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EDITORIAL COMMENT.

lectures ever delivered before the Royal
Aeronautical Society was that of Major
Wronsky, Political Director of the
German Luft Hansa, on March 24
A summary of the paper is published
ewhere in this issue of FLIGHT.

Those who had expected a highly
technical paper were disappointed, as relatively little
technical information was contained in the paper,
technical that is, from the point of view of the flving
material used by the Luft Hansa.
Readers of FricuT will, however, be
familiar with practically all the types
of aeroplanes in general use by the
German company, since they have been described
and illustrated from time to time in our columns
In other respects, however, Major Wronsky's
paper gave very detailed information concerning
German commercial aviation, its organisation, its
operation, and its aims and objects.

Of particular interest was the statement—made,
we believe, for the first time in this country, at
any rate clearly—that generally speaking the German
Reich subsidises those lines of the Luft Hansa which
link up with the lines of foreign countries, while
German states, cities and corporations subscribe to
the cost of running the internal German ‘‘ air net.”
During the discussion following the reading of the
paper the question was raised as to how the German
Luft Hansa had managed to get subsidies from indi-
vidual states and cities, as well as the subsidy from
the government of the Reich. The lecturer replied
that there was no secret in this, it was a result of the
structure of the Reich. The various states and cities
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were somewhat jealous of each other, and the only
secret lay in how to make them jealous enough. This
reply was received with applause, and with good
reason. In this country it was suggested, quite a
number of years ago, that the race for the King's
Cup should be flown by machines representing various
towns, cities and counties in Great Britain, as in this
way a sporting competitive spirit might be Iqstereld
which would be all to the good of air racing in this
country. The suggestion was a very excellent one,
but so far as we know nothing came of it. Whether
that was because those responsible for the organisa-
tion of the race did not grasp how to make the various
English towns, ** jealous enough,” or whether due to
other causes, we do not know. Possibly the' expla_né_k
tion is that Great Britain was not at the time suffi-
ciently ““ air minded " for such a scheme to be prac-
ticable.  Although things have changed somewhat
for the better since then, mainly as a result of the
excellent propaganda work done by the light 'plane
it is to be feared that in the matter of '* air

What impressed one most in Major Wrons
lecture was the evidence it furnished of Germany's
determination to push on with a very vigorous air
policy, a determination of which the very post filled
by Major Wronsky is proof. The duties of the
““political director " of the Luft Hansa are connected
with paving the way for international air lines, to
negotiate with foreign companies and governments
in the organisation of lines to all parts of the world
joining up with Germany’s existing and projected
lines. In spite of Major Wronsky's admission that
these lines do not pay—in fact, cannot be expected
to pay within a measurable period, as evidenced by the
fact that the receipts cover but 30 per cent. of the
cost, Germany is determined to carry on, firmly
convinced of the necessity for doing so at whatever
cost may be entailed.

In these days of criticism of aviation from a variety
of sources, this fact should be kept in mind. So long
as other nations see the necessity of keeping civil
aviation alive by subsidies, so long must Britain do
the same. In fact, the British Empire is probably
in greater actual need of rapid communications than
is any other country in the world. The difficulties
in our way are greater than those of many other
nations. While Germany is favourably situated
geographically, we are placed in a rather out-of-the-

@ ®

The King Dines with the Air Minister

TrE King honoured Sir Samuel Hoare with his presence
at dinner on March 29 at 18, Cadogan Gardens. His Majesty
was attended by Lord Claud Hamilton. The following had
the honour of being invited to meet His Majesty :—

Sir Philip Sassoon, the Duke of Sutherland, Marshal of the
R.AF, Sir Hugh Trenchard, Air Marshal Sir John Salmond,
Air Vice-Marshal Sir John Higgins, Air Vice-Marshal Sir Philip
Game, Air Vice-Marshal Sir Oliver Swann, Air Vice-Marshal
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way corner of Europe, aerially speaking, at any 1 .
until trans-oceanic services become a pract 4]
proposition, and Empire aviation is our only solut
to the problems. But we should take heed of ¢
signs around us. France is doing magnificent pion:er
work by extending her lines to and through Airi g
What Germany is doing was clearly illustra od
by Major Wronsky. Italy, under the beneficent
dictatorship of Mussolini, is setting the world an
example of what courage and determination can do.
It is not the slightest use thinking that Great Britain
can abandon her air policy, even if she wished to do
so. In the early days, it should be recollected, sub-
sidies became necessary because France commenced
to subsidise her companies on the London-Paris
route, so that competition by the unsubsidised British
company became impossible. So in modern times,
so long as other nations subsidise their air lines, we
have no option but to do the same, even if there
were no hope of ever making civil aviation pay, a
view which we do not share.

Major Wronsky very rightly claimed that Germany
is the centre of European civil aviation. No one can
look at a map without realising the truth of this
Major Wronsky also disclaimed any desire on
Germany’s part for air supremacy in Europe,
‘Whether one accepts his statement that ““ Germany
solely fulfils an economical and cultural duty, imposed
upon it by its geographical position,” or whether one
ascribes to Germany ulterior motives, even putting
it on the lowest basis and assuming that Germany
does desire air supremacy in Europe, who could
seriously blame her for doing so? As the centre of
European air lines, Germany might have decided to
have no air lines at all, and to prohibit the machires
of other nations from flying over her territory. In
that case, would not the cry have gone up that
Germany was following an obstructionist policy, and
was stopping everyone else from running really useful
air lines 7 Instead, she has resolved to make her air
lines, internal and external, as efficient as Teutonic
thoroughness can achieve. That in doing so she
will reap her reward is scarcely a thing for which she
could be blamed. The object lesson presented should
have the effect of making us realise that just as
Germany has taken advantage of her geographical
position, so should we take advantage of our status
of an Island Empire scattered over the surface of the
globe and make every effort to place British Empire
aviation in the lead.

@ @

Sir Sefton Brancker on Flying in Central Africa

AIR VICE-MARSHAL SIR SEFTON BRANCKER, Director of
Civil Aviation, recently returned to Nairobi from Dar s
Salaam, and said that he was satisfied with the reception t0
his suggestion that Tanganyika should share in the extension
and the financing of the Khartum-Kisumu air line. SIf
Donald Cameron, Governor of Tanganyika, was certain that
the country would contribute towards a permanent service
as far as it was able. Sir Sefton Brancker also said th:t he

Sir Ivo Vesey, Air Vice-Marshal Scarlett, Air Vice-Mars
Brooke-Popham, Air Vice-Marshal Lambe, Air Vice-Marshal
Sir John Steel, Air Vice-Marshal I Air Vice-Marshal
Munro, Sir Walter Ni Sir Si; D
Sir Geofirey Butler, Mr. Oliver Hoare, Mr. C. L1. Bullock, and
Mr. Paul Paget.
‘The Duke of York at Sydney
FIrFTEEN aeroplanes of the Royal Australian Air Force
and thbe“ A:‘ro Club, formed an aerial escort, strengthened by
a num] newspaper aircraft carryin, rters, and photo-
ers, when the Duke and Duchegsnoponork arriged in
ey on March 26,

ha with rep ives of the Airraft
Operating Co., Ltd., who were carrying out an aerial Y
in Northern Rhodesia, and had asked them to send ©
their party to visit Dar es Salaam to consult with the Go er-
ment as to the possibility of and the cost of carrying o't “"(
aerial survey of the forests in the tsetse area sou‘? ©
Tabora.

He also hoped to arrange a large-scale experimental ¢ &
on cotton pests in the Sudan by means of aircraft
expects that both proposals will be considered at the (
nor’s Conference in London in May, at which Sir I
Cameron will be present.
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THE McCARTHY AIR SCOUT

An American Two-Seater Enclosed Light ’Plane

¢ give a brief description, together with illustrations, this

ck of a somewhat novel American commercial aeroplane,
which may be classed as a light 'plane—the McCarthy
Geout. This machine, the first product of the McC
Aeronautical Engineering Co. of Detroit, is a ‘‘ semi-canti-
lever ” monoplane with a very deep fuselage, forming a totally
enclosed cabin for pilot and passenger. It is powered with a

engine at all flying angles. Both wings may be completely
removed by two men in half an hour.

The fuselage is 16 ft. long, 4 ft. deep and 2 ft. wide, and is
constructed of four laminated ash and spruce longerons, and
eight spruce bulkheads, securely tied with three-ply birch
gusset plates, glued and secured in position with screws. At
first the covering of the fuselage consisted of vulcanised fibre,

THE McCARTHY AIR SCOUT: An American light commercial monoplane, fitted with a 45 h.p. Anzani
engine.

45 h.p. Anzani engine which, it is claimed, provides ample
reserve of power for all conditions of flying.

The Air Scout was designed for light commercial work or
sporting purposes. It is strongly constructed, safe and
easy to fly, and can be cheaply operated. The wings, which
are of fairly thick section (revised Martin) are in two units,
each composed of two large main spars constructed of spruce
strips planked with three-ply birch. The ribs—I3 to each
wing—are constructed of channcled spruce members with
three-ply birch capstrips, all joints being glued and screwed

shrunk on and fastened with brads and glue. Now, however,
the covering is three-ply birch, similarly attached, resulting
in a much more rigid construction.

The forward portion of the fuselage forms an unobstructed
cabin, 7 ft. long, odating the pilot and , the
seats being arranged in tandem with the passenger’s seat
forward. There is only one set of controls, in front of the
pilot's seat and allowing a clear entrance to the cabin through
the door in the starboard wall of the latter. There are seven
windows in the cabin, one forward in the roof and three in

‘E McCARTHY

AIR SCOUT :

Three-quarter rear view showing the door leading to the totally-

enclosed cabin.

(N0 .ils being used). The trailing edge is formed by cable.
" .1 b wing is securely attached to the top of the fuselage
¥ L large steel bolts from the inside, and braced by three
Jieel “bes, streamlined with Balsa wood, two from the lower
w3 ons of the fuselage taking the lift, and the third from the
105 | the fuselage, being bolted direct to the engine plate.

.M e root of cach wing is a 5-gal. petrol tank, with a filler
en ¢ through the upper surface and two outlets, one in

4 of the tank, which supply a constant feed to the

each side wall, the two rear windows at the side of the pilot
being open and all the others being *“ glazed ** with celluloid.
In the upper part of the cabin, forward of the passenger, is
the instrument board, which is in full view of both pilot and
passenger. g .

The landing gear is of the conventional type, consisting of
two steel tube Vees and a straight-through steel tube axle,
cable braced. The struts are streamlined with balsa wood,
and the wheels are of the wire type, with fabric covering.
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The axle is secured by }-in. rubber cord, and the Vee connec-
tions to the fuselage are pin type. The tail skid is of lami-
nated ash leaves, secured at the top end, with a steel shoe on
the lower leaf.

Both the horizontal and the vertical stabilising surfaces
are of extremely thick section, and are built integral with
the fuselage, whilst the elevators and rudder, to which respec-

tively they are hinged, are also of thick section, but are
unbalanced. The coutrol surfaces are built np of spruce
and plywood spars, with ribs of channeled spruce and threc-
ply birch capstrips ; the trailing edges are cable.

The controls are of the cable and pulley type, with stream-
lined steel horns.  The usual rudder bar has been replaced
by an equaliser under the pilot’s seat and two pedals. The
allumn control wires operate within the wings.

The power plant is an Anzani 6-cyl. engine, rated at 45 h.p.
at 1,450 r.p.m. It is mounted on a steel plate scr.urt])
fastened to a 1 in. laminated birch bulkhead by twenty J-in.
steel bolts. The engine is covered on the two sides by small
aluminium cowlings. - The carburettor, which is mounted
directly on the bottom of the engine, de the fuselage,
and is fed by gravity from the tanks in the wings. Magneto
and oil pump are located inside the fuul(\uc \\heru they

LIGHT 'rLA

London Aeroplune Club :
_In future the repart for the week takeu up to cach Friday instead
ndays, as in the past. The er conditions during the past week
wed one day's fiying, i.r. \|u|ul.n 21st, and the total n\uq. time

(,;i,\mm J. A. Simson, G. M. Randall,

vkes,
ner, T. W, € N.J. Hulbert,

fady,

Annua ¢ was held at the Spring Garden Gallerics
on Tuesday last, and w ded by nearly 200 members and friends.
Mrs. Woodle Humphery and her Dance Committee are 1o be congratulated
on providing a most plegsant evening,

Tournemouth Easter Ka:es.— Th
most of the R
etting a little more difficult on scconnt of the larg

wishing to take part. Members will be a
Enclosure and Paddock on production of ey Membership Badges.
will be a charge of 25, 67, for motor-cars
The Hampshire Aeroplane Cl

Reroxr for week ending March 2 h winds again curtailed
fying, and the total time for the weel ¥4 hrs. 10 mins. :—Instruction

, 30 mins. ; solo fiying, 13 mins.

feut, Heinemani,
Clifton, 45 wiivs. ; Dunni
 min Dickson, 15 mum, %

10 mins. The ul ists were l\wpm 10 mins. ; ane n]w,nlmlh.

‘The joy riders were Mrs. Williams, Mrs. Halfum o Mr. Butey.

On Thursday, the Club’ held its first dance, and a ]m]»pv evening
was spent at the Barova Café. In fact, the organiser, Mr. A. X. Clifton
was asked to arrange another, and it was decided to hoid a Pageant Danc
days after our field dav). The mumber of tickets will be
nds' who would like to be there are

iub will, it is hoped, be represented in
aces, and the selection of Memubers to pilot the machines is
* number now avaflab
rec to the Members
There

a2

nbers

min

ouse are progressing ra 1 now that
the storage tank and petrol pumyp are mstalled and the ek donm e tted
to the garage entrance, u... premises are beginning to look b\ sinesslike.

The lounge » be particularly attractive, with its black mllers
and huge Tudbr Sreptace, and 15 Wil most probably ve much apprecitted
by members of the other flying club rop in for reireshment and
refuclling during the Course of their acrial tours. Tacidentaily scenery
round about Hamble could ely be bettered in th r time from an
Serial viewpoint, and is well worth a vist,

The Hu"lpxm L

mm

lebted to the following donors
their early and
( V.0, \4,5 3 snr Ch.lrh\

of the

. l hn Lena
n-! i

td
Munti's Metal Go

o i Thos.
& S Kulx-r\* Owen & Co.; Saunders,
10, Gerek Rosistomm Ld. 5 Shert & Mason, L1} Stevnasn & Som, 1Ad,
e Supermarine Aviation Works, Ltd Thaune-Emailite, L. Luke

s & C

Turner, Ltd. ; The Westland Aircraft Work:
Lancashire Aero Club
nur for week ending March 26 :

Woods,

Total fiying time for the week,

18 hrs. 12 mins., made up as |ol|0w
Dual with Mr, Bro

: Messrs. 2 hrs. 35 mins, ; Birley, 1 br. 15 mins.;
.\ Forshaw, 35 mins. ; McNair,
ns. hicrs, 25 min derson, Nelson,

20 mins, cach; Michelson, Dic kinson, Crosthwaite

trell, 10 mins, ; Mulder, 20 mins.

Mr. Chadwick, 25 mins. Dual with Mr, Scholes :

Fray, 15 mins, ea
"Dual with Mr. Cantgil
Mr. Serke, 15 mius,

The ** Underground '’ Aerial View of London

Ax aerial photograph of central London is being exhibited,
as a poster, on the Underground Railway stations, depict-
ing with remarkable clearness the principal buildings, bndges
and parks. No fewer than 477 s
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are protected from moisture, etc. A three-ply birch-pan: leg
bulkhead separates the oil tank, oil pump, and mag: ot
from the cabin,

The main characteristics of the McCarthy Air Scout are —

Span - - . 26ft. 0ins,
Overall ILnglh . oo oo 191t 10 in,
Height . o . e JGHE Bin;
Chord . .. Bft. 3in,
Wing area .. i g ne 5s8q.1
Angle of incidence % 3

Area of ailerons .. . .. - IS sq. ft,
Area of elevators .. ¥ w 98qitt
Area of horizontal stabil e .. 13sq.ft
Area of fin .. o o 2:258q. 1t
Area of rudder .. .. .. 6:13sq.ft

560 1bs.
1,020 Ibs.
7-51bs. /sq. ft
22 Ibs. /h.p.
10 galls.
40-120 m.ph
300 miles.

Weight empty
Weight laden
Wing loading
Power loading
Fuel capacity
Speed range (mn luad}
Radnus

NE CLU BS

Messrs. Twemlow,

Solo: 1 hr,; Michelson, 45 mins. ;

Wade, 15 mins. ; Williams, 10 mins,
ides: With Mr. Scholes: Mr. Fallon, 50 mins.
5. With M. l..m\ \IL Caldecott, '55 mins.
octor, 20 mins. 10 mins.” With Mr. Leeming : Mr. F
With Mr. mm(ueuuw Miss Bodeuham, 15 mins, Test

\chul(—s. 25 ins,
17

ptinued fair till Monday last, upon which day, being the

vernal equinox, it most appropriately commeniced to change for the wary

unil, b d of the we was trying to lie and the member;
. auris

ek, the

up trying to fiy

had g Integer vita
and 21l Bat aoct oF &

sclerisque puries non ¢
of course, but

eris
v«cll I'm glad we'v

n, ot a Comfort-
able club-house nowadays,
Midland Aero Club
Repowt for week ending March 26.—The total fiying time was 5 hrs
20 mins.
Thclul!nv\mgmemb{- were given dual instruction by Capt. McDonough :—
wes, Lane, S. Snu! J. €. Rowlands, A. Ellison, H. Beamish,

Admm ed dudl 1,3: M
r. Brighton ficw solo and.

» with passengers, High winds restricted

r. J. F. C. Brinton, a Member of the Club, has recently been gazetted a
hm ‘Officer in No. 603 (Bombing) sxumlr-m AAF
The neld at the Palac Erding
ul, The profts are being dbvoted o

was yery suceess
Club.

n-Tyne Aero Club
Zek cnding March 'u

¥lying wa fmpossble, owi

tither fog or high winds from Sunday, the 20th, to Friday, the 25th, inclusive

3 hompson flew for 30 mitis, ‘on Satumiay, when the fog cleared 3

little. " Later in , M. Brown decided 10 charige a cylinder head

which he was not satis! v

The weather on Sunday mornin
re the machine was tested

i as tal
but it was late
nd passed, et whieh 2 honts

r. RN
, Wi dk Tmr'wrll 39mins ; . dison
Test, 15 mins

ub, who is a garage proprietor, received a message.

