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EDITORIAL 
 LOST AND FOUND

I have recently had cause to take another look at the 
official ‘Minutes of Proceedings at [the] Public Inquiry into 
the loss of the airship R101’ which investigation was 
conducted by Sir John Simon starting in late 1930. As always 
this has set me thinking and raised new questions but the one 
that bothers me at the moment is what happened to all the 
documentation?  

At the very beginning, in his introductory remarks at the 
bottom of page 1, Sir John (SJS) says: “We understand that the 
Crown authorities have been at pains to collect all the 
information which they could obtain bearing upon the matter 
which we are going to investigate, and the Attorney-General 
and his colleagues are here to help us by putting before us, in 
the first instance, that material.” 

And this is indeed what the Minutes of Proceedings 
then record happened. However, what soon becomes clear is 
that this public record of the Inquiry is only the tip of a very 
large iceberg. What happens is that the Attorney-General 
(TAG) Sir William Jowitt, K.C. proceeds to hand into the 
Court a succession of documents some of which are evidently 
lengthy and some of which are secret. As these documents are 
handed in they are discussed or clarified and then numbered as 
in this exchange on page 4 of the Proceedings Chapter 1. 

“SJS: It might be rather convenient now to give this 
1926 document a brief name. 

“TAG: I have called it No.15. 
“SJS: We will follow your numbers. I gather that that is 

a memorandum of the Air Ministry laid before the Imperial 
Conference of 1926?” 

And so it continues with numerous references to some 
fascinating documents such as this from Chapter 2 (p122): 
“TAG: … it is at the bottom of page 7 (Document No.2). It 
says: “Statement made by S. Church, Rigger, at Clinique in 
Beauvais on Monday October 6, 1930. …” Via this from Ch9 
(p498) “Q3361. TSG [to AID Inspector McWade]: You were 
responsible for the making of the Inspection Report, and the 
preparation of the documents which appear in the bundle files 
which Col Outram told us existed?” And on into Ch11 where 
on p 575 The Solicitor-General refers to “… Document 75 A 
report from Flight Lieutenant Irwin.” and “Document 87 - 
Original notes made by Mr Hunt …” 

Now, these are all important documents that would be 
fascinating to read today. We know for certain that they and 
many more like them were handed into the Inquiry in 1930 but 
my question is what happened to them? Do any of them still 
exist today? Or were they all just thrown away? Or maybe they 
were labelled as ‘secret – to be sealed for 100 years’ and left in 
an archive somewhere? 

What we need is someone to go looking for them and I 
can suggest a possible starting place because on p2 of Ch.1 of 
the Proceedings, SJS says: “… we shall be glad to receive any 
well founded information from any quarter as to the facts 
explaining this disaster. If there is anybody who believes that 
he has such information it … should be sent to the Registry, 
R101 Inquiry, Room 725, at the Law Courts.” 

My problem is that I don’t have time to take this up (or 
indeed several other lines of enquiry!), which brings me to 
Alastair Lawson’s recent airship lecture to the Sir Henry Royce 
Memorial Foundation on behalf of AHT. Prior to the talk I was 
lucky enough to be shown around the impressive Rolls-Royce 
Enthusiasts Club at The Hunt House, Paulerspury. Their 
extensive archive is meticulously catalogued and maintained 
by a team of dedicated volunteers which led me to realise that 
this is what AHT really needs. 

Quite apart from my suggested possible ‘hunt for the 
R101 Inquiry document bundles’ there are half a dozen other 
projects which AHT would benefit from hugely, both 
intellectually and financially, if only we had the personnel to 
carry them out.  

So we really do need some volunteers and, contrary to 
popular belief, such folk do not need any specialist knowledge 
of airships. We already have quite a lot of that! What we need 
are people with a bit of time on their hands who can perhaps, 
for instance, post off books from the Post Office - if we gave 
them the books and the labels. This would generate some 
income. We have the books in storage, but we don’t have the 
time to advertise them and to respond to the requests that this 
might generate. 

Or perhaps some other role appeals? Something closer 
to the vacancies which were recently advertised by the Derby 
branch of the Rolls-Royce Heritage Trust who are looking for: 
“… volunteers to help formulate and populate a “top down” 
search-able repository of artefacts and data relating to the 
history of Rolls-Royce and its predecessors. Anyone with 
previous archive/library experience is particularly welcome to 
help research, scope and create a process and structure.“ 

Sadly, AHT are not in the same league as the RRHT but 
we sure could use some volunteer researchers, and speaking of 
the RRHT Derby Branch, one of their members, Roger Allton, 
who recently joined AHT, will be giving a lecture on the 
engines of R100 in November (see p43 in this issue of 
Dirigible).  

Roger is also responsible for the detailed investigation 
into the structure of R100 which you can find on p4 of this 
issue. His research is currently on-going but his gentle 
persistent probing has already turned up all sorts of forgotten 
bits and pieces of airship history and we hope to feature more 
of his results in future issues.  

Inevitably, Roger’s research has also raised a whole lot 
more questions to which we have neither the answers nor the 
time to investigate.  

So, please do get in touch if you can give us a bit of 
your time or expertise of if you fancy doing a little sleuthing. It 
never ceases to amaze me what comes to light when people 
start a bit of serious digging and I would be more than happy to 
offer guidance and assistance to anyone who wants to go 
mining for historical nuggets in libraries and archives.  

Although I haven’t asked them, I am sure that other 
members of the AHT Council would appreciate a bit of help 
with some of their nagging possible projects too. Finding lost 
material can be both exciting and addictive. Who knows what 
you may find! 

Oh, yes. And I have been asked to include this message: 
 

GILES CAMPLIN – EDITOR 
+++++++ 

CHRISTMAS GREETINGS 
Due to failing health, may I send early 

Christmas Greetings to all Council 
Members and all others. 

Merry Christmas and a Happy New Year 
And thank you for all your work and  

support over the last year. 
Best wishes from 

Den Burchmore, ex-Hon. Curator 
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TECHNICAL SECTION	
REDISCOVERING R100’s STRUCTURAL INNOVATIONS 

By Roger Allton 

As a long-time reader of Nevil Shute Norway’s books, a couple of years ago I started re-reading them 
and particularly his part autobiography Slide Rule. This aroused my interest again in airships, and 
particularly the R100 designed by Barnes Wallis (BNW) and completed by Mr Norway (NSN). So I joined 
the AHT, and bought both of John Anderson’s books, Parallel Motion and Airship on a Shoestring. I started 
to correspond by email with John, and the outcome was that in August 2017 he and I visited the Yorkshire 
Air Museum (YAM) at Elvington, to look closely at, and photograph, all the R100 items displayed there. 
John and I put together a report, which some of you will have seen. This article is based on it. 

By profession, I had always been a business man in the 
retail food sector and, later, Business Sales and Management 
training, but my hobbies and interests for more than 70 years 
are still model engineering, model aircraft, gliding and sailing. 
These interests aligned me very closely to NSN, and seeing the 
displays dedicated to both NSN and BNW at Elvington, I was 
hooked – particularly on the engineering and manufacturing 
side of the R100 airship. Wearing my model engineering hat, I 
looked closely at the exhibits at YAM and with John tried to 
analyse the process of manufacture of the tubes, the ‘Spider 
joints’ and the union nuts that had both left and right hand 
internal threads in each nut, which when rotated with a ‘C’ 
spanner, pulled longitudinal and transverse tubes together. 

Since commercially produced tubes of the sizes and 
wall thicknesses required were not available in 1925, nor could 
they be easily transported as many were 45 feet long, BNW 
was forced to design a machine, which was patented and made 
by Churchill Tools Ltd., that would helically wind and drill the 
‘joggled’ Duralumin sheet and then insert rivets from the 
inside of the tube to be finished by external pneumatic 
hammers. BNW insisted on the riveting being done with the 
rivet head INSIDE the tube, to ensure that every finished rivet 
could be visually inspected. 

	
Illustration of helical tube from Patent Spec.  

At YAM, John and I had discovered that there were two 
tubes there of 3½ inch and 4 inch outside diameter which 
would require 10 inch or 12 inch wide Duralumin sheet to be 
joggled, then helically wound and riveted to make these overall 
sizes. 

I should say that the condition of all the items at the 
YAM was near perfect except for corrosion on the screw 
threads. This made John and I believe that the items we were 
seeing might have been test pieces, rather than cut from the 
airship during the dismantling process. 

The thickness of all the helical tubes we saw at YAM 
was about 0.048 inches (48 thou.) which is 18 SWG, ‘Standard 
Wire Gauge’ being the thickness measurement used at that 
time. We did look for other thicknesses, as a book I had read 
suggested there were three different thicknesses of tube wall, 
but we found only one thicker walled short tube threaded both 
ends, which we determined to be a cast steel tube used in the 
manufacture of BNW’s ingenious ‘spider’ joint which allowed 
transverse and longitudinal girders to pass through each other. 

	
BNW’s ‘spider’ with its interlocked ‘V’ and ‘Y’ components 

By this time I was in email contact with a number of 
members of the AHT, so I bombarded them with questions and 
queries regarding the mode of manufacturing and the whole 
process of assembly of the R100 airship. I also started to realise 
how much detailed information was NOT currently available.  

My discussions with John Anderson at YAM and by 
email, and later with Giles and many others, started me on an 
investigation to unearth all the details of the many processes 
required in the overall manufacture of the R100. 
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My choice was the Duralumin metal, (AGC/BNW patent 
GB 254,783: quote “an aluminium alloy such as described in 
Specifications nos. 26,322 of 1907, or 6485 of 1910 and known 
as ‘Duralumin’. A registered trade mark.”) and the many 
processes required to bring it into the form as assembled in the 
frame of the airship.  

