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Editorial 
PERHAPS A SUITABLE WAY to introduce this issue is bv dr, 
attention to the information which appears on ;ubsc 
pages concern ing the latest flo atp lane type to bt, P"O 
in the United Kingdom. 

The primary points co ncern ing the appearance ° 
new floatplane are that i t was co nverted from a land 
by means of a specially des igned modification kit, anl 
it has afforded an opportunity for various pLlots io 
li ght floatplane for t he first time. These piloi s are 
\'idua lly fu ll of prai se for the p lane, and the ease 
which it can be handl ed on and off the water. Il at 
si mplicity and safety are so pronounced that there is vi!'i 
li ttle that can be written on the subjed, even though 
is naturally a cel'tain a mount of doubtful aniicir 
before t he plane is handled for the first time. 

What a pity it is that these islands are void of 
floai-planes, while some other countries are able, tl 

because of their suitable topography, to take full <llh'a 
of this pleasant form of fly ing , There can be 110 

that light Iloatplanes wou ld be most popular hc!'c a 
pilots and passengers a like if opportunities for thei r 
could be made avai lable. 

The Press is most welcome to utilise subject matter from the 
Aircraft NelliS in whatever manner it may desire with or 
without acknowled gemeot. The Editor will also be pleased 
to be advised of any item s su itab le for inclusion in a future 
issue, and to receive photographs of Austers and th ose 
who Ay in them. 
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Editorial 
PE R HAPS A SUITABLE WAY to introduce this issue is by drawing 
attention to t he information wh ich appears on subsequent 
pages con cern ing the latest floatp lane type to be produced 
in the Unif:ed Kingdom. 

The primary points concerning the appeara nce of the 
new fl oatplane are that if: was converted from a landplan e 
by means of a specially designed modifi cation kit, a nd that 
it has afforded an opportunity for various pilots to R.y a 
li ght Roatplane for thc first time. These pilots are indi
vidually full of praise for th e plane, and the ease with 
which it can be handled on and off the water. H andling 
simpli city and safety al'e so pronoun ced tha f: f: here is virt ua lly 
li ttle t hat can bc written on the subject, even though therc 
is naturally a certa in amou nt oE doubtfu l antic ipation 
be/ore t he plane is handled fOI' the first tim c . 

What a pity it is tha t these islands are void of li ght 
Hoatplanes, 'while some other counf:ries are abl e, ma inly 
because of the ir suitable topography, to take full advantage 
of t hi s pleasant form of flyin g. There can be no doubt 
that light lloatplanes would be most popular he re among 
pilots and passengers alike if opportunities for their llying 
could be made available. 

The Press is most welcome to utili se subject matter from the 
Aircraft Ne ws in whatever manner it may desire with or 
without acknowledgement. The Editor wi ll a lso be pleased 
to be advised of any items suita ble for inclusion in a future 
issue, a nd to receive photographs of Austers a nd those 
who fly in them. 
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Making and Flying Floatplanes 
REGULAR READERS OF THIS MAGAZINE will be well aware that 
in the past floats have been fitted 1:0 various Austers, the 
most notable of these being the lYlk. 5 in the Falkland 
Islands and the Mk. 6 in the ~eell Maud Land venl:ures 
last year. During the last month another floatplane has 
successfully passed its flying trials at Beaumaris, Anglesey; 
this time it is the Auster J.5. There is, however, one 
difference between this and the previous floatplanes ........ . 
a greater number of impartial pilots have been privileged 
to fly the J.5. Included among these were some who had 
never previously flown a flo atplane, and it is significant 

that everyone agreed that thc Hoatplane was as easy (if 
not easier) to handle as all Auster landplalle, ami that after 
the initial feeling of doubtful anticipation was replaced by 
confidence, it even appeared safer. 

The purpose of the trials was to test a Boal: modification 
kit, two of which have been ordered by the New Zealand 
Government for fitment to T.:'). aircraft operating in New 

.Zealand and the Fiji Islands. The kit comprises everything 
necessary to effect the changeover from the landplane, and 
this is a straightforward job needing no welding or special 
equipment. It can be similarly fitted to the ACTOCAR or 
AIGLET, though on the latter aircraft the absence of an 
engine starter would necessitate a sfa rting technique 
simi lar to that evolved for the Auster Mk. :5. 
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Those readel'S with a memory for registration I( 
will recollect that Boatplan e G-AJYL was equipped 
landplane crop-dusting aircraft for some months; it 
in fact at the S.B.A.C. show at Farnborough last ye 
that role, and may even be seen again as such afte 
floats have been removed for dispatch to New Zcalan 

Perhaps one of the best ways to quote impartial op 
of the floatplane is to repeat the words w hich have appl 
in The AeropLane and FLight, and these are reproduced 
with, with full and due acknowledgement to the 
journals concerned. 

Flying the Auster Floatplane 
By DEREK D. DEMPSTER 


(ReprOduced by courteJy of "The AeropLane") 


On the North American co ntinent and especial 
Canada, where innumerabl e lakes make idea l alig 
~tnps, the floatplane cam e into its own many year, 
lD the hands of the bush pilot who is still, and perhap~ 
always be, the mainstay of communications ill the I 
woods. Most high-wing aircraft there have, at one 
or another, been adapted for float work. 

In this country, however, the floatplane, as opposed f 
larger flying-boat and the amphibian, has been virt 
extinct since before the War. But in the past two; 
Austers have had I:he opportunity of restoring it to lif 
, This was mainly due to the need for an Auster float] 
tor the Falkland Islands Dependencies rescue of Dlill'C 

scientists on Stonington Island in 194-9, and the rleeisi, 
the R.A.F. Antarctic Flight, under the command of ~ 
Ldr. G. B . Walford, to use the Auster on the A 
Scandinavian expedition to ~een lY1aude Land or 
GOO-ton sealel' ;\TordeL, as it appeared to satisfy a ll nece 
requ irements . (Some details of the Antarctic Flight 
given in The AeropLane for D ecember 1, 1950) . 

.u~ to that time Austers had had little or no experiell 
budding floats and they set about designing and bui 
them from scratch. Despite their lack of experienl 
this speciali sed fteld the results were most sueee: 
The aircraft used by the Falkland Islands Depende 
was fitted with Edo floats. 
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king and Flying Floatplanes 
AH HEADERS OF THIS MAGAZINE will be wdl aware that 
~ l.'ast floats have been fitted to various Austel's, the 
notable of these being the Mk, 5 in the Falkland 

:Is and the Mk 6 in the Q.yeen M aud Land ventures 
lear. During the last month another floatplane has 
ssfully passed its flying trials at Beaumaris, Anglese;y ; 
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Those readers with a memory for registration letters 
will recollect that floatplane G-AJYL was equipped as a 
landplane crop-dusting ai rcraft for so me months; it was 
in fact at the S.B.A.C. show at Farnborough last year in 
that role, and may even be seen aga in as such after the 
floats have been removed for di spatch to New Zealand. 

Perhaps one of the best ways to quote impartial opinion 
of the floatplane is to repeat the word s which have appeared 
in Tbe Aeroplane and Flir;hl, and these are reproduced here
with, with full a nd due ackno'wledgement to the two 
journals concerned. 