:
ss

1s. 5 mins, pilots

T‘nlluv\uu half-an-hour ; ki
wi hompson, 30 mins.”
wember of the
mhlle at the aerodrome, that a car belonging t one
ult (the stacter stuck, it is believed), and in answer to this
\lr Parkinson flew 'r with the member to th e where the breakdow
rred, Janded within u fow. yands of the car and returned to the der
drome alone, having been away only ortly afterwards
the member arrived at the d(‘rmlrumb with 1l
The Club wisties to very heartly cong
excellent ac]
flying with

his clients had developed

S.0.

¢ London Club on thee

Nemant, Toporti T completing in one week, 82

haeday,  With the peosents and possible fnture vy

ment of the Club, it will not be easy, but every effort will be made to beat

ll;ls record, in the right spirit, of course, and, m |u|n])l-uum| with other
bs.

&

The Yorkshire Aeroplane Club
Repokt for the week ending Marct 27— Total flying time for the werk
4 hrs. 40 mins., made up of : ~Dual instruction, 2 hrs. 10 mins ; solo. | 7
30 mins. ; pleasure fights, 45 mins. ; tests, 15 mins. Inn were 20 flights
made
Messrs. Dawson, Mann, M. B. Lax, and Wood flew solo. _Mr. Wood w0k
up an Aveo, with Mr. Mann g pastenger, for ¢ Slgnt of 5 mine, Messr
Ugle«h . Lax, Swift, Wilson and Batcock received dual instru Ul
Two prmprrn\(' members, Mr, and Miss W nson, were given flig (s of
10 and 15 mins. each, respectively.
On Sunday afternoon, Lord Ossulston arrived with a_passenger lrr;:;

paj
taken for this mosaic by Aerofilms from a helght of 10 000 ft
It covers an area of 8 sq. miles to a scale of 11-25 ins. to the
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“ Moth," at 4.10 p.m., having flown from Cramlington in 1 br. 20 min<
acrodrome presented @ scenc of considerable activity when’he arris |, 4
both gur b Hoth * (L) and the & Aveo ™ wrere also fn tiecalr 4t the <ame
time, and a number of cars were lined up on the -
With the exception of 10 mins, flown during the week, the rest ! the
flying was done on Saturday and Sunday only.
mile, and 41 stations are indicated. There is also exh: w;{l'
a futuristic poster depicting a skyscraper London of 000
years’ time, with the sky specked with all types of futt ‘fr‘"
mrcmﬁ dcpamng and arnvmg from all corners of the ¢ ! 5
The 1idea is to convey that whatever may © ‘[
future ibilities of flying, d travelling is ess: 1#
to-day.
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THE FOKKER CV

order to meet the demand for a military machine which
uld suit the requirements of various countries, and to avoid
signing a machine specially to suit some individual require-
«-nt the Dutch Fokker Company of Amsterdam produced
general purpose,” or standard, type of machine, known
as the C.V. In this type it was possible, by means of a few

D.

trated herewith, the Armstrong-Siddeley 425 h.p. * Jaguar " is
fitted, but the engine unit—which is attached to the {fuselage
by four bolts only—may be adapted for the mounting of other
types of engines, air- -cooled radial or water-cooled in line
SN anget hr(v.u] arrow.”  We give an illustration showing
two examples of this power-plant unit

quarter
view of
+  Dutch * general
4 purpose *’  Mili-
tary biplane,
fitted with
425 h.p. Siddeley
“Jaguar

a

' engine,

quickly effected alterations, to have a machine which counld
be rendered suitable for every military purpose, yet possessing
at the same time a performance cqual to that obtained from a
machine specially built for any particular purpos

That the Fokker C.V. has fulfilled this object has been
demonstrated on frequent occasions and a number hav
been put into service in various parts of the world. The C.V
is a tractor fuselage biplane, which can be employed either

The fuel tanks of the C.V. are carried in the top plane,
and have a capacity of 485 litres (107 gals.) and 800 litres
176 gals.) in the types “ D " and ** E " respectively

As regards performance, etc., there is, of course, a certain
variation according to the type of engine installed, or wings
fitted, but to give our readers a general idea as to the charac-
teristics of this machine, we give below some figures concerning
the model illustrated—the C.V-D with * Jaguar  engine—

as a two-seater fighter, artillery-spotter, etc., or else as a  and its alternative tyy It will be seen that this “bus
|
’ #
|5 The Fokker *
C.V.-D.: Two of ¥
the detachable 4
power-plant "

units, by means

of which various
types of engines .
may be installed,  *
easily and 4

Kly.

long-distance rec onnaissance or day bombing machine. This
dual * personality "' is brought about by the simple expedient
of inter-changeable wings. In the former case—when the
type is known as C,V-D.—medium-sized wings, as shown in
accompanying illustration, are fitted, which, as will be
D a fairly thick, straight, tapering top plane
a much smaller lower plane, with single V interplane
In the second — known as type C.V-E—much
©r wings are fitted, having a total area of 39-3 sq. m.
8 5q. ft.) as compared with 288 sq. m. (309-8 sq. ft.) in
ype C.V-D, Type C.V-D has a maximum load of 800 kg.
1,764 Tbs), whilst the C.V-

(2,205 1bs.)

art from changing the wings, a further provis

th

. has a maximum load of 1,000

ion is

i e for adapting this machine to meet various requirements,
In .at the power plant is in the form of a standard detachable
Ui, so that, if required, different makes of engines may be
inst-lled, ranging from 250 h.p. to 260 h.p. In the model illus-

and we understand that
can be stunted, and lands

I-round performance

gives good
is controllable

it is very easy to fly,

well,
D E.
Span 41 ft 50 it. 2 ins
Length 31 ft
Height 10 ft. 9 ins.
Area ft

Weight empty

Usefui load

ight laden

h.p.
. ft

h -6 llv\

b
sr‘r 138 m.p.h
35 mins.
7 mins
19 mins
20,864 ft

18
37 mins.
10-3 mins.
31 mins.
18,040 ft.

13120 nf
Ceiling

187 D



Pinedo’s Progress

Having, apparently, overhauled the two Isotta Fraschini-
Asso engines of his Savoia S35 seaplane, the Marchese de
Pinedo continued his big round-Atlantic flight, on March 25.
He left Para for Georgetown (British Guiana), but strong
head winds caused him to descend at Paramaribo (Dutch
Guiana) to refuel, and this done, he completed the 200 miles
to Georgetown in two hour: Early next morning he pro-
ceeded to Pointe a Pitre, Guadeloupe, and on March 27 he
completed another stage to Por Prince, Hayti, whe
was welcomed by Mr. Davis, U.S. Secretary for War. Con-
tinuing on March 28, he flew to Havana, where he arrived
early in the afternoon. The final leg of the second stage of
this remarkable flight was concluded on March 29, when
the Marchese successfully accomplished the 700-mile sea
flight from Havana to New Orleans. Here he received an
extraordinarily enthusiastic reception as he alighted on the
Mississippi.

Bert Hinkler's Hop Round Britain

Mk, BeErt HINKLER, the well-known Australian pilot,
who has been so long associated with the Avro Company,
mtmded to start on a circuit of Great Britain in the Avro

ian " (Cirrus 11 engine), on March 29, but the weather
hi~ start. His proposed
it will touch Bristol,
across the Irish sea to Wexford, thtn Dublin, Belfast, across
the sea to Glasgow, Edinburgh, Newcastle, Norwich, Lympne,
and return to Croydon. If successful, he will create a light-
aeroplane non-stop record, being in the air for more than
12 hours. He intended to start at dawn and arrive back
about 5 p.m. Incidentally, this will be a preliminary flip to
his future light-aeroplane ﬁ|ght to Australia, which he hopes
to reach in 15 days. At the time of writing, we have been
unable to learn whether or not he has actually started on
this Croydon-Croydon trip.

An Argentine for the Atlantic, Now !

AN ambitious flight is now being planned by an Argentine
airman, Edouard Olivero. He intends to fly from Genoa
to Buenos Aires, a distance of 7,900 miles, making only two
stops to refuel, on a Savoia-Napier flying-boat, fitted with
two British Napier engines, which is being constructed for
him in Ttaly. His first ““ hop " will be from Genoa to Dakar
(Senegal) a distance of 2,900 miles, thence from Dakar across
the South Atlantic Ocean to Pernambuco, 2,200 miles, and
then 2,800 miles to Buenos Aires. His only companion
on the flight will be Bernardo Duggan. The expenses for
this flight over three Continents are being defrayed by
subscriptions from the Argentine public.

Nungesser to Fly the Atlantic

Tue French ace, Captain Nungesser, has been reported
as preparing to attempt the Atlantic flight to New York, in
company with Coli, on a ** Goliath " machine.

Ditto Bernardi

Major D1 BERNARDI, who won the Schneider Cup for
Italy last year, has announced his intention of attempting
a non-stop flight between Rome and New York. This makes
the twelfth entrant for this event.

Capt. Fonck on his Accident

AFrTER his recent return from America, Captain Fonck
has been explaining to the French Press the cause of his
accident in the Sikorsky machine, and detailing all the trials
preceding his tragic Atlantic attempt. In all, he did 27 hours’
flying tests with various loads, and carrying, all told, 280
passengers. Five of his principal flights were made before
two controllers of the American Technical Service who were
aboard the machine.

Cairo-Karachi Air Service Hitch

Tue Persian Government have unexpectedly refused to
ratify a provisional agreement permitting the British machines
on the Cairo-Karachi air line to fly over Persian territory.
At present the line terminates at Basra, and the extension
was all arranged for April 6. This attitude on the part of the
Persian Government was a complete surprise, and it is
suggested that some influences opposed to Great Britain
are rcspnnsnhl(- The agreement was slgned in 1925, and it

that these coincide with
the arrival of the Persian Foreign Minister in Moscow to

/S Fi ’i)e_é HE
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Moscow holds
agreement is
n agreement

negotiate the delayed Russo-Persian Treaty.

that it should consulted before any airwa
arrived at. This was done in the recent Pe
with the Junker Aviation Company.
London-Constantinople Air Service
THE longest air line in Europe, extending nearly 2000
miles from London across the Continent to Constantinoplie,
will be opened on April 18, running each week-day throughout
the summer. Leaving London in the afternoon by Imperial
Airways, passengers for Constantinople will fly via Paris
Prague, Vienna and Bucharest, arriving at the Turkish capital
in 70 hours after leaving London. They will fly by day only
spending the nights in hotels ; and the fare has been fixed
at £34 13s. single, and 462 return. The service will run in
conjunction with the French air lines
Western Australian Airways
THE following statistics, for the
relating to traffic on Western Australian
Wyndham route) may be of interest :—N
carried, 129 ; number of ﬂlght: 9:

month of December last
(Perth-

mileage flown,
total mileage flown since inaugnration of service, 724,594 |

number of letters carried (December), 20,000, approx.:
total weight of freight, 3,288 Ibs. The second locally con-
structed D.H. 50 biplane was successfully tested and put
into scrvice in January, making a total of five D.H. 50’s in
operation ; a sixth machine of this type will shortly be
added to the fleet.
Fatal Air Accident in Australia

AUSTRALIAN civil aviation suffered its first fatal accident
on March 23, when a machine operating on the ** Qantas”
line, between Charleville and Camooweal, crashed at Tambc,
Queensland, killing the pilot, Mr. Davidson, and the two

Mr. Bell, a pastorialist, of Winton, and Mr. Donald-

son, of Rocklands, (‘.Lmuowul Australia’s fine record
must be unparallele: This Queensland service alone has

been running weekly since 1922, and has been well supported
from the beginning.
Bournemouth Easter Flying Meeting

‘We would remind our readers that the Easter Air Race
Meeting will be held at Ensbury Park Racecourse, Bourne-
mouth, on Good Friday, Easter Saturday and Easter Monday,
the 15th,

There will be 12 races over
mount to nearly £500. A list
of the events was given in FLiGHT for March 17. The closing
date of entries is Thursday, April 7. Full particulars and
entry forms can be obtained from the Royal Aero Club,
3, Clifiord Street, London, W.1. Members of the Royal Aero
(Iu)» will be adwmitted free to Ihz Mcmber: Enclosure and Paddﬂ//
on production of their membership badges. There will be @
charge of 2s. 6d. for motor cars.

Imperial Airways will be sending a Handley Page air liner
to Bournemouth for the races. The machine will leave
Croydon at 9 a.m. on Good Friday, and will return on the
following Tuesday at 9 a.m. The fares will be £2 single
and /3 12s. return. Luggage 30 lb. free. The fares include
transport between London and Croydon.

New Air Records

REPORTS of three mew world’s records are to hand

established in France, Germany and Italy. On March °
Lieut. Demougeot, of the French Navy, beat the altitude
record for seaplanes at Sartrouville, when he attained &
height of 9,000 m. (29,520 ft.).

In Germany, Dr. Werner von L angsdorff, flying a Daim’er
light plane fitted with a 20-h.p. engine, reached an altitude of
5,638-5 m. (18,500 ft.).

The Ttalian pilot Passaleva established, last week,
seaplane altitude record with 1,000 kg. load, attaining "7
altitude of 5,100 m. (16,730 ft.) on a Savoia-Marchetti 5
seaplane, fitted with an Isotta Fraschini-Asso engine.
engine, by the way, already has 18 world's records to its cred
Jugoslav Pilots Plan Big Flight

Two Yugoslav pilots, Captain Sondermayer and Lit
Baydak, will attempt to fly from Belgrade to Bombay ©
back in April next, on French aircraft.

Paris-Timbuctoo ? o

TrE French pilots, Cornillon and Girardeau, are atter
ing a flight from Paris to Timbuctoo.

16th and 18th inst.
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EDITORIAL VIEWS

When the publishers of Fricar decided to issue with the
st number in each month a special section devoted to the
e technical aspects of flyin,
mainly devoted to an inferchan
r designers and constructor
hange which, looked npon from a broad viewpoint. could
mly be for the common good of the industry and consequently
r the improvement of British aircraft in general. It is with
regret that we have come to the conclusion that British
reraft designers do not individually realise that for Twy
\IRCRAFT GINEER to fulfil its intended functions, a
rtain amount of co-operative effort is requwed on their
. We do not, of course, for one moment that
hiey have failed to assimilate the view put forward by Mr.
Narth some time ago, that if there are 10 designers and each
ontributes his share of knowledge to the common stock
¢ stands age, to receive nine times as much as he

r. it was hoped and intended

hat this section should be

ide: an inter

§ amor

believe

on an ave
A few aircreft desicners have supported us admirably,
ne more so than Mr. North, who has been an almost uninter-
iptedly regular contributor since publication of the second
of THE AtrCrRAFT ENGINEER, and to them our thanks
™ due.  But out of the 20 or so chief aircraft designers of
be British industry. but a very small percentage has come
tward in the manner which we had hoped for and—not
isonably, we think—expected. Private appeals by the
have met with promises, but unfortunately the T
£0 to press on promises. Let us see what publication
i " Black List ™ will do. The firms from whose chief
s we have as yet had nothing include : The Blackburn
ne & Motor (o, ; The Fairey Aviation Co. ; The Gloster

\ireraft Co, ; H Hawker Engincering Co. ; George Parnall
F10 A V. Roe & Co.; 8. E. Saunde Ltd.; and Short
Bros,, Ltd.

We fnow that Tur Arrcrarr ENGINEER is greatly appre-

ted in the drawing offices of the industry and by many of
" techmically-minded readers outside the industry, but if
ll the Jesigners do not ** do their bit,” the paper will fail to
schieve ite maximum of usefulness. Moreover. it is not quite
T to l-ave it to a few energetic ones of our designers to do all
U€ w01 - of keeping * The Industry’s Paper ” going

ATRCRAFT PERFORMANCE.
The Airscrew.
By J. D. Norrn,

(Continued from p. 6.)

I'he most elementary conception  of an propeller is
an instrument for imparting a sudden rise of pressure to the
column of air passing through ft advances.

In the figure the fluid motion is streamline except for the
pressure suddenly added at the actuator disc.” The
reaction at the actuator dise (the integral of this pressure) is
cqual to the momentum imparted to the wake, while the
lost energy in the of course, equal to the kinetic energy
of the . the momentum is proportional to the
added velocity, and the kinetic energy to the square of the
added velocity, it is obvious that losses from this source will
he reduced by the lowest possible added velocity, i.c., by

air

ce.  Sinc

e

et i

‘ P e~ S

DIRECTION OF
MOTION OF
AIRCRAFT

AIRSCREW

Fig. 15 (reprinted from June 24, 1926, issue).

: us possible. The funda
al inefficiency of any direct form of * combustion-jet
propulsion is obvious. The air hical device
for producing the pressure at the artificial ** actuator disc’
from the rotating shaft of the engine, demands a certain mean

tuator disc as lar;

screw, a mech

helix angle,” and hence a certain pitch-diameter ratio ( D
for efficient working. With acroplanes and engines as we
know them, these two requirements are incompatible. A
compromise diameter has to be chosen to give a minimum
sum of “jet” and “screw ” r a given forward
velocity, however, it will be obvious that the added velocity
in the race will be a constant if the diameter of the propeller
increases as the square root of the horse-power, and that it

losses,

¥
at the same value of | —
nD

will operate — J ) if the angular
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velocity varies
inversely as the
diameter, te., as

1
v H.P.
respect it is interest-
ing to examine
Fig. 20, in which
curves of equal
potential propeller
efficiency are given
for different values
of K = n 4/HP.
As K is a large
number K x 107 is
more convenient.
n is given as revo-
lutions per minute,
a8 the common form
of expressing angular
velocity of airscrew
shafts.*

Some objection
may be raised to
the assumption of
constant forward
velocity for engines
of increasing power,
on the ground that
with higher powered
engines the aeroplane
must nece
travel fast
argument  is  most
justified in the case
of racing aeroplanes
dexigned for top
speed, but does not
hold good for that
class of machine
in which the size

In this

is increased to keep constant power loading.
stand where climb is concerned.

span
largely a matter of propeller efficiency and p"‘

there i, naturally, an advantage in having the speed as 1 his choice of airscrew shaft speed. The curves of ¥

_—

———— Troude’s *

5000%""‘]’"“’ TRy momentum  theg,
E * CIRRUS indicates  th.t g,
E A CHERUB added velocit . iy g,
s E + LUCIFER race is receivid, hyj
o £ ‘ ® JUPITER T¥ in front an
o E 1 a LIONT behind the atugt,
E 5 CANBAREE dise. If we examip.
E A NAPIER IX (DIRECT DRWVE) the forces on g
£ - Vs elementary  sectig,
5 of the blade, ;.
E A\ ® RAR 1A inflow velocity g
'L F T 1 ‘ 3| similarly to the i
| L] duced downwash o
14 \soou-aamn v | & ¥ i‘" ;" ‘”;(""'
0 3| mental aerofo
3 N ‘j\: ol | 3| chometeristios m
F e i@ therefore be correct
13 T\ | to zero inductioy
F

(infinite aspect ratio
before they can b

3| applied to airserey
4| anal The wel

known failure

aspect ratio char
teristics  to  adap
T themselves  to
inflow value of

t 3| s casily understood
| More accurately

/
s/

rotation interferenc
must also be take

into account, but it

:
.{%

aspect ratio chara

| [ is mot o impartant
E | | \ | [ over the usual si
| - l | I ! 3| nificant flight rang
E 3| The use of i
UJ_L_II .m iy ‘.. “ alvodenedisilipbiyelin d
300

o haicd il B.ALR teristi of couns

Fig. 20.