Duralumin is an aluminium alloy, of approx. 4% copper 
with traces of other elements added in the furnace crucible. 
This was poured into a long mould before being allowed to 
cool. The ‘billet’ produced was then heat treated before being 
rolled to the required thickness, and trimmed to width. It was 
here I hit the first barrier: AID reports of the time only give the 
weight of Duralumin received at Howden, not the width of the 
strip or the gauge that the billet was rolled to.  

The heat-treatment would need to be replicated at 
Howden, before any manufacturing process could take place, 
and any work completed before the age-hardening commenced 
– about 3 hours. There was indeed at Howden, a special heat 
treatment building where the rolls of metal were heat-treated 
again, then quenched in cold water to be ready to be worked. 
Major Phillip Teed was in charge of this, and also the hydrogen 
plant. The rolls of Duralumin varied in length, the longest tube 
made is quoted on film by BNW as 75ft. The longitudinal 
structural girders were about 43ft (13 metres) and, of course, 
the transverse 16 sided girders varied according to the position 
in the hull – the longest being approx. 26ft (7.9 metres). These 
rectangles were cross-braced by tensioned wires. 

From information supplied by IOM3, I was able to buy 
a book on Duralumin heat treatment by Major Teed. Written in 
1936 it contained a great deal of information, but none that I 
could relate directly to the Howden operation. 

Original AGC drawings of the horizontal and vertical 
fins of the R100, with RAW Cardington rubber stamps dated 
8th June 1931, have now appeared. The number of differing 
wall thicknesses are shown below. Clearly structural weight 
was under pressure when the empennage was designed. 

The tube members of the empennage show that the 
following tube sizes/wall thicknesses were used. 

Various 3½ inch overall diameter tubes (10 inch wide 
strip) noted with wall thicknesses of: 0.032, 0.036, 0.040, 
0.044, 0.048, 0.052, 0.056 inches. (21 – 20 – 19 – 18.5 – 18 – 
17.5 – 17 SWG respectively) 

Various 4 inch overall diameter tubes (12 inch wide 
strip) noted with wall thicknesses of: 0.032, 0.040, 0.052, 
0.056 inches. (21 – 19 – 17.5 – 17 SWG respectively) 

It would seem that BNW reacted throughout the design 
to the ‘overweight’ cry from his ‘weight man’, when he 
reduced the wall thickness of the longitudinals/transverse 
girders, and resubmitted them to Birmingham University for 
re-testing. R100 was of course still overweight when 
completed. 

Certainly, BNW’s boast of so few ‘different parts’ in his 
design did NOT include the range of tube wall thicknesses. 

Many parts were die stamped and the numbers in the 
whole airship are enormous. Part of the AID schedule at 26th 
Feb 1927 is shown below.  

The process of manufacturing three sided 
longitudinal girders: 

Once the roll of Duralumin had been heat-treated and 
quenched, it was then moved into the tube-making shop where 
it was first joggled along the right hand edge to allow the joint, 
when helically wound, to lie flat. (Note the joggling machine in 
the centre of the photo below.) 

	
The tube making workshop at Howden  

Note female worker on right brushing anti-corrosion 
paint on a completed girder - well wrapped up – no heating at 
Howden, even in winter! 

1. The tube machine having been set up with the correct 
mandrel for the diameter of the tube to be produced, it was  

Part of the AID schedule at 26th Feb 1927 
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loaded with newly heat-treated Duralumin rivets. The joggled 
roll of Duralumin was then placed on the entry table and 
locked into the machine jaws so that it could be advanced into 
the helical tube winding machine at the correct pitch for the 
rivet holes to be drilled and the riveting to take place. (Note 
helical tube winding machine and tubing produced in 
foreground, at the left of the photograph above). 

In cine film of this process, the pneumatic riveting 
machines can be seen to oscillate with the new rivets appearing 
for closure. The pitch of the rivets was ½ inch and so this was 
the amount the Duralumin sheet advanced after the holes were 
drilled in each side of it. These holes coincided when the 
Duralumin was helically wound, and the rivet was pushed up 
from INSIDE the tube, to be closed externally, supported 
inside the tube by the mandrel groove. 

2. Once the roll of Duralumin was used up, the finished 
tube was taken away for storage in the main workshop. Tubes 
were then cut to the lengths required, dependent on their 
position in the airship structure. Of particular interest were the 
longitudinal girders from transverse frame 5 through to 13, 
which BNW designed to have similar curves - so a total of 168 
three-tube longitudinal girders could be made on the same jig, 
thereby speeding up the assembly. 

In the photograph below, you can see the small 
stampings being riveted to the girders, before they were bent to 
shape. 

	
The process of turning tubes into girders begins 

	
Inspecting a finished curved girder 

The three tubes with small fittings attached, were held 
rigidly in place by the solid jigs at each end. Pressure was 
exerted each end during the riveting process of the diagonal 
stampings, to ensure that the curve did not diminish. You can 
see the size of each girder compared to the Foreman, the 
distance between the centres of the tubes was approximately 27 
inches. These are 4 inch diameter tubes, probably 0.048” wall 
thickness.	

When removed from the jig, the cast and turned 
threaded inserts were fitted and riveted to the end of each tube 
at right angles. Any angle for the transverse frames, was 
catered for in the ‘spider’ fittings (see below). All fittings on 
girders were right handed pipe threads, the cast tubes on the 
‘spider’ had left hand threads offset 11.25o each end - to 
accommodate the 22.5o angle formed by the 16 transverse 
segments.  

	
3½ inch tube with union nut seized on thread. (YAM exhibit.) 

	
Both handed threads in 4 inch Union nut. (YAM exhibit.) 

	
Turned steel insert from inside tube (YAM exhibit) 
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This is how Barnes Wallis fitted the R100 girders together.

Details of the ‘spider’ joints manufacturing process are 
for another time.  

This is as far as I have established, except for the heat 
treatment itself. Does anyone know in detail, what actually 
happened at Howden – and of course there was the 
‘Costettising’ for steel items as well. 

Please do contact me if you have further information, 
and especially if you have photographs taken at Howden 
works, or documents relating to the manufacturing processes. 

(Most photos: source Kew Archive AID reports, via John Anderson. 
Photos of YAM exhibits by Roger Allton.) 

At left,  'Spider' angled threaded tubes ready to be fitted. N.B. Right hand side tubes are for longitudinals, so straight threaded. 
(Note jig bar hole.)	

By way of comparison, here is a photo from the Dirigible Editor’s 
archive showing in detail how the Royal Airship Works team and 
J.D. North of Boulton & Paul solved the similar problem with the 

‘deep V’ girder junctions of R101. 
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AC POWER FOR R100 
by John Spencer (AC Owners' Club Archivist) 

Reprinted from April 2018 edition of "ACtion" - official magazine of the AC Owners' Club 

In the late 1920s the development of two independent airship designs, R100 and R101, made headline 
news in the United Kingdom. This article outlines the circumstances and draws together material about the 
AC engines fitted in R100. [See also AC Advertisement on back cover - ed.] 
Background 

In the 1920s trans-ocean air transport as we know it 
today was non-existent. Fixed wing aircraft capability was very 
limited. Airships were the only viable means of carrying heavy 
loads or delivering over a long range. There were many notable 
feats. During WWI, military airships undertook diverse tasks 
from air-sea rescue searches in the English Channel to 
bombing raids by Zeppelins. In 1919, the British R34 made the 
first double-atlantic crossing by air. In 1926 Amundsen, in an 
Italian airship, made the first Arctic crossing. From a British 
standpoint, airships offered the potential to carry passengers 
and mail across the Empire in about half the time taken by 
steamship. But the engineering challenges were substantial. In 
1924 the Government started a programme to decide whether 
such travel could be made a safe and commercial proposition. 
Two experimental airships were funded, with a third planned. 
The relatively conservative R100 was designed and built by the 
Airship Guarantee Company Ltd, a specially formed subsidiary 
of Vickers Aviation. The purposely more experimental R101 
was designed and built at the Royal Airship Works, 
Cardington. The plan was to apply lessons from both to the 
third project, R102. 

R100 Outline 
Barnes Wallis was the Chief Designer for R100, with 

Nevil Shute Norway his stress engineer. Design work started in 
1925, with construction completed in autumn 1929 followed 
by the maiden flight. R100 was 696ft long and 132ft diameter 
at the widest point. The internal hydrogen-filled gas bags held 
over 5million cu ft. Empty, R100 weighed about 105 tons. 
Total lift was about 155 tons and, when fully crewed and 
stored, net lift available for fuel and payload was about 33 
tons. Main propulsion was by six Rolls-Royce Condor petrol 
aero engines, two in each of three power cars. These were 
slung under the airship, two as wing cars, the third mounted 
centrally towards the stern. In each power car, the forward 
engine drove a ‘puller’ [tractor?] propeller and the aft engine a 
‘pusher’. Two of the power cars, the wing cars, each enclosed a 
third engine for auxiliary duties. These engines were the AC 
light-six, positioned between the Rolls-Royce engines. 

AC Engine – Function, Fit & Delivery 
The drawing, photographs and store inventory on the 

following page give some indication of the AC engines and 
their installation. Each engine drove a dynamo to provide 
electrical power.  

 
A cross section blueprint showing the AC engine and dynamo positioned centrally within the wing power car 
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The only known modification was the fitting of a 
governor. This was driven off the rear of the camshaft and 
connected to the carburettor, to control engine speed within 
2.5%. Details of the airship’s electrical power system are not 
known but it seems unlikely that each AC engine would 
reliably deliver more than about 25KW continuously. Two 
engines were ordered in November 1926 ‘for delivery in 8-10 
weeks’. The photograph of the engine on test was published on 
13th October 1927. The stores inventory shows two engines, 
numbers /3039 and /3040, taken on charge in November 1929. 
By that time construction of the airship was complete. It is 
possible these were a later order for spare engines. 