Flying the Auster Floatplane 
By DEREK D. DEMPST8R 

(Reprod/lced by cOllrtedY of "Tbe A eroplane") 

On the North American continent a nd especially in 
Canada, where innumerable lakes make ideal alighting 
strips, the J10atpla ne came into its own many years ago 
in the hands of the bush pilot who is still, and perhaps will 
always be, the main stay of com munications in the back
woods. Most high-wing aircraft there have, at one time 
or another, been adapted for noat work. 

In this country, however, the floatplane, as opposed to the 
larger flying-boat and the amphibia n, has been virtually 
extinct since before the vVa r. But in the past two years 
Austers have had the opportunity o f restoring it to life. 

This was mainly due to the need for an Auster floatplane 
for the Falkland Islands Dependencies rescue of marooned 
scientists on Stoningto n I sland in 1949, a nd the decision of 
the R.A .F . Antarctic Flight, under the command of Sqdn. 
Ldr. G. B. Walford, to use the Auster on the Anglo
Scandinavian expedition to Qyeen Maude Land on the 
600-ton sealer NorJel , as it a ppeared to satisfy all necessary 
requirements. (Some deta il s of the Antarctic Flight were 
given in Tbe Aeroplane for December 1, ] 950). 

Up to that time Austers had ha d littl e or no experience of 
building floats and they set about designing and building 
them from scratch. D espite their lack of experience in 
this specialised fi eld the resu lts were most successful. 
The aircraft used by the Falkland I sla nds D ependencies 
was fitted with Edo floats. 
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Since then the New Zealand Government has ordered two 
sets of Auster-designed floats, for two of the six Scries J.;5 
Auster s now operating on forest ry patrols, fire spoHing and 
"ariotls other genera l du ties in New Z ea land . One of the 
sets of floats was fitted to the Auster t hat I flew at Beau
maris, Anglesey, last week, w here the aircraft is undergoing 
manufactu rer 's and A.R .B. trials. 

From a personal point of view, the opportunity of flying a 
Roatplane co uld not be mi ssed. Never having flo w n an 
ai rcraft off the water, the Right promised to be loaded with 
new experiences and new ha ndling techniques, but in point 

The f/oolp /one being ta/(el7 dowlI Ihe s/ip"'o" <) 1/ irs beachillg 11'011<,),.\ 

of fact the anticipa tioll was unfounded, for it seemed to be 
just as casy to fly off the water as it is ofF lerra firma. The 
only real diffe rence enco untered was in ha ndl ing the air
craft on the water itself, but a ft er a few minutes' p ractice, 
eve n t his tUl'ned out to be quite easy. 

vVith t he excep tion of one or two minor structura l 
c ha nges necessary to strengthen t he ex is(-i ng fuselage, the 
incorporation of a lat'ger fll1 a nd rudder (AIGLET and At:TOCAH 

type) and t he introduction of new llttings, s uch as a stabili ser 
fin and water rud der controls, t he aircraft for t he float 
trials is a standard Series J.ii Austc l' p owered by a 130 

4 

b.h.p. Gipsy Major I engine. T he larger fin and rlld 
already fitted to the AI"LET a nd the AUTOCAR as sta 
equip ment, w hi ch, If it is so desired, makes the adap 
of t hese two types of a ircraft as floatplanes a compa ra 
simple operation, as practically al l the fittings are I 
on to existing parts. 

Once a certain amount of loca l stre ngthening has 
done, a n Auster can be changed from landplane to float 
and back again, dep ending on the demands of the occ, 
with cons iderable facility. The floats themsclve1 
built of aluminium alloy and are 17-ft. 4- ins. in I 
without the rudders, which are 12-ins. long. They 
seve n screw-down insp ection hatches, fitted with s 
rubber water-tight washers, fo r the seven compart 
that go to make up the float. 1\1ushroom-head rivet 
used throughout; this must set up a considerable al 
of water drag, which co uld well be dispensed with. 

Total weight of the two floats and t heir access 
complete with struts, is 360 lb. Thus, as the n 
Auster undercarriage weighs 70 lb ., there is a n inere, 
a lighting gea r weight of 290 lb . 

Water rudders, spring mounted to lower automat 
when the cockpi t contro l is released, are actuate 
cables running fr om the a ir rudder. In this circui 
sp rings which allow coarse usc of the a ir ruddel' S 

this be necessary in fa irly strong w inds. 
What ha ndling wou ld be like under these conditi o 

difficu lt to say as there was only a light breeze blowing 
I flew the a ircraft, but I should imagine it would n 
very easy as t here is nothing like a brake to check we" 
cock ing, a lt hough the water rudders a re ve l'y cfre 
Visibility is sim ilar to t hat fro m the la ndpla nc ve 
except when at a sta nd sb ll, when the lowered nose 
car-like v ision forwards. 

At low r.p .m. in reaso nably ca lm water the a il 
ca n be made to turn on an imaginary ax is running th 
the wi ng tip. At higher r.p.m.-l,400-the rad ius of 
increases to a bout 25 to 30 ft. 

Drill before t a ke-off is th e sa me as for the norma l A 
but t he water rudders must be retracted. The rct-ra 
control is so remarkably simple that nothing can go 'V 

with it and is designed for cheapn ess a nd quick install, 
As soon as the throttle is opened f ully fO l' ta ke-off 
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ncc (hen the New Z ealand Governlllent has ordered two 
of Auster-designed floats, for two of the six Series J.5 
ers now operating on forestry pab'ols, lire spotting and 
IUS other general duti es in New Zealand. One of the 
of float.s was fitted to the Auster that I flew at Beau
>, Anglesey, last w eek, where the aircraft is undergoi ng 
Ifadurcr's and A.R.B. b'ials. 
'om a personal point of view, the opportunity of flying a 
Jlane could not be missed. Never having flown an 
aft off the water, the flight promised to be loaded with 
expel'icnccs and new ha ndling techniques, but in point 

'.fi0oll'll/lle he ill/{ I({ken down Ih e slipwUl' all ils bea ch ing trolleys 

d the anticipa tion \Vas unfounded, for it seemed to be 
LS cas,\' to fly off the water as it is ofE Icrraf/.rm a. The 
real dilTcl'encc encounter ed was in handling the air
on the watel' itself, but after a few minutes' practice, 
this tumed out to be quite easy . . 
itch the exception of one or two minor structural 
~es uc:ccssa l''y t o stl'engthen the existing fuselage, the 
pomtion of a large r fin a nd I'udde r (AIGLET and AUTOCAR 

and the introdudion of new fittings, such as a stabiliser 
nd waler I'udder conb:ols, thc ail'craft fo r the flo a t 
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b.h.p. Gipsy Major I engine. The larger fin and rudder is 
already fitted to the AI Gl.ET and the AUTOCAR as sta ndard 
equipment, w h ich, if it is so de sired, makes the adaptation 
of these two types of a ircraft as floatplanes a compara tively 
simple operation, as practically all the fittings al'e bolted 
on to existing parts. 

Once a certain amount of local strengthening has been 
done, an Auste r can be changed from landpla ne to floatplane 
and back again, depending on the demands of the occasion, 
with considerable facility. The floats themselves are 
built of aluminium a lloy and are 1.7-ft. -.i-ins. in length 
without the r udd el's , w hich are 12-ins. long. T hey have 
seven screw-down in spection hatches, fitted w ith sorbo
rubber w ater-tight washe rs, for the seven compartments 
that go to ma k e up the float. l'1ushroom-head rivetjng is 
used throughout; this must set up a co ns ide ra ble amount 
of water drag, which could well be dispensed w ith. 