, and

shows advantage v
high angle of attack,
and usually suggests

Nor does it a *face ™ pitch as large as the inflnence of the corresponding
Optimum climbing speed is  blade width reduction on strength will allow.

It will be realised from the above, that the potentia
propeller efficiency is really decided by the engine de

show how little meaning the terms * fast running ™ propeller

low as the efficiency losses in the 1
High indicated air speed on
in one or both of these,

losses in the planes

climb is an indication of inefficienc:
and is, of course, not experimental justification for high K.

and “slow running ™ propeller have in themselves. For
example, the * Typhoon  has a higher value of K than the
* Jupiter IV,” and a very much higher value than the
“Cirrus.” A value of K » 103 = 80 is fairly representatise

* Except for this case read n = revs. per sec, hereafter. of modern practice, and for general purpose aeroplanes
P Y T T ke |nE T 1
F —
-008|-7 = < 3 14| 8f . | == ‘
g AT TN E E Lor2i ] \
SAE | 1A E ) ]
E = 3 | X |
£ = |
E — ] " I
3 < [
0045 F— 1 T
E  Prop.A 1 Prop. F 1
o B-0s E B0 |
002 [-4F I s L
[ Observed model ] E Observed model ——— {
Calculated ———— 3 Calculared ———
[ -1 e POy P Y | d 06| b P PN P e e L E
2 3 4 6 b 4 8 ‘9 1-0
Fig. 21
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rresponds to a tip speed of about 825 ft. per sec. Tip
.seed is of course proportional to the product of diameter
nd angular velocity, and hence has a uniform value for
.irscrews of constant K, varying power, but similar flight
peeds. It is noticeable how far the R.A.F. la lies below all
nodern engines, ining the high propeller efficienci
btained with that engine at moderate translational speeds.
The abnormally low value of K used by the Wright brothers
was, in my opinion, one of two essential features in their
design, principally responsible for their success. The two
important secondary propeller effects, tip speed losses and slip

% | |
\ |
I \ | -
”g ' ',& I" | \‘ A !
& AL N ki TR ‘( 1
A7 N T T
patg—— v i i 1 T
: / NN
li;"_ I ! S| G SN ¢ G
£ | i 1 i g |
ol | [ion Lllee) | B a
H I —L‘ | |
o) — : 4 : 1 t
Bl I
L 02 04 06 OABI 10 i 2 14 06
Fig. 22

stream resistance, have the same percentage effect on overall
efficiency at different values of B.H.P. if K is constant.

To investigate the influence of airscrew design on perform-
ance, it is desirable to know how far calculations are sub-
stuntiated by observations. The propeller designer has two
problems, one to make an efficient propeller, two to make the
propeller torque resistance so balance the engine torque effort
that the greatest possible advantage of the engine's inherent
power is taken advantage of at all flight conditions. Firstly,
the performance of model airscrews in a wind channel can be
compared with calculation. In R. & M. 892 a family of
airscrews is compared, calculations against observation. The

airscrews. Propeller A | ::) — 0+5 | shows considerably lower
\

efficiency at low Js than calculated. This general tendency
seems to be due to a di v mostly in the calculation of
)
being estimated too high at low J and falling off more steeply*
The coincidence of calculation and observation is much

7

thrust, the value of the thrust coefficient Ky —

U

P P
nearer for 5 =
These model airscrews are ranning at VI values generally
within wind channel range, so that scale effect is practically
eliminated.
Some of the airscrews of
out full scale (N.A.f

0-5in R. & M. 892 (see Fig. 22).

(LA, 237 have been tested
Report No. 219). Fig. 23
el and full scale figures for

1925,
shows comparison of the mod
certain airscrews,

Propeller B = 0:6  Tip speed = 830 f/s.
P

= 1 5= 0-7 % == 770 f/s.
P

5 D D= 08 = 750 £/s.

In this figure Cp a Kg Torque coefficient.
Cp = Ky = Thrust coefficient.
1t must be realised that the full-scale figures are deduced
from flight tests without direct measurement of thrust and
torque. So far as efficiency is concerned, one can only
consider the agreement remarkable, although both Kg and
K! are higher full scale than model.

There is of course a marked increase in V/ and also in :’_c
[Vc = speed of sound in air]l. No figures for full-scale
efficiency corresponding to the R. & M. 802 family are avail-
able. The increased full scale values of Kg are, however, in
accord with the general experience of propeller designers.
There does not appear to be any evidence that the discrepan-
cies between full-scale and calculated efficiences are greater
than those between model and calculated for tip speeds less
than 825 f/s. The differences may be due to the influence
of periodicity, the difference between the shape of the experi-

)—EH‘E PROPELLER B | PROPELLERD' | | A—T= Propecierl | N |7
) L% S 7 = 3 n
) %z .
¥
-1
R R 4
SUN N -y
S N e
N N
T
=
04 06 64 08 48 °

2D/
than calculated, rising to a higher value, but being below
celeulation at low values of J. This is more noticeable on
dirscrews of high pitch/diameter ratio.

Mr. T. Whitlock, of the experimental staff of Boulton &
Poul, Itd., has brought to my notice some comparisons
Wiich he has made of a similar nature, based on the experi-
montal results of the U.S.A. Advisory Committee, report
NACA. 237. In Fig. 21, the observations of this report are
¢onpared with Mr. Whitlock's calculations for the same

0y

efficiencies generally occuring at a higher value of J =

mental and calculated thrust grading curve (*“tip loss”),
by the mutual effect of body and boss since all experimental
mechanism require the use of a body behind the propeller.
The last source of difference would more easily be lost between
experimental full-scale and model conditions, since similar
assumptions are made in both cases in reducing observations.

Increase of %‘ up to -75 f/s has been already associated

with increase in Kg and K. Beyond this figure the efficiency
also begins to be affected.
(T'o be continued.)

188¢



e
=
[
g
=
E
=
- L MNo mit e = Lioind -t -2 C ow
o i e i S s o P JMJMHL‘:%J s e e B
oy B e Ne e wa |5 e e - st
+ E SscsEe====u; =t ——+t———+Ft—— 0o
- k-3 <8 S e W o "t wlo -t o i u..__u
E : B e —
‘2 80 T . S ., e e s o T I [
a4 2
=
€3]
N /
- /
&) /
Z \
E "4
~ 3 2
t /
L] a
m ]
© o
[
—
<
ol
8 +
= B
u
o
2 UL
B s 3 &5 &8 8
mm
B
@

Stresses used : tension 26 tons per square in., shear 18,

bearing 44. See page 25.

Wiring lug design chart, mild steel plate, specification 5.3,
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IN THE DRAWING OFFICE.
WIRING LUG DESIGN.
By C. CrarLEO.

The des:;m nf a \nnng lug is a problem presented to the
bably more frequently than
any other. Therefore, from '.h(- point of view of the drawing
office, much may be said in favour of a quick and simple
method of obtaining the dimensions of a lug to comply with
any given conditions. The following is suggested as such

amethod. (See page 24.)

Referring to the chart. it will be seen that there are five
scales. Taken in order, the first (the left), is a * thickness ™
scale, the second a *“ load ™ scale, the third a scale of *“widths.””
the fourth gives the dimension from the edge of the hole to the
end of the lug, and the fifth gives the pin diameter for bearing
in the plate. For mm city, these will be referred to as the
“4 “load,” “w™ b, and “d ™ scales respectively. A
straight line connecting points on the “¢™ ““load ,” and * w ™
scales gives the width required for a given thickness and load.
From the point of intersection of this line with the “w ™
scale, a line drawn at right angles to the scales, through the
“b” and “d ™ scales, gives the values of “ 5> and “d ™
for this particular lug. As an example, the design of a lug
for an 1! in. B.S.F. fork end is shown. The load in this case
is 7.150 1b., the thickness m]npn'd being 0-22-in. (
10 G plate, and one 12 G. minimum thu nesses, (
and 0-098 in.) From the chart, w =

d = L} in. For an offset lug the radiu |
#% in.. and the offset is 43 in. — % in. = For a con-
centric lug the radius is 4§ in. + &} in. = When the

pin diameter has been checked for shear, the lug is com-
rletely designed. In this example, the pin diameter as given
by the chart, happens to coincide with the diameter of the
pin in the fork end.  When this is not the case. i.c., when the
pin in the fork end is larger than is mecessary for bearing,
the value of “d ™ used in arriving at the offset or radius for
the lug is the diameter of the pin in the fork end, the “d
scale just being used as a check. Alternative lugs for a given
load may be quickly seen by pivoting a straightedge about the
required point of the load scale.

With regard to the construction of the diagram, the theory
of alignment charts may be found in almost any practicil
mathematical text book, so it will be sufficient to deal with
this application only. The five scales are traced from a 10 i in.
slide rule, the ** D ™ scale of the rule being used for the *
“w,” b and *d ™ scales of the chart, and the “A™ fm‘
the “load ™ scale. The “” and “ w ™ scales are drawn first,
then the “load ™ scale, placed midway between them. its
relative position vertically being obtained by calculating
one value of the load for a given thicl kn s and width, and

TECHNICAL LITERATURE
SUMMARIES OF AERONAUTICAL RESEARCH
COMMITTEE REPORTS.

THE EFFECTS OF BODY INTERFERENCE ON AIRSCREW
PERFORMANCE.

By W. (. Jrx~ives, B.Sc., of the Aeroplane and Armament
Experimental Establishment (Home). Presented by the
Director of Scientific Research.

R. & M. No. 1046 (Ae.
July, 1926.  Price 6d. net.

Reasons for Emquiry.—A considerable amount of experi-
mental work. covering a number of years. has been carried
out in wind tunnels on the mutual interference of airscrews
and bodies. 1t was thought desirable to investigate to what
extent the more recent tests supported the results of the
earlier work, and how far the present state of knowledge of the
interference effect on models could be usefully applied to
full-scale experiments.

The results of the wind tunnel tests* have been examined
and their application to full-scale performance work discnssed
in the present report.

It appears that the increase of body resistance due to slip
stream can be expressed in the form

R
R,

This equation is well supported by all model tests, but in
view of the fact that recent results have shown a considerably
increased value of the constant b, due possibly to a pressure
gradient effect, it scems desirable that an investigation should
be made into the pressure distribution over a fuselage in the
slip stream. It is shown that for bodies of good shape, b is
in the form

232) (10 pages and 3 diagrams).

=a

b=y - 20
Sk
where a, and @ are constants.
The method of determining the net efficiency of a combina-

tion of airscrew and body by reference to airscrew and aireraft
characteristics in free air, may lead to appreciable errors in
the prediction of pPr{nrmnnN\

Further work requires to be done before it is established
that the overall efficiency obtained from the analysis of full-
scale tests is sufficiently independent of aircraft -haracteristics
to enable airscrew performances to be compared.

It is considered that a reliable thrust meter fitted to the
airscrew shaft would greatly assist the examination of inter-
ference effects in full-scale work. since it would provide a

plotting from that point. The di *5™da 1 from
the expression, load = 2 < b 1  shear stress. Also. load
=w Xt f=d xtxf, where f, and f, represent tensile
and bearing stresses respectively.

= 0-391.

f = The “b™ and “d ™ scales are placed,
relative to the “w ™ scale, to give these ratios, i.c., 0-722 on
the 5 scale, und 0-591 on the “d " scale, are placed level

with 1 on the *“ " scale.

The short article printed u/mrﬂ and the full-page chart on
lhe previous page, is un excellent example of the type of article
suitable for inclusion in Tue Aircrarr ENGINEER under the
section headed ** In the Drawing Office.”” There must be. in
our various drawing offices in the British aircraft industry.
many d and junior designers who are making daily
use of such labour-saving devices as Mr. Chapleo's wiring
lug chart. The Editor will always be pleased to consider for
wublication articles of this nature.

In the case of contributors not prn-mml[ ly known to the Editor
it will be ary to give an g that the material
submitted is wholly, or at any rate mainly, the contributor's own
work, and that if he is employed by any aircraft firm, his firm
aises mo obyection to the material being published.

means of establishing the pnmmlc drag of the aircraft.

The reduction

{ aircraft performanc
No. 830, Experiments with a family of airscrews, i nding
o and pusher bod
No. 1030, \pwmuvm« »m. a fumily of airscrows, including
or and p odies. Part IV, "On the effect of placing an
idous positions Mrhh\ the uum o1  stecommiine bods

. & M. No. 3 ny 1 of the mutual interference of an
Sracten Sh b3y of Gie  teanior h0b Of acroplane.

MODEL TESTS OF A COMBINED SLOT AND AILERON

CONTROL ON A WING OF R.AF. 15 SECTION.
PUSH FORWARD TYPE OF AUXILIARY.

By F. B. BraprieLp, Maths. and Nat. Sci., Trip.. and A

E

HARTSHORN. Presented by the Director of Scientific
Research.
R.&M. No. 1047 (Ae.233) (10 pages, 9§ dingrams.) May,

1926.  Price 9d. net.

The slot-and-aileron control, as described in a number of
previous publications, has been fitted to the R.A.F. 15 section,
and the tests are described in R. & M. 1008%  Since the
publication of this paper, it has been decided to fit a slot
control to a wing of R.A.F. 15 section, such that the section
should be identically R.A.F. 15 when the auxiliary was in its
closed position. and the Handley Page thin-plate type of
auxiliary was chosen for this purpose.

Rolling and yawing moments, and the force on the

* R. & M. 1008. Wind channel tests of slot-and-aileron control on a wing
of R.AF. 15 section.—F. B. Bradfield, A. 8. Hartshorn and L. Caygill.
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in deriving the formul® cause

auxiliary aerofoil have been up to 40° i
for various aileron angles and slot openings, both with R.A.F.
15 centre portion, and with a flap pulled down and a slot
open along the centre portion.

As regards rolling and yawing moments, the control is
effective, but the fon-:- requm-d to operate the control is
very large. No has been
found to cover all tondmonn

In view of the difficulties involved in this method of opening
the slot, a rotating type of auxiliary aerofoil was tested and
has now been fitted to two Bristol Fighter aeroplanes.

Later experiments have shown that the slot-and-aileron
control fitted to the top wing only of a Bristol Fighter is quite
satisfactory.

THE VARIATION IN THE FATIGUE STRENGTH OF
METALS WHEN TESTED IN THE PRESENCE OF
DIFFERENT LIQUIDS.

By G. D. Lemmass, B.Sc. (Eng.).

Professor C. F. JENKIN.
Work performed for the Engineering Research Board of
the Department of Scientific and Industrial Research.

R. & M. No. 1054, (M. 48). (13 pages and 13 diagrams.)
October, 1926 Price 1s. net.

A few workers have already carried out experiments on
the fatigue of metals in the presence of chemicals, including
Haigh, J. A. Jones, G. Slater and 8. C. Langdon. Other
papers on the subject have been published in the Stahl
and Eisen and the Journal of the Institute of Metals, and
references to all these papers are here given.

The present experi s relate to hes carried out
in the Engineering Laboratories at Oxford, following a
nuggestmn by nhn Eluuuutv and Fatigue Sub-Committee
of the A ( The most unusual
result is the increase of the fatigue limit by 6 per cent. when
the steel was tested in the presence of sodium chloride.

Wahler fatigue tests have been made on specimens of
both the Aeronautical Research Committee standard steels
in the presence of hot aqueous solutions of sodium nitrate,
sodium chloride and ammonium chloride : also in water
after the steel had been pickled in sulphuric acid ; also in
oil. Control tests were made in hot water, and in air at
atmospheric temperature.

The results show that oil has no effect ; pickling reduced
the fatigue strength about 8 per cent. Ammonium chloride
reduced the fatigue strength 16 per cent. Sodium chloride
raised the fatigue limit 6 per cent. Sodium nitrate produced
no effect on the 0-33 (. steel, but lowered the fatigue limit
of the 0-13 (. steel by 4 per cent.

Communicated by

ALGEBRAIC FORMULZ FOR THE PERFORMANCE OF
AN AIRCRAFT AT FULL THROTTLE.

A

npprecmble errors to arise in the results either of analysi:
or prediction by their use, and their chief value lies in their
applicability to the rapid estimation of the change in per-
formance due to changes of wing area, aspect ratio, etc.
for such comparisons are little affected by the approximations.

The formulie are being used :—

(1) To predict the change of performance with wing loading
(through variation of wing area) of a typical single-seater
fighter.

(2) To show the effect of interference of aircraft and
airscrew on performance, using the wind channel data
provided in R. & M. 830.

(3) To predict the effect of a 30 per cent. increase of horse.
power on the performance of a single-seater fighter.

AMERICAN NATIONAL ADVISORY COMMITTEE REPORTS.

The National Advisory Committee for Aeronautics in the
United States of America corresponds to our own Aero-
nautical Research Committee. Two distinct classes of reports
are issued, the first being known as Technical Reports. These
Technical Reports are printed, and are illustrated by photo-
graphs and/or drawings. The second class are known as
Technical Notes. and are issued in mimeographed form so
as to enable them to be rapidly distributed to a somewhat
smaller, but directly interested, circle of readers. Copies of
the Reports and Notes may be obtained from the Superin-
tendent of Documents, Government Printing Office, Wash-
ington, D.C., U.S.A

Summaries of Technical Reports Published in 1926.
(Continued from page 12.)
ntitled * Tables for ¢ am.mt‘mg 1\l|lmi ters and Computing

\Itnmle» lim.-dnn “the Standard Atmosphe ombacher, Bureau
wdards.—During

: a1 st n th vtamaRd fo7 the callbsation of sitimetars i
T Untod Beates. man replaced by & standard atmosphere which assumes
an altttude-tomperature relation closaly” corresponding fo the average of
upper air observations at latitude 40 this country. ame standard
atmosphere had alrendy been adopted somewhat earlicr in the United States
as the aireraft |n-rn-mmuw standare
‘National Advisory Committee for Acronautics Technical Roports Nos, 147
8 v necessary constants, tables, and information.  However, neither
tl ports inchides all of the tables required for the computation of
NIl S1titocion mor thioke readily suitable for use in (u\lhmllllu altimeters,
e the altitude intervals for which data axs froan not. sufficiently
. The present report has been prepare cally fnr Theae purposes
"Thé formulas which define the standard atmosphere a n in this report.
fogather witht other Tormulas givink the coreehons. (o be applled 10 the
standard altitude in order o obtain the actual aititude when the nocessars
observations of pressure and nmpv-mun are availabl
' n Hecossary for the use of this standard atmosphere in calibrating
altimeters and in computing altitudes form the princlpal part of this report
Iu Tuble 1 are piven the staudard alitudes at pressur of 0-1 mm
of mereury n ) 200 mum. of wercury and af intervi ryals of 0-2 M,
of sviy 1.. In Table 11 standard
altii b inferyaly of 0-01-in. of meronry in the range 3-4 to
B1-0%ins. of mercury. In Table 111 aro given the pr sure In inclies aud
millimetres of mereiry, the temperature, t rature, and_the
corresponding isothes rmuluulnnh it every 500-ft interval of Standard aititude
in the range Temperature corrections for use in

—1.001

By R. 8. Carox, B.A., of the A 1 and
Experimental Establishment (Home). Martlesham. Pre-
sented by the Director of Scientific Research.

