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From the Editor:

Important progress was made during 1981 in organizing our
photo collections, our library, and archives. | have to admit
that it is an extremely difficult job because once you get
started delving into this wealth of history —, you don’t want
to stop.

Honorary Vice President of the Museum Ralph S. Barnaby
announced, at the Trustees’ Annual Meeting, his creation of
an Archivist Chair for the National Soaring Museum, in
memory of his wife Marg. It will be known as the Ralph S. and
Margaret Barnaby Archivist Chair, for the care and preser-
vation of the rich heritage in the history of motorless flight.
Another major step forward for the Museum by this gen-
tleman.

The National Soaring Museum Trustees adopted a major
5 year plan outlining the Museum’s objectives and plan of
work. It is a most ambitious plan and compliments the
Museum's Philosophy and purpose.

The Museum Member category was elevated to twenty
dollars to cover rising costs and to help the National Soaring
Museum to provide more services to the soaring community.
All of the remaining membership levels, including the Chapter
Membership, (every member of a soaring club or association)
will stay at their same respective levels. The Trustees have
mounted a fund raising effort to eliminate the building debt.
It is hoped to erase this burden during 1982.

Many exciting activities are being planned for 1982 to
celebrate The Soaring Society of America’'s Golden Anni-
versary. We hope that you will take the opportunity to visit
the National Soaring Museum and see for yourself how far we
have progressed because of your continuing support. It is
appreciated by many!

ON THE COVER:

Photo of the Shuttle model, a part of the exhibit theme this
year ‘'Chanute to Shuttle’'. The real eye-catcher this year, is
the replica of the Herring-Arnot (Chanute type) glider built and
donated to the National Soaring Museum by Gustav Scheurer,
Tom's River, NJ to replace the original, lost in the Harris Hill
Administration Building fire in 1977. The new Herring glider
is suspended over the Shuttle exhibit which was created
through the cooperation of NASA, Rockwell International
Corp., the National Geogrpahic Magazine and many volun-
teers.

MEMORIAL EDUCATION ENDOWMENT

In 1980 the Trustees of the National Soaring Museum
created an Education Endowment program for the receipt of
Memorial contributions. The fund is to perpetuate the
knowledge of the beauty, sport and science of motorless
flight. An education focus was deemed appropriate as it was
determined that people who inspire memorial contributions
have conscientiously shared their knowledge and love of
motorless flight.

The income is being kept in a separate account and the
museum's Memorial and Exhibits Committees are developing
a plan for suitable acknowwedgement and recognition.

At this time, we wish to acknowledge the contributions to
this Fund during 1981 in the memory of the following soaring
enthusiasts.

Floyd Fuller
Sherburne W, Klein
John Pullen
Holmes Shoemaker
Mahlon Weir

Use Your Film Library

NSM is a publication of the National Soaring Museum, Harris
Hill, RD 3, Elmira, New York 14903. Anyone is invited to
contribute material and pictures with identification about
historical soaring activities, renovation of old sailplanes,
soaring pioneers, unusual uses of sailplanes, etc. Manuscripts
are subject to whatever revisions, additions or deletions are
necessary to make the material conform to the space limi-
tations and standards of NSM. Material that is to be returned
must be accompanied by a stamped, self-addressed enve-
lope. No compensation other than credit will be made.

Publisher — National Soaring Museum
Director/Editor — Shirley Sliwa

CALENDAR

Date Event Location
May 1, 1981 Evening Open House — Exhibit Opening NSM
May 2 NSM Board of Trustees’ Annual Meeting NSM/Conference Room

U.S. Soaring Hall of Fame Banquet

NSM/Community Room

(Speaker: NASA Astronaut Dr. Story Musgrove)

May 2-3 Oral History Forum
(Museum Historian: Vic Saudek)
Vintage Sailplane Regatta
June 13 NSM'’s Premiere National Landmark
Plague Dedication Ceremony
Sept. 5-7 SSA's Sailplane Homebuilders' Conference
Oct. 17 Ralph S. Barnaby Annual Lecture and

NSM Board of Trustees' Fall Meeting
(Speaker: Tom Page, Urbana, IL)

NSM/Community Room
Harris Hill/NSM

Corn Hill Beach,
Truro, MA

NSM/Youth Camp

Chicago, IL

2




1981 United States Soaring Hall of Fame Weekend

Induction Ceremony and Banquet . . . ..
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Speaker NASA Astronaut Story Musgrove enthralling the Ralph S. Barnaby announcing the new ARCHIVIST CHAIR for
attendees. the National Soaring Museum.

National Landmark Chairman- Walter Setz announcing the ) iﬁi{" y N = e o .
inception of the program. Left to right: Frances Sweet, Story SRS e : ' L
Musgrove, Floyd Sweet, Setz, Suzanne and Karl Striedieck, Ralph Barnaby preparing for another launch. Note the item
and Martha Saudek. in his hands .....




Museum Trustees Archer Martin left and Bernald Smith Hall of Fame members at the banquet, left to right: seated,

checking facts with Story Musgrove. Center, background, Victor M. Saudek, Ralph S. Barnaby, Karl H. Striedieck.