Total we ight of the two floats and t he ir accessories, 
complete with stru ts , is :360 lb. Thus, as the normal 
Auster undercarriage weighs 70 lb., there is an incr ease in 
alighting gear weight of 290 lb. 

Water r udd ers, spring mounted to lower a utomatically 
when the cockpit control is released, are actuated by 
cables r unning fro m the air rudder . In this circuit are 
springs w hich a ll ow coarse use of the air J'uddel' should 
thi s be necessary in fairly strong wind s. 

vVhat ha ndling would be like und e r these conditions is 
difficult to say as there was only a light breeze blowing w hen 
I fl ew the ai rcraft, but I should imagi ne it would not be 
very easy as (-here is nothing like a bra ke to check weather
cocking', a lthoug h the water rudders are very e ffective. 
Visibili ty is similar to that from the landp lane ve l'sion, 
except when at a standstill, '"vhen the lowered nose giyes 
car-like vis ion forwards. 

At low r.p.m. in reasonably calm water th e aircraft 
can be made to tUrn on an imaginary ax is running through 
the wing tip . At higher r.p.m.-l,400-the rad ius of turn 
increases to a b out 25 to :30 ft. 

Drill before take-off is the same as for the normal Auster, 
but the water rudders must be retracted. Th e retraction 
control is so remarkably simple that nothing ca n go wrong 
with it and is designed for cheapness a nd quick insta llation. 
As soon as t he t1H'ottle is opened fully for take-off, the 
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rudder becomes .effective. A cce lerati on, espe cially through 
~~oppy water, IS s low, but fo llowing a lapse of between 
3:) and 40. seconds and a run of approximatcly .(;')() yards 
dut'lng whlch the aircraft, the fl oats and the occupants are 
subj ected to som e fairly hard buffeting, the a ircraft becomes 
airborn e . The ca lmer the sea or lal,e, the shorte r the 
take-o ff run, as a ny waves or s·well , however smail, will 
he lp to slow down the seaplane. 

Best take-oil time made so far durin g the trial s has been 
27 se conds. The longes t run has taken 5:3 seconds. 

One of the most fa sci nating things to watch on a watcr 
take-off is the ever-increasi ng bo w wave of whatever Roat 
y ou happen t~ be watching and the wa ke and spray thrown 
up as speed IS gathered. The spray just clears the tail
plane of t he Auster by a few inches. 

Once the aircraft is in t he air the impression is gain ed 
that the cl imb is labo ured in the extreme and t hat littl e 
p rogress i~ being made at all. But this is only an impress ion 
gathered III the first mom en ts of fli ght, and can be refuted 
by the fact that the ai rcraft has a rate of climb of about 
-100 ft. per minute at 60 m.p.h. 

A more powerful engine would make all the difference to 
t he performance giving a better rate of climb and a shorter 
take-off r u.n . A more powerfu l Gipsy, the 155 b.h.p . 
Clr~us Major, or, better still, t he 185 b.h .p. Cirt'u~ Bom
bad leI', would seem to be very suitable in this directi on . 

Handling in t he air differs not at a ll from the handling of 
the landplane vers ion, and the flying characteri stics in 
general are identical. Directional stability, however, is 
greater tha n on the AUTOCRAT and comparable with that of 
t he AIGLET. Thi s is accounted for by t he larger fin and 
rudder and t he addi tio nal stabiliseI' fin which has been 
mounted beneath the fuselage . 

Stalling presents no difficulty at a ll even thouuh there are 
two relatively massive floats hanging beneath the ai rcraft . 
v.:ith the flaps retracted the stall occurs at 40 m.p.h., and 
wl th the fl aps fully lowered, at 32 m.p.h. 

Perform a nce is s lightly reduced and at 2,200 lb. -the 
weight at which I was flying-the cruising speed, with an 
r.p.m., setting of 2,050, was 95 m.p.h., or a bout 10 m.p.h. 
sl.ower than the land vers ion. A noticeabl e point in level 
flIght was that t he nose had to be held slightly higher than 
on the la ndplan e, otherwise the aircraft lost height. 
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The approach to land-or to be more str ictlv co,''' 
alight-is made at S:") m.p.h. with t he flap s i~ (he I 
position and (he throttle set to give 1,200 r .p.m. Th 
,s normal, a nd the subsequent flare-out for touch-dow, 
conventional. r nstead, however , of dra win !!: (he 
right bach as if for a three-point landing, it is ];osi(io 
give (he ailii-ude of a ta il-down "wheel er." 

S peed lost, the aircraft drops into the water ""i(h iI 

loud smCl ck and slight jo lt, pulling up in a maUl'" of 
] ;)0 yards. The p ull-up is perhaps the most impressi\ 
of (-h e a li ghting as it seems to be d one without crro 
without that awful sensation of stra inin o a( the 
O espite the hard buffeting, it is gentle . b 

When flying a flo a tplane, or any other a inTafi (ho 
water as a medium for launching itself into the a, 
getting back to ground level, there are, of course, 
alighting techniq ues to be learnt. For example, (he 
days of flat calm when it is impossible to tell where th e 
level is, and it is necessary to make "mirage" landings 

For these, 111 the Auster Iloatplane, t he approach is 
at 15 m.p .h . with a t h,'ottle setting to give behveen 
a nd 1,:;00 r.p.m., or a higher cp.m. if necessa ry, J epl 
on (he rate of descent required. The result is th. 
airc,'aft hits !-he water fair ly gently despite the difli cul 
couI~tered by the pilot in judgi ng hi s height beforehand 

It the approach fo r a "mirage" la nding is made 
m.p.h. in the Auster, it is more than likely that th e nm 
be too low, a nd the excess speed will tend to make it bOlln 

In conclusion, the fl ying characteristics of the Auster 
plane a rt' s uch that anyone familiar with any of (h( 
pla ne variants can, witho ut any insb'uction, 'except 
spec ia lised art of "watermanship," handle it wifh 
rndi~' icluals who have never before flown a fl oatplan 
cludll1g myself, have been impressed by the si milar 
handling tha t exists between it and the landplane 
among the notable pilots who fl ew without previol 
struction were Sqdn. Ldr. Walford and Fit. Lt. TudO! 
sailed with t he Anglo-S candinavian Exped ition t 
Antarctic last year. 