R. & M. No. 1056 (Ae. 239). (13 pages and 4 diagrams).

July, 1926. Price 9d. net.

The question of the performance of aircraft has been
dealt with in a number of papers from the Experimental
Establishment at Martlesham, and the present paper deals
with formulm that have been used for this work. They
apply to full throttle conditions.

Sltibaden fiom obhervo] Bressures And. fomperatures Aro. given
in Table 1V

An example of the computation of actual altitude from the necessary
ohbservations of pressure and temperature is also included.

Report No. 247, entitled ** Pressure of Air on Coming to Rest from Various
Speeds,” “by A."F. Zahm, Construction Department, Washington Navy
Yard.—The text gives theoretical formulas from which i computed a table
for tho pressure of air on coming 0 rest trom various speeds, such as thos

d propeller blades. Pressure graphs are given for speeds from
ud upy o those of awitt projectlics:

T| nt treatment slightly modified was prepared for the Bureau of
Aecronantics, Navy Department, February 17, 1026, and by it was submitted
for publication to the National Advisory Committee for Acronautics.

Report No. 248, entitled ** The Corrosion of Magnesium and the Magnesiun
Aluminis _\Inw Containing \Innwmm A. Boyer, Americar

It is shown that simple algebraic formule may be ot
for the performance of an aircraft at full throttle, applicable
over the range from maximum level speeds to 5 or 6 m.p.h.
above stalling speed, on the assumption that the variation
of horse-power with airscrew rate of rotation (n) may be
represented by a function of the form n, a condition satisfied
with sufficient accuracy for many purposes by present-day
service engines.

The formule may be used to analyse performance tests
which include maximum rates of climb and level speeds at
full throttle only. They may also be used for the prediction
of performance from the airscrew and aircraft characteristics.

from

ative conclnsions  drawn the
oxperimental Zact of this Tavestigation avo as follow

The overvoltage of pure magnesium is quite high. On immersion in salt
water tne mhoted corsouen: it the heratlon.of. hydzogen Wt tos, S 0
corrosion product lowers the potential to a critical value,  When the potentia
reaches this value it no longer exceeds the theoretical hydrogen potentia
piis the overvoltage of the metal. Rapid corrosion consequently cease
When aluminium 5 udded, especially whon In Tarze smounts, the overvoltas
is decreased and hydrogen plates ont at & much lower potential than witl
P magnesium, | The sAtion of & small atmount of maAnganese raises th
overvoltage back to practically that of pure metal, and the film i3 sgal
protective.

Report No. 249, entitled « A Comparison of the Take-Off and Landin/
Characteristics of amber of Service Airplan omas Carroll
National Advisory Committee for Aeronautics £
a continuation of Technical Report tudy of Taking Off an
Landing an Alrplane,” follows very clmly o eariies aethods and cover
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@ numl«.lh of service airplanes, whereas the previous report covered but one,
the IN-4]

Tn addition to the air speed. acceleration, and control positions as given in
Report No. 154, information is here given regarding the distance run and the
:rmund !rn «d for the various airplancs ‘Gurltg the two manawavres.

No. 250, entitled * l)u-rlpﬂml of the N. A. C. A. Universal Test
Lugllm nnd Some Tm Results,” !) Marsden Ware, National Advisory
Committee for Aeronautics. —This rt describes the bore by 7-in.
stroke single-cylinder test engine llne(l at tlle Langley Memorial Acronautical
Laboratory umu- National Advisory Committee for Aerousutics, iu laboratory
research ou internal-combustion engine problems and presents some results
of tests mud«" lhm vith,

The engine is arranged for variation over wide ranges of the compression
ratio and 1ift and timing of both inlet and exhaust valves while the engine
is in operation. Provision is also mud(' for the connection of a number of

These features tend to m e engine universal in characts
and especially suited for the study n( wrhm prumemu involving change in
compression ratio, valve timing uml
Tncidental to engine
problems, considerable data have been obtained which thdieads. tha eliore of
chunges of eomprossion ratlo on mm: Tiorsepower and yolumetrie (‘lhc!em
thix and some other work, it appears that with n dmmt:- in cor
mﬂu from & Iu H 'Iw irh'lml lmru'pouor obtained
increases by 15 per cent., while the volumetric tdone
power runs 03 pmumuy |mrl|luu~<|
The results of some teats are prescited also that show the power obtalued
when operating as 4 carburetlor englnic ou aviat ne at compression
ratios in excess of that whi permit full n.mme as a normal engine
and controlling demNnn b fhrothing the Intake charge aud by varsing
the inlet valve timin e compression ratios in {
ve the least power olloryatiatian oF Cho ikt vaton cioaits coue with the
up1 ning time kept fixed gave the greatest |mu«-r for the conditions tried.
Report No. 251, entitled - wations for Column Effect in Airplane
Wing Spars.” by Edward b W nnwr and \lm-mmn. Massachusetts Institute
of Technology.—The siaitic ttaching to ** columu effect " in airplane
wing spars has been hn-n«mnul\- realised with the passage of time, but exaet
computations of the corrections to hending moment grooves resulting from
the existence of end Iobos are frequently omitted because of the sdditional
iabour tnvelved In an analvats by rigorously t methods. The present
report, submitted for public: by the National Advisory Committee
Tor Aeronautics, Tepresents an attempt (o provide for approximate column
eftect corrections that can be sraphieally 50 a8

taken during

¢ testa wore mude on models of L-in. chord, and comparison with the
calier ents on models of 3-in. chord shows that the Sndden change
n the 1t coofliclent 18 dyo to compressiblity and not to a cliango in the
Reynolds number. e Reynolds number still has a large nﬂe-:t however,
on the drag coeffice
o Prossure disthibution observations furnish the propeller designer with

data l?uﬂme l?ld distribution at high speeds, aud also give a better picture of

e airflow chay

“The Air Forces on a Systematic Series of Biplane
by Max . Munk, National Advisors Committee
r forces on the largest systematic series of

atmospheric

ntitled
nphlm' C ellulo :lmlel.-
for Aeronautics
triplane cellule modvla ever published, measured in the
tunnel of uu- Langley Menmrlnl ,\emmunul Laboratory, are the su-bju.-t ol
this report he ermination of tho lift, drag, and
moment, of “cach individual nmull I ench cetiule, most; v with the'same wing

"The magnitude of e gap and of the staggor Is systematically varied ;
llol however, the decalage, ‘0 throughout the tests.

rith & second wini; dection make the eta more compléte a e oo
e more convincin:

The rosults aive .-\m.q..-» that the present Army and Nayy specifications
for tho relative s are 20od.  They furnish material for improving
such speciications {0r e Telative tis of Cipmes. A Jabger mummber Of
faetors can now be preseribed to take care of different cases.

SUMMARIES OF TECHNICAL NOTES PUBLISHED IN
1926

(Continued from page 19)

No. 242:—" IMPROVING THE PERFORMANCE OF A
CoMPRESSION 1GNITION ENGINE BY DIRECTING FLOW OF THE
INLer Am.” By Carlton Kemper, Langley Memorial Aero-
nautic Laboratory.

The abject of thix
thy nal Advisory

port is to present the results of tests performed by

ommittee for Acronautics 1o determine the effect
O eingine performmaLs bf diseting the o of the ulet Al o & Sis. by 7-in.
single exlinder, solid injection, compresion igition. enge.  After"a fow

be applied with a minimum of labour. Curves are plotted giving a
values of the correction factors for single and two-bay trusses of varying
proportions and with various relationships between axial and lateral loads.
It s further shown {rom un analysis of those curves that rough but usctul
approsimutions can be obtained from Perry’s formula for co nding
oment. With the assumed distanco betweot ponts of lnfiection aritearily
modified in aceordance with rules given in the report.

‘he dlscussion of general rules of variation of bending stress with axial
load is accompanied by a e best distribution of the pofuts of support
a0 o s Toe vastioun conailions GF oaging

Report No, 252, entitled * The Direet Measurement of Enigine Power on an
Airplane i FIight, witly 4 Hub Type Dynamometer.” by W. D, Gobe and

W. Green, National Advisory Committee for Acronautics—This report
.lm-nm tests made at the Langiey Memorial Aeronautical Laboratory of the
tional Advisory Committge for Actonautics, o oltain direet mrnmrrmcms
o gine power fn i Tests were made with a endemany V-
mometer led on a modified D.H1.4 airplane, Liberty 12 enghie, to
determine the suitability of this nwmrul us.

This dynamoncter unit, which was designed specially for use with a Liberty
12 engine, is o special propeller hub in which is incorporated  system of ,.m.,u\
and dilnden Interposed between the propeller and e engine crankshat

The torque 4 forces are balanced by fluld pressures, which are

te in the cockpi,

* These teata have shown the suitability of this type of hub dynamometer for
acasurement of power in flight and ot the detevmination of the torque and
b et cients .-1 the propeller.

Rep ptitled * Drag and Pressure- Drag of Sin
Y 1»', Yulnn. .-mmm.-u.-u department, Washington N ard —In this
tribuition ‘and resistanc found by theory and

le Quadrics.” by

r runs’were made at a speed 0f 1,300 x.p.m.
With and without directed air fow. It was found that dirccting the Row of
the inlet air toward the fuel injection \ulw gave steadier engine operation,
and an appreciable increase in power, a ased fuel congumption.  The

leate the possibillty of Tmupioving the performance of & given type

\biustion charaber Without chALEIG its kx.np« and with 1o changs 1
Valve timiug, They would also seem 0 directional turbul
set up be Tour-stroke mu- entie, continuce 1n the
engiue cylinder thronghout the compression stro

T.N. No. 243 :—* Tue CHARACTERISTICS OF THE N.A.C.A.
MI2 AIRFOIL SECTION. George J. Higgins, Langley
Memorial Aeronautical Laboratory.

The data obtained on the N.ACA. Mo
sphies the National Advisory Committed for Aer
ed Uumllﬂnl’:m

airfoil, tested at twenty atmo-
unlullﬂt variable
and at
The. resnith of thess teats

v 'm , have been
enfy atmospheres under Impr
are given.  Considerable seale off

T.N. No. 244 :—* Navy PROPELLER SECTION CHARACTER-
ISTICS AS USED 1IN PROPELLER DEsiGy.” By Fred E. Weick,
Lnnz.lev Memorial Aeronautical Laboratory.

This report contains artificial aerodynamic charatteristics of a set of pro-
peller sections to be used in desi; & eans of llu' biade element
theory.  Characteristies compuicd 5
e .lnm are o sections h -
ests 1a6 OF Navy progilor sottlone ¢ Hgh m-u.unn Number
T the variablo devetty tunsel af ‘the. Natlomal Advisory” Committee for

H
§

v\|u.rlmrm |..r~1m‘m- ..umm-~ tixed in stream of practically
valies pertain 10 air_and some
e Tkoratisal vt sohmtimioe 10 perfect, again
10 vise axes treated the concordance of theory and measnre-
ent 1 s ) ol a summary of results desirabl
s 0 the velocttaat &l DOMTBOF he tlow Dl 4
Torims Toutiadly Wit doche A1 s proviin piTor and Sivemain TADI 1.
Report No. 204, entitled * Distribution, of Pressure Over a Mold of the
Do Wing and Atleron of o or D-VT y airbanks,
Natjonal Advisory Committee e n'mn describes tests
made in the atmospheric wind tunnel of the National Adviory Committee for
Acronautics, for the purpose of determining the dist nlmx ion of pressure over a
model of thé tapered portion of the uppe the aileron of & Fokker
BEVII airpiane. " Norma) pressures were meastred mm.unnmu y at 74 points
distribmted over the witi wnd ailerons, - Tests were made hrouglout the
usetul range of angles of attack with aileron sottings ranging from — 20° t
= 20°. The results are presented graphically.
1t was found that the pressure distributio
similar o that of thick tapered alrfolls m The masinum
was_five rl nes n aumx pressure.  The
SRR bution. of the alx Toad along Lie epan mal bo assumed v be uaiforin ToF
design purposes
displacements affect the pressures forward to the
may inciease the air load oi the onter portion of the wine by u
considerable amount.  With the wing at lar; attack the overhanging
of the aileron creates usually a RO Tlow St therafors s Jaras
The balance reduces the control stick forces at small angles of attack
foe all adleron displacements. = At large angles of attack it does this for small
displacements only. With the airplane at its maximum speed. an angle o
Sk of T8, and'a down aflszon gisplacement of 20° the bending moment
tending to break off the overhanging portion o aileron will be greater
than that caused by a uniform static load of 35 1bs. per square foot.
Report No. 235, entitled « Pressure Ditribution Over Airfolls at High
Sheads." by L. s and H. 1L n. Burean of Standards. ey
ey e disri hmmn nu-r irfols ut high s]\o«ln

fhnids, copec ially »um-|

n(nng u. chord is in general

ding edge of the

lmi descaibes

an |~x(-m||m| of an of certain
airfoils which was presented in WA CA, Technical Report No, 207,
The results presented in report No. 207 have been confirmed and extended

to higher speeds through o more extensive and systematic series of tests.
Observations were also made of the air flow near the surface of the airfoils
A tho lurge changes in Ht coeMclents wero shown to be assoclated with a
sudden breakng away of the flow from the upper surface.

WN. I\OA
PHUPELLERS 1N

245:—* Rerort oN Tests oF MeranL MopEL
Codmryarioy witn A Moper VE-7 Am-
rLaNe.” By E. P, Lesley, Stanford University

This report, prepared at the Tequost of the National Advisory Committen
for Aeronautics, deseribes tests of three metal model propellers, in a free air
stream and In Tront of u model of a ¥

The eftect of Introduciug the model airplatie i shown to be i increase in
thrust and power coeflicients and efficiency at small slip, and a decrease in
the same m Jarge slip

the models, o nrossed steel design, the sections near the hub

L‘Ill' “IIIIVAH ln be relatively unimportant. g power coeflicients
of s model are sliown to ary widely with Constant ¥ /ni), but with V and
n varying in the same propos i I model of conventional form is
Showi to haye practically “nstant coeflicients wnder these sonditions.

lane.

T.N. No. 246:—" TesT OF A ‘\lom;r, PROPELLER WITH
YMMETRICAL BLADE SECTIONS.” . P. Lesley, Stanford
University.
s report, propared at the request of the National Adviory Committee
ilts

for Asronautics, ui
sections with form of
a dynamic pitch pract

©8 the Ty of tests on a model propeller having

ol No. 401, " Phe raodel It howh 42 have
qual to tho nominal ot geometrical piteh, and a
<omewhat higher efliciene coefficient than would be expected
oF s propelier of more sonventional soations.
By

T.N. No. 247 THE DrAG OF Atrsures, Parr 1.7
Lieut. Clinton H. Havill, U.S.N.

In order to begin rescarch on the drag of airships it was first necessary to
make a logical digest of the reported past performances and data given on
deceloration, teste for a large mumber of almhips. That these data may
become avi e for airship designers in & compact form is the
this report. aa well 15 tEvo 88 o ich the author is :nn inuing
escbrelies, whiolt will bo glven Inter in Fart I1 (Technical Note Xo. 248)
as given here in s bogun in September, 1025, ana worked
on Intermetently wntll December, Prer

The outstanding results are s follows :—

_In general, the maximum speed of oy t irships was reported ubout
& per cent. higher than obtained in this e

=
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2. Total maximum horse-power was Teportad tn many cascs higher and in
a few cases lower, than obtained in this re

3. Propulsive cooflicients &t mazimum pcﬂls are in general lower than the
reported values. Coeflicient ** C " is constan e propeller efficiency
Nl::. e radced sa st masiaotn speed that the Dropulsive coeffcient “ K

4. Tt was further noted that several ships of widely different designs had
noarly the same drag coefficient for the wholo ship. However, this I8 Tooked

n as a colncidence in the cases w e type of hull, cars, and surfaces

d ﬂur«'d widel

5. That In general an {dling propelier was found fo bavo about
ared of drag. while a stopped propelier had about 6 sq. {t. aren of drag.
was found by working out the area of drag from the ship's performance and
comparing it with the area of drag as obtained on the deceleration test with
sither stopped or idling ,m.,.-um as the case was roported. 1n some cases
this difference of area works 0 be & or 9 sq. it. per propeller, but with
certain types of ongines It that all engines were not stopped but
that one or two were left idling during the deceleration tests.

Applied values of principal data and results are given in Tab

T.N. No. 248 :—* THE DRa(
Lieut. Clinton H. Havill, U.S.N.
The extension of wind tnnnel tests of modsls of almhip hulls fo full scal
l nl the (ll’lll T (r( less t
oV = Ced, Toet gt
Ficular form of hull, The reason for this rescarch was 1o
furnish the airship designer with a method for finding the VI, curve of any
conventional type of hull, using data obtained from actual performance of
airships flown prior to 1020,
igest, as given here in Part T s b in preliminary dotails f
June, 1985, G &

sq. ft.
I

and Fig. 3.

oF Amsmres, Parr I By

completed in April, % Wwas necessary t aplete
Part'1 befdre Part 11 could be et tho period Tetween September.
1923, and December, 1025, was devoted to work on Part 1.