James Short. Standing, Stephen M. Bennis, Gustav Scheurer, Virginia M.
Schweizer, Paul A. Schweizer, and Floyd J. Sweet.

Oral History Forum . . . . .

Museum staff Tim Walker taping the informal session. Left to right: Vic Saudek, Paul Nissen, Simine Short, Brownie and Stan
Smith, Ralph Barnaby, Paul and Ginny Schweizer, and Dorothy Gordon. Museum Historian Vic Saudek thanks Stan for his
contribution to the session.

Vintage Sailplane Regatta . . . ..

The VSA’s Dean McMillian Award for contributions to the Foreground, Len McClain’s Cherokee I, rear left, Bob Abbott
movement, the Harland Ross Award for significant vintage and Bob Storck’s LK-10, and Ray Young’s 1-26A. Jan Scott’s
flights, and the Bob Stanley Award for the highest score Pratt Read, Bruce Barrett’s SGS 1-19, Al Uster’s Moswey, and
accumulated in a VSA competition. Jim Furlong’s TG-2 were also at the Regatta.



.. ... and 1981 Exhibit Opening.

He even supervises the suspension of the beautiful glider.
James Gordon in background.

While Mrs. Scheurer and John Gill, center, await — Gustav
Scheurer, Toms River, NJ, sailplane homebuilder “extra-
ordinaire”, makes a last minute adjustment on the
HERRING-ARNOT glider.
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..... and the CHANUTE TO SHUTTLE exhibit is now
complete.

The Hall of Fame Gallery with The SSA Golden C and Di-
The SISU 1A, donated to the National Soaring Museum by amond Badge plaques on loan from the Smithsonian’s
Jack Baugh in 1977, oversees the exhibit theme area. National Air and Space Museum.



'NATIONAL LANDMARK
OF SOARING

“National Soaring
Museum Eimira, NY.

NEW NATIONAL LANDMARK PROGRAM

A contingent of NSM Trustees and SSA Directors arrived
at Corn Hill Beach, Truro, Cape Code, Massachusetts on June
11th in preparation for the National Soaring Museum's 1st
commemorative Landmark plague dedication ceremony for
The Soaring Society of America.

This Landmark recognizes a flight by Ralph S. Barnaby,
Philadelphia, PA which established an American Gliding
Duration record of 15 minutes, 6 seconds. The flight was the
first to exceed the American record for motorless flight of 9
minutes, 45 seconds set by Orville Wright at Kitty Hawk, NC
October 24, 1911.

Friday, June 12th was devoted to interviewing and recording
people who remember the glider activities of 1928 and 1929
at Cape Cod. People who shared their memories with us
besides, Mr. ‘‘total-recall’” Barnaby were, Laura Johnson,
John Perry, John Worthington, Thomas Kane, Truro Town
Clerk, and Charles Martin, who has complete records of MIT's
soaring activities on the cape.

The actual ceremony took place on Saturday, June 13th at
2:00 PM. As approximately 200 spectators gathered around,
the local band performed and the Boy Scouts provided an
Honor Guard. The highlight, of course, was Ralph Barnaby
relating his historical flight and excerpts from his famous
"horse and bungee-cord launch'' story. He stated that, “'he
had planned to fly only five minutes, but kept thinking about
Orville Wright's record.”

Another highlight was the ASW-15 flight demonstration by
Jon Mead, SSA Regional Director for Massachusetts. He
carried glider mail with a special cover showing Barnaby flying
a Pruefling over the Cape, the first in a series of future covers
to coincide with the Museum’s National Landmark Program.
Jon was deluged with questions about soaring and experi-
enced the celebrity aura as he signed covers. SSA Director
Sam Francis was very helpful in securing the necessary
permits for the beach landing, to imitate Barnaby's record
flight.

Museum President Floyd J. Sweet was host at the banquet
that evening. Many dignitaries and friends from Barnaby’s
past attended the ceremony but couldn't remain for the
evening, however, among the banquet attendees honoring
Barnaby were Museum Trustees, Advisors, SSA Directors,
local residents, and many friends.

As usual the National Soaring Museum has many people
from the soaring community to thank for the success of the
inception of this program. The Museum Trustees have ap-
proved the National Landmark Policy (see page 7) and are
developing the criteria for future Landmarks commemorating
a historic soaring site, personality or event. If you have any
recommendations please contact the National Soaring Mu-
seum, Harris Hill, R.D. #3, Elmira, NY 14803.

The FIRST in a new Landmark program.



THE NATIONAL SOARING MUSEUM’S
NATIONAL LANDMARK PROGRAM

Purpose:

To identify and memorialize sites, individuals, or
historic events related to the national history of
motorless flight; and in the process collect, preserve
and interpret documents and materials related to
each approved Landmark.