l!nfortu nately, we have few lakes a nd suitable sp 
w hlch to use the floatplane in this country, othel'\\ 
would be ideal for the angl er, a nxious to seclude him! 
the centre of some vast lake. 
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er becomes effective. Acceleratioll, especiall'y through 
py wateJ', is slow, but following 11 lapse of between 
nO '10 seconds and a run of approxim ate ly -150 yards 
Ig which the a ircraft, the floats a nd the occupants are 
:dec! to some fairly ha rd buffeting, the clircraft becomes 
lI'ne. The calm er t he sea or lake, the shorter t he 
'off J'un , as any waves or swell, however small, will 
to slow down the seapla ne . 
ist fake-off time made so far during the tria ls has been 
Iconds. The longest run has taken 55 seconds. 
~e of the most fascinating things to watch on a water 
olT is tbc eve r-increasing bow wave of whatevel' Roat 
)appen to be watching and the wake and spray thrown 
s speed is gathered. The spray just clears the tail
: of fh e Auster by a few inches. 
ce the aircraft is in t he air the impression is ga ined 

fh e climb is la boUl'ed in the extreme and t hat little 
'css is beiJlg ma de at al l. But thi s is only a n impress ion 
;l'cd in th e first moments of Ri ght, a nd ca n be refuted 
Ie Fact that the aircraft has a l'ate of climb of abo ut 
t. pcr minute at 60 m.p .h . 
mOI'e powerful engine would make a ll the difference to 
erfol'mance giving a better rate of clim b a nd a shorter 
off J'un. A more powerful Gipsy, the 155 b.h.p. 
IS j\ 'L1jOJ' , or, better sti ll, the 185 b.h.p. Cirru. Bom
I', "vould seem to be very s uitable in this direction. 
Lndling in the air differs not at a ll from the hand ling of 
andplane version, a nd the Hying characteristics in 
al arc identical. Directional stabi li ty, however, is 
cr than on the AUTOCRAT and comparable w it h t hat of 
I GU~T. This is accounted for by the la rger fin a nd 
rand fh e additional stabi li ser fin w hi ch has been 
ted beneath the fuselage. 
Illing presents n o diHicu lty at a ll even though there are 
'datively mass ive floats hanging beneath the a ircraft. 
the flaps J'etracted the stall occurs at 40 m.p .h., a nd 

the flap s fuJly lowcred, at 32 m.p.h. 
formance is slightly reduced and at 2,200 lb. -the 
-t at which 1 was fl ying-the crui sing speed, with an 
, setting of 2,050, was 9£5 m.p .h., or about 10 m.p.h. 
r than fhe land version. A noti cea ble point in leve l 
was that ihe nose had to be held s li ghtly high er than 

landpla nc, otherwise the aircraft lost height. 
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The appI'oach to land-or to be more stri ctly cOITect, to 
alight-is made at 55 m.p.h. with t he flaps in t he la nding 
pos it ion a nd the throttle set to give 1,200 r.p.m . The glide 
is norma l, a nd the su bseq uent flare-ou t for touch-down quite 
conventional. Instea d, however, of drawing the stick 
J'igh{ ba ch as if for a three-point la nding, it is positio ned to 
give fhe a Ui t ud c of a tail-down " w heele r." 
~ Spced lost , the a ircraft drops into the wafer wi t h a fa idy 
loud smack and s light jo lt, pulling up in a matter or 100 to 
1;')0 yards . The pull-up is perhaps the most impressive part 
of the al ighting as it seems to be d one withou t eFfort and 
withou t t hat awful sensation of sb'a ining at the leash. 
Despite the ha rd buffeting, it is ge nt le. 

When fly ing a floatplane, or any other aircraft t hat uses 
water as a medium fo r lau nching itself into th e air and 
getting back to ground level, there are, of course, ot her 
alighting techniques to be lea mt. F or example, t here are 
days of Rat calm when it is impossible to tell where the water 
le vel is, and it is necessaJ'y to ma ke "mirage" landings. 

For these , in the Auster {loatplane, the approach is made 
at l :i m.p.h. with a thJ'ottle setting to give between 1,400 
and 1, 500 r .p, m., or a higher r.p.m. if necessary, depending 
on {,he rate of descent required. The result is that the 
aircraft hiis the water fairly gently d espite the d iFr,culty en
counte red by the p ilo t in judging hi s he ight beforehand. 

If the a pproa ch for a "mirage" la nding is ma d e at 50 
m.p .h. in {he Auster, it is more than like ly that the nose will 
be too low, a nd the excess speed will tend to make it bounce off. 

In co nclusion, the {lying characteristics of the Auster Dc a t
plane arc such that anyone famili ar w ith any of the land 
plane vClJ'iants can, withou t any instruction, except in the 
specialised a rt of " watel'manship," ha ndle it w ith case. 
Indiv idua ls who have never befor e flown a fl oatpla ne, in
cluding myself, have been impressed by the sim ilarity in 
handling t hat exists between it and the landp lane, and 
among the no ta ble pilots who fl ew without peevious in
struction we re Sqdn . L dr. WalfoJ'd and Fit. Lt. Tudor, who 
sailed with t he Anglo-Scandinavian Expedition to t he 
Antarctic last year. 

Unfortunately, we have few lakes and suitable spots in 
which to use the fl oatp la ne in this country, otherwise it 
would be ideal for the angier , an xio us to seclude him self in 
the cen tre of some vast lake. 
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Aquatic Auster 
(E::clractJ witb acknowledgement to "Pli9M") 

......... As can be seen from the accompanying photographs, 
the flo ats are large and sturdy; they are a lso of high hydro
dynamic efficiency. Two mooring cleats are fitted on the 
forward ends. The only change in the cockpit consists of 
a pull-up cable, fitted below the throttle quadrant, for 
low ering the water-rudders. These are, of course, re
tracted for take-off and landing and, to avoid damage, 
bcfol'e the f10atplane is hauled on to the s lipway . Once 
the initial strengthening details have been completed, the j. 
Auster is quickly convertible from f]oa(:plane to landplane 
or Vice-verda. r: 

Its flying chal'actcristics al'C especially viceless. Though, 
of course, it would be folly to attempt to operate such a 

light craft in really rough water, the Auster f10atplanc 
can take a surprisi~g amount of punishment. On opening 
the throttlc the machine can almost immediatelv be eased on 
to the step. Once off the water the aircraft\andles with leasc and lightness characteristic of a ll other members of 
the Austcr family. The only noticeable difference is that the 
rate of climb and maximum cruising speed (90 m.p.h.) are a 
little s lower than that in the landplan e versions. Stalls, 
whether with power on or off, are all quite stra ightforward 
and free from any tendency to be followed by a spin. 
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With water-rudders lowered taxying is s imple, • 
aircraft responds to a touch of throttle . Rudder 
sensitive, and manceuvl'ing close -in- shore is quite saf 

A long-range tank which can be fitted to t he un 
of the fuse lage is not subject to the water-bufFeting, 
float bow-waves move back quickly and in any ca 
to be fairly Jlat. 

BRIEF PERFORMANCE 

At a weiqht of 2300 lb.}. (eqlli"l7lclIl 10 carryill.1 lhl'ee 


10 m.p.b. w/nri ('( 


Take-off time "8 secane 

Take-off distance M)O vard~ 


Landing run 1;)0 ;'a rcl~ 


Sllll ail' Cl 

Initial rate of climbing 37;) ft. p . 
Service ceiling . 7, GOO ft. 
Cruising speed (2050 r.p.m.) 91 m.p.h. 

all' SI 
Maximum speed J 02 Ill.p.h 

i\ll' SP' 
Stalling spccd (flaps down) 32 m.p.h. 
Range 2GO miles 

AFTERTHOUGHT 

One pilot, after flying thc floatplane, said, 
bother to tell people the best way to 'ditch' an 
Just tell them to fit floats." This I'ders, of co u,'sc, 
month's Editorial. 