The oum-ndlnn results are as follow

1. An l'm|lirﬁll method for finding the drag coeficlent of any bare airship
nu{l with its VL curve from 100,000 cub. ft. volume to 6,400,000 cub. ft.
volu

The derivation of an empirical shape
ok She el Soubons that S e VL
shipe within the limits placed on Figs

8. (@) That the sope of each VL. D v iers with sach type of hull and
that its slope is ot quite constant,

) That Cu ~ function of (VL}* and  is a variable at differeut v

VL. Cx = drag coeflicient of hare airship nll.  Drag — Cy 2 (Volume

(¢) 'Ihl! the value nl 0 varies xluul\ 50 that extrapolations beyond that
given by diagrams Figs. 7 and » of the VL curves are not much in error, as
requirement 3 of illustr ‘Droblem shows,

4. The region from mode] tests to a volume of 100,000 cub. ft. size indicates
that in this region the most rapid change in the slope nmmmrln conelusion
that ““ The best model in the wind t Iy be the best (lowest
drag) airship hull but not necessaril mu\ o mxh and again
mAY re-cross er values of V1. nd by extrapolating
the VL curves calibrated on performang tnnel values wnd
extrapolating wind tunnel results to higher values of VL together with the
fact that airship designers are not inferested in airship hulls of less than
100,000 eub. ft. of volume, this part of theso resenrches was left out. The

g ft. volume calibrated on existing wind tunnel
dnta is merely for gencral Information:

T.N. No. 24

ficient that can be caleulated
of any conventional airship

ues of

v

“EFFECT OF PROTRUDING (GASOLINE

TANKS UPON THE (‘nmu'mmsﬂu oF AN AmroiL.”” By
Eastman N. Jacobs, Langley Memorial Aeronautical
Laboratory.

tests were carried mn ln the variable-density wind tunnel, on a
wae made io_ represont roughly. that
h ests were made only at the highest
value of the Reynolds \nm!x'r at whlrh the tunnel is ordinarily operated.
With the tauk on top there was a decrease in lift at large angles, although
up to 10 degrees the decrease was not large ‘The drag was considerably
increased throughout. most at large angles. Putting the tank below tlu.-
centre-section resulted in a decrease in drag, but the lift at large angles wi
not increased, in spite of the fact that with the tank in this position the nlﬂull
went to higher angles Jefore buebling commenced.  Tho wini section used in
the experiments was the * Clark Y.

TN. No. 250:—INFLUENCE OF
Measvrep Pressvres.” By Paul
Memorial Aeronautical Laboratory.

The influence of different: orifices on the nn!l" of e luﬁllk’ the same
pressure distributions s the subjoct of this . A circular cylinder i

n air stream perpendicular o 1ts axis and its pressute distribution
u n-wnl?dl) determined. The pressure on the reater part of {e upsiream
of t) er apparently increases when the orifice size increases. The

THE ORIFICE ON
E. Hemke, Langley

on the downstream half of the cylinder do not change
Rounding the edge of an orifice has

rmsmm
or the orifice sizes

i \uluL of the ratio of urmm dinmeter to radius of survatare
of the surface in plane of motion. for which 1o messurable
found, is given. \Mm-u of this Jatio 1% orificos aa uned.In altoraft and model
airfoils were ound 10 b much less than the maximum ratio.

T.N. No. 251 :—“Tue Errecr oF Tuse LENGTH UPON
THE RECORDED PRESSURES FROM A PATR OF STATIC ORIFICES
IN A Wine Paxer.” By T. Carroll and R. E. Mixon,
Langley Memorial Aeronautical Laboratory.

The differcnces in head cansed by variations in the length of
small, the lowest recorded bring zero. and the highest 2.7 per
difference is well within the experimental error.

T.N’. No. 252 :— ResisTance o a FIFTEEN- -CENTIMETER
Disk.” By James M. Sh ke Langley M
Aeronautieal Laborator

The results of this-test shoty that the dynamic seale has very little effect on
the drag coefficient of 4 disc over a wide range of Reynolds Number. A
mmm of ‘these Tsnits with. those Of st Jusde o nserics of diacs at
tunnel

ubing are
ent. This

University furnishes a good check on the method of testing in this

TN. No. 253:—“Wixp TUNNEL STANDARDIZATION
Disk Drac.” By Montgomery Knight, Langley Memorial
Aecronautical Laboratory.

“This report deals with the resistance of a series of th milar dises plac

rual 1o the wind as determined in the atmospheric. wind tummel O the
National Advisory Committee for Aeronautics. This is the first of the stan-
dardisation tests to be made in American wind tunnels using these partioular
dises, The curves of drag coofficlent plotted Reynolds her for
this tunnel show paticics betwees overlapping eI Brs T e
attributed to the presence of the el walle

BERICHTE UND ABHANDLUNGEN
No. 14 of the * Berichte und Abhandlungen der Wi qen»
schaftlichen Gesellschaft fiir Luftfahrt E. V. (W.G.L.),"
published as a special issue of the Zeitschrift fiir Flug/lu*)mll
und Motorluftschiffahrt, contains a number of lectures and
papers of unusual mtl-n-st.
First comes a paper by DE. L, Kumplec gu - The Teans-(ccavic
e Lo hlih B pa s Bl meJon o g
flying - boat. The subject of seaworthiness s dealt. t co
mmn. and during the discussion several speakers raised objections to
ie on accouns of tho stzeases that. would e set up by the different hull<
working in & scawn e mahine i designed to by wing loading
and it I« estimated ll take-of would be nlmm 0 k. (80 miles)
per hour, so that conndrable sacmes ma¥ be s
hrbach is represented by a paper en
of Light Metal Construction,” the papdr being Ulustrated by photograp
and drawings of Rolirbach constructional details. The subject of steel
light metalis dealt with hath n the paer and the discussion.

A paper on ammetric Measurements of Starting and Landing
by Bruno Spieweck, explains how the times for taking ot am) ulu(hu
be measured by means of the cine camera and stop wal o Tntter bel
photographed on the im. The machine dies stralght a oo o izt
o camera, as the case may he, and when the wing ~|..m is known.
the distance from the camiora At any. momeit can be ealoulal
ses and ehanges in form In airserews i wmlrvhlltml by

resented by u paper on
a Subject much to the for

Aero

ed.
Desien and Problems

i?

* Control Surface I-lum-r nnu its Prevention,
in this country at t!

e mataal Induoee of W ings and Propeliers ” is the title of a paper
by K. Seiferth, of Gittingen. while Hanns W cmuu.ur o urlhuma paper on
“Profile Drag Measurements of a Junkers W king use of Betz's
l'l'otcdnu- lu nulklllsz comparisons mm‘h‘l nnd hlll scale flying tests.

Herrmann (“lm i

Manivh) in enitled * Floats and T

Targe number of Lulls
The

of the
ry Considerablo tochnieal b ose of our readers
d technical German will ln- el adviscd 10 obtatn & ¢ coy
and the report can be obtained from Verlag R. Olden-
unich.

rice is 16 mar
8, Glilekstras
SCHUTTE-LANZ AIRSHIP WORKS, 1909-1925.
Another work recently published by Oldenburg, and
obtainable from the same address (Price 15 Marks), is entitled
+ Der Luftschiffbau Schutte-Lanz, 1909-1925." The preface
to this is by Dr.-Ing. Johann Schiitte, surviving partner of
the Schiitte-Lanz Airship Company (Dr. Karl Lanz died in
1921—Ed.). and contains a brief history of the firm.

The numerous sections Into which the book is di
© worked with t
first clmph'r

ded ave written by
te-Lanz Airship Con-

chii
by Dr-ing. Dietrich Ribl.

deals with the peculiar
a chaptor W
merclal econ

apter on the design and
cTans aitehigs by merspers of the wtatt, edited
and collated by Dipl.-Ing. Welss and Dipl-Ing. Gentzk uraly of
very Highly tochmical chagacter. and is claborated by an nmn-ndix dealinz
h some loading experiments.  Another interesting section,
Weiss, is entitled * Contributions to Rizid Airship Construc
ng, | itz Gentzke contributes n se  the light-weight io

) st Dlywoo A8 matésials for

The ulm-lnpmmu o m

ric installation in Schittte-Lanz airships is ably
dealt with by Ulrleh A

nann. while ¢ an Eudras writes of the gas eells
an sections of the hook deal with various subjects,
including the general history of German ol
Altogether tm i ok which 10 one interested | n. airshi
cun afford to Althongh it cals mumu ema |
plywood mnummlu pted by the Sc
tlmcﬁ probably bod\ would he lik:
wealth of techinical nforyation on
much mo istorical interest.
and there are large insets of drawing

SOME RECENT PAPERS AND LECTURES

We have had quite a crop of papers and lectures in this
country recently, most of which. unfortunately. have been of
such a nature that they cannot usefully be summarised. At
the Royal Aeronautical Society, Group-Capt. Flack read n
paper on * Man and the Machine * on March 10, Mr. M.
Giblett dealt with ** L\no-Sqm\U. on March 17, Maj. Wronsl.\
with * Air Traffic in Germany ™ on March 24 (summary
published in Fuum‘ this week), and on Vlareh 31 a paper
was read by F. G. Rthnnlson entitled ** Recent Model
Experiments in Aerodynamics.”

At the Institution of Aeronautical Engineers. Maj. Wylie
read a paper on *‘ Portable Hangars” on March 8, and
Mr. Wingfield on “* Aircraft Law ~ on March 22,

mstruetion
with the
Titte-La, hich in modern

N to take b, ek o

ral girship subjects that it is of v

"The instrations are well reproduced.

et
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WORLD'S RECORDS FOR LIGHT 'PLANES
(Aeroplanes and Seaplanes)

Tre Fédérati A tizue I le  have, as
announced in FLIGHT some time ago, introduced the followmg
new classes for world’s records for light aeroplanes, to start
from May 1, 1927 :

1st Category. T:m-bmm Aeroplanes—Weight empty not
more than 400 kilos.

For every record att('mpt two-seater aeroplanes must
a person in each seat.

2nd Category. Single-Seater
not more than 200 kilos

3rd Category.  Single-Seater Aevoplane.
from above 200 kilos. to 350 kilos. inclus

arry
Aeroplanes.—Weight empty

Weight empty

Nature of Records
In each of these categories the following records without
replenishments in flight may be established
1. Distance, returning to the point of departure without
dhglmn g
. Distance in a straight line without alighting.

@

Junkers Machine Beats Its Own Record

As recorded in FLIGHT last week, a Junkers ]. 33 (Junkers
L-5 engine) monoplane recently established a new world’s
record of 16 hours' duration with a useful load of 500 kg.
(1,100 1b.). A few da later the same machine beat this
record and established in addition a new one for distance
with this load over a closed circuit. Starting from Dessau at
7.21 a.m., on March 21, piloted by Schnibele and Loose, thL
machine flew over the Dessau-Leipzig circuit (50 km 31
miles) until 5-38 a.m., on March 22, The actual time in
the air was 22 hours 1l mins. 45 secs., and the distance
covered was 2,735 km. (approximately 1,700 miles). The
fuel and oil consumption was remarkably low, being given
as an average of 35 kg. (77 1b)) per hour. When the machine
landed, it still had enough fuel and oil for another hour's
flight. The record attempt will be submitted to the F.AL
for homologation.

Four Air Ministry High Speed 'Planes for the Aerial
Derby

TrHE announcement last week by the British Broadcast-
ing Corporation confirmed our statement in Frigar for
February 3 last rcvardmg the pamcnpatmn m thv Aerial
Derby of the Air Ministry's ** Four Fast F This an-
nouncement stated that the Air Ministr had given its
permission for the entry of the Avro * Avenger,” the Fairey

‘ Firefly,” the Gloster "' Gorcock " and the Hawker * Horn-
bill " (not the “ Horsley,” as put out on the ether) in the
forthcoming Aerial Derby—if, when, and where it takes
place.

Lieut. Guilbaud Returns from Africa

Ligut. GuiLBaup, who, it will be remembered, set out
last year in company with Lient. Bernard, to fly from France
to Madagascar and back, and who was compelled to abandon
his flight at Lokodja in Nigeria, has now returned to France
in his C.AM.S, flying-boat fitted with a 450 h.p. Lorraine

$ ¥ % W % % W
b
E
The Kisumu-Khar-
#* toum Air Service :
The accompanying
* illustration shows a
- letter carried on the
T first flight of the
%  Kisumu-Khartoum air
- mail. As previously

reported in ‘ Flight,”

the machine (a l'airey
seaplane), piloted by
Capt. Gladstone, left
Kisumu on February 14,
and arrived at Khar-
toum on February 19.

WO OMOE KK E XK

3. Speed over a closed circuit of 100 kms

4. Height.

Weight empty means the total weight of the machine in
flying order. The following weights are not included :—
Fuel (petrol and oil), crew, instruments for controlling the
record required by the F.A.L, and parachutes and oxygen
apparatus, if any.

The weight of water in the radiators shall count in the
weight empty. In the two-seater category, the weight of the
crew must be at least 150 kilos. or made up to this weight by
ballast. The ballast and appliances must b ed.

All records must be made under the supery
appointed by the Royal Aero Club.

The fee of £5 5s. is payable in respect of each attempt. In
addition to this fee the expenses incurred by the Royal Aero
Club in supervising the flight are payable by the entrant

The fee, together with all particulars of the aeroplane, must
reach the Royal Aero Club at least seven days prior to attempt
being made.

ion of officials

engine. Accompanied by his mechanic, Rapin, he followed
the route progressed by Lieut. Barnard, and, if a study is
made of our map which illustrated the successful flight of
20, it will be seen
that to do this he had first to fly south from Lokodja to
follow the inland waterw: and lakes as far as possible.
Hs passed through Garoua, January 20 ; Font-Archambault,
January 22 ; Stanleyville, in the Congo, January 23
ville, on Lake Tanganyka, January 30 ; Mongala, V6
Fachoda, February Khartoum, February 8; Dongala,
Febrnary 9: Luxor, February 10. He reached Aboukir
on February 13, and then temporarily left the course followed
by his more successful companion earlier and went up thc
coast of Palestine to Beirut, arriving there on February 22,
where a reception was held 1n his honour given by Admiral
Bouis and General Vallier, He next went to Makri, Feb-
ruary 24 ; Constantinople, February 27 ; arriving there at
1 pm, and being cordially welcomed by the Turkish autho-
rities. Athens on March 1 was his next stage, then Argostoli
on the Greek Island of Cephalonia, March 3 ; Malta, March 4 ;
Bizerte, March 6. He reached Saint-RaphaEl in the South
of France, on March 7, his arrival coinciding with the féte
being held by the Aero Club of Marseilles. He was received
by Commandant Godfroy of the local centre, the entire per-
sonnel, the Mayor of Saint-Raphaél, and numerous civil and
military personages. The next day he was honoured at a
banquet in the Casino. He next arrived at Marseilles in the
afternoon of March 9 and was welcomed by the French
Minister of the Marine, the local authorities, and members
of the French Aero Club. At the Hotel de Ville. M. Flaissiéres,
Mayor of Marseilles, M. Rastoin, President of the Chamber of
Commerce, M, Ambroggi, President of the Aero Club of
Provence, paid tribute to the gallant airmen at a reception,
and Guilbaud responded modestly and with emotion. They
arrived at La Gare de Lyon, Paris, on March 15, in the
morning and in the afternoon, they were received by the
Minister of the Marine.
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RUGBY FOOTBALL

Army v. Royal Air Force

Royal Air Force at Twickenham on
v )

the

beat
Saturday, March 26, by two goals and four tries (22 points)
to love. y
Whatever one may have hoped, few Rugby critics really
1

Tue Army

expected that the Royal Air Force would succeed in mastering
the strong team which the Army was able to put into the
field this year. Previous records of course rather favoured
the supporters of the Air Force, because, if one disregards the
results of place kicks, the Air Force had dome just as well as
the Army managed to do against the Navy. The champions
had scored two tries to one against each of the other services

and on that showing the R.A'F. ought to have played pretty
level against the Army. But in Rugby, records are notoriously
fallacious guides. The Army, in its match against the Navy

were obviously far below the form which they ought to have
shown, and practically threw away the match by faulty
passing among their outsides. In the final match, the Army
strengthened their three-quarter line by the inclusion of
Aslett, the English international, and showed much improved
form ; while the changes made in the R.AF. team were not
successful, and the whole team seemed on a lowe de than
they were in their match agai Navy S. Burns
made a far less trusty back t Munro, and C, P
Vines added nothing to the strength of the three-quarter
line. R. V. M. Odbert certainly did some useful work at

S. Burns made one
can say

1 sands of Traq ? At full back
into touch, and that is about all that one

the barr
good kic
for him

It is pleasant to turn from all this dreary fault-finding
and bestow hearty praise on the great game which J. C. Chick
played as wing forward. What one man could do to put some

-vil into his side, Chick did. He had a great duel in the line
outs with J. A. Ross, and found the Highlander also in brilliant
form.

The Army XV by no means gave a perfect exhibition of
Rugby football. A service team very seldom does. Cass was
sound as v Young doled out some of the erratic passes
which this year are his besetting sin, but otherwise he played
in brilliant form. The three quarters were not a perfect line,
but they were in infinitely better form than when playing
against the Navy. The forwards worked hard against a
heavier pack, and W. F. Browne and Ross were constantly
brilliant in the loose play. The main virtue of the Army XV
was that they were out to score tries ; they attacked boldly
at every opportunity, and they went hard for the line. That
spirit is a great merit in any XV, and, as the result was six
tries, one may forgive various occasions when polish was a
bit lacking.

Russell won the toss and decided to play with the wind,
which was nearly due west overhead, but on the ground blew

SERVICES RUGBY FOOTBALL :

Army v. Royal Air Force.

Lieut. G. V. Palmer, of the Army, about

to touch down after a brilliant dash.

stand-off half, but it was neutralised by feeble play in front
of him and behind him, and he certainly did not mark
B. H. G. Tucker close enough. Yet when all'is said and done,
22 points to love tremendous beating, and few critics
can have expected that the Air Force would go down so badly
as all that.

"l;hr blame must be distributed
R

pretty impartially. The
.A.F. forwards lacked ““devil,” and only for a moderate
period in the second half did they use their weight to keep the
play in their opponents’ half of the ground. At half back
Russell was not at his best. He did some good things now and
again it is true, some sound tackling and some good kicking
into touch. But round the scrums he w quite outclassed
by Young. Of course such high class halves as Nelson and
Sugden have found Young a proposition which has taxed
all their powers ; but Russell has in his day  even
more redoubtable Kershaw of the Navy fairly level, and it
was distressing to see Young allowed to do very much what
he liked. The R.AF. three-quarters covered themselves
with anything but glory D. Harvey alone of them played
a sound game, but he Jacked pace, and could never make any
pn;g.ross against Palmer. The two centres O. C Bryson and
F. S. Hodder at times did some tackling, but foo often
R. B. Maxwell and Aslett, especialy Maxwell, were allowed
to break through. In attack, the R.A.F. line were slow and
uncertain in starting, and erratic in their passing. They never
looked like scoring, for they did not seem to have any idea
how to set about it. Why is Lowe condemned to soar above

from the south

Ross kicked off for the Army, and Young
and passed to Aslett, who was well held
3\ d, and though a free kick to the Air Force
brought momentary relief, Palmer ran well down the right
wing into R.AF. ground. Immediately after, Young burst
through half the Air Force team and when he could go no
further slung out a long pass to where Palmer ought to have
been, but was not. The game had only been going six
minutes when Ross made an opening, and passed to Palmer
who romped over the line, as shown in the photograph.
Cass kicked the goal, and the Army were 5 points up.