 
The AC engines being fitted during construction of the 

R100’s two wing power cars 

 
A wing power car being fitted to R100. In service, access 
to the engines was by ladder through the opening above 

 
An AC engine for R100 under test at Thames Ditton. The 

governor to the rear of the camshaft is linked to the throttle 

 
Extract from Airship Guarantee Company store inventory 

References and Acknowledgements 
Material has been drawn from a variety of sources. I 

am particularly grateful to Mr Roger Allton, an aircraft 
researcher and speaker, who has freely exchanged information 
on R100 and R101, including the blue-print drawings and the 
two wing-car photographs; 1925 advertisement [see back 
cover of Dirigble] courtesy The Autocar dated 15th March 
1929 and AC (Acedes) Cars Ltd; photograph of AC engine on 
test courtesy Flight magazine dated 13th October 1927; Store 
Inventory courtesy the National Archives, Airship Guarantee 
Co Ltd and Vickers (Aviation) Ltd; the ACOC Archive.  
 

In an email exchange with Roger Allton, John Spencer 
speculated that “the AC engine was chosen [because] it was 
regarded at the time as being relatively light for its size (the 
aluminium block). The power levels must have been about 
right and presumably the weight was attractive. 

“I am intrigued nevertheless why a car engine was 
chosen. Normally, aircraft engines are supercharged, at least in 
part to compensate for altitude. Even at 5000 ft there would 
have been a considerable loss of power and the carburation 
would have been upset. There was no known connection 
between AC and Vickers. 

“The cooling arrangements for the AC engines are not 
clear. The engine was water cooled and would need a radiator. 
Also, lubricating oil would need cooling - normally achieved 
by air flow over the sump. The cooling radiators for the RR 
engines are clear but, for the AC engines, none is evident on 
the drawing.  … 

“In the AC engine, the big end and main bearings were 
forced lubrication. Overheated engine oil is one possible cause 
of failure. From the text, it seems possible for the AC engine 
oil to overheat when operating stationary unless at least one 
main engine was run to provide some air-flow over the AC 
engine. There may have been some other malady such as over-
speed or too high engine speed with cold oil. Although in car 
use the AC engine of that period is fairly robust, oils and 
bearing materials were then not as today. 

“The mysteries deepen!!”  ♣ 
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HISTORICAL SECTION    

AERONAUTIC FAILURES THAT MARK 
THE PROGRESS OF THE ART OF BALLOONING 

THE DESERET NEWS - SATURDAY, SEPTEMBER 21, 1901, SALT LAKE CITY, UTAH. (NUMBER 261 – p13) 
 Found online by Kent O’Grady at:  

  https://news.google.com/newspapers?nid=336&dat=19010921&id=U79PAAAAIBAJ&sjid=zVMDAAAAIBAJ&pg=2491,465570&hl=en 

 
If anything were needed to show that the aerial highway 

is a hard road to travel, it is furnished by the history of 
aeronautic failures, both in modern times and in the past. The 
notably unsuccessful attempts of late made by the intrepid 
aeronaut M. Santos Dumont in his endeavour to capture the 
prize offered for the best dirigible balloon is of course fresh in 
the minds of all, but another failure has been more recently 
announced in that of M. Roze, who built a balloon of the 
‘catamaran’ variety, with two cigar shaped gas containers and a 
sumptuous cabin or car, with steering apparatus of the most 
approved type, only to find that he could not move it any 
distance from the earth. The great ‘ascensional screws’ lifted 
the machine to the extent of their power, the assembled 
spectators cheered the balloonist and his daughter, seated in the 
car, but the costly aerostat stuck fast, ‘never to go again,’ until, 
as the inventor confessed then and there, it shall have been 
enlightened by at least 200 pounds of its weight.  

And M. Roze is said to be an experienced aeronaut who 
has made many ascensions and who had pinned his faith to this 
creation as the very perfection of human endeavour in this 
direction. Still, repeated failures do not daunt the men who aim 
to navigate the atmosphere, many of them seeming to have 
heads as light as their balloons, while many, again, are as 
completely supplied with ‘hot air’ - for the public to inhale - as 
the Montgolfier balloon of a hundred years ago. 

The latest to announce the perfectly steerable aerostat is 
William Beedle, a British rival to the Frenchmen, Dumont and 
Roze, who claims to have ‘reached high watermark in aerial 
navigation up to date’. This may seem like rather a mixed 
metaphor, like that of the man who ‘smelled a rat and saw him 
floating in the air,’ but at all events, Mr Beedle’s model works 
well and has within it, he says, the promise of an airship 100 
feet long and 16 feet beam, to be un-tearable and non-
collapsible, as he does not intend to follow Dumont’s example 
and necessitate a possible rescue by firemen from the roof of a 
sky-scraping hotel. His steering fan is at the front: Dumont’s 
was in the rear, and while the driving power of his motor is 
increased the weight is less than that of any now in use.  

The only trouble with the Beedle airship is that it has 
not been tried except as a model; and several better known 
aeronauts have gone farther than that without actually running 
the risk of being hoist by their own petards, notably Professor 
Langley of the Smithsonian institution and Hiram Maxim the 
gun man. 

But, notwithstanding the fact that the ratio of failures is 
out of all proportion to the successes, there has still been great 
advance in Aeronautics since the first Montgolfier fire balloon 
and the first hydrogen inflated invention of Messrs. Charles 
and Robert went up in Paris in the year 1783.  

One hundred and twenty years are not long for man to 
find means for aerial navigation, especially when the 
knowledge he has incidentally acquired is considered. We must 
first learn to creep, then to walk, then to run – then per chance 
to fly. Walking and running may be necessary to a man’s 
continued existence on earth, but it is by no means so certain 
that flying is necessary to his being. However, he has been 
looking longingly toward the heavens for centuries, as history 
tells us, as the fictional story of Daedalus tells us and as his 
present aspirations prove. 

While ballooning was admitted to the domain of science 
by the successful experiments of Montgolfier, Charles and 
Robert nearly 120 years ago, the idea of a flying machine had 
been developed more than 200 years before.  

In 1670 for instance, one Francis Lana of Barcelona 
designed an airship which was to be kept afloat by means of 
copper globes from which he proposed to exhaust the air. But 
his scheme failed, of course, though he clung to his theory until 
death laid him low. He had many imitators, who were loath to 
give up the idea, even though it was shown that, copper being 
heavier than air, no successful balloons or air globes could be 
made from it. The gas filled balloon of silk, of course, was then 
far in the future, and two centuries went by before man 
successfully emulated the birds and floated in a ethereal space. 
Still, while men had succeeded in securing a buoyant medium 
for floating in the air, they could not direct the course of their 
vessels, but were completely at the mercy of the winds. 

 

10



 
Lana of Barcelona 1670 

 
Monck Mason, 1843 

 
Mr Bell, 1850 

 
Delamarne, 1865 

In 1784 a man named Blanchard claimed to be able to 
guide his balloon by means of large sails or wings and another, 
Lunardi, professed to be able to control his machine with an 
oar; but, needless to say, both were failures of the most 
pronounced type. Then there was a Brazilian priest who about 
the beginning of the 18th century proposed to float his airship 
by an iron grating filled with large amber beads, the occult 
powers of which, he claimed, were sufficient for the purpose, 
but which never operated well.  

Less fanciful, but still impracticable, was the invention 
of Monck Mason of the Nassau who about 1843 adapted the 
screw and rudder to a cumbrous machine elliptical in shape, 
the only trouble with which was that, like the twin “catamaran” 
of M. Roze, so recently a failure, it would not work, being too 
heavy. Seven years later Mr Bell made an ascent with what he 
claimed to be a dirigible machine, the balloon containing 
15,000 feet of gas and the car being provided with two large 
fans and a “caudatory rudder.”  

The balloon carried him up without a hitch, but when it 
came to working at the wings and the caudatory rudder, 
although the former flapped vigorously and the latter wabbled 
[sic] eccentrically, no visible effect was produced except to 
disturb equilibrium of the balloon. 

Delamarne in 1865 made many ascents at Cremorne, 
but the problem of dirigibility was far from solution 36 years 
ago. In fact, it may be doubted if it has yet been solved, or, 
rather, if a steerable machine propelled by a self carried motor 
has yet been evolved, although Dumont is hopeful and 
persistent, and Maxim and Langley are still at work developing 
the dirigible airship on scientific principles. Their aerostats and 
aeroplanes have not proved the successes that were hoped for, 
short flights only being attained, and these not with cars 
containing human freight, as has been the case with the balloon 
aerostats of Dumont and Zeppelin. The fault with the latter’s 
machines lies in their being cumbersome, dependent for 
buoyancy upon balloons filled with gas, presenting a large 
surface to the wind, and hence difficult of propulsion.  

A self flier, like that aimed at by Langley and Maxim, 
has not yet been evolved, but still we cannot class their 
attempts among the hopeless failures, for while these inventors 
live there is hope, and after them will come others who will 
benefit by their experiments and perchance carry the process to 
perfection.  

As yet, however, we have not arrived at the stage 
predicted long ago by worthy Bishop Wilkins, who professed 
to believe that in the next age men would “call for their wings” 
as confidently as they called for their boots in his time. We 
may call, to be sure, but call in vain, for science has not yet 
achieved its consummate discovery, the art of flying.    ♣ 
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WHEN THE BALLOON WENT UP – Part 1 
The wartime experiences of Ensign Francis S. Clark (and some of his compatriots) 

By Lorne Bohn 

The following is the condensation of a large quantity of material which once belonged to WW1 US 
Navy balloon pilot, Ensign Francis S. Clark. The material not only provides insight into the war experience 
of Ensign Clark but also contains ephemera and a large number of letters written both before and after the 
war which provide insight into his personal life. The photographs were developed from negatives which 
were found in the grouping and in some cases cannot be positively identified.  

