl and
common buzzard can be seen to have some resemblance
to sine curves, except for the small undulations at the
base of the main trough, but the wild duck has a very
different shape for its flight-path, since two undulations
of nearly similar shape and height are made in each
complete wing-beat, Closer examination reveals that the
second undulation is really the tmall crest of the other
.curves previously referred to but greatly pronounced.

Method of Flight,

Generally speaking, the greater part of the sustaining
and propelling force is gained in the down-stroke, during
which the large pectoral, or depressor, muscle comes
into play, whilst the wing is raised by the minor pectoral,
or elevator, muscle. Measurements of the dilation and
contraction of the pectoral muscles during flight were
also obtained by Marey, with recording apparatus, in
the form of curves. These show, in general, a large
undulation caused by the depressor followed hy a smaller
undulation due to the clevator.

The musele curves were then set out together with
the curves representing the path followed by the hird's
body in order to show how the latter is dependent on
the former, The next figure, Fig. 5, shows the set of
curves for the huzzard, 1In order to make them easier
to understand, the bédy curve has been modified, to
approach more nearly to a sine curve, by means of
dotted lines:; that is to say, the small undulation has
been removed, Likewise, the undulation due to the
elevator of the muscle curve may be neglected for the
time being by observing instead the dotted lines, The
curve representing the depressor muscle now remains
and for clearness is shown shaded.

It is noticed that the body commences to fall at (a),
but at (b), befere having reached the bottom of the
fair curve, the elevator muscle comes into action and
thus retains the body at a fairly constant height. At
(¢) the depressor muscle commences to act and thus raises
the body to its highest point, (a), again.

The purpose of the elevator muscle, then, appears
almost solely for returning the wing to the top pesition in
readiness for the down-stroke, but this does not neces-
sarily mean that the muscle directly lifts the wing,
Writers have often stated that the wing is returned to
misleading since it is obvious that the wing, by merely
the top of the stroke by allowing the airstream to do
the worle, but this statement in itself is insufficient and

a (a)

T ~
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Wing STRoxE

Fig. 6. Curves for Body Path and Muscle of Wild Duck.
trailing, could only be lifted to roughly the mid-height
position and could not be moved forward and upwards
through the next quadrant. But if, instead the elevator
muscle governs the angle of attack of the wing, i.e.,
constrains the wing so that it presents a small angle of
incidence to the relative air-flow throughout the upward
stroke, then the wing must be lifted by the air-flow.

Marey suspected something of this sort because, in
describing his experiments on the muscular actions, he
wrote, ' We cannot attach great importance to the form
of the tracings (curves) in order to deduce from them the
precise nature of the movement performed by the muscle,”

Obviously the method of raising the wing in the
manner outlined would result in a slowing up of the
forward velocity of the bird during this period, and this
fact was observed by Marey.

In order to understand better the true meaning of the
double undulation of the wild duck's flight path, re-
ferred to earlier, a similar set of curves has been pre-
pared, Fig. 6. From this it is seen that the depressor
muscle accounts for the first rise and the elevator for
the second, and it therefore becomes obvious that, as the
wing reaches its lowest position, it is twisted so as to
present a fairly large angle to the relative air-fow and
thus obtains a second amount of 1ift, almost equal to that
gained on the down-stroke, It must, of course, be
realised that this can only be done at the expense of the
loss of forward velocity which has to be made good
during the down-beat,

It appears, then, that there are two distinct methods
of flapping flight employed by birds. In the one, the
lift and velocity are generated on the down-stroke, with
little or no work done on the return, whilst in the other,
lift is obtained equally on both strokes, and it would
seem Lhat all species of birds employ a method somewhere
Dbetween these limits,

The duck posseses very small wings and is, in con-
sequence, heavily loaded, which accounts for the high
rate of wing beats, The loading of the buzzard, on the
other hand, is roughly one-third that of the duck.

It seems likely that those birds with a large expanse
of well-shaped wing employ the former manner of flight
and that where wings have been reduced to the

Fig.3. Path and Inclination of Buzzard’s Wing (Marey)
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A SAILPLANE COMPETITION.

Until further notice a year’s subscription to TuHE
SalLpLaNk will be presented for the best photograph
received during any one month, illustrating any feature
of the Gliding Movement such as the activities of Clubs,
ete.

Photographs, which must be original, should be ad-
dressed, “The Editor of THe SaiLpLANE, 43, Chancery
Lane, London, W.C.2." Envelopes should be marked
“Competition "' in the top left-hand corner, The com-
petitors name and address and club (if any) should be
written on the back of the photograph. Deseriptive
matter, which should be brief, should be written on the
back of the photograph or on a separate sheet of paper.

The Editor reserves the right to publish any photo-
graph submitted whether a winning photograph or
otherwise. The Loditor’s decision on all mattes will be
final.

absolute minimum, for flight amongst reeds, trees, and
other obstacles, the second method has been evolved as
more suitable to their needs.