On resumir the R./ forwards heeled the ball ont
several times, but the threequarters fumbled their passes
badly. Then the Army in turn did some fumbling and the
Air Force started an attack, which ended in Harvey dropping
his pass. Bumns put in a decent kick, and Chick dribbled up
to the Army 25 lines. Cass drove the attack back with a
good kick. “Then Bryan got going on the Army left wing
and looked dangerous, but Chick got back and saved the
situation. The play went back to the Army 25, but they
boldly began to attack from there, and a couple of dropped
catches by Burns in quick succession brought the play b:
to the Air Force goal line, Ross burst over, but went into
touch on the way and was whistled back. The Air Force
defended stoutly for some time and almost worked clear.
But the Army passed out to Bryan who ran strongly and then
passed in to R. B. Maxwell He too made ground and
returned the ball to Bryan who now found his path to the

190
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t was a very

goal line clear and scored the second try 3
ck, and half time

masterly piece of work. Ross missed the
found the scores :
\m\ 8 points; R.AF.,

The second half opened with an Air l'orce attacl\ but soon
Young started a fine Army movement, and Bryan not only
crossed the line but ran right behind, and Cass kicked the
goal. It was then discovered that G. H. H. Maxwell had
been laid out through having encountered Browne’s head in
his torso (talk about stopping a bullet ) and he had to be
carried to the touch line to recover. Oun coming back, he
frequently distinguished himself. There was a rather long
wait over this incident. The Air Force seemed to do better
for a time and there was a series of scrums on the Army
line. But there was no finishing power in the team, and two
Army forwards, Chamberlain and Browne, brought the ball
Dback, running and passing like threequarters. This sporting
effort ended in the Irish international scoring the Army's
fourth try, which Ross failed to convert. Two minutes later
Young made a fine opening and sent in R. B. Maxwell for a
fifth try. There were about 20 minutes more to go, and the
Army now seemed all over the Air Force. Chick once got
well away by himself, but no one backed up to take a pass
from him, and he was tackled.

A heavy shower came on, but it seemed to make little
difference to the play.

The Air Force were given a free kick, and had a futile
shot at goal, and for a while pressed again. Christie, to all
appearance, manfully fisted the ball over the line, but the
referee did not whistle and Ross saved a try. The
was cleared by the Army captain, Tucker, who broke through
the centre.  Burns put in his best kick about this time, and
it gained a lot of ground. but the Army threequarters were soon
attacking again. A free kick to the Air Force sent them back,
but Vines spoilt all chance of a score by punting into touch

® 4

2

in goal. Russell distinguished himself by finding touch just

by the corner flag, but again the Army broke away. Had
not Palmer suddenly been seized by an unwonted attack of
fumbling, more Army scores might have been made. But
Young got right away by himself and just at the right
moment slung out a beautiful pass to Bryan. The Sapper
scored the sixth and last try of the match.

Shortly after Russell from the base of the scrum opened up
for his threequarters, and the ball, for once, went along the
line like a book to Harvey. Had the latter been an lan
Smith—but he did his best and is not to be blamed for lack
of pace. Just before the whistle went for time the Air
Force had a shot at a penalty goal. But it was not written
on their foreheads that they should score tha( day

A.DEV. R,

‘The Teams

The Army : Full Back : Lieut. E. E. E. Cass, D.S.0., M.C,
Thyeequarters : Right Wing, Lieut. G. V. Palmer; Right
; Left Centre, Li . R. B. Maxwell;
J. Bryan. Half Back Stand-off,
Capt. B. H. G. Tucker; Scrum, Lieut' A. T. Young,* For-
wards : Lieut. E. P. Sewell, Private F. Dowas, Licut. d'E. G.
Chamberlain, Lieut, C. K. T. Faithfull,* Sergeant W. Thomas,
Captain J. A. R l.u‘utW F. Browne, 'Lleut H. McV i
F S. Burns.

Left centre
y o, D% A \l Rmht centre,
; nght \\'m;z, TO C. I’ Vines. Hul[
« sert ; Serum, Sqdn.-Ldr.
jeut. J. S (‘huk

“ker.

F urwm d

M AFC.; Flight-Lieut. G. H. H. Maxwell*; F.0
€. 1S O Malley, (‘nrponl M. G, Christie, F.O. P. C. Chic
F.0. J. G. Franks, Ldg. Aircraftsman C. Rollings, F.0.

Beamish.
* International.
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HOUSE OF LORDS DEBATE ON AIR ACCIDENTS

Lord Gorell called attention to the
irequency of accidents in the R.A.F. He said that he had no intention of
attacking the Government or linistry or of reflec the
efiiciency of the R.A.F. He knew that no one regretted accidents more than
that able and gallant fwan, Sir Hugh Trenchard.  He asked for information
on certain techaical aspects relating to accidents. admitted that the
Eapecially near the ground, caused frequent accidents.
T Janary, 1925, an antfstall goar was desigued to
warh pilots when this was aboat 10 happen:
-llld in October, 1925, tw h were ordered, He [uuud cnh sm of the dilatori-
s on the part of the Air Ministey in festing and possib

not e himself with these criticism:

o Tlorwas infoemed thet theiGanice. wek  eing put i n
Eootnction in Brinse, - The Mson Pt on which he ask i

Iy the House of Lords, on March 2:

vielding results. The training given was progressive but not hurried. _Pilots
ad to have 100 hours' fiying experience before they were graduated to
temious habits were, as far as possible, énforced by regulation
and inculcated by example. There was no more cruel libel on Air Force
officers as a whole than to accuse them of over-indulgence in alcohol. Human
nature beiug what it was, there was bound to be an individual case of in-
mperance now and then among a body of more than 3,000 officers ; but any
Siggation that, that was & contillginry. cumse, 40 aceidenta was sbeoluiely
without foundation ngle case tould over-indulgenco in alcohol
roved to be the cidents,  He eamestly hoped that it the
of announcements of a c Press it would be possible, after a con:
sultation between the Air \hmst!y st e Prases o TOVEeE helpebemcicd, Chgt
the relatives might be spared pain and auxiety. The Ministry had made
t

s the question of devices to prevent petrol R its Mhes,
was informed tha ¢ e an m\cmmn \ whith complied with the «pm
fications of the rnmpen on instituted e Air Ministry ; and it appeared
that the fnvecior wis now HEEONIBUNE with forelgn Goveraionts. | T third
question concerned the publication of details and names in connection with
air accidents. He was informed of instances where the Press had asked
relatives for photographs of the victims of accidents before the relatives were
aware of the accidents, and then curtly informed them, There was something
oulish and horrible fn that procedure.  Ho asked whether the Alr Ministry
tould not appeal to the Press to suspend publication uutil the Ministry b
wmmumc.ucd the facts to the relat

<o) ALk S Prima Mivieler, n his rogent specch, had covered practically
Shery mvect of the subjeot of air aceidents, which had'gone a long way tow:
all vas sentlal that the Secretacy of State should
‘e furiished with all evidence cerning each accident, and that in jtself
precluded  publication of the inspectors’ reports. Judging from recent
<riticisms in the Press and in the House of Commons, it might also be supposed
inistry kept no record of the statistics of accidents and simply
dccepted them as necessary and ade noeal et vis o pad e their number,
which was far from the truth. ime Minister had satisfied himself tha
tatistics Hifl bion, Jspt sibee:the waz, snd Lha hele proslem was Badox
tant review from every angle. It \vas too much to hope that accidents
d be entirely eliminated. The real question was whether their number
could be reduced, and the real criterion 1n that respect was surely our owi
experience and ihat of other nations,  Leaving out war years, there had been

sive. Informa
gures, b
465 and thaiatinanco ouF YOG Wht 4

Continually tying in any dissotion that seemed even RotoLily SapebIa o

@ &

‘talian Air Activities
1T would seem that Signor Mussolini intends to launch
big civilian air this spring taly.
“veral new air routes are to be inaugurated on April 1
‘ainly with the object of improving the tourist services.
e new air routes include the following: Milan-Genoa ;
ilan-Geneva ;  Milan-Zurich;  Milan-Brindisi;  Milan-
unich ; Naples-Brindisi ; Rome-(}lgliari; Rome-Messina-

e all onnel so as to secure a higher standard
of technical work in the care and maintenance of mackines with a view 10
increasing safety,
sets of special gear which gaye a pilot waming of a stall
had been fitted (or rxptnmrn(:l purposes. Efforts to check needlessly reckless.
flying had been made, and since last summer four pilots had been court-
martialled for that ofience and wo were convicted and two acquitted.
eperiments wero also being made to Increase {he safety of fuel tanks on three
types. During 1926 four lives were v parachutes.
ord Thomson said that of the accidents that occurred duriug his tenure
ofoffice ot one could be irectly orindirectly attributed o drunkenness on the
the pilot.  The average of our pilots, from the temperance po
view, was at least as a er set of men in the wor
aviation was inherently g, S becit ot beliove that an
and effort would ever make it safe. Afer all, it was 90 per ces
danger of warfare § m tm- fime of posce. The ) SR TEIOt Vel wat they
were in for, and had to be trained at concert pitch and live in that state.
Unless they' were trained to be as skilful as any opponents it was hardly worth
while sending them up. The demand for the publication of accidents was
misplaced. On the effect of accidents on recruiting he did not agree Wlth
the Prim¢ Minister that, so far as the lads themselves were concerned,
Fatio fhe ifust. diffetenis,  Bat the parcnis had &b be cousdered and that
was where the Press could help. When we had sfch magnificent pilots and
People in this countey it weas thie duty of others and the'Press o give them
every encouragement possible. He joiued in the appeal to the o
more considerate in the matter of accidents, and he was sure that the
y ats ware seduced to the minimun,
The Marquess of London

the present
position of the Air Force, wonden

t the (rwnes‘ u( accidents l'llhm' than the
number, and appealed iolerantly for the consideration of the Press i the
matter of acciden

Lord Gorell thunkﬂl the Duke of Sutherland for his speech and withdrew
his motion for papes

4 4

Tripoli; Rome-Venice-Klagenfurt-Vienna ; Genoa-Barcelona ;
Genoa-Ostia-Naples-Palermo ;  Venice-Trieste-Zara ; Turin-
Pavia-Venice-Trieste ; Brindisi-Athens-Constantinople. It is
also rcpnrted that an Aeria! Police Force is to be established

taly, the chief function of which will be to prevent airmen
lmm crossing into forbidden zones and areas. They will
have the power to request an airman to descend in the nearest
field or aerodrome.
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AIR TRAFFIC

March 31, 1927

IN GERMANY

Well-attended Meeting of the R.Ae.S.

It was to a very large and distinguished gathering that
Maj. Wronsky, Political Director of the German Luft Hansa,
delivered his lecture on Air Traffic in Germany on March 24.
In fact, we do not remember ever having seen a larger
audience at any of the meetings of the Royal Aeronautical
Society. i

In remarkably good English Maj. Wronsky outlined the
tory of civil aviation in Germany since the war, explaining
the development which has taken place, and pointing out
how German civil aviation commenced with a number of
separate companies operating various lines in Germany.
Then came the period in which nearly all of these companies
ceased to exist, with the exception of the rman  Aero
Lloyd and the Junkers companies, which were in keen
competition, and the German-R Air Traffic Company
(Deruluft), which was, and still is, something rather apart.

The lecturer then pointed out how in the late autumn of
1925 the negotiations were commenced which ended carly
in January of 1926 in the amalgamation of the German Aero
Lloyd and Junkers companies into a single German air
traffic company, which was given the name Luft Hansa.
Regional air traffic companies still exist in Germany, but
their activities are limited and cover only certain districts,
and their chief task is to arouse the public interest in
aviation.

Maj. Wronsky stated that the Luft Hansa is actually
the German air traftic company, backed by German commerce,
trade, industry and ban On the Board of Directors are
well-known German business men, as well as representatives
of the various German Reich and State ministries interested,
and representatives of a number of German cities. In
addition to the Board of Directors the Luft Hansa has a
technical advisory committec which comprises the leading
men of the German aircraft industry.

The lecturer made the interesting statement that the
direct revenue of the company amounts to 30 per cent. only
of the actual cost, the remaining 70 per cent. being furnished
by public means, the subsidy being given by the German
Government, various German States and communities and
various corporations.

Types of Aircraft Used

Maj. Wronsky stated that the number of machines in use
by the Luft Hansa during the summer season of 1926 was
about 120 aeroplanes, the main types in use being Albatros,
Dornier, Junkers and Rohrbach machines. He pointed out
that all the machines at the disposal of the company in

il, 1926, were still built under the restrictions of the
" and were for the greater part single-engined
machines, which could carry six passengers including luggage
and freight. The only multi-engined type in service was
the Junkers G.24, which also had to conform to the “ Nine
Rules.”

‘When the negotiations between the Ambassadors’
ference and the delegates of the German Minist
came to a conclusion in May 1926 with the s
Aeronautical Agreement,” the German aircraft firms were at
last free to worl restrained, but the lecturer pointed out
that the time which has elapsed since then has not been
sufficient to revolutionise the design and construction of
aeroplancs. Nevertheless the German factories had put at
the disposal of the Luft Hansa a number of very efiective
multi-engined types. Mention was made of the Albatros
L.73 and the three-engined Rohrbach * Roland.” The lecturer
stated that the multi-engined types were used chiefly on the
international lines, wi the single-engined machines were
used on the internal lines.

In spite of the preponderance of monoplanes used in
German civil aviation, the lecturer stated that they were not
able yet to settle definitely the old question as to whether the
monoplane or the biplane was the more economical. He
mentioned that only quite recently had they put on the
Albatros 1..73 twin-engined biplane. He thought, however,
that it might be said that the initial cost of the biplane was
essentially cheaper than that of the all-metal monoplane.

The next section of Major Wronsky's paper dealt with
propellers, and apparently the Germans make extensive usc
of metal propellers, more particularly those made by the
Haw Company. These propellers have the advantage that
the pitch of the blades can be very simply adjusted by undoing

Con-

and re-tightening a few bolts, although the pitch is no
variable in flight.

Inspection of Flying Stock

Concerning the regulations in force relating to the inspection
of aircraft and engines, the lecturer pointed out that inspection
takes place before every flight and on every aerodrome, while
the aircraft are thoroughly examined after about 150 hours
flying. Thorough overhaul of aeroplanes is carried out after
an average of about 400 to 500 hours’ flying. The average
time taken for overhaul amounted, the lecturer stated, to
3 to 4 weeks for Fokker-Grulich machines, 4 to 5 weeks for
Junkers monoplanes, and 6 to 7 weeks for multi-engined
machines.

In the case of engines, the following tim:
averages for overhauling : Rolls-Royce **
IX, 4 to 5 weeks; BMW.1Vand Junkers 1.
BAMW. VI, 3} to 4 weeks; Junkers L.5,
and Siddeley * Puma " engines, 4 to 5 wee

On the subject of comfort for passengers,
said that in Germany an endeavour wa:

were given as
gle " VIIT angd
3 weeks ;

the

s always made to give

passengers a feeling of roominess, and pointed out that, for

instance, the cabin of the Albatros L.73 had a width of 1} m

In the Rohrbach ** Roland " silencers were provided which

enabled passengers to converse in the cabin without raising
s

lecturer

their voi

Pilots and Their Training
Major Wronsky stated that the system of recruiting pilots
for commercial flying in Germany is as follows :—before 1
pupil is admitted to the German Air Traffic School at Staaken
(founded in 1926) he must have obtained the general pilot's
licence from an aviation training school. This licence entitles
him to pilot a machine of 1,200 kg. total weight with o
maximum speed of 150 kms. per hour. This licence does
not entitle a pilot to fly a machine carrying passengers.
of obtaining “ A * licence is through the Sportfiug
When a pilot is found capable he goes to the Traffic
Aviation School at Staaken. Here the requirements are
strict. In addition to a practical cou ving there are
scientific and technical courses, which have to be taken
Before a pupil can take the first examination entitling him to
fly a commercial aeroplane, he must have covered 5,000 kms.
on cross-country flights. Having passed his examinations he
is given his ** B " licence. This only entitles a pilot to fly t
smaller commercial aeroplanes over short T

he
distances he

general time taken in obtaining * *and “ B " licences is
14 to 2 years. Two more licences are required, known as
[ D.

can be obtained there are
caminations and greater distances to be flown across

The manner in which a man is given practice for
s follows : on the larger machines in
use on the international lines * B "' licence pilots are carrieil
as second pilots, and after a certain time of service as secon!
pilot a man obtains his * € licence. The ** D" licence is the
high-water mark, so to speak, and among the requirements
for a “* D" licence is that a man shall have flown at lenst
100,000 kms.

The German pilots of commercial aircraft in the Luft
Hansa are remunerated by salaries and by premium fec-
The latter consist of a kilometre fee varving from 5
8 Pfennigs. per kilometre, according to the type of machine.
For night flying, the kilometre fee is double, and a premiumn
of 100 marks is paid for every 5,000 kms. flown without
accident. The salaries vary, according to the distances
flown by each pilot, between 275 marks and 410 marks per
month.” Married pilots receive an extra pay of 50 mark.,
and 15 marks for one child and 12 marks for each addition ]
child. According to the reports of 1926, the lecturer stat:
that the average income of a pilot who had been in servi
the whole year amounted to about 800 to 1,000 marks |
month.

country.
the bigger machines

Air Traffic Results
Major Wronsky gave some interesting statistics regardi
the air traffic results of the Luft Hansa. This compa
opened regular air traffic on April 6, 1926. During the fi
quarter of the year the traffic was at a standstill pending t
amalgamation of the Aero Lloyd and Junkers compani
In the height of the season 54 lines were operated and >
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foreign and 57 inland air ports were reached. The total
length of the German network of air routes was 20,408 Lm\
On October 16, the winter services came into and

organisation only for itself, but puts it at the disposal of all
l:urupum states, which are permitted to make use of the

the total length of routes was about 40 per cent.iot thitiof
the summer routes, viz., 8,152 kms. Ten foreign and 23
inland air ports were touched during the winter services.
In the scheduled air traffic of the whole year a total distance
of 6,141,479 kms. was flown, as against 4,949,661 in 1025,
The passenger traffic of 1926 increased by about 503 per
cent. and the mails by about 86-4 per ccnt In absolute
figures the results for 1926 were Passengers, 56,268 ;

luggage, 384 tons; freight, 260 tons ; and mall 300 tons.
The lecturer stnted that as regards mails camrd, the night
service on the Berlin-Konigsberg route showed the best
results. The regularity of the summer service was, in spite
of unfavourable weatlier, very satisfactory, being generally
not under 90 per cent. On a great number of routes 100
per cent. regularity was achieved. Two accidents resulting
m ;i;;;h of passengers happened in 1925, and only one
in

Insurance

Some interesting information was given by Major Wronsky
concerning insurance. He stated that by arrangements
made, passengers travelling by the German Luft Hansa
machines are automatically insured, by purchasing a ticket,
for 25,000 marks. For temporary disability a daily com-
pensation of 25 marks is granted. ~ The cost of the insurance
15 paid by the Luft Hansa without any increase in the price
of tickets compared with the fares obtaining in previous
vears. He pointed out that this procedure had helped greatly
to prove to the passengers as well as to the insurance companies
the safety of air travel, and the favourable results of the
passenger insurance were followed by a continuous lowering
of premiums for accident insurance.