When the United States entered WWI on April 6, 1917, 
Naval aviation and Marine airpower combined had 48 officers 
and 238 enlisted men, 54 airships, 1 balloon and 1 air station. 
By 11 November, 1918 the numbers had increased to 6,716 
officers and 30,693 men. In addition Marine Corps aviation 
had grown to an additional 283 officers and 2180 men. 
Between the two branches there were 2,107 aircraft, 15 
dirigibles and 215 kite and free balloons. There were also 20 
air stations established in France, England, Ireland and Italy. 1 

Between 1908 and 1913, France and Germany had each 
spent about $22 million for the development of their air power. 
The Russians invested approximately $12 and Belgium $2 
million. By contrast, Great Britain had funded 2,500 pounds 
(about $12,500) in 1908 for aero experimentation. Great 
Britain’s aviation endeavours had failed miserably which 
resulted in the suspension of further funding for the next two 
years but resumed again in 1911 partially due to the advances 
that were being made by other countries. The United States 
was also slow starting in the aircraft race. Between 1908 and 
1913 the total outlay of the United States was only $430,000. 
The United States had placed a great deal of faith in Dr. 
Samuel Langley’s work and when the expected results were 
not obtained, it was hesitant to continue support. The Army 

                                                

1 Instrumental or Experimental: A history of U.S. Naval Air Stations in 
Europe during WWI, E. B. Brouelette, Univ.. Washington, 1996. 

Signal Corps had only purchased its first plane in 1909 after 
creating an Aeronautical Division in 1907. The U.S. Navy 
didn’t order its first airplane until 1911. The Navy decided to 
await further development in aircraft before committing money 
and men to the endeavour 2 but by the time of the armistice, at 
least four battleships and six destroyers operated balloons.  

As WWI dragged on, the military usefulness of kite 
balloons became more readily recognized. In the trenches, the 
expression, “The balloon’s up” began to be used by soldiers to 
indicate that an observation balloon had gone aloft. Its ascent 
usually signaled preparation for bombardment or an offensive.  

The United States operated only manned observation 
balloons during WWI but by 1917 the Navy realized the 
capability of balloons and began to utilize them against 
submarines which were a new military threat. Convoys in 
which merchant vessels received escorted protection by 
military ships were employed but those convoys which had 
kite balloons to locate enemy submarines proved to be an 
additional insurance policy to ward off attack.  

Sonar detection had not yet been invented and kite 
balloons flown above destroyer convoy escort ships provided a 
visual platform to detect submarines. Due to the fast pace of 
the war there was a shortage of qualified pilots to fly these  

                                                

2 Ibid pg. 16 

Anatomy of a kite balloon. The basic design of kite balloons did not differ greatly between WWI and WWII. 
Photo credit: Hull’s Own Airforce Station, Chapter 2- Things Balloonatic, (www.17balloons.co.uk/pages/page-05.html), 4/13/2018 
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balloons and every destroyer was not equipped with a kite 
balloon. By October of 1917 however the U.S. Navy had 
established an emergency balloon pilot training program at the 
Goodyear Tire and Rubber Company’s Wingfoot Field in 
Akron Ohio. 

 
Photograph taken on Aug. 16, 1918 of balloons at Rockaway 
Naval Air Station (NAS). The two kite balloons give an idea of 

the scale of the hangar. 

 
Photograph taken on Jan. 17, 1919 of an Italian kite balloon at 
Rockaway Naval Air Station (NAS). Although these balloons 

distinguished themselves by being different in design, they still 
incorporated the British, American, French and German 

designs and used the same basic elements. Rockaway NAS no 
longer exists but at its peak around 1930 it contained 1,285 

personnel in 80 buildings on a 96 acre site. During WWI, 
Rockaway NAS also operated Navy flying boats for coastal 

anti-submarine patrols. 

Franklin S. Clark born on 3 June, 1895 in New Haven 
CT was one of the 23 graduates from Wingfoot Field in 
October of 1917. He qualified to become a Naval kite balloon 
pilot and went on to make many tethered observation ascents 
above moving ships in the North Atlantic in WWI. Clark held 
FAI-ACA B license # 307 and like most Naval kite balloon 
pilots he began his career as an Ensign. During his career he 
was stationed in N. Amherst, Mass.; Rockaway Beach; 
Queenstown, Ireland; Roehampton, England; Brest, France and 
Halifax, Nova Scotia.  

Clarke was a newspaperman for The Union newspaper 
in Springfield, Mass., when he and another reporter, King 
Whitney, were accepted by the Naval Aviation Corps. Both 
men were members of the Springfield “Mosquito Fleet” of 
submarine chasers before enlisting. Both had also been 
reporters and passed their entrance examinations and were the 

only ones from the Mosquito Fleet to become balloon pilots in 
1917. A letter from France indicates that Whitney and Clark 
were good friends and kept in contact throughout the war. 
Whitney referred to Clark as “Clarkie” and in one letter, apart 
from the typical grumbling about military conditions, Whitney 
commented that he had not yet had any flight pay which 
amounted to $500 at that point in time. He also commented 
about how efficient his section was (4 balloons) and that they 
had improved a method for transferring pilot and observer to a 
balloon among other improvements: 

“A new junction piece for connecting the ‘V’ and cable, 
a high compression inflation tube for sea use, that is two 
inches in diameter and a stream line instrument board, besides 
several innovations in the way our paper work is done such as 
logs, records and inspection checks, I am telling you this 
because I firmly believe that you thought I’d amount to a heap 
of snail shit after the trouble at Brest.”1  

Whitney (balloon license #362) was born 14 Sept. 1896 
in Buffalo, N.Y. He was a Copywriter, Salesman and 
Executive at the Republican newspaper before he became an 
Army balloon pilot. This suggests that both Army and Navy 
balloon pilots must have trained together? Whitney attended 
Cornell University and served in the Mexican-American war of 
1915 and later in the Army with B-Corp. from 1917 to 1919. 
Whitney died on 20 January, 1964. 

Clark also stayed in contact with other pilots. One letter, 
written at the end of WWI, was from an Army fixed wing pilot, 
Lt. John B. Smith stationed in Lake Charles, La. In both cases 
the letters express both relief that the war was over and 
concern for what the future held in store for their employment.  

 
Judging by the fact that these young officers are all Ensigns, 
this is most likely an informal picture of Clark’s fellow Naval 
officers in his balloon pilot graduation class. The last flight 
training flight was conducted in December under the most 

adverse of training conditions. 

Clark took many photographs and collected postcards in 
his free time on leave in Ireland particularly when he was 
stationed in Queenstown. His skills as a reporter were also put 
to good use when he was called upon to be the recorder at a 
Court Martial involving a Navy vehicle. His account is a good 
record of Naval court martial proceedings at that time.  

On 31 January, 1918, the newly trained kite balloon 
pilots were commissioned as Ensigns and detached from 
Rockaway NAS. About a month later they were deployed to  
                                                

1 K. Whitney letter, Officer’s Mail, to: Francis S. Clark, postmark 1918.  
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Liverpool, England aboard the passenger liner St. Louis and 
arrived there on 6 March. They then went by train to Holyhead 
on the coast of Wales, crossed the Irish Sea on board a fast 
packet ship and landed near Dublin. 

 
Gas balloon flight training in winter.  

From there they once again went by train to 
Queenstown on the southeast coast of Ireland and reported to 
Commander F.R. McCrary. He assigned them to bases in 
Ireland, England and France for duty as kite balloon pilots on 
convoy escort duty. Clark was assigned to the USS Ericsson 
(DD-56) at the Naval base in Queenstown, Ireland.  

 
O’Brien class Destroyer, USS Ericsson (DD- 56) 305 ft. long,  

31 ft. wide and crew of 101.  
Photo credit: Rickard, J (9 April 2017), 

(www.historyofwar.org/Pictures/pictures_USS_Ericsson_DD56_1916) 

In WWI, Queenstown was also a Naval base for both 
British and American destroyers operating against Germany’s 
U-boats. In order to protect themselves in the convoy, heavily 
armed merchant ships disguised themselves in an attempt to 
lure the U-boats into a surface attack. These merchant ships 

were fitted out in Queenstown for convoy duty and for that 
reason were referred to as “Q ships”. 

Queenstown, (formerly called Cobh) also has another 
famous ship associated with it. The Cunard passenger liner, 
RMS Lusitania sunk by a U-boat while it was en-route from the 
US to Liverpool sparked the United States entry into WWI. 
The Lusitania disaster survivors were taken to Queenstown and 
over 100 of those who perished are buried in the city.  

In Queenstown, Clark served aboard the destroyer, USS 
Ericsson (DD-56) which was assigned convoy escort duty.  

Destroyers equipped for escort duty with a kite balloon 
would secure an inflated kite balloon with a tether at an air 
station dock prior to leaving port. The procedure began when 
the destroyer moved into the air station dock and blasted its 
siren. A kite balloon was then transferred from its shore cable 
to the destroyer’s tether cable and was let up a few hundred 
feet with an empty basket. The pilot reported to the skipper and 
stowed his gear while the destroyer headed to sea with an 
empty balloon.  

When the pilot/observer was ready, he was hoisted by 
four sailors up to the balloon’s basket which was suspended 
below the kite balloon. The observer’s job was to watch for U-
boats. When one was detected, he would notify the destroyer 
by a telephone hard-wired to the kite balloon tether and three 
sirens would sound. The destroyer would then commence 
appropriate action to protect the convoy with the guidance of 
the balloon pilot. This usually involved dropping depth charges 
to sink the submarine and/or laying a smoke screen to hide the 
convoy. For Navy kite balloon pilots WWI was an endless 
succession of convoy escort missions.1 Conditions were harsh 
and demands were rigorous.  

 
Depth charges at the ready on board the Ericsson taken by 
Ensign Clark from the bosun’s chair as he was hoisted “ to 

work”. Clark’s knees can be seen at the lower edge of of the 
photo. Once a submarine was sighted, the balloon was used to 

direct the actions taken to protect the convoy. 

A very good original film of manoeuvres undertaken by 
un-named US Navy destroyers after a U-boat sighting on a 
convoy escort out of Brest, France may be viewed at:  

www.youtube.com/watch?v=Tf0Jz_o0ATY United States 
Destroyers In The War 250211-07 | Footage Farm Published 

on May 13, 2014 
This is the same port in France from which the Ericsson 

operated before the end of the war. 