It is regretted that the block for Fig. 3, in Part I,
contained in the last issue, was inadvertently printed
upside down. If this was not recognised, the reading
matter connected with this figure must have presented
some difficulty to the reader. In view of this Fig. 8
is reproduced here,

NEWS FROM OVERSEAS

FRANCE,

In the last number (October 28th) reference was made
to a report that M, Alfred Duprat had carried out a dis-
tance fight of 80 miles near Bordeaux. This is now
stated to be incorrect, It appears that what actually hap-
pened was that M. Duprat carried out three flights in the
course of testing an experimental machine designed and
constructed by M. Pierre Bonnet, On the first flight
Duprat gained 250 feet in height, but, owing to the con-
trols having become stiff during the time the machine was
stored, he was forced to land after 28 minutes, On the
second occasion, the pilot was forced to land after 14
minutes owing to a squall. The third flight, which was
carried out at night-fall, was more successful, The total
time in the air on these three flights exceeded three-quarters
of an hour and Duprat soared along the dunes over a
course, which was more than a mile long, at least 30
tinies.

A new gliding group known as the Nord-Avia has heen
formed at Lille by the students of the University, who will
use the aerodrome at Ronchin for training purposes,

GERMANY,

On the 5th Oclober, Peter Riedel attempted a soaring
flinht aver the Alps on his RuHonNapLER. Towed by an
aeroplane, he took off from Munich aerodrome and made
for Trient. He released at 5,000 feet, but a strong Fihn
wind prevented him from making any progress in the
desired direction and both machines landed at Innsbruck
aerodrome,

TUITION.
IVE AND LEARN AT PHILLIPS & POWIS,
SCHOOL OF FLYING, Reading Aerodrome. Com-
fortable residential accommodation at economical rates,
The very highest standard of instruction by late instruc-
tors of the R.AF. Take a 15s. trial lesson at the
country’s most up-to-date school.

Reading Aerodrome, Sonning 114.
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SAILPLANES AND PARACHUTES.
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By ROBERT KRONFEILD,

On the occasion of my thunderstorm flight during the
Rhon competition of 1929, 1, for the first time, took a
parachute with me. Up to that time seoaring pilots had
not been in the habit of carrying parachutes, and those
who did not know that 1 had systematically made pre-
parations for a thunderstormm flight looked at my para-
chirte belt with a smile that generally greets anyone who
recommends careful procedure,

The deseription of Max Kegel’s thunderstorm flight in
1926 had induced me to do this, and the stressing of my
machine during the first voluntary thunderstorm flight
proved my preparations to be correct, The gustingss
before thunderstorm fronts, together with the sudden
forming of clouds, makes it impossible to prevent heavy
stressing even il the flight is carried out correctly, i.c.,
in front of the thunderstorm,

The necessity of taking a parachute with me seemed
even greater on the occasion of my blind flight in the
competition of 1829, This flight, in which | was forced
to fly blind without any instruments for about half an
hour in a large cumnlns cloud, incidentally climbing
from the base to the peak of the same is, as far as [ know,
the only one in which this has been possible without the
aid of instruments. At that time ulready 1 clearly fore-
saw that although this flight won me the still existing
international record for altitude, such flights would uot
be repeated without appropriate instruoments,

The experiences of Groenhoff, Bedau and others in the
same and in the next year proved that in longer flights
through clouds, without a blind flying outfit, unexpected
situations, it not inveluntary spins and spirals, followed
bfv the occasionally very ahrupt levelling out of the
plane, oceur, due to gustiness or eddies.

Undoubtedly, the boldest flight in the history of soaring
—Groenholl’s singular thunderstorm and hail flight from
Munich into Czecho-Slovakia, covering a distance of 265
kilometers—in 1931, as well as the narrow escape of the
soaring pilot Paetz of Aachen shortly before the Rhin
competition 1932, confirmed this. Groenhoff was the first
to use a blind-flying set of instruments, after the unfor-
tunately [requent financial difficulties of soaring pilots
which make the purchase of expensive instruments im-
possible had been overcome in his case by Hauptmann
Kohl's lending him an Askania Turn and Bank Indicator,
Groenholf described how, in spite of the help of s in-
struments, the wings of his plane were often bent violently
vpwards and downwards and velocities far out of the
normal were reached. Paetz, on the other hand, has
given us an impression of the energies existent in thun-
derstorm clonds. During a thunderstorm flight without
instruments Paetz was actually pushed through the side
of his plane, the parachute saving his life,

During the past competition T endeavoured to solve
this by no means easy problem of high performance
soaring. I was convinced that the present performances
could only he bettered by blind-flying, by aid of first-
class instruments. By systematic training and using my
Avustriy, which had bien built with far greater stability
than other sailplanes, | thought T had made my prepara-
tions thoroughly enough,