Concerning the policy of the Cerman Luft Hansa, Major
‘Wronsky pointed out that the object of aviation

pany’s Service for Europe, service for the
progress of culture, that was the great national thought which
led above political controversies of the day to the aim of
bringing air traffic to such a ~mnd.ml that it was of service to
all states

At the conclusion of the lecture a series of lantern slides
was shown as well as a film illustrating the flight of two
Junkers 4 machines from Berlin to Peki A trick film
showing in the form of diagrams the movements of the
machines from town to town caused considerable amusement,
especially the way in which the machines got round the various
turning points in a flat spin.

THE DISCUSSION

The Chairman (Col. The Master of Sewpill remarked Uat i was very ubvious

from Major nsky's feme 4 that the Germans were what Sir Samiel Hoare
would call * Au' minde id not know whether the large and dis-
tinguished audwmc, the’ laxgm he ever remembered seeing at one of the

lectures, was due to that new beacon of uncertamn sex ** Neon "
who had set out to prove that aviation was of no use and never could be,
remarked that it was perhaps significant that the first valuable paper on civil
aviation should come from Germany. He was very glad to welcome there
that evening Lord Haldane, who had attended at considerable inconvenience
to himself, and he called uj rd Haldane to open the discussion.
ALDANE,who was gn—md by tremendous applause, said |
be in the House 8f Lords, but he had preferred to come and hear Ma
Wronsky speak on Germai commercial aviation, He pointed out that the
future development of commercial aviation must be on international lines,
The cost of the ground organisation was high, but as the distances covered
increased, L it became a diminishing percentage, In fying there were no
frontiers, and he hoped there never woul . One disadvantage of present
day commercial aircraft was the relatively long run taken o get off and for
Janding, and one should not overlook possible new developments, such as the
* Autogiro " which went up very quickly and came down very quickly, a
statement that was received with some amusement by the audience, evidenily
somewhat to the surprise of the speaker. ' Lord Haldane recalled the old story
about Stephenson aud the " coo," and said that as Stephenson had said it
would be-orse for the ' & cuo " 50'also would it be the worse for those who put
ubsll:leu in the way of civil aviation, Nothing woum stop it *
. Humuey PAGE pointed out that it was somewhat curious that the

should be to connect world trade centres in about a third
of the time taken by other means of transport. As a result
of this policy one found today i in the European air-net lines
which were de~crvedly called * tra.n:-contmcntal such as
the  London-B ich-Vienna-
Budapest, and the Ma.!mo—Copenhagen Berlm Prague-\ ienna.
The endeavours of the German Luft Hansa were to interest
those countries which had as yet not been joined up with the
central European air-net. The negotiations with Czecho-
slovakia were finished recently, and it was hoped that the
trans-Alpine air line between Munich and Milano would be
sanctioned shortly, while it was also hoped to ease the way of
aerial communication with Spain.

In addition to the international lines, the German Luft
Hansa, Major Wronsky stated, keeps up a closely meshed
inner German network of lines. Major Wronsky, in referring
to this internal German air-net, admitted that one of its
great advantages was that as the network of routes passed
over the larger German cities regula.rly Lhc populatlon is
impressed, and is b
air-minded.” In addition, this internal (mrmnn air-net
was also of great material importance in that it enabled the
organisation to develop zmd tht. staff to be trained, while
valuable exp was with a twinkle
in his eye, Major Wronsky said that they did not feel justified
in refusing the subsidies which various states and com-
munities inside Germany placed at the disposal of the company
for the development of commercial traffic.

Major Wronsky then gave an outline of the ‘conditions under
which German civil aviation had developed during recent
years, explaining the effect of the Treaty of Versailles and the
restrictions placed upon German aviation as a consequence
of this. As these various restrictions have been from time to
time dealt with fully in FLiont there is probably no need to
refer to them here in detail

The lntcmatlonal Au' Tmﬂic Association TA.T.
society r of almost all the
European states, was iormed at The Hague on August 25,
1919. The lecturer mentioned briefly that the first work of
the TAT.A. was the establishment of an international air
traffic service between Denmark, Germany and Holland in
1921, In 1922 followed a German-Dutch-English air traffic
route, and to-day the German Luft Hansa is not only operating

iint services with the companies who are members of the
T.A. but also with Austria, France, Russia, Sweden,
~witzerland and Hungary. Major Wronsky flatly denied the
dtention on Germany's part to establish supremacy in
-uropean air traffic. Germany solely fulfilled an economical
id cultural duty imposed upon it by its geographical position.
i proof that Germany is sincere in this, Major Wmmky
ited that Germany does not make use of this vast air traffic
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viation in Germany had followed much the same
lings as in England.  They had started with separate firms operating m lines.
and had finally amalgamated these fato a single e monopaly, company, just as
we had doue in this country, It was an uufor! e fact that cnl nv(nl)ol\
still largel{‘depended o Cvariment ks, 4nd e ‘was, soniewhat surprised
at sky's figures, which showéd that the i covered
pcrrcnl of the costs—the ulh=r7u per ceats having to come
and other subsidies,  Unless there was 4 change, it looked a5 though civi
e ST ers: Mo Srmingroal Aviation. 10 ghs. nategacy that
here should be development, not only in the operation of aireatt, but also
n the machines themselves, aud he was very pleased (o learu about the
advisory body 1n Germany, which kept.in cleue ouch with the Operational
company. To this country it was a little _disquicting to find e sura

m Government

On the subject of biplane versus monoplane he would like to have [unher

details if the lecturer could give these. Concerning the * Auto is

= ** the flapper o as um 'Id(l appuled

strongly (0 the Dircotor of British Civil Aviation: e thought, however, th

the development would be along ordinary lines, and not 5.

Ono thing that wes neccssary was hard work in operating and hard work =
pmdncnon of suitable machines.

D Trowson said he would like to know hother the 70 per oent. Govern-
ment subsidy referred to the period when the * Nine re in operation,
and if so, whether the percentage had become lowtr since the raising of the
Festrictions on German aviation: usly not possible to make
aviation pay under the +* Nine Rules " restrictions. ' In our own country it
would be neossary to tackle civil aviation on Imperial lines over long routes,
in order to make it pay, as d itself 2 mo small a country to hold
out auy great hopes of making mlcnml air lines

EL EpwaRDS, of the % Wished to thank Major Wron
sky for the wullh ot nformation contained in} s pa]l‘r Hedid not think there
was any need to be alarmed at the 70 per subsidy. Aviation was still
an infant, o the incroste  trafi Wouid, he felt sure, soon lower that
percentagt, and he did not think it would be very long before subsidies would
disappear. the moment we were in a vicious circle, The cost of commer-
cial aviation could ot be reduced until there was a greater volume of traffic,
ind the trafic ould not be attracted until the fares and rates came down:
Moreover, commercial machines had not yet reached perfection, there

ere great improvements coming. ~Like Mr. Handley Page, he' would like

a

Hc. pcnonully, was & believer In e monoplane for civil
aid e regrotied that Major Wronsky's lectire had
cast, e 1t would have acted a5 an . qulnnlanudulc to
book, “ The Great Delusion.” He was v v the air enthusiasm
of the German public. Here the public was scepti
e B o we wore dbiing o-day, and the Beitish Bmpirs
commuications more, pechaps, than any other country. A more vigorous
pmpngﬂnda should be pursued, and facts su those contained
's paper should be placed before the Beithis pablic. - General Groves
i mxwm a hundred years ago, which were claimed to go against
the laws of and he quoted rom the * Quarterly Review ™ of 1
i was very much against railways, and stated that locomotives should
uot be "Mlowed 10 travel faster than  clght miles an hour, since any higher
would constitute a danger. We laughed at that to-day, but we ought
16 take care than in 20 years” time people should not laugh at us over ou
attitude towards civil aviatio haked Major Wronsky for the object
e nd grven In what Germany had done, 1t was a wonder(ul achicve:
ment, in the teeth of difficulties, and Germany was leading the entire world.
Excikan was impressed by the interest taken in flying in Germany, and
he Jooked forward to the extension of lines in and out of Germany.
had developed the all-metal monoplane, and we the biplane of mixéd construc-
tion. The problem was to discover which of the two was likely 1o be the

mical,
Major F. M. Grrxx would like the lecturer, if posslhlr to add certain statis-
s tom- poper, ,referring to t carri
e Reetman Lokt Hansh  Fio would also like to know s bt be
e enu of that c«;mpnny with their all- nmal and more particularly
theis Someniwm aliay mac




" id he was very interested in the state nonts ¢
insurance hat was an excellent move, and nothing like
found in ihis country. He would also like the lecturer to u'll s hekhes
their three-engined miachiues would definitely fiy on nines, because
if they would that might have cousiderable bearlig on h © questis
. HuLwekt was impressed by the fact that the German Lutt Flansa had
il 0 persuade various states and cities to contribute towards the cost
of the air Hots, and would like mare information s to how they had been
able 1o persuade them to do ¢
OLONGL THE MASTEK OF “muru.\. said that before calling upon Major
Wronsky toreply tosome of the questions, he had a correction to make. Major
Wronsky had been desc escribed as the \K:ngmL Direetor of the Luft Hansa,
Actually, the position wa managing directors of that
Company | A Financial Direetor, a Technical Director, and 4 Political Director.
It was the duties of the latter”to arrange for the negotiations with foreign
countries when it was contemplated to start lines, or

sarain
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was necessary that the constructors should do all they could to produce
efficient machines, but it was also a question of operation and of the comfort
Iii Germany they were working in close co-operation

were now making arrangements for railway o n all
e o Canman cliies 4o handle aif" consigaments.  Concerning the
reasons why German states and cities subscribed considerable sume 1o the
Luft Hansa, there was no secret about this, and it esult of the structure
of the German Reich. ere were a number of m\wvnam towns and states,
and they were jealous of one another, and the only secret lay in making thei
jealous enough.

Amongst those who accepted invitations to the reception
held by Colonel, the Master of Sempill at the Hotel Cecil,
to meet Maj. Wronsky, prior to his lecture before the Rovql

o cxtend existing ones, and this actually as. the post filled by Major
ronsky.
MajoR WroNsKy said he was not a technical man, and so could not reply
Conerning the 70 per cent.
and 30 per cent, figures, these were not entirely German, but were international,
and applied more or leésin all countries, and to civil aviation in gener
figures related to 1924 and 1925, since the statistics for 1926 were not yet
available, He would point out that steamers had subsidies for more than
50 vears after their beginning, and Mussolini was still giving subsidies to
Itahian liners. Before the war, both Germany, England and France gave
subsidies to their liners
s the question of the development of air trafic, he pointed out
that trafic in general was developed, not for trafiic ut for trade. I ¢
air routes carried, say 50,000 traders, an 00 developed busines:
a2 o Tesult of thelr Joummeys, they fyihg would pay. Fax &viation t0 DUy

I I

ical Society, were : Capt. :\daud The Hon. Lady
Baxle\ Count Bernstorff, Mr. F. G. L. Bertram, Commander
J. Bird, Maj. Brackley, Mr. L. Bramson, Sir Alan Cobham,
Licut.-Col. Edwards, Brig.-Gen. P. R. C. Groves, Lord
Haldane, Col. Holt, Maj. Woods Humphreys, Sir Samuel
Instone, Col. Barrett Lennard, Capt. Lingham, Maj. A. R.
Low, Mr. F. Handley Pagt‘, Mr. J. L. Pritchard, Hx"ht Lieut.
Reid, Mr. J. D. Siddeley, Sir Archibald Sinclair, Commander
Smart, Mr. T. O. M. Sopwith, Mr. S. Spooner, Dr. Sthamer
(German Ambassador), Mr. Holt Thomas, Lord Thomson,
Col. Thwaites, Mr. H. T. Vane, Maj. Villiers, Sir Vyell Vyvyan,
Lady Vyvyan, Capt. Walker, Mrs, Weir.

ot ¥

IN PARLIAMENT

Parachutes
L, DAY, on March 23, asked the Secretary of :n,alc lof Air if "he could
tate the makérs of ihe perssuto now 1a e I, the r Force, and in
which country these parachutes are made ; whether an) n:ccnl tests have
been made or demonstrations given for the use of the Salvator parachute
invented by Lieut. Freri, either at Hendon or elsewhere ; and, if so, when and
with what Tesult ¥
Sir Samuel Hoare : As regards the first part of the question, the makers are
the Irving Air Chute of Great Britain, Ltd., of Letchworth, where the para-
chiutes are being made,  As regards the remAining parts. lhc position remains
as stated in my zeply io the hon, member on December 13 las
ol. Day e Lidht e, ghatlana at ach et tha Eaivalpe parachute
has nver Sailed ynt and does he not think the saving of life is of paramount

""Eir . Hoare : T should not like to express an opinion on the Salvator para-
chute until we have carried our experiments further than we have done.
Maj.-Gen. Sir Frederick Sykes asked whether delivery of the 2,230 parachutes
inst orders outstanding on August 7,1925, was. dulymmpleti:d by December,
|Vll) whether, in accor ulcc with the arrang ents made, one-third of these
were manufactured in this country ; whether further orders have been placed ;
if o, whether manufacture Wil tike place in this country ; whetber Diritisi
material will be used ; and whether, before any such nni\'r as placed, every
nvalhl:le Britist !K'pe of parachute was thoroughly tried
Sir the first nnd secnnd parts 0! lhc question, the
number of pﬂrul:hlllu due for delivery b 1926, was 1,500, and these
were all actually delivered in June, 1926, the contract date this “being antici-
{

mpl,vbr“‘crhyl gave on Nover
on 26 and unc24 ms xplaliin
contract with the [rvi bk mp o
ay : Can the :nhonbmnusa Wheths ledged to
further contract for ‘any further number next yeat ¢ B S
Sir S. Hoare : There is a contract running until December, 1927,

¢ circumstances in which u.'

Mileage Costs ‘Transport Servi

e ",..‘,Sn‘,'.'nl"n:‘-f.i"«;f ﬁﬂ'?&"éﬁﬁé&?é‘?%:’i’i?tél’ e e
o e e bl ol s vt L T
b ihe St el o e UV o e
B
778,00(!, 4s. 9‘., 1923-24, 1,004,000, 2s, 6d. 1924 25 890 000 .'h |‘l.

e e, Bororse. oo sfealli e O NE0RILH ek n the
Sengreva Iomgs 1o toe APttty O 1 Saibing Shpnre them of the
More comparable are furnished by the cost to the Sta e per ton-mile
in respect of Imperial Airway, Lud,s services, which Is a5 ollovs sine that
company began to operate
19;: -25, cost per ton mﬂe. 7: ; 1925-26, 6s. 114d.; 1926-27 (estimated),

hip Experiments hc-mmu

. Rose, on March 24, asked the Secretary of State for Airif th

now under experiment at Cardington is to be iuflated by helium or n}ﬁ'r?m"
gas; and the estimated cost Of 5,000,000 cub, 1, Tespectively, of these
ot

ip Sassoon : The airship Wlll be inflated with hydrogen, and the

Sir
ey m(tolsooﬂwomb 1t. o 2,500 ; th
Wotld be very much greater, bt no er0et dgta ars Svanlibier oot Of bellum

| I
The Royal Air Force Memorial Fund
THE usual meeting of the Grants Sub-C i of the

Mr. Wells : Can the hon, member say whether they have started to build
the airship at Cardington yet ?
P, Sassoon : No, si

(hrﬂ.lngmn and Howden Airsheds

Mr. Rose asked the total cost of the alterations to the Cardington
hed ; and whether any cost has accrued to the State in respect of the
airshed ‘at Howden, in which an airship is being constructed by cfi
contract ?

Sir P. Sassonn : The ancwer to the fist part of the question is approxi-

As regards the sec 000 was paid to the

mmncton O e Howatn sioabin, o Rooyducs with the tecms of e
Contract, s & contrlbution towards their capital expenditure on shed, plant,
otc., necessary for the execution of the contract,

Howden Airshij

Nn foor asked the dimeusions, major diameter, and total leugth of
the airship now under construction by the Airship Guarantee Co. at Howden ;
how much money has already been advanced to the company ; and what was
to full cost involy

e ot e Giameter is about 130 ft, and her length about 710 1t

As regards the second and third parts, the contract provides for the pavment
of a contribution of £50,000 towards the company’s capital expenditure on
shed, plant, etc., and of & sum of £300,000 for the airship itsef; the former
Sum and an instalment of £100,000 0f the latter have been p:

Oxford and Cambridge Squadro

W H. PRiTTAN agked wha progess was belng made with the airsquadrons
at Oatord and Cambr ridge ; and, having regard to the possibilities of research
dealing with the whole science of acronautics, was he prepared to give the
ullest possible facilities to encourage the work being done in these two

E

Caiveritis

Sir P. Sassoon : As regards the first part of the question, 1 am very satisficd
with the progross made with these squadrons (0 Gate, and should like to
express m the assistance which 1 have received from the
University authorities in their dovelopment, They have undoubedly
stimuated intersst in aviation, in the Universiies. Hach squadron now
ists of about fifty undergraduate members, aud at Cambridge there is o
considerable waiting addition to fyin training, courses of instruc:
tion_have bcendamngcd m auuplane construction :md rigeing, engine
‘and

other subjects of aeronautical interest; The mumper of appilcations {or
commissions js very satisfactory. The answer to the last part of the question
is in the affirmative, 1 am anxious to give every encouragement to the
universities to undertake problems of aeronautical research, and I hope
that valuable results will thus be obtained.
Luhrltﬂﬂng oil

H. WiLLians

retary of State for Air whether he
R e Sa ol & Dsat Taiiseting cil for use in acgoplancs i
place of lubricating o ification, as hither
Baman + "o whols miation of objaising )ubﬂmuug il for airerait
is Ill\dcr consideration.
Civil Aviation
Mx, Laxanvy asked the Under-Secretary of State for Tndia whether, in
connection with the Imperial Airways scheme, it was the intention of te
Goverament of India to procced with 15 additional stations and the appoint:
mentof staff or the same , whether he would inform the House of the il
cost involvs t this scheme ; and whether the whole amouit
xeuld e chargeable. 1o Tadian revenucs and subject 10 the vote of the Tndian
ssem|
arl Winterton : & cThe total demand, for civil aviation in the Budget [
1927-28 was Rs. 3,96 all votable and has actually been voi-d
The Secretary of State for Tndia as 1 ot received full detalls of the mannes i
which the money is intended to be used, and cannot say how many 1%
stations are to be proceeded with.