--- TO BE CONTINUED --- 

                                                

1 Alan L. Morse, Flying the Rubber Cows, The Old Navy, February, 
1984, pgs. 74,75.  
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AIRSHIP GUARANTEE CO. PATENT No. 239,300
PROVISIONAL SPECIFICATION 

Application date: June 11 1924 No.14,182/24 
Complete accepted: September 10 1925 

Improvements in or relating to Controlling and 
Steering Means for Airships 

We, Airship Guarantee Company, Ltd, a British 
company, and Barnes Neville Wallis, Engineer, a subject of the 
King of Great Britain, both of 6, Broadway, Westminster, in 
the County of London, do hereby declare the nature of this 
invention to be as follows:- 

This invention that relates to airships particularly to the 
controlling and steering thereof. It is the usual practice to 
provide an airship with fixed stabilising surfaces or fins each 
having at its outer or rear end a smaller surface which is 
movable by means under the control of 
the pilot, these movable smaller surfaces 
serving to control and steer the airship. 

According to our invention we 
dispense with the aforesaid movable 
smaller surfaces and so mount or pivot 
the stabilizing surfaces or fins 
(hereinafter termed “fins”) in the 
framework of the airship that each of 
them is movable as a whole about an 
axis which may be at right angles to the 
axis of the airship or at right angles to a 
tangent of the surface of the airship, 
suitable gearing being provided to 
enable the movement to be effected by 
the pilot. The said fins may be each 
provided with a pintle adapted to turn in 
an antifriction bearing arranged on one 
of the transverse frames of the airship, 
the said transverse frame being so 
formed to provide four bearings, two of 
which would serve to receive the pintles 
of the vertical steering fins and two to 
receive the pintles of the horizontal 
steering fins; the axes of the said four 
bearings would be arranged at angles of 
90° relatively to each other. Each of the 
said pintles may be rectangular in cross 
section and its bearings may be 
correspondingly shaped to receive it and 
may have curved corners for anti-friction 
balls or rollers carried by the pintle to 
bear against. Each fin may be attached to 
its pintle in such a manner that it can be 
readily removed therefrom without 
requiring the pintle to be dismantled 
from its bearing thereby enabling a 
damaged fin to be readily replaced by a 
new one or a fin of different shape or 
size to be substituted. Each of the fins 
may be  resiliently mounted or otherwise 
arranged in such manner that while it 
will possess the necessary degree of 
rigidity to perform its usual function in 
the steering and control of the airship, 
will be capable of giving way under the 
influence of a sudden lateral wind force 
thereby avoiding risk of damage. The 
gearing for moving the said fins may be 

if desired of a kind to exert an increased mechanical effort as 
the angle through which the fins are  moved increases. One of 
the advantages accruing from the above stated construction of 
the transverse frame with its four bearings for the fin and 
pintles and from the provision of detachable connections 
between the fins and their pintles, is that the said pintles can be 
fitted to the said transverse frame prior to the erection of the 
latter in place in the airship framework which enables the 
fitting operations  to be much more conveniently performed 
than would be the case if such operations had to be effected 
after the said transverse frame were in place. 

Dated this 11th day of June, 1924. 

HASETINE, LAKE & Co., 28, Southampton Buildings, 
London, England, and 15, Park Row, New York, N.Y. USA, 

Agents for the Applicants. 
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WIRELESS TELEGRAPHY IN AIRSHIPS 
By Rob Knotts 

The Royal Engineers' Air Battalion pioneered experiments with wireless telegraphy in airships and 
aircraft before the RFC was created. In 1912 Captain H.P.T. Lefroy of the Royal Engineers transmitted and 
received a signal from the airship Beta 30 miles away from the Aldershot Wireless Telegraphy Station in the 
first successful trial of wireless telegraphy from a British Army airship. 

By 1916 in World War I, German U-boats were having 
great success in the English Channel sinking merchant vessels 
and Royal Navy warships. The decision was taken to use 
airships to combat them. Submarine Scouts (SS) were the first 
of several types of airship used by the Royal Naval Air Service 
(RNAS) to escort merchant shipping convoys and to deter 
submarine attacks. Here, two Submarine Scout Zero (SSZ) 
craft hand over patrol duties as they approach and leave Dover 
Harbour, with Dover Castle in the background.  

 
‘Hand-over’ 

Kenneth A McDonough's 1978 painting effectively 
captures the discipline of the patrol hand-over as one airship 
patrol ends and another begins. You can almost feel the wind 
on the faces of the two sailors as they exchange semaphore 
messages. This painting hangs in the Fleet Air Arm Museum at 
RNAS Yeovilton, Somerset, England. 

Apart from their convoy protection patrols, WW1 
airships were also used to spot the movement of enemy 
shipping and locate artillery 
shots. This information was then 
relayed to base in Morse Code 
by the Wireless Operator on 
board the airship. As ‘valves’ 
were only in the development 
stage, spark transmitters were 
still widely used. A Wave (or 
'Spark') Transmitter fitted to an 
airship produced sparks in the 
‘gondola’ suspended a few feet 
underneath the (usually leaking) 
hydrogen filled gas bag (aka 
‘envelope’). A typical Spark 
Transmitter is shown here. 

The SS airships carried 
battery powered wireless 
equipment. The Type 52 
transmitter consisted of a spark 
coil connected to a tuned coil 
comprising a condenser and an 
adjustable inductance. Two x 4 
volt, forty ampere-hour batteries 
provided power. 

	
SS Airship Wireless Installation 

The Submarine Scouts  
(aka Sea Scouts or 'blimps' as 
they became known) were 
adopted by the RNAS from 
May 1915. These SS types 
could be constructed rapidly 
at minimal cost as they 
combined the fuselage of a 
BE-2C aircraft with a single-
chamber non-rigid gas cell. 
When used as convoy escorts 
the machines were chiefly 
employed on patrol duties 
along the English Channel 
and Irish Sea. 

The Sea Scout Zero 
(SSZ), introduced in 
September 1916, was the 
most popular of the three SS 
types produced, with some 
66 manufactured by the close 
of the war. Costing around 

£4,000-£5,000 to build, they 
were a marked improvement  Spark Transmitter (1916) 
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upon their immediate predecessor, the Sea Scout Pusher (SSP) 
for which the engine and propeller were removed from the 
front of the suspended fuselage and reconfigured at the back. 

The Sea Scout's fuel tanks were contained in cylinders 
mounted on the envelope, and they were powered by a 75-
horse power Rolls Royce Hawk water-cooled engine designed 
specifically for non-rigid airships. The maximum speed of the 
SS type was approximately 85kph (thereby meeting a speed 
requirement for airships laid down earlier by First Sea Lord 
Admiral John Fisher). 

Some 112 feet long, a Sea Scout was typically manned 
by three people: a wireless telegraphy operator in the front 
cockpit (armed with a machine gun, chiefly to detonate floating 
mines), the pilot in the centre seat and an engineer sitting aft. 
These craft could stay airborne for up to ten hours at a time. [2] 

Breakdowns over the sea were frequent. On one 
occasion SS13 had to be towed back to Newhaven by a 
destroyer, in heavy weather, after engine failure 30 miles 
south-west of Beachy Head. But in the course of time pilots, 
their air mechanics and wireless operators became expert at 
climbing out on to the undercarriage, often at a height of 
3,000ft, locating and rectifying the engine fault and then 
restarting it by swinging the propeller whilst gripping a strut of 
the landing carriage with their knees. Clad only in a leather 
flying coat, thigh boots and leather flying cap, the crew were 
exposed to the elements. There were no safety belts and no 
parachutes were supplied. Nor was any provision made for 
sustenance - except for a few malted milk tablets that were 
issued for eight-hour patrols.  

Some notable achievements, however, were logged by 
these rather primitive craft. One record was a patrol from 
Dungeness to Land's End and back without landing. Another 
was an altitude record of 10,000ft. 

At the start of the war the RNAS complement 
comprised seven airships and a handful of men based at two 
shore establishments. By the end of 1916 the Royal Navy’s 
lighter-than-air force had grown to 58 non-rigids in 
commission with more than 4,000 officers and men based at 20 
stations (four overseas). Among the most successful blimps 
were the Coastals and the largest of all the North Sea class. 

	
The gondola of an RNAS ‘Coastal’ 

	
The last, largest and most sophisticated of the RNAS 

blimp types were the North Sea Class 

The North Sea or N.S. airship [1] was originally 
designed to act as a substitute for the rigid airships which, in 
1916, were still a long way from being available.  

From experience gained at this time by the RNAS with 
airships of the Coastal type it was thought possible to construct 
a large non-rigid capable of carrying out flights of twenty-four 
hour duration, with a speed of 55 to 60 knots and sufficient 
comfortable accommodation for a double crew.  

The relative comfort of the Wireless Operator’s 
enclosed cabin, in the next picture, is in stark contrast to that 
enjoyed by the Wireless Operator in an open cockpit of the SS 
airship. 

	
NS11 Wireless Cabin 

RNAS CREW TRAINING 
Aldeburgh - Marine Observers’ School (SE Area) 

was formed in 1918 from the School for Anti-Submarine 
Inshore Patrol Observers. Crew were trained in wireless 
telegraphy, navigation, visual signalling, gunnery, bomb gear, 
bomb dropping, ship recognition, instruction on anti-submarine 
patrols and seamanship. Became 1 Marine Observers School 
on 01-01-19 before disbanding during 09-19. 

Chattis Hill: Wireless Telephony School (SW Area) / 
Training Depot Station instructed Wireless Officers in 
telephony, maintenance and upkeep of instruments. The course 
followed the pupil’s previous training at No.1 (T) Wireless 
School, by giving him practical experience with pilots and 
observers under instruction (3 weeks). 