. As to instruments, 1 had fitted my plane with a turn
and bank indicator, an air-speed indicator ({from 20 to 100
kilometers), an extremely fine altimeter (5,000 metres), a
variometer and a longitudinal inclinometer, Thanks to
the Dentsche Verkehrsfliegerschule in Draunschweig, 1
had been able to practise blind-flying with the same turn
amdd bank indicator for several hours on transport power
planes, In addition to that, my blind flight withonut in-
strumtents on the WieN had shown that in soaring planes
blind-Aying ean be carried out oceasionally, owing to the
position of the rudder and a fine feeling for the wind in
the face of the pilot. This latter possibility, however, was
not available with my Auvsrris, as T had closed in the
pilot scat almost completely owing to the experience

Groenhoff ad in the hailstorm,

Before entering the competition of 1932 1 had flown the
Avstriy for a total flying time of approximately 15 hours,
During the first days of the competition I had flown her
along the slopes of the Rhidn for five hours and had also
carried out a blind-flight of five minutes in the clouds.
On the day of the accident T conld, therefore, confidently
take off for a longer systematic blind flight. I was fully
aware of the far greater difficulties compared to blind-
flving in power planes, Modern transport machiues, by
means ol their larger wing loading, have considerable
acronauntieal ndvantages over soaring planes which make
blind-flying easier. PFurthermore, blind flights in trans-
port planes are mostly carried out in the fog or in stratus,
ie,, clouds which only form in comparatively still air,
Also the main problem of blind flight in power planes is
to Av straight ahead.

The ttew task of the soaring pilot is to constantly circle
in the notorionsly bumpy cumulus clouds, which can
easily be avoided in power flight. Thus only can a soar-
ing pilot remain in the area of the strongest upwind.

On the 22ud July I left the slope, as no clouds were to
be secn above the Wasserkuppe, and made for a huge
cumlus tower standing above Gersfeld. 1 began to cirele
heneath the base of the cloud and, already fiying by use
of instruments, disappeared in the same. After having
circled for several minutes, my instrnments indicated an
involuntary change in the position of my plane. I did
not consider this alarming as T had noticed before that
the instruments always indicated the slow turning of the
sailplane aud the changes of direction much too abruptly,
The air-speed indicator could only provide an insufficient
warning when the speed ol the plane went up to more
than 100 kilometers. The wind screen and the compara-
tively large distance of the pilot's seat from the wing
lessened the possibility ol my judging the speed by the
sotind of the air rushing over the wing, In addition to
this, there is the fact that a high-performance sailplane
with extremely low resistance does not need to lose 100
meters, and not even five seconds, to change its normal
velocity of 50 or 80 kilometers into a dangerous one, the
latter being, according to the position of the wing aileron
of the Ausiria, 180 kilometers or more,

Althongh T had not climbed very high at all in the
clond, T came oul of it with a very high velocity and
then ecarcfully endeavoured to bring the machine out of a
not at all too steep bank. At the same moment the left
onter wind, owing to the torsion cansed by the unusual
speed, broke off 12 to 15 fit, from the tip. This was proved
to be correct by the technical committee of the Rhon
competition and also confinned by witnesses, (According
to the design of the machine, this should only happen at
a speed of more than 210 kilometers, if the construction
of the machine has been carried out correctly.)  The

MANY spares for most types of BAC mac

hines offered at knockout prices. List 3d.
Also Two-seater Bat Boat Hull, practically,
new, complete with controls and Tail, . . £25.

Two-Seater Sailplane Drawings, per set £3.

Trailers, Aero Tow Gear, Auto-Towing Car
with eable and winch. Also all rights, draw
ings, assembly jigs, ete., of BAC VII Two-seater
Dual Control Sailplane for sale. What offers ?

BAC Limited
MAIDSTONE
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Austria then executed a half roll, so that 1 found myself
flying upside down. The base of the cloud had been
approximately 1,100 m.tors above sea level. 1 had alveady
lost about 250 meters below the cloud, so that I still had
350 meters aboye the valley of Gersfeld which lies at 600
meters above sea level, Tnere only rcemained a few
scconds to free myself of the straps. At the same time
1 put my shoulder through the lid and the right side
of the pilot’s seat, which had been specially built with
weak points to be used in case of need. This came to
pass in very short time, and I immediately afterwards
saw my faithful Heinecke parachute open above me,
whereas the machine barely missed hitting the parachute
in her dive towards the earth., The sailplane, the second
outer wing of whieli had now also broken ofl, then
zoomed with immense speed, almost hitting the rapidly
descending parachute again, made a turn just above it
and onee again dived, almost grazing me. Whilst the
parachute rapidly approached the earth the machine once
more came within 10 meters of myself, after which she
directly nose-dived into the earth, where 1 watched her
crash, I reached the earth safely, making a normal para-
chute Tanding.