The National Soaring Museum Trustees will:

Establish policy

Approve proposed sites

Approve proposed memorials

Authorize Implementation Committee for each
approved site to proceed.

aoow

The NSM's National Landmark Committee consists of:
— Chairperson (s)
— 1 NSM Trustee
— 1 NSM staff
— 1 SSA representative

The responsibility of the National Landmark Committee
is:
— to validate proposed sites, individuals, or events
— investigate and recommend candidates
— recommend each Implementation Committee for
the proposed Landmark site

. Each Implementation Committee will work directly with

the National Landmark Committee and will consist of the
NSM'’s NL Committee and:

— 2 appointed authorities of the motorless flight
history from the pertinent geographic area
— SSA Regional Director (s) Ex-Officio

The responsibility of the Implementation Committee is to
work as liaison with each local community to set up
committees to:

— Collect substantiating materials
— Arrange for appropriate site

— Propose funding

— Plan for dedication ceremony

It is the intent that the National Landmark Program be:

— Self sustaining financially.

— Instrumental in developing local historical intern
programs.

— A source of pride for each respective community,
the National Soaring Museum, and The Soaring
Society of America.
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Ralph Barnaby coaxing Mrs. Laura Johnson, Provincetown,
Cape Cod, MA to remember the 1928 and 1929 gliding
activities.

Left to right: Walter Setz, Simine Short, the Museum’s
volunteer Philatelic Director, Sam Francis and Jon Mead SSA
Directors.

—

Attendees rush up to the sailplane to congratulate pilot Jon
Mead.

Ralph S. Barnaby reminiscing at the Landmark dedication
ceremony at Corn Hill Beach, Truro, MA.



GLIDER FLYING
AT
CAPE COD

By R. E. Dowd

Editor’s Note: This article first appeared in the October 1930
issue of AERO DIGEST.

When the American Motorless Aviation Corporation an-
nounced the establishment of a glider school at Cape Cod in
1928, the aviation industry immediately began to speculate as
to its possibilities. To some it seemed a foolish venture; the
glider was a plaything, a fad like Mah Jong, Ouija boards.
Others openly questioned the value of the glider as a means
of preliminary flight training. Still others saw great commercial
possibilities. Thousands of students would flock to the school
for training. It would be very profitable for the promoters. The
general public received periodical reports through the press
and newsreels as some new record was established, and
gradually accepted the glider school as one of the Cape's
many attractions, without knowing very much about it.

Three summers have slipped by since the school started,
and it has been my privilege to spend the last two on the Cape
in close contact with the glider camp activities. The interest
in the project now seems to be possibly greater than ever, for
each group of speculators mentioned seems to feel that his
predictions have materialized in one way or another.
Whenever a discussion starts on the subject of gliders, Cape
Cod is invariably mentioned as proof of this or that contention.
This is the more lamentable when one discovers how few
people really know what the camp actually is, where it is
located, how it can be reached, and what its facilities are. In
view of all this, | have been urged many times to explain my
impression of the project as gathered during my visits to the
camp. Hence this effort, which is, incidentally, quite in-
dependent of the management of the school, the only object
‘being to disseminate information of general interest to the
aircraft industry.

Geographically Cape Cod is a long narrow peninsula, a part
of the state of Massachusetts, extending first easterly and
then northerly from the mainland at a point some fifty miles
south of Boston. The general outline of the Cape, as may be
noted from the sketch, has been compared to an arm, bent
at the elbow and terminating in a clenched hand, represented
by Provincetown. From the Canal, which separates the Cape
from the mainland, the length of the arm is approximately sixty
miles. Roads are improved for motor car travel, and railroad
transportation is available right through to Provincetown. The
cape is delightfully quaint in its homes and public buildings,
and the natives are cordial and interesting.

The glider camp, consisting of two large fire-proof hangars,
repair shops, barracks, mess hall, shower baths, tents and
cottages, is located at South Wellfleet about fifteen miles from
Provincetown on the easterly side of the Cape. For many miles
this shore line rises some 100 to 150 feet above the ocean.
At the camp site the landscape is particularly clear of veg-
etation. White sand and wind swept dunes are everywhere in
evidence at this section of the Cape, but at South Wellfleet
acres and acres of soft, yielding sand are to be found, making
the spot ideally suited for training purposes: Low, rolling sand
dunes permit take-offs in almost every direction.

At low tide the beach is perhaps 150 feet wide with a
moderate slope, but at high tide it is not wide enough to land
a glider without including an involuntary ducking for the pilot.

As may be noted from the map, favorable winds for soaring
on the easterly side of the Cape are east and northeast,
although wind directions slightly south or due east may be
used if sufficiently intense. Soaring flights have been made
from the camp as far north as Highland Light. In fact, landings
have been made at this point and return flights have been
effected. This distance is some ten to twelve miles.

The American Motorless Aviation Corporation setting-up
camp.

The longest durations, however, have been made on the
westerly side of the Cape, where the best winds are from the
southwest. The starting point is Corn Hill at North Truro,
about nine miles from South Wellfleet. No hangars have been
erected on this site to date. The practice has been to transport
the soaring gliders on trailers from the camp to be set up at
the launching point. The soaring course is some three or four
miles northerly from Corn Hill, which has an altitude of ap-
proximately 150 feet. It was on this site that Peter Hesselback
made a duration flight of four hours and five minutes in 1928
with the imported Darmstadt glider, later wrecked by colliding
with a flag pole. At low tide an exceptionally fine beach is
available for landings, but as on the east shore, this reduces
to a rather narrow strip at high tide.