Eastchurch: No.2 Marine Observers’ School (Fleet 
Reconnaissance) / Ground Armament School / Boy 
Mechanics’ School was formed initally as No.1 Observers 
School in 07-18 and became No.2 Marine Observers School on 
28-12-18. Instruction included - signalling, navigation, ship 
recognition, naval codes, wireless, Lewis Gun, and bomb 
dropping (12 and 16 weeks). Disbanded – 06-19.  ♣ 
 
[1] Reference: North Sea Class Airship, The Airship Heritage 
Trust, http://airshipsonline.com/airships/northsea/index.html 

[2] Reference: www.firstworldwar.com/atoz/seascouts.htm 
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BREAKING UP R100 
FLIGHT: December 11th 1931. Pages 1210-12. 

www.flightglobal.com/pdfarchive/view/1931/1931%20-%201288.html 

Memories of many pleasant visits to Pulham, Howden and Cardington were awakened by the journey 
to the Royal Airship Works on Thursday, December 3rd to witness the destruction of R100 by the workmen 
of Messrs. Elton, Levy & Co. Ltd. All previous visits to airship stations were characterised by a spirit of 
hope and a band of enthusiasts full of belief in their own craft of the air, and extremely convincing in the 
arguments by which they supported their belief, always made the visitor very welcome, especially if that 
said visitor was prepared to take an intelligent interest in the subject of airships. A more delightful set of 
hosts it would be impossible to imagine, and the arguments which they used, if still not proved by practice, 
are still unrefuted. 

It was true that on those visits one sometimes had to say 
good-bye to a particular airship which had made a name, but 
had outlived its usefulness. Gallant old R33 comes first to the 
mind; and the wisdom of breaking her up when we had no 
other airship in which to train and practise crews is still in 
question. Regret was felt too, when the doom of R36, with her 
passenger saloon, was pronounced. No tears were shed over 
the unfinished framework of R37, or the interesting little R80, 
or the two surrendered Zeppelins, all of which went to the 
airship knackers. In those days, one was always looking 
forward to something bigger and more advanced. 

R100 seemed to fulfil those expectations. It is true that 
she was experimental, and at the utmost only pointed the way 
to better things; but still she did fly the Atlantic twice with 
ease, and she survived the dreaded ordeal of a storm with 
violent rising air currents. She accomplished a good deal, and 
at the same time she asked a lot of questions, which could only 
be answered by further trial and experiment.  

Admittedly the nation is too poor at the moment to 
pursue those investigations, but one wonders, is it really so 
poor that it could not have afforded a small number of men to 
keep the framework in order until such time as the experiences 
of Germany and the United States should have enabled us to 
decide definitely whether it would be worthwhile to carry on or 
to close down? Is the nation so poor that the price received for 
some 50 or 60 tons of scrap duralumin was a consideration 
sufficient to deprive the future of the chance of making a free 
decision? 

As I entered the 
shed at Cardington last 
Thursday the sound of 
hammers at work came to 
my ears. Then, passing 
through the offices into 
the main shed, the 
skeleton of the great 
airship met my eyes. The 
breakers had been at work 
for a week, (w/com. 
23/11/1931. – almost a 
year after the expiry of the 
original contract. RAA) 
and they had already made 
considerable havoc. The 
main longitudinals and 
transverse rings were still 
in place, slung from the 
roof.  

Wooden props 
supported the passengers’ 
coach and the control car. 

The passenger quarters were being rapidly dismantled. The 
gangway from the nose to the quarters had been removed 
intact. Mr Elton, with whom I travelled down from London, 
said that there might be some use found for that, and it would 
be a pity to break it up. I was surprised to find what a pleasant 
companion Mr Elton is. 

I had expected to find him a sort of Jack Ketch; but he 
seems to consider his vocation in life is the beneficent one of 
preventing waste. He had many interesting stories to tell of 
how he had retrieved metal from all sorts of unlikely places, 
where others thought that it would be no good for anything, 
and had made it available for the further service of mankind. I 
suppose that it had never occurred to him that anyone might 
have a sentimental affection for R100 and feel it a desecration 
to see the axes at work on her once beautiful duralumin 
structure.  

He reckoned that the work of converting the ship to 
scrap would take some three months. The bays would be 
lowered one at a time to the floor, and broken up so far as axe 
and saw and blow-lamp could accomplish it. He thought that a 
steam roller would have to be used to flatten out the main 
girders before they could be carted away. 

At one side of the shed the beds, kitchen equipment, 
tables, etc., were all neatly stacked. The beds have only three 
legs apiece, the framework itself having supported the fourth 
corner. They are light and strong, and yachtsmen may find 
them a good investment. I was rather taken by a little ladder, 
used, I suppose, for climbing into the upper bunks, which 

would be an acquisition to, 
say, a library. Some sections 
of the framework may be 
disposed of intact, and there 
have been inquiries for 
sections of certain 
dimensions.  

One can imagine that 
some sections might serve as 
useful bridging material for 
surveyors or explorers, 
perhaps in Africa, who need 
lightness combined with 
strength. Two of the fins 
were already on the floor,  
and for a while I watched a 
workman with a heavy axe 
cutting the lighter webbing 
away from the girders. But I 
found the sight too brutal and 
speedily turned away. 

Talk about breaking a 
butterfly on the wheel!  

Inside the frame of R100, looking aft: it will be noticed that sections 
have already been cut away. The white fabric discs and strips are an 
experimental device to prevent parts of the gas bags wrapping round 
wires. The bay enclosed by these discs will be kept for experiments. 

(Flight photo) 
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One bay, I think it is 
No. 11 aft of the centre, is to 
be kept for experiment.  

On each side of it 
were large discs of fabric 
connected by radial strips of 
fabric to the transverse 
rings. Sqd. Ldr. Nixon 
explained to me that those 
discs were an experiment to 
prevent sections of the gas 
bag from wrapping round 
the wires as they sometimes 
were inclined to do. Various 
experiments were in 
progress when the work was 
stopped.  

Outside the shed was 
a large frame covered with a 
panel of fabric. Underneath 
the fabric ran a number of 
wires, to which the fabric 
was attached at various points 
by pieces of cord. The cords 
were secured to the fabric by 
various methods. This represented some experimental 
alternatives to the original method of securing the cover to the 
framework, which had been criticised a good deal, and which 
had, as a matter of fact, led to a good deal of rain getting inside 
the cover. 

This panel had been out in all weathers for several 
months, and none of the points at which the cords were 
attached to it had leaked at all. I remarked that this showed 
how much more experiment was desirable, and the reply was: 
“that is just where R100 would have come in so useful.” 

I returned to the shed, in time to see the nose section of 
the ship lowered to the ground. The transverse frame had been 
disconnected from the longitudinals. The supporting ropes, 
which passed over pulleys in the roof and were secured to 
weights on the floor  were loosened, and the whole section 
came to the ground with a grinding noise which re-echoed 
fearsomely through the vast shed. The hatch by which crew 
and passengers used to embark and disembark was still 
covered with fabric, and it hung limply down like the mouth of 
a dead creature until the nose section rolled forward on the 
floor, and forced the hatch to shut. I have been in dissecting 
rooms more than once, but I dislike them. I was glad to leave 
the shed and the horrid work that is going on inside it. 

Cardington is to be reduced to a “care and maintenance” 
basis; but those in charge will care for the place and will 
maintain the sheds, the mast, and hydrogen plant, etc., in good 
condition. I believe that the mooring tower will be used for 
experiments with kite balloons. So, if the results of the present 
work on airships that is going on in Germany and the United 
States should have the effect of deciding us to resume airship 
work when our national pocket is a little less empty, the Royal 
Airship Works will be ready to use.  

We shall not have an airship, and we shall not have a 
crew in training. The price of the scrap duralumin will have 
been spent - swallowed up in the vast maw of our national 
expenditure. So if, for example, the Admiralty clamours for 
airship cruisers as a great measure of efficiency and economy 
(as it seems almost certain that they would be), we shall have 
to start building and training afresh, possibly under foreign 
guidance, and certainly at vast expense. However, R100 is now 
spilt milk, and to shed tears over its fate would be almost as 

profitless as to hope to pay our national debt by selling scrap 
duralumin. 

F. A. de V. R. 
R100 in the House of Commons.  
On Wednesday, December 2nd 1931. 

Lord Scone: asked the Under-Secretary of State for Air in the 
House of Commons to give an estimate of the annual cost of 
preserving the framework of Rl00 on a “care and maintenance” 
basis had this course been preferred to selling the framework as 
scrap  

The Under-Secretary of State for Air (Sir Philip Sassoon): 
It is estimated that the cost of material and labour necessary for 
preserving the framework of R100 on a “care and 
maintenance” basis would have been approximately £1,000 per 
annum in direct charges. This however, makes no allowance 
for the occupation of the airship shed and for other overhead 
charges of the Royal Airship Works. 

Lord Scone: asked the Under-Secretary of State for Air what 
use it is proposed to make of the houses, offices, hangars, 
workshops and hydrogen-producing plant at Cardington; and 
what annual outlay their maintenance is likely to involve? 

Sir P. Sassoon: Some of the houses will be occupied by the 
care and maintenance party and the remainder will be let to 
suitable applicants for housing accommodation. The hydrogen-
producing plant will be closed down, the use to be made of the 
offices, hangars and workshops no longer required for airship 
purposes or for the care and maintenance party, is still under 
consideration.  
The annual cost of maintenance cannot therefore be exactly 
stated at present: it will probably be in the neighbourhood of 
£4,000. 

Capt. Sir William Brass: Can the right Hon. Member say 
whether the hydrogen plant will be kept or sold? 