Laymen tried to connect the crash of the AustRin with
her large span. Tertinent investigation and examination,
however, have proved that this accident might have hap-
pened with any other machine, Wolf Hirth stated during
this competition that flying in circles in blind flight is
not possible for a greater length of time in cimulus
clouds, even with machines of a smaller span, as, for
instance, his MUsTERLE. Some of the most experienced
transport pilots absolutely deny the possibility of flying
in curves in bumpy clouds with the instruments avail-
able to-day. Others state that even in calm weather,
holding a straight course in blind flight over a greater
length of time, very nasty situations may occur. The
marvellous flight of Mayer during the past competition,
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during which he reached a height of 6,600 it. by constantly
circling in a cloud, as well as my flight en the WIEN in
1929, by no means prove the contrary. Mayer's machine,
the same as the Wie~n, by reason of its greater resistance
and subsequently poorer gliding angle of incidence, takes
longer to arrive at dangerous diving velocities,

In conscquence, in order to be able to solve this new
problem of soaring flight, namely, constant blind flying
in curves in extremely bumpy clouds, for sceurity's sake
it will be essential to demand a higher maximum speed
A completely antomatic device for diving scecurity, ns
already existent on the Junkers 52 for example, seems
ahsolutely necessary in future when using a changeable
wing aileron, Everything paossible regarding the training
of pilots and the reckoning of the flying qualities of sail-
planes should be done in order to prevent the reaching
of too great velocitics in circling flight. Above all, hiow-
ever, it will be a problem for the instrument designer
to adapt the damping of the perpendicular or the water
level in the instruments for blind flight, as well as the
indicutions of the turn and bauk indicator itsell to the
qualitics of turning of sailplanes regarding the longi-
tndinal and vertical axis which differ to so great an ex-
tent from the above-mentioned qualities of power planes,

The loss of a machine, however precious the same may
be, and the subscquent danger for the pilot is insignificant
compared with the decp sorrow which the Rhén competi-
tion of 1932 caused us through the loss of two comrades,
among them our best soaring pilot, our andacions and
merry comrade Giinther Groenhoff, The parachute
conld not save him when he jumped from his machine,
the control of which had jammed, after having lost too
mitch altitude. If we seck an answer to this being and
passing away, to life and death, it can ouly be that we
must follow the example of the hrave comrades we Jost
with still greater care, still bolter preparations, still
more self-control,

"WuHy NoTt TrY Powerep FLyING?

When you have flown in a glider, why not pass on and try a
powered aercplane?

Trial Lessons, entitling you to fifteen minutes’ dual instruction
in a standard School machine, are always available at the
Brooklands School of Flying at a fee of £1 only. To take :
one would put you under not the slightest obligation to join |
the School — even if you do not wish to take a licence, why

not have one lesson just for interest {

Write for illustrated particulars of our “A" and “ B"" Licence
courses, post free on request. Please mention * The Sailplane l

| and Glider.” |

BROOKLANDS SCHOOL OF FLYING LIMITED
BROOKLANDS AERODROME, BYFLEET
SURREY 33 32 Byfleet : 436-437




A NOTE ON RAIN
What is the normal behaviour of the air that travels
immediately in [ront of a deluge of rain?

The pedestrian sees a sheet of low greyv clouds which
coime lower and lower. Then a sudden short squall of
wind blows up dust and dead leaves, Then there is an
equally well-defined lull, during which large spots of
rain splash down here and there, leaving wet marks as
large as a five-shilling piece.

Then the wind freshens again; whercupon, down comes
the rain

Consider the case of u sailplane soaring during these
well-defined periods.

The pilot sees a murky mass of rain advancing npon
him, Overhead the clouds come down until the wisps of
vapour hanging from them are almost on a level with
his cye. The lift is still steady,

Then the machine suddenly begins to drift vielently
down-wind, so that it has to be swnung into the wind.
The pilot is so far only bothered by a desire to keep
below the clouds.

HBut after half a minute or so somcthing rather alarni-
ing happens.  The machine is given a motion which
can better be deseribed as a violent joggle rather than
as a bump. Presumably this marks the arrival of the
Lull,

Passing qguickly ont of the squall into the lull, the
machine’s aid-speed instantancously drops; i.e., the
machine stalls, partially or wholly. The pilot's heart
hops up into his mouth and misses two beats, Down goes
the nose immediately, and one or two hundred fcet of
height are run off.

The machine is eased oul of the dive, and the pilot
lcoks round to sce how he now stands relative to the
ridge. With luck, and with a good machine, he still
has a chance to run back to the ridge and pick up his
height.

But great splashes ol rain begin to cut his face, and
he makes a bolt for the hangars, where he arrives just
as the rain pounces upon him,

From a meteorological point of view is this a sufficiently
accurate obscrvation of the arrival of a storm of rain?
1f so, what is the exact explanation of the well-defined
stages? It must be borne in mind that we are not con-
sidering anything so dramatic as a line-squall, but merely
the downpour that scems to be described (for instance)
as “'the arrival of a secondary, associated with a de-
pression travelling S.8.E. from the Faroes." S. H.