= =

sresent was Mrs. L. M. K. Pratt-Barlow, O.B.E.

f
Fund was held at Iddeslengh House on March 24. Mr. W,
Field was in the Chair, and the other Member of the Commzt:e

in all 6 cases and made grants to
am;)unt of £70 19s. The next meeting was fixed for April %
at4 p.m.
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March_2:

Londoi Gazelte,
General Ditigs liranch

Lt-Cmdr, V. A, L. Bradyll-Johnson, R. ranted o temp, commn, s 3
sq\ladmh Leader on being ~cumdrﬂ o two'vears: duty with F. (March
St AN , Flying Officer, RA.F., i pnmmu-a W
'nw l(ﬂlg Pilot Offcers ars promofod {o ran
t 6 1926); B. A Danbury,
el C - Rigka lrd:nn %3 S sowder,

H (.ulhmulh M C (Maj RAR.C

Byrue (Feb. 7); J. W

Babington, D.S,0. s placed on Julf-pa
; Flighi L. Luxmoore, D.

tn gl pay from half-pay h 2) ; an Olicer €. &, S

B once o It Dl aapoatmant cer bore date Jan. 6, 1926,

e ESistely following Plor. Ofcer C. D; G Welch on, the gradation list,

Heduotion takes effet trom March 1, Tho folg, are placed on the retired list :

~Flight Lt. J. C. Coulson (March 21) Flying Oftcor F.C. Jenner (March 231,

1. W. Knox 3

WM Spaight,
£.C. Patton, H.

il (Feb. 18).

March 8 to 30, 1927,

mkcs, R A Wilts

2<

Appolatments. —The following appointments in the Royal Air Force are
notitied i—

a, for Tech.
u. on-Solent,

txextu! Duties Branch
A- Corbett-Witson to H.Q.,
C. M

Wing Commanders -
e, M.Cr 6 N u.n.....puu

Sta n'l dutie: i, 16

1 . R. Cassidy, to

10 RAE. Depot, Usbridge
ags, to Central Flying Sch., W
1 .27.

ROYAL AERONAUTICAL SOCIETY

(Ofticial \m:m
~On Thursday, April 7, 15 p.m., Flight-

i ety henm. the
hn

Parachues

Dest known experts on
Roval Air Force, and has catried out ‘many remarkabie
descents in the course of instructing others in the use of
parachutes.

XYIIY'IIL the conrse of his lecture he will show, for the

time outside official circles, two films, one a slow

motion Slm; Tha lectaree will Covet the v following points among others -~
Trend of design ; uses of parachutes i number of live: ulreronll\

their use in this and other conntries ; causes of accident of
achutes and their detailed mvn!rucnun AT pL-homlrl are
«d in the use of and
I Eict Bermstaie Sadihs.
! Acronautical Soclety, Coventry Branch
vGRAVE had @ keen) exied andience for his lecture upon

“Ingtruments snd Automatic Control " g1ven under tie auspices ofthe Coveatry
Branch of the Royal Acronautical Socicty on Mare The part of the
subjéct whicl proved most attractive was that devoted to gvro controls,
A technical discussion followed and various points raised replied to, The
cturer received a hearty vote of thanks proposed by the Chairman, Major
sreen,

%
AIR MINISTRi NOTICES TO AIRMEN

Aintree Li 1) : Landing
Tiv attention of all pilots is again drawn to the fact that the Aintree
\mxlmm. (Liverpool), which was formerly occupied by A.D.C. Aircraft,
Ld., is no longer available for use by ai
us for aircraft to a\tempt 1o land on the site owing to the
Sisasive bailding works whiclt axe {n progress, and the owners of the ground
decline to give permission for its use as a landing place.
(No. 20 of 197, )
Italy : Centocelle Aerodrome
It is notified :—1. The ehdransot Centocelle, Rome, is divided into
two distinct parts, Centocelle North and Centocelle South. “Centocelle North
ie available for the use of civil aircraft, and all dealings with civil pxlnls will
be conducted by the Officer-in-charge of of the aerod
Previous Notice.—The list of Tenian Al Siations pur.hmc-d "In Notice to
Airine No, 62124 should be annotaged accordingly,
(No. 23 of 1927.)
»* » »

lon Shephard Memorial Prize Essay Awards
Tur Gordon Shephard anonal Prizes, e L

© best essays submitted by members of the Roval Al
v!')ecll‘(l by the Air Council, have been awarded s follows

Priz —Sqn.u.lnm Leader J. L. Vachell, M.C., Directorate of Organisa-
e,

taif Duties Air Miais
A" . Thomson, M.C., A.F.C. Armament
Eehon), Eadtetare
The Competition was extablished as a memorial to the late Drigadier-General
S. Shephard, D.5.0., M.C., Royal Air Force.

or Medals of Ex R.A F. P el
"Tux Air Ministry annownces that the British War and Victory Medals
{ a large number of ex-officers and ex-airmen of the Royal Air Force still
main 1o be issued, despite the efforts made to distribute them by sending
‘mmunications to the Iresses cerned. It
the department
Ministry would thercfore
“peal to ex-service personnel entitled 16 them “evanh t once and give the
cessary information. Applications should be_addr by ex-officers
cretary, Air Mj , Adastral House, l\mgmny W.C.2, and by
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AIR FOR{:E}

ving ()thu.r:- are transie md to Reserve :—Ciass B.—C
a1). H. Cooper (March 15)
K. Sussex Regt,

arch 2
Flying Ofiicer L. n relinquishes his
temp. commun. on return to

body Is dismiseed the service by

)
Martial ( m)

( )
ntence of General Cow

ores Branch
v is granted a permanent commu, in this rank,
on completion of probationary service.

Medical Dranch
Palmer-Jouss, M.1i., is granted & permanet comumission

Flight Lt. L. C.
in this rank, (Mare

Reserve of Air Force Officers

The follg. are confirmed iu rank ying Officer, on probation,
Waods (Feb. 17); Pilat Offcer, on probation, V feld_ (Marc I\ D
l

rinsferred from Class A to Class €

ROYAL AIR FORCE INTELLIGENCE

Stores Branch
ing Commander R, W. Thomas, O.B.E,,

. L. Crichton, M.B.¥

. 1 Storcs Depot, Kidbrooke ;

Dircetorate

jstry,

of Equip-

21.
ing Officer D. A, W. Sugden, to F ss Sch., Flowerdown ;

Accountant Branck

Wing Commander C. G. Murray, O.1.E., to H.Q. Accountant Offce, Traq ;
&3

ig)
Flying
tor Home Hatabts ;

&

airmes
Middiesex.

openlngs for Flying Officers in Royal Air F

Air Ministry announces A Rniderabls uumher of short service
cumnusslnns (i ears on the ncuve  list and four in
franted in July, ant the Al Ministry is usicer applications now

i candidatia between 15 and 25 wha with to fly. . Officers will be trained
i this country or i Egypt, and will subsequently be employed in units at
home or in the Middle East, India or other oversea of the Royal
Air Force. The opportunity to sec the world, to learn to fly and to mas

i “ﬂ‘“’ to young men of spirit and

especially to those who have a beut towards mechanical st "
year is spent in learning flying, acronautical rng\nccnng and ancillary
subjects, and in their subsequent service officers receive every enc ouragement
to continue their studies by reading, correspondence courses provided
and supervised by air force educational staff, and by practical work in
3quadron worluno The officer who, ater five years' service in the Air
rts to civil Jife will
rovided foF b him, find himself well qualified to obtain civil employment, |
Will leave the service with 4 gratuity of £375, and will remain in the
eserve, where he will keep up his flying.

a small number of short scrv:w officers can be retained on permanent
commissions in the service, but year a competitive examination is held
in mathematic al and scientific s\lb]ecls . open o officers who are recommended,
have three years’ service and are 26. Those successful are trained as
qmclalﬁlﬂ in acronautical engm«nug, aiament, wircless OF PROLEADHY,
and nted permanent commissions. ~Apart from this examination a
Sinall muiber of short service officers are sclected for k. pocsaziont commissions
on the rwmum-mlatmn of their commanding office

Applications for forms and regulations should be nddmssed in_ writing,
vithout delay to the Sceretary, Air Ministry, Adastral House, Kingsway,
Wi, Candidates should have mcexvcd Whole.time education at least up

good physique and evesight. Candidates selected
will b appointed o commissions a5 Pilot Offcess o probation at a rate of
155, a day, and will cither be provided with modation, rations and
personal aucndnnce in kind or with tash allowances in licu, amounting at
present home rates to about § After 18 months' service they will
attain the rani of Flying T, the present pa: s 185.10d.
aday on yromonon and 21s. 84, a dm after two years AL bty
R.AF.Rus

A

17.4.
on transfer
3.27.

to the Officer-in-Charge, R.A.F. Record Office, Ruislip, Uxbridge,

amsof 1 and

umer, on March 17, the R.AF. fifteen were beaten by
Glocester by thred goals (one penalty) and fiv ries (28 polats) to one goal
es (11 points]. Glouc laved several reserves, but were the

o Toom. the statt, and. attee dillmgton had Kicked & penalty
g0 and Short. crossed for Wnconverted. tries
Vines scored & try for the Air Force, the kick fai
exchanged both sides brought off many clever passing bout:
home men held the advantage, Y Reay Saxby, Millington and Stephens
obtaining tries, two of which Millington converted. " For the R.A.F. Hod
and Hardy added mg Maxwell Hckmg oue goal.
R.A.F. Cross-Country Champions|
Aoy T W Tomr, ot P idge,
title in_the Cross-Country cnampmm ip
March 16, but his station lost the team honours, finishing third to
and Healow. The once famous Usbridgo team, which won the Middlesex
County Chzmpwns ip, has n up, and several members have gone
to Manston. Hence that station’s success. Tace was over six miles,
il lhm Was also & team contest for stations below a certain strength.

R..

odder

again won the individual
at South Fambomugh Y

A.F. Boxing

Tute finais of the open team championship of the R.A.F. Boxing Associa-
tion took place at Henlu‘r Aerodrome on March 25 when the cup was won
v the Henlow Depwz. 0 defeated the Manston

s
8

i
Sassoon Cup Competition,



AIR POST STAMPS
By DOUGLAS B. ARMSTRONG
(Editor of ** The Stamp Collector ™)
New Lithuanian Air Stamps

SPECIMENS are to hand of two recent air post stamps from
Lithuania, where the service was resumed last summer.
Li s in upright form at the central
motif common to both values is a swallow flying with a
letter in its beak, with a glimpse of the castle tower of Kowno
in the background. Across the foot of the stamp runs the
designation * ORO PASTAS " (air post), the respective
denominations and colours being, 20 centu rose-carmine,
60c. blue and black. Presumably they are the forerunners of
a complete series.

Fonck Flight Souvenirs

An ingenious method of meeting the demands of air post
collectors for letters to be carried upon the ill-fated non-stop
flight from New York to Paris had been adopted by the
promoters, Argonauts Incorporated. One thousand contri-
butions of /1 were invited towards the cost of the flight, in
return for which an equal number of duly authenticated covers
would be t i and i to scri s within three
months, The flight, as previously recorded in this journal
ended in disaster.

R Air Post
Upon the occasion of the opening of an air-post line between
Bucharest-Galatz-Jassy and Bucharest-Galatz- Kischenew
on June 24last, a special cachet was applied to first flight
covers inscribed as under in three line
‘" INAURUGAREA LINIEI AERIENNE,
BUCURESTI-GALATI-JASI (or CHISIWAU),
24 Junie, 1926."”
Regular air-post stamps for use in this service are in
preparation, and will be issued at an early date.

Air Mail for Chili

According to a correspondent of the Air Plane Stamp News,
it was proposed to put an air mail service in operation in
January last, radiating north and south from Santiago,
and also from Valparaiso to Santiago, under the auspices of
the Sociedad de Aeronavigacion Comercial. Passengers and
freight were to be carried in addition to mails, and special
air-post stamps issued.

More American First Flights

First flights over contract air mail routes in the U.S.A.
were carried out on May 31 between Cheyenne (Wyo ) and
Pueblo (Colo.), on June 7 from Chicago to the Twin Cities,
on July 1 from Boston to New York, and on July 6 from
‘Washi. to Philadelphi R i air-mail cachets
were used in each instance, whilst for the inaugural flight to
New York souvenir cards were prepared by the Boston
Chamber of Commerce.

Air Stamps in Prospect

The extension of the air mail service is reflected in the
number of new issues of air post stamps that are impending
in different parts of the world. Both Norway and Finland
have such issues in an advanced stage of preparation. Greece
was recently provided with semi-official air stamps in
inati 2,3,5,and 10 for use in the Athens-
Brindisi-Stamboul service ; Austria and Hungary are on
the point of extending their present air post series, whilst
Belgium is reported to have a similar series on the way.
Consequently there should be no lack of novelties for the

air-post collector for some time to come.

Costa Rican Aero Stamps
A recent addition to the world's air post stamps is a
handsome vignette hailing from Costa Rica. The desigr
shows an acroplane in flight with che words ' CORREO AEREO
inscribed thereon in conjunction with the national arms.
Its denomination is 20 centimos and its colour blue.

First Portuguese Air Post

A sprciaL air post flight from Lisbon to Tangier took
lace on September 18, 1926, under the auspices of the
atecoere Company. A special cancellation was provided
for the occasion, in hexagon form, lettered CORREO AERIO,
18 Set. 26. Lat. 17, and struck in black, which was after-
wards destroyed. The mail was made up at the Rucio Rail-
way Station P.O.. Lisbon, on the night of September 17, and
gomprised in all 480 letters. It is reported, however, that a
number disappeared en roule, so that the actual number of
flown covers available is somewhat less than that figure.
This was the first official air post flight to take place in
Portugal, and up to the time of writing is the only one recorded.
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SOCIETY OF MODEL AERONAUTICAL

ENGINEERS.
THE following is the list of fixtures for 1927 :—
Date. Place. Cup, etc. Competition
April 9 Hendon .. Gamage Cup .. Duration Twin Pusher
1 23 Wimbledon .. K.& M.A.A. Cup .. Distance, Rubber Driven Fuse-
ag
May 7 Sudbury .. Model Engineer Cup Fuselage Glid
. 21 Hendon . Pilcher Cup .. Durati ¥
(Max
June 4 Wimbledon .. Sir John Shelley Cup Dura
ber)
Fucnr Cup .. Autogiro.
Sudbury ‘arman .. .. Hand Launched Single Screw,
Halton .. Farrow Shield .. (Date and Details later)
Dental Hospit AE Cup .. Speed, Fusclage 1 sq. {t.R.0.G,
Brockwell Park Weston Cup . Rubber Driven Fuselage.
Sudbury .. Freshmen's . Open to Members of S.M.A.E,
who did not win a prize in
,» 20 Wimbledon .. Novices

i ny type.
. Open to Non-Members. Any
type.
27 Stag Lane .. Records g -
Home Park .. Lady Shelley Cup Amphibian R.0.G.
Sudbury .. Moﬁw Engirser Cup Wing only.
0. 1.
H » b *
PUBLICATIONS RECEIVED

Pocket Diary, 1927. G. Elias and Bro., Inc., Manufacturers
of Timber, Lumber, Millwork and Boxes, Buffalo, N.Y.,
U.S.A

Aluminium Data : Aluminium Sections and Matting. The
British Aluminium Co., Ltd., Adelaide House, King William
Street, London, E.C.4.

Revue Juridique Inteymationale de la Locomotion Aevienne,
October, November, December, 1926. Per Orbem, 4, Rue
Tronchet, Paris.

Aevonautical Research Committee Reports and Memoranda :
No, 1047 (Ae. 233).—Model Tests of a Combined Slot and
ileron Control on a Wing of R.A.F. 15 Section, Push Forward
5 ili By F. B. Bradfield and A. S. Hartshorn.
y, 1926. Price 9d. net. No. 1048 (Ae. 234).—Slot and
Aileron Control on a Wing of R.A.F. 31 Section with Various
Types of Ailerons. By F. B. Bradfield and A. S. Hartshomn.
May, 1926. Price 1s. net. No. 1052 (de. 237).—Full Scale
and Model Measurements of Lift and Drag of Bristol F
with R.AF. 30 Wings. By A. E. Woodward Nutt, R. G.
Harris and L. E. Caygill. August, 1926. Price 64. net.
H.M, Stationery Office, Kingsway, London, W.C.2,

3 3 *® o
NEW COMPANY REGISTERED

WESTERN AVIATION, LTD., Crescent Place, Cheltenham. Capital
£1,000, in {1 shares. Manufacturers of and dealers in fiying machines,
aeroplanes, seaplanes or other aircraft or machines, etc. Directors, E. W'

Jordan, J. Sheils.

t # * #
AERONAUTICAL PATENT SPECIFICATIONS
(A bbrevsations : Cyl. = cylinder ; i.c. = internal combustion ; m. = motor
The numbers in brackets are those under which the Specifications will

printed and abridged, etc.)
APPLIED FOR IN 1925
Published March 31, 1927

30,846, H. Letrvew, Variable-pitch airscrews. (266,829
APPLIED FOR IN 1926
Published March 31, 1927
1,581, F. RAxbALL.  Aeroplanes. (266,86
3443, BLAcknUKN AEROPLANE AND MoToR Co., Lip.. aud (. E. PETiv.
Means for carrying windmill-driven aceessories on  aircraft.

(266,884.)

F. H. Rovce. Crankshaits, (2

H, J. POLLARD AND BRISTOL A
light structural components.

. Connections for

FLIGHT,
The Aircraft Engineer and Airships
36, GREAT QUEEN STREET, KINGEWAY, W.C.2
Telephone : Gerrard 1828.
Telegraphic address : Truditur, Westcent, London.
“FLIGHT” SUBSCRIPTION RATES
Unitep Kingoom \ AsreAD® i
s. d. s.
3 Months, Post Free.. 7 7 | 3 Months, Post Free .. 8 &
6 . " 15 21 6, "
12 a» o5 .30 412 a3
* Foreign subscriptions must be remitted in British currency.
Cheques and Post Office Orders should be made payable to the
Proprietors of *“ FLIGHT,” and crossed Westminster Bank. )
Should any difficulty be evperienced in procuring ** FLIGHT
from local newsvendors, intending veaders can_obtain each issu
dibnct from the Publisking Office, by | ing remi a
above.
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