Seryice Bulletins 
THERE ARE NO AUSTER DEVELOPl'lENlS to announce $11 

issue of Bulletin No. 18 in last month's A/rem/I N, 
the following amendment relates to Bulletin N o. Il 

In the Remarks against Mod. No. 144, under J>, 
.71od'jicationd, include 5 in the Austel' Marks (0 wh 
Mod. applies and amend reference to ]Viod. I prJ ( 
Mod. ] 59. 
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With water-rudders lowered taxying is simple, and theltiC Auster 
aircraft responds to a touch of thro ttle , Rudder als o is 

lC/.1 with acklZowLer~l}emenl /0 "FLigbt") sensitive, and manccuv ri ng close in-shore is quite safe. 

.. As can be seen from the accompanying photographs, A long-range tank whi ch can be fitted to the underside 

,ats arc large and sturdy; they are also of high hy d,'o of the fuselage is not subj ect to the water-buffeting, as the 

'lie cfliciency. Two mooring cleats are fitted on the float bow-waves move back qui ckly and in any case tend 

I'd ends. The only change in the cockpit consists of to be fairly fl at , 

I-up ca ble, fitted below the throttle quadrant, for 

ing the water-rudders . These are , of course, re BRIEF PERFORMAN CE 

d FOI' take-off and la nding and, to a void damage, 
 At a we<qbt 0/ 2300 LIM. (eqll{r'oLL'II/ 10 ca rrying tiJree peopLe)
, th e floatplane is hauled on to the slipway. Once 

10 m.p.b. wil1() cOIlJili r)Jl ,,I ,iLial strengthening d eta ils have been completed, the 1\ 

r is qui ckly convertible from floatplane to la ndplane Take-off time 48 seconds 

:-i)e/'Ml. Take-off di stance ,190 yards. 


'I Landing run 150 yard s flying characteristics al'e especia lly viceless. Though, 

II'SC, it would b e folly to attempt to operate such a SliLL ail' conditio!l.J 


Initi a l rate of climbing :373 ft. p.m. 
Servi ce ce iling 7,500 ft. 
Cruising speed (2050 r.p.m.) 91 m.p.h. (true 

a ir speed 
Maximum speed 102 m.p .h. (true 

air speed) 
S ta lling speed (fl aps dow n) 32 m.p.h. I.A.S. 
Range 260 miles 

AFTERTHOUGHT 

One pilot, after flying the floa tplane, said, " Don't 
bother to t ell people the best way to 'ditch' an Auste r. 
Ju st tell them to tit floats." This refers, of course, to last 
month's Editoria l. 

:ra[{ in really rough water, the Auster floatplane 
ke a sUl'Jwising amount of punishment. On opening Service Bulletins 
'oUk (he machine can almost immediately be cased on 

THEilE ARE NO AUSTER DEVELOPHENTS to announce s ince thestep. O nce off the water the aircraft handles w ith t issue of Bull etin N o. 18 in last month' s Aircraft Newd, but!TId lighLness characteristic of a ll other member s o f 
the following a mendment relates to Bulletin No. 18 : sier family . The only noticeable di[·:f'ercnce is that the 

f' climb and maximum cruising speed (90 m.p.h.) are a In the Remarks aga inst Mod. No. 144, under BOJen/ial 
;lowe r than that in the landplane versions, Stalls, "Ho Jijica/io I1J, include 5 in the Austel' M arks to which the 
~'r wjt.h power on or off, are all quite straightforward l'\1.ol applies and amend reference to Mod . 195 to read 
~c from any tendency to be followed by a sp in. Mod. ] 59. 
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Spraying from Fixed-Wing Aircraft 
is Effective 
fOR THO SB PEOPLE interested in crop sprayi ng there are thl'ee 
choices r ega l'ding the method of app li cation, Of these th e 
pros and cons of spraying by gl'ound equipm cnt are already 
w e ll known. and aerial spray ing by heli copter is becoming 
equally we ll known. if only because of the expense involved , 
The third form of app lication. from the air by flxed-wing 
aircraft. has until now involved considerat ions in costs 
and effectiveness w hi ch ha ve led to co ntroversy in its 
co mparison with the othel' two met hods, 

It is now possible to sta te that so fal' a s spraying fro m 
Austel' flxed-win g light aircraft is concerned an extensive 
period of t ests, experimentati on and actual operational 
work has recently been conc luded. with the l'esults having 
proved t hat this ai,'cra ft and the uniqu e spl'aying equipme nt 
with whi ch they are fltted are complete ly s uccessful for 
sp raying, The costs are far be low t hose of the heli copter. 
a nd fOl' all but the very small individual acreages they are 
even lower than those for gro und machinery, 

If, can also be claim ed without dispute that so far as 
can be determined. the Auster with thi s sp ray ing equipment 
is super ior to a ll other equipment a vaila ble to-day. even in 
Ameri ca, where crop sp raying is very exte nsively used , 

The most impo rtant part of the actual operational wode 
was effected in the Suda n throug h October and N ovember of 
last year. w hen three Auster ATGLET spl'aying aircraft 
owned by ,M essrs, Aerial Spl'aying Contra ctors Ltd, of 
Boston. Lincolnshil'e, were flown out to Khartoum, Con
ditions in the Sudan are very trying for aerial spraying; 
the clim ate is thoroughly testing for contin uo us operation 
of aircraft and personne l alike. and the natural hazards 
are num erous and difficult, A s a point of interest t hi s 
3.200 mil e journey was compl eted wi thou t mishap in 84 
flyin g hours s pread over 10 days, 

Th e purpose of this flight wa's to und e rtake t he spraying 
of 17.000 acres of cotton aga inst cotton jassid. a pest 
w hich is difficult to control. s ince the effective spraying 
pel' iod is short and the insect lives and fee ds entire ly on 
th e undersi de of the l eaves, It is significa nt to m en tion 
t his last point. since in t he past doubt has been expressed 
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One of the AigJets anivil1g at Khartoul1I Airport 0 1/ the (liltward 

in some quarters a s to th e ability of the sp ,'ay froT 
w ing aircraft to reach the underside of the f'oJjagc, 
so -called fa ll acy can now be rul ed out s ince cvidenc 
effectiveness of t he spraying has been proved bey on 
to the e nto mologists who were detai led to CXiHOI 

report o n the resu lts obtained , 
The 17.000 acres were w idely spread a long bot 

of the White Nile. about 100 miles south of Kh 
ove r a distl'ict of 120 miles. in plots varyi ng f, 'om :l 
to 3,000 acres , These a l'eas in turn co ns isted 0 

val'ying in s ize from five aCl'es to 200 acres. thc 
being 7:5 acres, The average area covered duril 
spraying hou r was about 70 acres . the deposit 
between two to fo ur gallons of l iqu id . w hich was 
from a height val'ying betwee n six and fiftee n fed, de] 
on climati c factors . 