The bay-side, Corn Hill Beach, Truro, MA — 1929.

Retrieving the Pruefling from the beach after a flight.

The entire Cape has aninteresting early history, dating back
to the Pilgrim days. Indeed, there are historians who believe
that Provincetown rather than Plymouth was the first landing
place of the Mayflower. Legend has it that Corn Hill was so
named because the early settlers found Indian corn and a
kettle buried for winter use in a sand mound. It is of some
significance that this exact site should become famous in the
art of motorless flight, which takes us right up to our present
generation.

The 1930 opening of the school was delayed until about the
first of August and then under the auspices of the Cape Cod
Glider School, lessee of the property owned by the American
Motorless Aviation Corporation. The new corporation is being
operated by a picked personnel of long experience in the
aircraft field. Among these are Capt. Summer Sewall, Capt.
Sherborne Eaton and Major Biddlecomb, all of whom have
outstanding records in the air service.

Students are enrolled for periods of time ranging from a few
days to several weeks. Pilots are taken care of by special short
courses. Action is the keynote of the school, and it is more
than likely that a new student will make his first hops in a
primary glider on the very day of his arrival.

The equipment is of German manufacture, and skilled
artisans are employed to keep it in perfect condition. The
gliders are of the famous Rhon Rositten Geselschaft design
and comprise primary, secondary and soaring types. Special
light gliders and two-seater machines are also used.

The methods of instruction are carefully planned after the
approved practice instituted by the German instructors,
employed during 1928 and 1929. All launchings are made with
shock absorber cord. Every possible precaution is taken to
insure safety in training. Horses are employed to do the
laborious task of hauling the gliders up the grades and also,
when feasible, to assist in the launching of the machines.

This is the picture of activities at the Cape Cod Glider

School. Progress has been substantial, and attendance has
been good considering the newness of the project. In 1929
it is reported some ninety students took instruction for various
periods of time. Among them was Lieut. Ralph Barnaby of the
United States Navy, who later descended from the dirgible Los
Angeles in a secondary glider purchased from the school. No
serious accidents have occurred, though thousands of flights
have been made.

Perhaps this represents the ultimate scope of such a
project, or perhaps it is just a beginning soon to be
overshadowed by far greater achievements. During my last
visit as | sat on the great sand ridge and gazed out over the
blue Atlantic, listening to the thundering surf down on the
beach below, a picture of a far bigger enterprise molded itself
into form. Here was an ideal location; here were hangars and
buildings, representing a vast outlay of capital; here were
machines, workshops, meteorological instruments and
equipment. Could it be possible that the operation of a
commercial project, such as the school, is the utmost to be
realized from such a venture?

My thoughts ran over the progress of motorless flight in
Germany for the past ten years. From a crude start, under the
restrictions imposed by the Treaty of Versailles, it has de-
veloped into a precise art, an absorbing research, and a
nation-wide sporting, competitive event, involving the leading
technical universities of the country.

There is a tendency among Americans to glorify that which
is done abroad in order to justify criticism of a particular home
project. However, mention is made here of foreign
achievement only to remove any doubt of the feasibility of such
an enterprise. As a matter of fact, we quite probably have a
greater number of gliders in the United States today than are
to be found in Germany. It would not be surprising if the total
number of pilots, embryo or otherwise, to be found at home,
eclipsed those abroad. We hear much about the German
annual Rhon contest. We picture, possibly, hundreds of
competing gliders, but the 1929 contest, for example, re-
corded only thirty-six entries and only twenty-six actually
competed.

The point is that our glider movement under the com-
mendable leadership of the National Glider Association has
grown with startling rapidity. Many aircraft manufacturers
rushed into production of gliders without giving the matter
much study. Gliders began to appear on the airports. Towing
by car with rope or cable became quite common. Stunts were
applauded. Curious crowds encouraged the spectacular.
Fragile, poorly designed gliders hurtled through the air, towed
behind high-powered planes. As a result lives have been lost
and public opinion has been influenced unfavorably. In the face
of this we surely can look abroad for guidance in an effort to
get our bearings after this inauspicious start.

In Germany the technical schools form the nucleus around
which the whole movement revolves. These schools use the
Wasserkuppe in the Rhon mountains for their flight university.
The schools, through their professors, design and in many
cases also build their machines for the annual competitions.
Here is a combination of technical research, engineering,
competition and sport. Each year records are broken, ma-
chines become more refined, and pilots more skillful.

In a country as great as ours it might be advisable to
concentrate the efforts of experimenters in several localities.
Already we have Cape Cod in the East and Point Loma, San
Diego, California, in the West. The addition of a somewhat
central point would seem necessary to avoid excessive
traveling.