[Like everything clse connected with the weather there
are degrees of line-squalls, The phenomenon described
by “S.H.” is definitely of the line-squall or “cold-front”
type, though not of the most intense form. The accom-
panying diagram illustrates the sequence ol events which
occur.

Owing to the friction between the wmoving air and the
ground, the advancing mass of cold air assumes the shape
of a wedge, In advance of this wedge the relatively
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warier ar is drawn up as indicated and if it is sufficiently
moist cumulus or cumulo-nimbus clonds are formed,

At the point A, where the tip of the wedge coines
overhead, strong convergence takes place owing to the
increasing pressnre gradient.  The motion of the air
is thus checked or even reversed, producing a squall.
Bevond this point, that is, between A and B, there is
a definite Inll, Here the warm, moist air, which is lifted
above the cold wedge, condenses, forming a dense sheet
of cloud. Owing, however, to the strong convectional
circulation above this arca any rain which falls (B) is
i the form ol large drops as desceribed by S H.”

At the point B, the cold air reaches the ground, and
behind it a definite freshening of the wind occurs (also
a drop in temperature). Behind this point there is a
downward cirenlation, more gradnal than the violent con-
vection at A and spread over a much larger arca. There
is now nothing to stop the precipitation ol the water
which has aceumulated in the cloud, held by the ascend-
ing current, and heavy rainfalls (R2).

The scquence of events describod oconrs in any live-
sguall, The intensity of the plhienomenon, however, de-
pends on the actual conditions prevailing, e.g., the rela-
tive temperatures of the two air masses, their humidity,
cte.—En,]

CORRESPONDENCE

“POWER GLIDING™ THE KEY 10 SUCCESS?

Sir,—It might be ol interest to you to look back aund
sce what a proviucial ¢lub has done, and to look forward
to see what it might do.

Having been chairman of this elub since its inception,
and having done, 1 am satisfied, a fair share, 1 feel that
1 can spenk with some little authority,

Of eourss, we get the ever-presenl fnance question,
althongh that is an old story worn threadbare, and, in
my opinion, a secondary consideration, since, if interest
can be wmaintained, so can cash. But how can inlerest
be maintained nnder present conditions?

In the frst year we had a rush ol mcmbers and a
Kronfeld demeonstration.  Funds throughout this time
were good, but interest waned the second year, seeing
as with less than half the original mumbers. The third
year saw s with less than half again, but we had got
down to hard [acts; that is, plenty of hard work and
little cash.

Why so much hard work? There are two primary
reasons, One, that erashes and training are inseparable,
and two, that repairing crashes and retrieving machines
took the greater part of one’s time

In spite of these disadvantages, we eventually got a
few * C’s,” and some good ones, too, and all the remain-
ing membors passed an A’ and “B." Tt has been
harl work, but we have done it. However, we all hope
to have our “C," and then what?

Since we have been at the ' C' stage, it is seldom
siteh flights can be mude, perhaps ouce in six weeks,
so that those who are qualified take turns with ab initios.
They, of enurse, 1Ii|!li(‘l’ training, but no one grudges
them their turn. One cannot expeet them to go on for
ever having one decent flight onee in six weeks, nor can
ab initios be expected to wait three years to become
¢fficient. How can we improve matters?

Tt scems ridiculons to ask members—unew ones—to work
hard for six months, perhaps years, and then stand in
a queve once in six weeks with the hope of a flight. T am
afraid that this is what is killing the Movement, for T
am sure that this is how outsiders sce us.

My suggestion is that the time has come when we must
have “ power ' gliding, that is, that a club would have
to have its quarters at the most suitable soaring site
available and would possess a secondary and a power-
driven two-seat glider.

The method of training would be that instruction would
be given in the power machines from ab initio to pro-
ficieney, Then the member would take over the second-

Continued on p.p. 240, col 2.
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NEWS FROM

THE CLUBS.

The *‘Radlock’ Trainer on a test flight
at Hull

THE CHANNEL GLIDING CLUB.

A meeting was held at Folkestone on Sunday, October
16th, to decide the fate of the ** Kentish Express” Cup,
open to Kent Clubs for Primaries, Unfortunately, North
Kent and Thanet were, for various reasons, unable to
compete, so that the Channel and the Kent Club had to
fly it off between them.

As the Channel Club had, a few weeks back, put a
macelle on their primary, the two Clubs agreed that the
pilots should, in order to level up the matter of the
alleged improvement, glide first their own machine and
then that of their opponents, thus making it a test of
piloting,

The three pilots chosen by the Channel were Corporal
W. Manuel, R.A.F., Pat. Whitnall, and D, Francis,
who emerged from the contest with “ flying '’ colours,
winning by a margin of 15 seconds.

The gliders used were: Channel—R. F. D. Primary;
the Kent Club—B.A.C, Primary. The longest flight of
the day was one of 26 seconds by Mr. Lowe-Wylde, on
his B.A.C.