The operational patte rn was ananged on a ll 0: 

s tyle . and a centra l ai,' strip was used thl'ough out a 
for the aircra ft , There the aircraft wer e hangarc 
ni ght a nd accommodati on a nd main tenance faci li('it 
centra lised, The a ircraft fl e w out each Illoming 
improvised landing strip as close to t he area (0 be 
as possible. which varied from a few hUlltl,'ccl y, 
eight miles; a n average being two miles, 

The landing strips were not limited in s ize. I 
surfaces varied from very smooth to ve l',)' rough. 
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ying from Fixed-Wing Aircrait 
ective 
)SE PEOPLe intel'ested in crop spraying' thel'e are three 
; regarding the method of appli ca tion. Of these the 
ld cons of spraying by ground equipment al'e already 
flown, and aer ial spra'ying by helicopter is becoming 

well known, if onl'y because of the expense involved. 
ird Fonn of a ppli ca tion, from the air by fixed-wing 
t, has until now in volved considerations in costs 
Tediveness which have led to controversy in its 
rison with the other two methods . 

now possible to state that so far as spraying from 
fixed-win g light aircraft is concerned a n extensive 
or tests, ex perimentation and actual operational 

las recently been concluded, with the I'es ults having 
t.hat ihis aircra ft and the uniq ue s praying' equipment 

\Thich (hey are fitted are completely successful for 
Ig, The costs are far below those of the heli copter , 
, all but the very small individual acreages they are 
mrcr than those for ground machinery. 
1n also be claimed without dispute that so far as 
dc( ermined, t he Auster with t his spraying equipment 
r ior to all other equipment available to-day, eve n in 
'a, whc I'e CI'Op spl'aying is very extensively used. 
most important part of the actual operational work 
'edecl in the Sudan t hrough October and November of 
~al', wh cn three Auster AIGLET spray ing aircraft 
by M essr s. Aerial Spraying Contractors Ltd, of 

, Lincolnshil'e, we re flown OUl to Khartoum. Con-
in the Suda n are very trying for aerial spray ing; 

l1at e is thoroughly testing for continuous operation 
raft and personnel a like, and the natural hazards 
merou s and diffi c ult. As a poin t of interest this 
~lilc jOlll'l1ey was co mpl eted without mishap in 34 
lours spread over 10 days. 
purpose of this flight wa s to undertake the spraying 
)00 aCI'cs of co tton against cotton jass id, a pest 
is dinicult t o control, s ince the effective spraying 
is short and th e insect lives and feeds e nti re ly on 
le l's ide of the leaves. It is significa nt to mention 
.t point-, since in the past doubt has been expressed 

[0 

011(' of III<' Aiglets (ll'I'ivillg (II KharlollllJ Airporl 01/ Ihe olilwardjoumey. 

in so me quartel' s as to the ab ili ty of the spray from fix cd 
'wing' a il'cI'aft to reach the unders ide of the foliage. Thi s 
so-ca ll ed fallacy can now be I'ul ed out since ev ide nce of the 
effectiveness of th e spraying has been proved beyond doubt 
to the e ntomologists who were detai led to examine and 
report on t he results obtai ned, 

The 17,000 acres were wid ely spread a long both s ides 
of t he vVhite N il e, about 100 miles south of Khartoum, 
over a district of 120 miles, in plots varying fro m 30 acres 
to 3,000 acres. These aL'ea s in turn consisted of field s 
varying in size from five aCI'es to 200 aCI'es, the average 
being 75 acres, The average area covered during eac h 
spraying hour was about 70 acres, th e deposit vary ing 
between two to four gallons of liquid, which was applied 
f.'om a height varying between s ix and fiftee n fee t , depending 
on c limatic factors. 

The operational pattern was arranged on an orthodox 
styl e , a nd a central air ship was used throughout as a base 
for the a ircraft. There the ai,'craft we re hangared each 
night and accommodation and mainte na nce faciliti es w ere 
ce ntralised. The aircraft flew out each morning to an 
improvised landing strip as close to the area to be sprayed 
as possible, whi ch varied from a few hundred yards to 
eight miles; an a vel'age being two miles. 

The landing strips were not limited in size, but the 
surfa ces varied from very smooth to ve ry rough, as the 
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strips were quite unprepared; even so, about 1,500 take-olfs 
and landings were made without mishap. 

A good indication of the speed with which spraying from 
Aus'ters can be e lfected was established when 2S0 acres 
were sprayed in 50 minutes, operating from a landing strip 
adjacent to the field. The ground organisation and equip
ment was so efficient that the turn-round from "wheels on" 
to "wheels off" averaged only one minute thirty seconds" 

In an operation of this extent it is natural that there were 
numerous hazards to be encountered. Trees, telephone 
wires and birds were the main obstructions, but these 
difficulties were overcome without affecting the general 
efficiency of the operation. The most serious hazard proved 
to be the birds, and these consisted of /locks of birds ranging' 

One of Ihe Aiglets on a spraying flighl a I'e!" COl/Oil 

planls abolll 10 inches high. 

in weight from two ounces to fourteen ounces, and single 
birds up to 10 pounds, and possibly larger. A striking' 
example of the ability of the Auster to withstand impacts 
from Rying birds was occasioned when a larg'e bird struck 
the windscl"een in front of the pilot, possibly after being 
cut up by the propeller; this caused no damage whatever. 
All servicing of aircraft and equipment was carried out on 
the spot, and it was not found necessary to utilise any of 
the comprehensive stock of spares that was carried, either 
for the aircraft or for the equipment. 

This whole spraying operation has since been proved 
by entomologists to have been a complete success, giving 
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a percentage kill much greater than obtained else 
and as such it has conclusively sealed an exhallsl'ivc 
of proving tests commenced in the United Kingd o 
Holland, by Messrs. Aerial Spraying Con[ractor.' 
and Austers about two years ago. 

The special spraying equipment to give the la rgel 
of output required was designed by lVir. P. C. Anch 
Director of j\1.essrs. Aerial SpI"aying ConLI'adon 
and consists of a retractable windmill-driven pUIIIP 
the aircraft, which is connected to a .t8-gallon spra; 
and a double spray-bar bencath the aircra ft win 
incorporates one or hvo unique features noL pre 
employed in the field of ail"craft spraying, a nd [hes 
fully proved their worth in practice. The equipme 
litted and approval obtained by Auster Airu'af( L 
The ground lIlling unit was specially design ed to I 
the insecticides and the spray system within [he i 

provided for circulation thereafter. The ma in fea 
the ground filling unit was the Lee-H owe easy-prim 
with which it "lvas possible to Gil the aircraH sl"'a 
in about 2.) seconds. 

Aircraft Radio Installations 
PART III. NOISE SUPPRESSION 

WITH THE GROWING uSE of V.H.F. radio communica[ 
light and medium aircraft and its extensive u se by 
companies, and also in view of tightening of Lh e r egt 
concerning radio to be carried in aircraft, the cf 
ignition noise on its proper functioning ha s beeo 
creasingl), important. 

Some investigations made during the las t nine 
indicate that insufficient attention has been paid 
problem in the past. Although numerous engincs hil 
suppression devices fitted, they have been in SOOl( 

only applicable to M.F. and H.F. installat ions, or 
natively, to large multi-engined aircraft, where 
stallation and modification costs have been of sec 
importance. To the private owner and small 
operator using probably single- or twin-eng ined a 
the cost and work involved becomes a se riolls pI 
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l'c rc quite unprepared; e ve n so, about l,iiOU take-ofFs 
Idings w ere ma de without mishap. 
.od indication of the specd with which spraying from 
; can be effected was establis hed when 280 acres 
prayed in 50 minu tes, operating from a la nding strip 
It to the field. The gro und organisation and equip
-as so efficient that the turn-round from "wheels on" 
eels off" averaged only one minute thirty seconds. 
I operation of this extent it is natural that there w er e 
LIS haza rds to be encounter ed . Trees, telephone 
and birds w ere the main obstructions . but these 
:ies were ov erco me without affecting the general 
:y of the operation. The most serious haza rd proved 
Ie birds , and these cons isted of flocks of bird s ra nging 

Olle of rhe 	Aiglets on II spmyillg jiighf over COl/Oil 


p lonrs {{bollr 10 inches high. 


ht h'o m two ounces to fourteen ounces, and si ngl e 
p to 10 pounds, and possibly la rge r. A striking 
~ of (he ability of the Auster to withstand impacts 
ling bil'ds was occasioned when a large bird struck 
Idscl'een in front of the pilot, possibly after being 
by (he propeller; this caused no damage whatever. 
l ic ing of aircraft and equip ment was carried out on 
l, a nd it was not found necessary to utilis e any of 
Iprehensiv e stock of spares that was carried, either 
ainTaH- or fo r the equipment. 
whole spraying operation has since bee n proved 
mologists to have been a complete success, giving 
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a percentage kill mu ch greater than obtained elsewhere, 
and as s uch it ha s concl usively sealed an ex haustive series 
of proving tests commenced in the United Kin gdom and 
Holland. by Messrs. A eri a l Spraying Conti'actors Ltd., 
and Austel's about two y ears ago. 