Such stations can be made self-supporting, to a degree at
least, by conducting a commercial training school through
certain months of the year when weather conditions are most
favorable for such training. Other months can be reserved for
soaring training by qualified pilots, the time being selected in
view of favorable meteorological conditions. Finally, as a
fitting climax to a year's progress, national or even inter-
national contests could be run off at the most suitable point.



AMERICAN “SILVER C” FLIGHTS

Editor's Note: This article first appeared in the March 1937
issue of THE SAILPLANE.

Eight American sailplane pilots have soared 50 kilometres,
climbed 1,000 metres, and flown for five hours on end, and
have therefore received the international *‘Silver C'' badge and
certificate. Their numbers in the international list are:—

12 J. K. O'Meara, of New York City.
32 Richard C. du Pont, of Wilmington, Del.
65 Lewin B. Barringer, of Philadelphia, Penn.

236 Stanley W. Smith, of Rochester, N.Y.

237 Emil A. Lehecka, of Long Island City, N.Y.

238 Henry N. Wightman, of Upper Montclair, N.J.

239 Emerson Mehlhose, of Wyandotte, Mich.

240 Chester J. Decker, of Glen Rock, N.J.

Martin Schempp, who holds *'Silver C'' No. 8, should also
be mentioned, since he earned it by flights made in the United
States, although he has now returned to Germany. He was
awarded it in 1932, Jack O'Meara in 1933, "'Dick’" du Pont
in 1934, “'Lew’ Barringer in 1935, and the remaining five for
flights made during the last National Competitions at Elmira.

Mr. O'Meara’s performances, which earned him the badge,
were 67 miles distance, 4,780 ft. height, and 8 hours 8 minutes
duration. Details are not available, but accounts of the flights
of most of the other "'Silver C" pilots have been either sent
to THE SAILPLANE or published in the last few issues of the
Bulletin of the Soaring Society of America. To give some idea
of the high standard of skill reached by the leading American
soaring pilots, accounts of several of their most noteworthy
flights follow, though these are not in all cases the flights which
earned them the "‘Silver C."

Richard du Pont

Mr. du Pont was at one time holder of the official World's
Distance Record, for though, at the time he set it up, on June
25th, 1934, the late Gunter Groenhoff has made a longer flight,
the latter had not been recognized by the F.A.l. The machine
was the ALBATROSS I, built by the former Bowlus-du Pont
Sailplane Co., and Mr. Don Stevens, who helped to built it,
has sent the following account of the flight:

June 25th was a perfect day for flying off the Harris Hill
Mountain, Elmira. Richard took off on a little hop to try the
new soaring spot out, to find where the best uplift was and
where the down-draft was. Martin Schempp then tock off in
the HALLER HAWK to keep Richard company.
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Richard took off at 12:15 p.m. and Martin a few minutes
later. At this time big cumulus clouds were forming. Richard
kept climbing higher and higher, and Martin right along with
him. The last that we saw them they were headed for New
York at an altitude of about 3,500 feet, and still climbing.

After two hours Martin Schempp called up and said he had
landed at Lake Wesauking, near Towanda, Penna. He said
that Richard was still going towards New York. After another
two hours of anxious waiting with no word from Richard, we
were almost positive that he had broken a record. At last, at
5:05 p.m., a call came in from Richard, and | answered it.

"Where in thunderation are you?" | asked.

“I'm at Basking Ridge, N.J.,” came the voice over the
phone. 'l saw the New York skyscrapers but couldn’t quite
make it, and had to land here. Get the trailer and come and
get me."”

My partner, Ted Bellak, and | drove all night and arrived
there the next morning at 7 a.m. We inguired around, asking
where the fellow in a glider landed. One fellow said: “'Yep, by
cracky! | saw that there flying contraption land. She landed
over thar at the airport.”

We found Richard looking over the maps, and the distance
he had flown was 158 miles. Richard said: '"'‘Boy, that's a
world’'s record,"” which was true until about a month later,
when it was broken by a 238 mile flight made in Germany.

Richard then told us his experience on the flight. He said:
“"When Martin and myself caught that cloud, we both spiralled
under it. We were both chasing each other's tails so close that
we could see the whites of each other's eyes. Finally we
separated, but kept each other in sight. When Martin would
hit something good (a thermal) | would tear over and get it with
him. He would do the same when | got a good lift. Finally Martin
got lower and lower till he had to land, but | stayed right under
the clouds. | didn’t have to worry much because everywhere
| went there was plenty of up-draft.

“Finally | saw the Delaware Water Gap ahead and started
to lose altitude fast. | saw a range of mountains facing the wind
and headed for them. | got down to within 300 feet of the
ground and had to slope-soar on this mountain. | flew over
the mountain for about an hour. | noticed a big cumulus cloud
forming above me, so | climbed just as much as | could but
couldn't quite make it, so | decided to look for a place to land.
Just then the rate-of-climb meter read 3 metres per second,
going up. Boy, | had made it! The cloud was drawing me up
into it. | gained about 3,500 feet and started for New York
again.

"*So | started to hop from cloud to cloud and finally at 1 p.m.,
| saw the New York City skyscrapers. Boy! what a thrill it was
to think that | had soared all this way with no motor to pull
me! It certainly was an uncanny feeling. | started to lose
altitude again and saw that | couldn't make New York, so |
headed for this airport. | kept dropping and dropping, due to
the clouds breaking up and losing their lift.