Sir P. Sassoon: It is being kept. The cost of maintaining the 
hydrogen plant in its present condition is included in the figure 
of £4,000.   ♣ 

www.flightglobal.com/pdfarchive/view/1931/1931%20-%201290.html 
	

The nose of R100 lowered to the floor to be broken up. The structure is slung from the roof of 
the shed and is being lowered section by section. (Flight photo)  
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FLIGHT LIEUTENANT REGINALD F. DURRANT A.F.C. 
A summary of his career extracted by Dirigible editor from a scrapbook donated to AHT by step-grandson Stephen Jeffrey

 
Flt. Lt. Reginald F. Durrant AFC 

Following his education at Haberdashers and St 
Andrews, at the age of 17, Reginald Durrant was granted one 
of the first six Postmaster General (PMG) experimental 
wireless transmitting licences.  

In 1914 he joined the Royal Naval Air Service and 
served until 1918 as a flying wireless observer. He saw action 
over the North Sea and Dunkirk and in Belgium he erected the 
first wireless direction finding stations for enemy interception.  

Chosen as wireless officer for the Trial Crew of HM 
Rigid Airships under Air Commodore Masterman, Durrant was 
onboard for the first flights of the airships R23, R24, R25, R26, 
R27, R29, R31, R32, R33, R34 and the R101. Selected as Chief 
W/TO on R34 he was responsible for communications on the 
first flight to New York in 1919 and was awarded the AFC 
(Air Force Cross). 

From 1923 to 1925 he served with RAF Nos. 6 (Bristol 
Fighter) and 55 (DH9A) squadrons in Iraq. Thereafter, he 
carried out experimental shortwave (S/W) research for the Air 
Ministry (AM) and designed their first S/W radio transmitter.  
Installed in London (Kidbrooke) and chief centres overseas it 
saved the AM many thousands of pounds in cable fees. 

While carrying out air W/T experiments in a Fairey 
Seaplane, Durrant was lucky to escape when he and the pilot 
were saved after their plane crashed at Lulworth Cove.  

Elected a Fellow of the Radio Society, Durrant became 
an Executive Committee Member of the Radio Society of 
Great Britain. In 1931 he was awarded a Diploma and made a 
Member of the Institute of Radio Engineers in New York.  

In 1936 Durrant was selected as the United Kingdom 
Civil Aviation Signals Superintendent for Empire Routes and 
carried out communications surveys on the first civil flights by 
Imperial Airways to Cape Town, Singapore and West Africa. 
His recommendations formed the basis of the present 
International Aviation network. 

With the outbreak of the Second World War, Durrant 
rejoined the RAF and trained newly joined personnel at 
Cranwell, Bicester, Hinensbourne (?). In 1942 he was posted 
overseas and whilst I-C Troops Squadron Leader, HMT 
‘Muncaster Castle’ was torpedoed off the West Coast of 
Africa. After being blown up he was again lucky to be rescued 
from a life-raft on his first day adrift.  

He saw service in the Western Desert, Basra and the 
Persian Gulf and in 1944 joined Philips Radio Televison 
Laboratories (PRT) doing ‘special work’ involving detecting 
V2 rockets and afterwards High Frequency (heating?).  

Following the closure in 1947 of PRT owing to lack of 
funds, Durrant tried his hand as an author and journalist, taking 
on what he described as ‘various odd posts’. Now over 50 and 
finding that he could not get into the commercial world 
Durrant was employed as Press Liason Officer for the Ministry 
of Agriculture and Fisheries in the 1950s.   ♣ 

---ooo000ooo--- 
BLACK BREAD FOR ENVELOPE 

Among the numerous loose items in Reginald Durrant’s 
scrapbook is this blank picture postcard captioned “Leaving 
Alhorn, Germany on L71 on surrender flight to Norfolk.”  

 
On another page there is a newspaper clipping that 

seems to be related to it …  

EVENING STANDARD Tuesday December 7th 1937 
It was once my lot to be the only Englishman among the 

crew of a German Zeppelin which had raided London seven 
times. 

On a dirty night, shortly after the war, the Zeppelin was 
pulled out of her hangar at Nordholz for the last time, bound 
for England on a surrender flight. Several times the Zeppelin 
had been ready to start, but had been ordered back on account 
of the weather. 

Well over the North Sea the officers  shared their black 
bread and sausage with me. The rain lashed into the 
unprotected war-time control car, making little rivulets on the 
chart. I noticed the radio was unusually silent. “Will the Herr 
Kapitan advise England the time of our arrival?” I ventured to 
the bearded skipper. “Not yet, my friend – there is a technical 
hitch with the radio,” he said with a sly wink. The real reason 
was, I think that they were anxious not to receive orders to go 
back again. 

Dawn, and Cromer on the skyline. I thought of the 
landing party waiting for the word at Pulham, in Norfolk. Had 
they had even a departure signal? Unobserved I scribbled out 
three terse messages, folded them and stuck each one in three 
thick slices of black bread which I had. 

As Cromer lay beneath us I climbed up into the 
gangway running inside the envelope, and threw them one by 
one overboard out of a side window, wondering whether some 
chance passer-by would see one and telephone as requested. 

Someone did. As we circled our objective signals were 
flashed to us to remain aloft for two hours. The regiment from 
the nearest barracks were not ready. 

“Will the Herr Kapitan fly over London to pass away 
the time?” I asked. He shook his head. 

I still think that black bread has never been put to a 
stranger use.                    R F Durrant, Queens Avenue, N 10. 

---ooo000ooo--- 
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Also in Durrant’s scrapbook is this: 

UNTITLED HANDWRITTEN REPORT  
Prior to the outbreak of war the subject of wireless 

communication to and from aircraft received little or no 
attention in British aeronautics. A few enthusiasts tried various 
transmitting tests on the old Farman machines during the Army 
manoeuvres but it was not until August, 1914 that the original 
Royal Naval Air Service started in earnest with the Marconi .5 
kW transmitting and receiving set for ground work, and a small 
50 watt transmitter known as the Sterling, made by the well-
known Sterling Telephone Company. These combined with a 
clumsy crystal receiver known as the TA rendered the future of 
reception and transmission from the air a permanent success. 

The .5 kW set with the 30 foot Field Masts was read in 
the small SS type of airship up to 40 miles, the ship’s 
transmitter was read 35 to 40 miles sometimes 50 with a very 
sensitive crystal. 

Mr F Hooper now Captain Hooper, RAF, then designed 
the TB, a very neat and compact crystal receiver which has 
held its own up to the present day although opposed by various 
amateur critics in the Service who, newly entered, tried to 
ignore the experience of those who had served in the Royal 
Navy and Merchant Service. 

We next saw the innovation by the Marconi Company 
of the Type 53 150 Watt set which was first used on the 
Coastal Patrol (CP) airships with the crude double wire aerial. 
Many ex-operators of these ships will recollect the days when 
the ship having to dive hurriedly, the Aerial Spreader Bar came 
up at an angle of 45°. The curse of this particular transmitter 
was the ABC engine which always refused to start when 
required in flight. With this transmitter the TC Receiver was 
inaugurated and proved the most sensitive and in every way the 
most suitable crystal receiver used in the air. Brown’s well-
known Wireless Relays were used in conjunction with all these 
receivers, one usually being sufficient. Good work was now 
being done by all airships round the coast and the value of 
wireless telegraphy came gradually to the front. The wireless 
telegraphy staff was enlarged and moved to Cranwell where a 
lot of useful work was done. It must be mentioned just 
previous to this the Bellini Tosi System of Direction Finding 
(DF) was being brought to a remarkable degree of success by 
the strenuous efforts of Mr H J Round, one of the foremost 
engineers of the Marconi Company, who, ably assisted by Mr 
G M Wright, enabled the Admiralty to keep perfect chart 
records of the movements of the German Fleet and Zeppelins. 
The patents of Dr D Forrest of the American Audio Valve for 
reception having lapsed, Round developed its possibilities a 
hundredfold and produced the now famous Round Valve which 
with his famous Circuit has never been equalled for 
sensitiveness. True it required a certain degree of manipulation 
which puzzled many of the old ‘Crystal Twiddlers’ and 
therefore was condemned by them as unsuitable for Air 
Service work. 

Two petty officers of the Royal Naval Air Service who 
having worked the Bellini method with Round foresaw the 
greater value of the valve for reception from aircraft, 
introduced it in the interception station in London. The 
marvellous results obtained soon convinced the powers that be 
that the days of the crystal were doomed. 

Then followed in quick succession the TD Receiver and 
the 54 and 54A Transmitters. Dr Whiddington’s 55A 2 kW 
transmitter was a brilliant piece of work, designed by a 
practical engineer it revealed all those qualities so essential to 
active service on land and seaplanes ships. 

Meanwhile the experimental section of the RNAS at 
Cranwell produced the TF Receiver, an instrument designed by 
Captain Crowther, RAF (although no credit whatever was 
given him for it) for reception both on the ground and on 
aeroplanes and airships. It consisted of three French Valves 
which were semi automatic in action and therefore were 
practically fool-proof, for the average operator and observer is 
a poor lover of his instrument.  

The increasing research into the theory of the valve led 
the same Section to design the Type 57 CW Transmitter. Let us 
bear in mind that the Marconi Company were again first in the 
field for just previous to this Round produced his Transmitting 
Valve which was first made in a two-box Transmitter and 
afterwards brought down to one box. It, however, could not 
hold its own with the Type 57 and was only used in a few ships 
and Land Stations. 

At this time the Admiralty, anxious to secure the safe 
navigation of all aircraft, installed the well known Direction 
Finding (DF) Stations around at the coast. These were manned 
at first by Ratings who had had no previous valve or DF 
training and consequently the early work was not at all 
accurate and a bad impression was produced while men who 
had previous experience were kicking their heels in various 
Depots. This state of affairs was remedied and these Stations 
working on the Bellini System have helped aircraft on long 
patrols enormously. 

The Bellini system was also used with good results with 
the RNAS on the Belgian coast using Field Station Masts and 
high amplification. These were at Dunkirk, Coxyde Bains (on 
the dunes near Newport) [?Koksijde-Bad? – ed.] and 
Lampernisse just behind Dixmude. 