The Channel have now won the Cup for the third year
running, and, needless to state, the event was duly cele-
brated in ftting fashion, the vounger generation being
properly ‘“ bloaded ” from the Cup which now held
something more cheerful than air.

The Club is pushing ahead with the building of the
two-seater, which we hope to have ready shortly, as we
must, if we are to attract new ‘‘bloods.” Manuel is,
too, preparing plans for a second CRESTED WREN.

LONDON GLIDING CLUB.

On Saturday, October 22nd, the CRrESTED WREN
grabbed twenty minutes of soaring before nightfall, the
sight of her causing two new members to join; but on
Sunday many million tons of rain fell (see daily Press),
taking all day to do it.

On Saturday, October 20th, there was no flying, except
in the morning, a flight in the PrROFFSSOR, which faded
away after three minutes.

Sunday’s weather was foul, A Monday paper commenced
a lurid column with : * One of the fiercest gales in living
memoryv—for a few seconds it touched 110 m.p.h.—swept
over Britain,’”’ Annarentlv a deepn depression stamped
down from the Hebrides to the North Sea. At Dun-
stable it blew at the hill at an average sneed of 40 m.p.h..
full of pusts and bringing occasional sheets of rain.
Three machines were flown and none broken.

In the Scup the air-speed indicator swung to and fro
over a range of 10 m,p.h. during what was intended to
be straight and level fving. A particularly horrid
phenomenon in the aerial uproar was the involuntary
conversion of a gentle turn into a wildly overbanked
twirl, compared with which the general bucketing was
“ yvieux jeu.”

At 12 o'clock Dewsbery took off in the big KassEn, with
Slater. of Derby, for passenver. Neither of them was
sea-sick, hut when the rain came on after twenty minutes
they cordially agreed that it would he nice to land, which
they did forthwith on the ton of the hill. dronping in
the down-dranght like”a brick to within six fect of the

ground,

The weather then became so filthy that it looked as if
the three machines on the hill would have to be brought
down in trailers. But the rain let up for a short period
and the Crestep WREN took off, survived five minutes
on the up-wind edge of the lift, and landed in an orthodox
manner, the ab initio pilot uttering devout remarks.

The Scup was launched by one man pulling her along
by a short piece of hemp rope, thus entertaining Mr.
Baynes and the pilot, and proceeded to put up what one
can only describe as an unaparalleled display of virtuosity
combined with ordinary intestinal fortitude. The flight,
which lasted an hour, and was mostly in a rain-storm,
included high-speed hovering at a height of at least one
thousand feet above the hill, dives and vertical side-
slips on to the designer’s photographer, and antics which
may or may not have been entirely voluntary, The
landing was on the hill-top and, low be it spoke, rather
sidewavs, even if scatheless,

Meanwhile, Major Petre had taken off in the KasseL,
with Robertson as passenger. [t seems to be rather a
good idea to practice flying for twenty-two vears; the
machine and the wind grow so respectful ; vou soar five
hundred feet above the hill; after half an hour, vou
gently slip off vour height and land without heat or
passion, the gale meanwhile howling round the hangars,
the 1ain streaming down in torrents, But it takes nearly
a quarter of a century to get that way.

Visitors from India and Germany were suitably amused.
The machines, though kicking and struggling, were
towed home and bedded down; and the bar was suitably
pronped up.

The farmer-landlord of our ground has ploughed up
many acres where the weaker brethren have often chosen
to Iand in the past; if he keeps at it persistently we shall
only have to dig a few earthworks, and build some stone
walls, and we shall have a landing-ground on which these
Northern clubs would feel properly at home.

Once upon a time there were some men in the North,
either Picts or Scots, who said that soaring was easy
and that the real art was to master landings. Believe
me, hrothers, there are occasions when soaring is almost
overwhelmingly difficult and a landing in Piccadilly Circus
itself would be merely the happy final fade-out in a Holly-
wood talkie,

SOUTHDOWN GLIDING CLUB.

Oh, Yes! We're still doing the oda spot of aviation
on the South Downs. The enquiries of many old friends
and the solicitations of our kindly FEditor have at last
prevailed upon us to say something of what we have been
doing. In some other column, perhaps, and at some other
time, the whole historv of this club from the days of the
1922 Ttford Meeting might prove of general interest; but
for the present we would just sav that the original South-
down Skvsailing Club and the subseauent contemporary
Southern Counties’ Soaring Club combined, last Spring,
to form a new Club, as we are to-dav. Qur Secretary
has held this office in both of the other two clubs in turn,
and has seen many changes in personnel, in methods of
management, and in the mode of instruction in Gliding..
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Lf this Club has enjoved many advantages, it has suf-
fered, too, as many disadvantages as any other clubj and
the story of these, coupled with the Club's present-day
cptumism, might prove a source ol encouragenient Lo some
of the pessimists who, not content with the moribund cendi-
tion of their own group, seek to dissuade others from what
they would characterise as a ** hopeless flight ' for the
Movement. But we who remain active in this Club know
that the Movement is not dead, or anything like it! It is
merely gathering impetus, quictly, for its next big
“ drive '"; but there is no place in the Movement to-day
for the ** half-hearteds '’ !