“Finally at 5 p.m. | skimmed along the airport and landed
in the middle of it. A fellow came out and asked me where |
came from. | told him Elmira, N.Y. He said: ‘The hell you did!’
| told him | had left there at 12:15 and asked him the time. He
said 5:05 p.m. That made 4 hours 50 minutes in the air."

July 3rd was another perfect day for soaring. Allaire du Pont
(Richard's wife) took off in a FRANKLIN UTILITY glider for her
first soaring flight (she is a power plane pilot). After she had
soared for over two hours, Richard got out the ALBATROSS
I. He said he would fly without the hood as he wanted to fly
with Allaire and have a talk with her. He also took an apple
tied to a fifty-foot string to drop to her. He took off and
immediately hit a cloud with Lew Barringer (who had taken off
in ALBATROSS II. to try for his "'Silver C"). The last we saw
of them they flew into a cloud at an altitude of about 5,500
feet. We thought they were on their way to New York, so we
didn't watch them any more. Pretty soon somebody yelled:
“"Here comes Richard back!" He landed and said: I think |
just broke the American altitude record.”” He was right, too.
The barograph read 6,224 feet. Don Stevens.



Stanley Smith and Emil Lehecka

Detailed accounts of flights by these two new "Silver C"
pilots are not available. Stanley Smith, flying a RHON-
BUSSARD named ‘“‘Trommer Michael'’ (which suggests a
second-hand machine from Germany), flew 34%z2 miles from
Elmira on June 28th last year, getting up to 5,463 feet. Emil
Lehecka flew a CADET II. During the same competitions he
twice exceeded 5,000 feet, and his longest flight was 39 miles.

During these competitions, by the way, the total soaring
time of competitors was 353% hours and cross-country flights
(counting only those over 5 miles) totalled 1,283 miles.

STANLEY W. SMITH — 1934

EMIL “MOE” LEHECKA — 1934
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Lewin B. Barringer

The flight of Mr. Barringer, mentioned above, didindeed turn
out to be a *'Silver C" distance flight, for he landed 75 miles
away at Ransome, Pennsylvania. Don Stevens thus describes
how the news came of his landing:—

‘' After about three hours of waiting, Lewin phoned and said
he had landed on the lawn of a nut house. Guys were fishing
out of the windows and all sorts of crazy things. He said:
'Hurry and come and get me before | go crazy, too!” So we
drove all night again to get Lewin. We had a little trouble finding
him."

Besides Elmira, where the annual contests are held, there
is another much-used soaring centre at Big Meadows, on Blue
Ridge in the Shenandoah National Park, Virginia. At the end
of September, 1934, Mr. Barringer made two interesting
flights from this site, the first of which suggests similar
conditions to those of the first evening of the British Com-
petitions last year, though on a larger scale; while the second,
a cross-country flight lasting over five hours, completed his
“Silver C.” The pilot has kindly allowed us to reproduce his
account from The Sportsman Pifot, from which the following
extracts are made:—

In the middle of the afternoon of September 28th, after eight
days of inactivity at Big Meadows, the gods relented and
brought a storm from the south-west. After the rain had
subsided a fresh westerly breeze sprang up. We hastened to
make ready to take off. Alas, our runway was so wet and
muddy that our cars skidded too much to give us traction for
auto-tow. Warren decided to use double shock-cord stretched
by the double-wheeled truck. | hauled the ALBATROSS Il half
a mile down the road and took off in auto-tow from the gravel
road. The ship made a comfortable climb before | dropped the
rope and sailed out over the edge of the cliff.

The view 2,000 feet below was magnificent, but | was too
busy searching for up-currents to give it much attention.
Soaring was a struggle at first — | dropped below the edge
and worked gradually up again. | found lift where | least
expected it and lost it where | was most confident of finding
it. Fortunately, as the wind picked up in velocity, this condition
quickly corrected itself.

Now we sailed slowly into the teeth of the wind until we were
well out over the valley. Each of us went a slightly different
direction, yet each of us soon had new problems to contend
with as we reached the level of the billowy white clouds that
were moving in from the west. | was so taken up with trying
to get under what looked to be a good one that | got well to
the lee of my particular spur. Suddenly the needle of my
variometer dropped down to 2, 3 and then 4 metres per second
descent. | put the nose down and sent the airspeed up to 60
while diving to regain the up-wind side of the rocky spur.

Soon Warren and | were flying formation not 50 feet apart.
Both headed west, we were standing still, occasionally even
drifting backwards, as we climbed steadily upward at about
half a metre to a metre per second. The air was smooth and
cold — getting steadily colder, in fact. The clouds were now
far below, and the grey wooden barracks of the camp were
becoming smaller and smaller.

(Continued on Page 12)
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(Continued from Page 11)

The view all about us was magnificent. In the clear air we
could see almost 80 miles east where a smudge marked the
location of Washington. North and south we could see miles
up and down the ridge. We could and did study its contours
to prepare us for future flights. To the west the sun was
sinking toward a bank of clouds on a horizon which was now
many ridges away.