The special spray ing equipment to give the larger range 
of output ,'equired was designed by ]\'\.r. P. C. Andrews, a 
Director of l\1. essrs. Aerial Spraying Co ntractors Ltd ., 
a nd consists of a retractable windmill-driven pump inside 
the aircraft, which is connected to a 48-gallon spray tank, 
and a doubl e spray- bar beneath the aircraft wings. It 
incorpo" ates one or two uniqu e features not p ,'ev ious ly 
employed in the field of aircraft sp ,'aying, and these have 
fuJly proved their worth in pract ice. The equipme nt- was 
fitted and appro val obtained by Auster Aircraft Limited. 
The gTo und fillin g unit was specially designed to pre-mix 
the insecticides and the spl'ay system within the aircraft 
prov ided fo r circulation thereafter. The main feature of 
the gro und fi lling unit was t he Lee- H owe easy-prime pump 
w ith which it was possi bl e to fill the aircraft spray tank 
in about 2.) second s . 

Aircraft Radio Installations 
PART III. N OISE SUPPRESSION 

WITH THE GROWING USE of V.H.F. radio communications JI1 

li ght and medium a ircraft and its extensive use by charter 
companies, and a lso in view of tighten ing of the regulations 
concerning radio to be carried in a irc l'aft, the effect of 
ignition noise on its proper functionin g has b ecome in
creasingly important. 

Some investigations m ade during the last nine months 
indicate that insufficient attention has been paid to this 
problem in the past. Although num erous engines have ha d 
suppression dev ices fitted , they have been in some cases 
only applicable to M.F. and H.F. installations, or, alter
natively , to large multi-engined airc raft, where the in
sta llat ion and modihcatio n costs have been of secondary 
importance. To the priva te o"vner and small charter 
operator using probably single - or twin-engined ait'o'aft, 
the cost and w ork involved becomes a serious problem. 
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Therefore, -it would appear that more attention during the 
design and prototype stage would be beneflciaJ, and, in 
fact, will be necessary as the use of V. H.P. communi
cation channels becomes more vital. 

There are several kinds of noises which have their 
effect on reception of radio signals in aircraft, the most 
obvious one, of course, being the effect of the cabin noise 
level on one's aural faculties. Again, the small aircraft 
suffers in this respect, as it is normally noisier than a large 
aircraft. The only noise which is permissible in a receiver 
is known as "set noise" and should take the form of a 
hissing or scratching noise in the headphones. In prac
tically any receiver this is of minute proportions and serves 
as an indication that the set is on and functioning correctly. 
Any other noise, such as large clicks, tearing noises and 
whistles, etc., can certainly be said to be undesirable, and 
in all cases can be removed. The engine-driven generator 
gives rise to a considerable amount of noise, but is rea
sonably simple to suppress. The most serious form of 
noise emanates from the aircraft ignition system, which is 
a rhythmic series of clicks or bangs which vary 111 speed 
with the engine speed. 

With a completely unscreened installation this nOIse 
can sometimes be equal to the loudest signals received from 
a nearby ground station, and therefore will serve to blot 
out the station signals. There are a good many engines in 
aircraft which have partial suppression, but complete 
suppression is extremely necessary to give satisfactory 
long-range working up to, say, sixty to eighty miles. 

It is not only necessary to ensure good bonding and 
screening of all electrical circuits, but one has to be certain 
that the magneto housing itself is not radiating noise from 
the system. 

In some magnetos, the magnet is not earthed, thus 
causing a noise potential to be set up on the case, which is 
in turn piclced up by the aircraft receiver. This could be 
rectified by fitting an internally-modified and fully screened 
magneto. 

Again, the noise may be radiated by any part of the 
electrical system such as the wiring to the navigation 
lights, especially if these are unscreened. 
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One way in which the radio equipment d esignc 
help is by providing a noise suppressor circuit in t 
celver, and in fact, most do; but this device is on l 
tially successful, as it tends to limit the recei vel' sens 
and can never be as good as suppression at the sourCl 

The degree of suppression of noise in the aircra 
direct measure of the range which is likely to be ob: 
and to obtain the optimum range it is necessary b 
screened ignition harness (if not already htted), che 
magneto housings for radiation, and possibly fit a. sUPF 
type of pI ug such as the Lodge type RS~) / I R (if ap 
for the particular engine). 

It is possible, even w-ith a receiver wiLhouL a 
limiter, to get the level of noise down so that it is 
audible, although nearly every aircraft presents a di 
problem which, to overcome, may involve consid 
time and expense. 

The Leaning Tower 
RANALD PORTEOUS, during a flight by Auster to jVla 

cently, took a photograph of the Tower at Pisa Ere 
air and this is reproduced below. The magnificcnt bu 
adjacent to the Leaning T ower are shown quiLl' ell', 
this view. 
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re, it would appear that more attention during the 
and prototype stage would be beneficial, and, in 
ill be necessary as the use of V.H.F. communi
: hanncls becomes more vital. 

~ arc several kinds of noises which have the!!:' 
Il rcception of radio signalls in aircraft, the most 
onc, of course, being the effect of the cabin noise 

l one' s aural faculties. Again, the small aircraft 
:n this respect, as it is normally noisier than a large 

The only noise which is permissible in a receiver 
!11 as "set noise" and should take the form of a 
01' scratching noise in the headphones. In prac
my receiver this is of minute proportions and serves 
dication that the set is on and functioning correctly. 
lIcr noise, such as large clicks, tearing noises and 
;, etc., can certainly be said to be undesirable, and 
]'ses can be removed. The engine-driven generator 
sc to a considerable amount of noise, but is rea

simple to suppress. The most serious form of 
nanat es from the aircraft ignition system, which is 
mic series of clicks or bangs which vary in speed 
~ engin e speed. 

it completely unscreened installation this noise 
Ictimcs be equal to the loudest signals received from 
'y ground station, and therefore will serve to blot 
station signals. There are a good many engines in 

whi ch have partial suppression, but complete 
,ion is extremely necessary to give satisfactory 
Igc w orking up to, say, sixty to eighty miles. 

not only necessary to ensure good bonding and 
'g of all electrical circuits, but one has to be certain 

magI1l'(o housing itself is not radiating noise from 
[cm. 