From the day when we had only pictures of a glider,
tc the present time when, recently, we could count nine
machines as elub property (not privately-owned or * syn-
dicate ’’ machines), seems a far cry; but it merely illus-
trates what sticking to it can do Never was the cld Air
Force motto more applicable than to the gliding clubs of
to-day, We are all badly in need of funds. Here is a
way to raise money. We have just held our second highly
successful Ball, Such a function gives publicity of the
right kind to the Movement in general and the Club in
particular, and provides (if organised properly) a very
handsome profit for the club funds,

Here is another suggestion for clubs finding enthusiasm
on the wane, in proportion as the need for renovations
to club property becomes more obvious to the members.
Suspend, as we have just done, all flying operations for a
few weeks, and get down to repawrs and renovations—
weather wet or fine! With as many as nine machines in
all, stacked in a couple of odd barns, this provided us
with a pretty problem. But we have solved it; and in the
solution we must recognise, with gratitude, the generosity
of Mr. R. F. Dagnall, whose practical interest in the
Movement is too well-known to need introduction. Mr.
Dagnall has lent us one of his magnificent workshops,
where several machines are being thoroughly overhauled
by the keen and competent few! Other machines—and
transport and launching cars -are being overhauled on the
sites, Yes! Sites! [For some of us have been busy look-
ing round and making arrangements to do specific work
in spots most suitable for each branch—training, auto-
towing, certificate work, and, of course, soaring.

We have come to the conclusion that in this country,

.at any rate, we cannot hope to find terrain suitable for all
branches of club work in one locality, We shall not
attempt any foolish prophesving, but we are glad to be
able to say that we hope to begin our winter programme
of work in a [ortnight’s time, and that we hope to pro-
gress on sounder, if steadier, lines, born of the hard
“experiences of the last two or three years’ work. We
have a class of membership which we think all clubs would
do well to include—Associate—for such members help to
keep alive the social spirit and to spread propaganda;
(ves, we have a club bar and club room, for we are regis-
tered with the local Justices!); and we shall welcome all,
whether members of a gliding club or not, who may be
interested in gliding, both to the club itself and to the
gliding grounds,——Ditchling Beacon and Balsdean, and
shortly, we hope, Shoreham. Finally we would advise
clubs to take advantage of the arrangements made by the
B.G.A. and to register as of Limited Liability. This will
become the more obvious in the near future!

Meanwhile our Secretary (A. York Bramble) will be -

pleased to give any further particulars of the Cluly and its
.doings and to welcome old friends and new members, and
arrange for passenger flights in the Club's two-seater dual
instruction machine, letters regarding any of which mat-
ters should be addressed to him, ¢/o the Vice-Chairman of
the Club, Dr. V. C. Hackworth, Two Cables, Pembroke
(rardens, Hove, Sussex.

THAMES VALLEY GLIDING CLUB,

A Dance will be held at the Town Hall, Staines, on
Friday, November 18th, 1932, from 8 p.m, till 2 a m.
Admissien 8/-, Double.

PATENTS.
P. THURSTON & CO,, Patents, Trade Marks and

designs.—Bank Chambers, 329, High Holborn,
W.1. Holborn 2542.

November 11th, 1932

OFFICIAL NOTICE |

DIARY OF FORTHCOMING EVENTS.

Monday, November 2lst, at 6.30 p.m. in the Library of the
Royal Aeronautical Bociety, Albemarle Street, W. 1, — Couneil
Meeting, British Gliding Association,

BLUE PRINTS.

Complete Sets of Working Drawings of the R.F.D, primary

type, and the FALKE secendary type machines, and the

dY UNAN BABY »ailplane, with schedules of parts, are
now available,

Prices :
RED. .. £2 0 0 post free
FALKE .. 2 o £7 10 v post free
GRUNAN BABY L8 8 U post free

(Special veduction to Members of the B.G.A. or affilialed Clubs)

THE BRITISH GLIDING ASSOCIATION
19 BERKERLEY STREET, LONDON, W.1

HOW TO GET YOUR ‘' SAILPLANE’' FREE.

It has been decided that in order to encourage Mem-
bers of the Association and subscribers in obtaining new
sitbscribers to THE SAlLrLanek, free issue of the journal
will be awarded as follows until further notice:—

To Members of the Association,
Free issue for 6 months to a member obtaining 1
new yearly subscriber,
Free issue for 1 year to a member obtaining 2 new
yearly subscribers,
Free issue for 1 year and renewal of Membership of
the Association on obtaining 4 new subscribers for
1 year.

To Subscribers,
Free issue for 1 year on obtaining 2 new yearly sub-
scribers.