The clouds were the most beautiful | had ever seen. Huge,
towering cumulus in the east were snow white turning into
shell pink against a background of slate-blue sky, while in front
of them floated stringers of clouds that were almost black.
Wherever we looked — and the extraordinary smoothness
of the air and the motionless attitude of our ships gave us
ample opportunity to look — nature was painting a marvelous,
stupendous canvas for us.

It began to dawn on me that we were high — awfully high.
| edged over to Warren and shouted: '‘How high are we?" He
must have been too cold to answer; he simply held up a lot
of fingers. | thought | counted six. Six thousand feet above
the mountain — that meant close to 10,000 above sea level.
No wonder we were cold!

It was getting rather late. We headed down out over the
valley to lose altitude. Soon we were only 1,000 feet or so
above the camp. Suddenly, without any warning of bumpy air,
our variometers jumped from 1 metre per second descent to
2, then 3 metres per second climb. More than half a mile out
in front of the mountain and supposedly away from its
influence, we had caught a strong thermal. But this was unlike
any thermal either of us had ever encountered before.

We were heading straight out, and wherever we flew the air
was smooth as glass but going steadily up. Aimost before we
realized it we were back up over 5,000 feet and still climbing
at a rate of more than 500 feet per minute. It did not occur
to either of us that if we continued to ride this thermal a few
minutes longer we would break the altitude record by a margin
of probably several thousand feet.

As | looked about me | saw that the sun was well down. Dusk
was at hand and night rapidly approaching. Below us a mantle
of clouds was forming between us and our landing place. For
an instant | felt something akin to panic. What if the clouds
were right on the ground on the mountain! What if it was pitch
dark before | could get down to the valley floor! We both
started diving earthward. Up went the airspeed to 50, then 60
miles an hour. Still | wasn'tlosing any altitude. As alast resort,
| turned to those ingenious appendages the Bowlus-du Pont
engineers put on these ships - the flaps. Cranking them open
and diving at better than 50, | found | could gain on the
up-currents at better than a metre per second downwards.

Down in the valley the lights of Luray and Stanley twinkled
in the gathering darkness as | continued way out over the
valley to get around and under the clouds. As | reached their
level and looked back underneath, | breathed a sigh of relief
— they were over 1,000 feet above the ridge.

Turning about and diving steadily back to the mountain, |
saw a tiny blaze of light as a bucket of gasoline thrown on
the smudge flared up into a bonfire. Pin points of light — cars!
were driving up to help light the runway. One more turn, and
| cranked the flaps over and dived in at about 50.

Sunday, the last day of our meet, did not look like a
promising day for thermals and distance flights, for the sky
was overcast with lower scuds. Yet | took off at 8.25 and did
not come to earth again til 1.40. Warren, who took off after
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me, was up 4 hours 45 minutes. Both of us landed in the same
field at Front Royal, Virginia, 30 miles from Big Meadows.

Warren's and my soaring flights that day were chiefly in-
teresting in that we again stayed together for a good deal of
the time and utilized the lift of both the slope winds and the
clouds which were continually blowing in from the south-west
and hanging less than 1,000 feet above the mountains. Once
| saw a hawk spiralling up on a thermal and followed him.
Another time | flew right alongside a buzzard for ten minutes.
He seemed to have no fear of the great wooden bird so close
to him. | discovered the interesting fact that the ALBATROSS
I, in some respects is a more efficient soarer than the buzzard,
for | managed to climb away from him.

Unfortunately, the wind died out and it was impossible for
either of us to go any further.

[On April 3rd, 1935, Lewin Barringer made a most inter-
esting flight in the ALBATROSS II, from Mongola, near El-
lenville, N.Y. to Harrisburg, Pennsylvania, a distance of nearly
160 miles along a practically unbroken ridge. The flight lasted
from 8:30 a.m. to 3:15 p.m., and was almost entirely done by
slope-soaring. It had been carefully planned beforehand — in
fact, Mr. Barringer had made numerous aeroplane trips over
the terrain and studied the maps of the Geological Survey.
Hence his success.]

Henry Wightman

As befits a member of a university (Michigan) gliding club,
Mr. Wightman, who flew 135%2 miles in 5 hours 24 minutes
in a Bowlus-du Pont UTILITY glider on July 4th last, has
considered every detail of his flight in retrospect and given an
account of it which is of unusual interest from a scientific
aspect. It was not only the longest flight of the Competitions,
but also far exceeded anything else done on the same day,
when the only other performance of note was R. du Pont's
out-and-return flight of 18 miles each way.

The following extracts are from the pilot's report published
in the Soaring Society's Bulletin:

The whole flight was made on thermals. | took off of Harris
Hill (Elmira) into an almost west wind before the thermals
began to be very pronounced. | got into 8 or 10 thermals at
intervals of 10 to 15 minutes apart, in the company of most
of the other ships in the air, but never reached an altitude of
over 1,500 feet. At about 11:30, while | was at the south end



of the ridge, | spotted four ships at about 2,000 feet above
the take-off field. | reached the field at about 300 feet and
found a thermal still there.