)mc magnetos, the magnet is not earthed, thus 
a noisc potential to be set up on the case, which is 
picked up by the aircraft receiver. This could be 
by liUing an internally-modified and fully screened 

>. 

1, thc noise may be radiated by any part of the 
d system such as the wiring to the navigation 
~spe cially if these are unscreened. 

I' 

One way in which the radio equipment designer can 
help is by providing a noise suppressor circuit in the re
ceiver, and in fact, most do; but this device is only par
tially successful, as it tends to limit the receiver sensitivity, 
and can never be as good as suppression at the source. 

The degree of suppression of noise in the aircraft is a 
direct meaSUl'e of the range which is likely to be obtained, 
and to obtain the optimum range it is necessary to fit a 
screened ignition harness (if not already fitted), check the 
magneto housings for radiation, and possibly fit a suppressed 
type of plug such as the Lodge type RS9JIR (if approved 
for the particular engine). 

It is possible, even with a receiver without a noise 
limiter, to get the level of noise down so that it is hardly 
audible, although nearly every aircraft presents a different 
problem which, to overcome, may involve considerable 
time and expense. 

The Leaning Tower 
RANALD PORTEOUS, during a flight by Auster to Malta re
cently, took a photograph of the Tower at Pisa from the 
air and this is reproduced below. The magnificent buildings 
adjacent to the Leaning Tower are shown quite clearly in 
this view. 
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Corporal L. A. Quar 
IT WAS WITH GREAT REGRET that we learned of the untimely 
death of Corporal L. A. Cb!ar recently in an unfortunate 
incident in the Antarctic. Corporal Cb!ar was the radio 
ope~'ator of the R.A.F. Antarctic Flight which did such 
grand work in guiding the British-Scandinavian Expedition 
ship to a suitable land ing point in (bieen Maud Land last 
year. Corporal ~ar remained behind to continue hi s 
duties as radio operator for t he Expedition after the R.A.F. 
Flight ref:mned to England. His death occurred w hen a 
Weasel, in w hi ch he and th ree others w ere !-ravelling, ran 
into thc sea during bad visibility. Ther e was only one 
surVI v or. 

SEEN IN THE FACTORY 

"GOD HELPS HIM who helps himself, Btlt God help him who 
helps himself to this toolbox." 

• 11.9hv itt lhe best 
come to the worst? 

Have it preserved. 

packaged and pilfer

proofed by 

PACKALL LIMITED 
PACKAGING 

Old Humberstone Leicester 
Telephone 28012 

WEYBRIDGE COVERING "s" 

SAFETY FABRIC COVERED 

AND SHEATHED 

CElLULOSE 
SHEET COVEREDSTRENGTH 

SERVICE 
The Weybridge '5' Covering is undoubtedly the 
finest finish available for wooden propellers . 
The '5' Covering gives the thoroughly efficient 
Weybridge blades ext ra strength to go on giving 
safe service for longer periods without mainten
ance. It $eals out moisture, resists abrasion and 
stays' airworthy' through constant flying in the 
worst conditions . Another Airscrew 'Service to 
Aviation,' 

THE 
AIRSCREW Co" & JICWOOD Ltd. 

WEYBRIDGE. SURREY. 

Te l : Weybridge J600 Crams : Ai rscrew. We ybridge. 


Yo u \\'i ll want absolu te tcliab ih y 
coupled \-\l ith the utm ost 

Lco r~om y . You wi ll ;':X.p ~Cl 

the e ng ine to give yo u real 
service \virh rhe minimum of 

upke l'p and mainrc ndnce 
s uch an engine is the 

sturd y war-tested CIRRUS. 

BLACKBUHN 

./
./ 

./ 
./ 

Cn!RuS l 

d lon ~ reco 
In ma ny c<' 
~n: <:l L ,'arid 

<Inll an..' Dm 
thci r \',:orth 
light civil pi 
many ka d:n 

& GEN ERAL AIF 
BROUGH, E. YORKS 
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Iral L. A. Qual' 
WITII CREAT REG RET that we learn ed of the untimely 
,1' COl'poral L. A. ~ar recently ill an unfortunate 

in the Antarctic . Corporal ~ar was the radio 
l' o/" the R.A.F. Antarctic Flight w hich did such 
vo!'l, in guiding the Briti sh-Scandinavian Expedition 
a su itable landing point in Queen Maud Land last 
Corporal Ouar remained behind to continue his 
s radio operator for. the Expedition after the R.A.F. 
["clurned to En!l:land. His death occurred w hen a 
I, in which he ;nd three others wel'e travelling, ran 

sea during bad \'isibility, There was only on e 
e. 

I~ THE FACTORY 

ELPS HIM who helps himself, But God help him who 
imself (0 thi s toolbox," 

Itt the best 
the worst ~ 

preserved. 
~ and pilfer

by 

L LIMITED 
<AGING 

rstone Leicester 
280 12 

WEYBRIDGE Coy E R I N G "S" 

SAFE TY F4BRIC COVERED 

AH"O SHEATHED 

CELLULOSE 
SHEET COVEREDSTREN GTH 

SERV IC E 
The Weybridge 'S' Covering is undoubtedly the 
finest fini sh avai lab le for wooden propellers . 
The'S' Covering gives the thorou ghly efficient 
Weybridge blades extra strength to go on giving 
safe service for longer periods without mainten
ance . I t sea ls out moisture. resists abrasion and 
s tays' airworthy' through constant flying in the 
worst cond itions. Another Airscrew 'Service to 
Aviation .' 

THE 
AIRSCREW Co., & JICWOOD Ltd, 

WEYBRIDGE, SURREY, 
Tel: Weybridge 1600 Grams: Airscrew. Weybridge 

/.JI)J;/;;J~<// 

" / / / / , .' 

/ 

You \\ill wam absolute rdiabillY 
( o up lcd with the utm ost 


econ o my. You wi ll expect 

the e ng ine [0 give you rcal 


s~r vice \vjrh the min imum of 

upke!...'p <lnd maintenance 


such ~m engine is the 
slurd" wa r-tested CI RR U S, 

, './ 
'/'-,~/ 

CIRRUS t'ng incs ha ·,·;; 
a long' recorc of suc~css 
in ma ny co untr it:s and ill a 
:~ n.·at v (~ri:.. ty uf l i ~~ hl ;.: ircl ..::" 
and are flo\',' sh.1 wing 
th~ ir wort h in eht.' nn\' 

ligh t ci vil planes ol' il'1J; bL.il ;. b_\ 
man y i.:8 1.i:ng manuf:.u;'1 Ul"cr ':' . 

''-, 

BLACKBURN & GENERAL AIRCRAFT LTD.~~~ II " 
\ tI:" ~T'.fO ' ~ I. ~ -i r- .. , ..::~ BROUGH. E, YORKS 
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MINIX (A) 
ENGINE OILS 

are solely recommended 

by the Auster Aircraft Ltd. 

CONSULT MAINTENANCE HANDBOOK 
FOR GRADE 

If you have any difficulty in obtaining supplies of t"linix (A) 

Aero Oils, or if you feel you would like to know more 

about the Ragosine Service and the quality products of an 

old-established and pioneering organisation of lubrication 

specialists-

Please write to 

RAGOSINE OIL (0. Ltd. 
at 
IBEX HOUSE, MINOR,IES, LONDON, E.C.3 

or at 

MINERVA WORKS • WOODLESFORD nr. LEEDS 