Continued from p.p. 238, col. 2.
ary and gualify, and, if a sailplane were available, he
could soar, all in, shall we say, six months, because
crashies of a serious nature would have been nil,

1 mean that, whatever the wind, fying would take
place and it would be propar flying that could be charged
tor. It would train more quickly and keep up an in-
tense interest, since all the time could be given to flying
instead of to retrieving and repairing a broken-down
primary. These facts wonld automatically keep funds
on the right side.

Now as to the machine; it would be a two-seater with
"N wing loading as a maximum; a stalling speed ol
25-27 miles per hour, a landing eilpced of 30 m.p.h. and
dual conutrol. The maximuin speed is, of course, nothing
to worry about. The engine would be, say, 950 c.c.
maximuin,

Here one would have a fine weather machine capable
of being handled guite safely by a “C” pilot who would
give much time to instructing his passengers.

Again, the odds are against us if it is power-driveu,
since the Air Ministry would have a lot to say, but T do
suggest that the D.G.\, should define what would con-
stitute a power glider, and approach the powers that be
to make its use legal for gliding clubs, to save their
lives; and, further, for their own benefit design such a
machine and have available drawings at, say, £5 per sct,
where clubs, such as ours, that have come through all
the stages of growth can at last reap a little reward for
the tremendons effort put forward.

It would be interesting to have other views on this
question, but, of course, better still, to see the B.G.A,
turn to, define designs, and approach the Air Ministry.

These views are personal and do not necessarily re-
present the views of the Club,

NORMAN W. WRIGHT,
Chairman, Dorset Gliding Club.

I"-rit;t_;éi_l’?b_lﬁiie& in Great Britain for the BRIT=n GLimixg Ass0CTATION, by CoMpon WEAL Press LTn. .-al_‘.'i_C_h_ml_ce_r); Lane?l_.orkl_mx. wW.C2
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IMPORTANT NOTICE TO ADVERTISERS.

!

Many advertisers have supported the ““Sailplane & Glider” as a gesture of
friendliness to a publication unique in the worlds of pioneering effort and sport,
without calculating with too great a nicety the immediate and tangible benefits that
might accrue from their investment,

The following letter from the President of the Central Scotland Air Yachting
Club indicates that readers appreciate this fact, and that they are acting in that spirit
which places business dealings on the right plane—a level free from depressions 'and
adverse conditions, economic and otherwise.

Glasgow,
September 12, 1932.

A

The Editor, “The Sailplané."

Dear Sir,

It has been on my mind for a couple of months to
let you know that | was able to put some business of a friend
of mine in Glasgow in the way of your Advertisers, Messrs.
Austin, Reed & Co., purely because they support the “ Sailplane.”

| naturally propose to follow suit myself as soon as
occasion arises.

Messrs. Reed might like to know that their advertise-
ments have been worth at least £11 to them which otherwise
would have gone elsewhere.

Yours faithfully,
(Signed) E. T. H. GODFREY.

The ** Sailplane & Glider " circulates in every country in Europe (except Russia
and Scandinavia), Canada, Australia, New Zealand, South Africa, British East Africa,
Eg)}pt', Palestine, the United States of Amierica and South America.

The nature of its circulation is such that each issue has at least 5000 readers, all
of whom are equipped with Purchasing Power and the desire lo apply it in any
direction that will help the Gliding Movement,

Copy and instructions for advertisements sheculd be sent to the Advertisement Manager, The
Sailplane & Glider, 43 Chancery Lane. London, W.C.2., at least ten days prior to the date of pub-
lication of the issue in which the advertisements are to appear. Rates on application.

Telephone—HOLborn 0309.




AVSTIN REED LTD. LONDON
P.372

TIME
and

THIES

There are few conferences at which we are not represented. We
may be uncertain as to whether a customer is famous for his know-
ledge of economics or his elocution, but we always know how he
feels about ties.

The other day we had an urgent order from a customer about to
travel to Switzerland to speak at an important conference It
appeared that he liked to wear a special sort of tie when making his
pronouncements, and by some dreadful mischance he had on this

occasion mislaid his entire stock.

His ideal tie had to be made to special design from a certain material and had
to be delivered at his hotel the following morning. Even in our vast stock of
ties we had nothing that struck the exact note, so we promised to search
London and to deliver the tie before twelve next day if we were successful.

It was a most exciting race against time, and unfortunately time won. Our
messenger arrived at the hotel with the tie but very little breath, ten minutes
after our customer had gone.

By this time, however, we were quite worried about our customer’s speech,
and we began to make rapid inquiries for the address of the hotel in Switzerland
to which he was going. We knew that he was travelling by boat
and train, so we realised that his tie could catch an air liner and reach
Switzerland before him. It did—and the speech was a great success.

%\ We would not like to assert that if all delegates to all future con-
ferences wore Austin Reed ties the results would be Utopian, but in
view of this little experience we feel that it might be worth trying.
Anyway, we present the idea to the nation.

orf REGENT STREET

AMSTIN REED

Q