At about 3,000 feet | began making smaller circles, and
found it considerably easier to stay in the thermal. At 4,000
feet | climbed right through the middle of the group of four that
| had been following. They were flying in all sorts of odd
directions that seemed to indicate that they knew something
was there, but couldn't locate it. | suspect that they were
watching their instruments and didn't see me. Merboth did see
me, and we kept together until about 5,000 feet. At that point
he appeared to find something else off to one side, but it
petered out, and | went into a small cloud about 200 feet above
him. The cloud appeared to be disintegrating before | went in,
but I climbed to about 5,500 feet in it. About five minutes after
| came out it was gone. In that cloud, and the only other two
that | went into, the rate of climb was less than it was about
500 feet below the base. There was much smoother air in the
cloud than below it.

On that particular day | could make the distance between
the clouds with a loss of altitude of about 700 to 1,000 feet.
On one occasion, when | found myself about to enter a cloud,
I shoved the nose down and flew for about 15 minutes at what
was probably over 75 miles an hour. At one point during that
time | was climbing over 10 feet per second. | ended up higher
than when | started. | could quite often fly in a straight line
under four or five clouds without appreciably losing altitude.

I had no idea where | was. Suddenly | spotted, dead ahead,
a mountain which appeared to be Storm King, on the Hudson
River. | knew that if | could reach that | would not only have
the American distance record, but would be in some of the best
soaring country that theres. It was about 40 miles away. Dead
ahead of me was an area of sky quite free of clouds except
for six in a line that extended half-way across the bad spot.
In my anxiety to reach Storm King | set out along this line
trusting to luck that | would find some way to cover the
remaining distance. When | got to the end of the line, the
Hudson River, the record and another 100 miles were in sight,
and | had to come down.

An element of excitement was added when an anti-aircraft
battery of Roman candles and skyrockets opened fire on me
from the outer defences of Middletown. They weren’t very
good shots.

Now for the mistakes in order of their occurrence:—

(1) 1 made too wide circles in thermals in the beginning of
the flight. This defect was caused, for the most part, by the
fact that | was afraid to bank, for fear of increasing my sinking
speed. | believe that that is rather a common fault.

(2) | found that, in the beginning of the flight, | had a very
strong tendency to judge my speed by the ground while
circling. As soon as | managed to stop such practice, things
became much easier.

Warren E. Eaton’s Albatross, the FALCON, on tow at Harris
Hill, 1934,

(3) |stayed with each cloud too long in the beginning. | could
have cut off possibly as much as an hour from my time if |
hadn’t waited when | didn't need to.

(4) | didn't wear enough warm clothes.

| found that most of the time the lift under a cloud did not
extend vertically downward but sloped ahead of the cloud
down wind at an angle of about 20 degrees to the vertical.
As | rose, | kept losing the lift while travelling down wind, and
on the down-wind side of the circle. | would find the centre
again by travelling straight up wind again, and then continuing
the circle about 75 to 100 yards up-wind from where | had lost
the lift. At about 4,000 feet | would find myself under the front
edge of a cloud that | had passed at a low altitude and found
no lift. Very close to the base of the cloud | would find the lift
directly under the middle. At 1,000 feet or so below the base
the lift appeared to be under the down-wind side of the cloud.
| noticed some weak downdrafts on the opposite side of the
cloud to the lift, but they were not strong enough to make it
necessary to go around them.

The main thing that | should have noticed and didn't until
it was too late was that all the clouds formed over rough and
hilly country. When | got to Middletown, where the country is
very flat, there were no more clouds. | was born and have lived
a large part of my life in the same section where | landed and
I have noticed, even before | knew anything about soaring, that
the sky would be clear over me while all around there were
cumulus clouds. | have since discovered that on good soaring
days the sky will be clear 50 to 75 per cent of the time over
the flat ground, while the surrounding clouds are over the hilly
country that surrounds the flat section. However, every now
and then the sky will fill up with clouds that last for one-half
to one hour. Meanwhile the clouds over rough ground have
not changed their character. The more wind there is the more
pronounced is this effect.

It appears to me that the turbulence of the air over the hills
is continually throwing warm air from the ground to a con-
siderable height, where the temperature difference is enough
to start rising currents, while on flat ground it is necessary for
the ground to heat the air to a greater extent before it starts
to rise. Then it all goes up and its place is taken by cool air
which must wait to be heated. Hence the periodic nature of
cumulus over flat ground, and their continual existence over
rough ground.

With all of this in mind, | could have gone around the
stagnant area either by thermals or by ridge soaring, or waited
for the clouds to form where | wanted to go. They did form
15 minutes after | landed and kept it up periodically until 10:30
at night, while | sat under the wing of the ship and watched
them go towards a new record.

(To be concluded with accounts of flights by Emerson
Mehlhose and Chester Decker.)

(ED. Has anyone a copy of the completion of the account?)

Martin Schempp with the HAWK — 1933.

























