In the latter end of 1917, Captain Robinson, RAF 
patented the maximum method in Direction Finding. His 
scheme was to use two small frames at right angles and high 
amplification using the new 7 Valve Cranwell Amplifier. Early 
experiments were conducted on the Handley Page bombers 
with wires in the wings, admirably ingenious in its simplicity it 
should prove very useful. Pilots were averse to its being fitted 
in the wings as they were controlled by Switch Board Lights 
but afterwards the fuselage coils were adopted. It is a well-
known fact that owing to the noise of the machine the 
minimum method was very inaccurate, but in the Robinson 
method the signal is heard the whole time. A demonstration 
flight to France was given and the excellent results obtained 
assured its adoption on all HPs. Its adoption on airships is only 
suitable on the rigid and North Sea types; after exhaustive tests 
on the SS it was abandoned, the ship’s head can never be kept 
steady enough to take an accurate compass reading. 

With regard to the difficulty in reading the compass the 
same trouble was experienced on the HP machine on a bumpy 
day and experiments were carried out with a Gyro Compass 
Corrector which was a most useful, the Gyro showing a steady 
reading and indicating the number of degrees the machine was 
drifting off her compass course. The possibilities of this may 
render the adoption of the maximum method to the SS Type. 
Anxious to show that the Bellini Method could still be used, a 
Lieutenant West fitted two loops at right angles on the Handley 
Page and with an ordinary Radiogoniometer [?] made some 
interesting tests which were confirmed by outside experts, 
however, he met with such bitter opposition in certain circles 
that when the Armistice was signed he stopped his experiments 
determined to carry on when it was required commercially. 

And here one must conclude, pleased to think that 
despite official red tape the wireless telegraphy side of the 
Royal Air Force is as efficient as any in the world. 

BY ‘RADIO OBSERVER’ 
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THE GUILD OF AIRSHIPMEN 
Extracted by Dirigible Editor from the scrapbook of Sqn. Ldr. R. F. Durrant 

The pictures, newspaper cuttings and documents shown on the next four pages were found 
scattered about in the Durrant scrapbook which was recently donated to AHT – see previous page. It 
appears to me that they are connected and that they reveal an attempt by Durrant to establish The 
Guild of Airshipmen, an organisation that I had not previously heard of.  

Piecing together such dates and references as there are in these snippets I have placed them in a 
likely date order. It would seem the first meeting was held in 1949 and centred on surviving members 
of the R34 crew. They met again in 1950 and also in 1951 (see overleaf) by which time more of the 
old guard of survivors from R100 and R101 crews had been contacted. This coincided with Lord 
Ventry’s ill-fated attempt to reinvigorate British airship development by building the Bournemouth. 

None of the photos have any captions or indications of when or where they were taken but all 
appear to be from the same occasion. Readers are invited to make up their own minds as to whether 
my hunches are correct and to add names to some of the famous faces. I would be pleased to hear 
from anyone who can add any information concerning The Guild of Airshipmen. 

******* 
SEVEN MEN WANT TO RELIVE JULY 2, 1919 

THEY WERE ABOARD R34 
Last of crew of 30 plan London dinner 

Seven men who took part in the first double Atlantic flight 
are trying to trace whether there are others still living who were 
with them in the great adventure of 30 years ago. They were 
members of the crew of 30 officers and men of the airship R34, 
which was also the first aircraft to cross the Atlantic from East to 
West, a few days after the first plane flight in the opposite 
direction. Planning a celebration of the anniversary of the start of 
the airship flight, on July 2, is Mr R.F Durrant, now an Agriculture 
Ministry official, who was chief wireless officer in the R34. 

THE OTHER SIX 
The other six members of the crew of the airship which set 

off from East Fortune, near Edinburgh, and landed at Mineola, 
Long Island, are Squadron Leader A.G. Evenden, a serving officer 
in the RAF – his home is in Kent, and he was one of the airship's 
riggers; Mr J. Northeast, of Duke-street, Trowbridge, who was an 
engineer on board; Mr Robert Burgess, of Penford-gardens, 
Eltham, a rigger; Mr E.E. Turner, of Highview-gardens, Edgware; 
Mr W.J. Edwards of Fernhead-road, Maida Vale, who was the 
airship's wireless operator; and Mr T.W. Thirwall, of Brampton, 
Cumberland, who was an engineer. 

They hope to dine together in London to recall the flight 
which made history. Their numbers have dwindled from a pre-war 
total of 15, but Mr Durrant believes that there are still several 
others living. He is trying to get in touch with them. 

73 HOUR CROSSING 
Several of the R34 crew, including her commander, Major 

G.H. Scott, later lost their lives in the R101 disaster. Mr Durrant, 
as communications officer, also served in the R101 on every flight 
of the airship except her last when she struck a hillside in France.  

Mr Durrant served in World War II as a squadron-leader 
radar expert.  

At their reunion the R34 veterans will relive their 105-hour 
crossing of the Atlantic and their struggle through severe electric 
storms over Nova Scotia, where, in the words of Mr Durrant, they 
were “thrown all over the place.” They took 73 hours on the return 
trip, and landed at Pulham, Norfolk, on July 13, 1919. 

The R34, which had a gas capacity of nearly 2,000,000 
cubic feet, was 643ft long and she was fitted with five Sunbeam 
aero engines of 250 hp each. She was capable of 62 miles an hour 
in still air.                             (EVENING NEWS, FRIDAY JULY 1st 1949) 

******* 
MEN OF THE R34 

Mr R.F. Durrant, radio operator of the R34, the first airship 
to cross the Atlantic, is trying to get survivors of that trip together 
for a reunion. It will be 30 years on Saturday that the airship set 
off from Scotland for New York on a trip which seemed to 
indicate that this was the way people would cross the Atlantic in 
future. But Major G.H. Scott, who commanded, and many who 
made the crossing died when the R101 crashed in France, a 
tragedy that practically ended the use of airships. Mr Durrant, now 
at the Ministry of Agriculture, was on every R101 trip but the last. 
He knows of seven men who made the R34 Atlantic crossing and 
thinks there may be more.                                         (STAR – no date) 

******* 
R34 – THE 30th ANNIVERSARY 

Thirty years ago today the airship R34 was far out over the 
Atlantic, making the first air crossing from East to West. The 
whereabouts of seven of the 30 members of the crew is known. 
One of them, Mr R.F. Durrant, of Soho-square, W., who was chief 
radio officer on the trip, is anxious to trace the others. He is 
planning a reunion on July 13.         (NEWS OF THE WORLD – no date) 

******* 
THE SEVEN SURVIVORS 

Seven men will meet at a 
London hotel tonight and talk about a 
flight that made history; that of the 
airship R34, which 30 years ago this 
week returned to England after 
making the first ever air crossing of 
the Atlantic from east to west. The 
seven are the only survivors of the 
crew of 33. Some of the crew were 
killed later in the R101 crash. Among 
these was Major G.H. Scott, who 
commanded the flight. Two officers 
will be present tonight; Flight Lieut. 
R.F. Durrant, the radio officer, and 
Flying Officer Luck, second officer. 
Durrant went on every flight of the 
R101 except the last. R34 made the 
east-west crossing in 105 hours, the 
return journey in 73 hours. 

(STANDARD – no date) 

******* 
 

SIX MEN OF THE R34 LOOK BACK THIRTY 
YEARS 

Six men met in a West End hotel last night and talked of an 
Atlantic flight made thirty years ago. They were men of the 
Airship R34 and it was the first time they had met since they flew 
in her to America and back in 1919. Mr R.F. Durrant, the R34's 
wireless operator, spent two years tracing these survivors of the 
original crew of thirty. Many of the remainder have since been 
killed in air-crashes or have gone abroad. 

(SUNDAY PICTORIAL– no date) 

******* 
CAT GUEST AT R34 REUNION 

Six men held a reunion dinner at a restaurant in London's 
West End last night – and the guest of honour was a small black 
cat. 

The men were members of the crew of the airship R34, 
which, 30 years ago this month, made the first East-to-West air 
crossing of the Atlantic. The cat, Jazz, is a direct descendant of the 
airship's mascot on that historic flight. After more that two years' 
checking,  Mr R.F. Durrant, chief wireless operator of the flight, 
has traced only seven survivors of the 30 men who made the trip.  

Five of them were able to join him at the reunion last night. 
After dinner each was introduced to Mrs G.H. Scott, widow of 
Maj. Scott, the airship's commander, who lost his life in the R101 
disaster.  

Mr Durrant, who organised the reunion, said last night: 
“Jazz was our mascot on the trip, and after the successful return 
flight from America I took responsibility for her safety. She lived to 
a ripe age and produced many kittens. Each man here tonight 
insisted on seeing her latest descendant.  

“When we planned the flight we were still naval men, and 
officially the credit for the first east-west Atlantic flight must go to 
the Navy. 

AN AMBITION 
“We kept in touch before the war but this is the first official 

party we have held. Unfortunately, many of the original crew have 
since lost their lives.” Mr Durrant wants to cross the Atlantic again 
in a modern passenger plane and compare the experience. 
“If I can ever afford the trip I shall take Jazz's last surviving 
descendant with me,” he says. 

(SUNDAY EMPIRE NEWS REPORTER– no date) 

******* 
SEVEN SURVIVORS OF R34 ARE REUNITED 

Like thousands of other South Londoners,  Mr R.F. Durrant 
of Florence-rd., New Cross, works in an office, but on Saturday 
night he wasn't thinking of his job at a desk in the Ministry of 
Agriculture. Instead  Mr Durrant recalled the day 30 years ago 
when he sat with headphones as radio operator of the airship R34 
as she flew to America and back in 1919.  

With him, celebrating the anniversary of the flight by a 
West End hotel dinner, were six other survivors of the R34's crew. 
The New Cross man had spent two years tracing the crew on that 
flight. Many of them, he found had long since gone abroad or had 
been killed in air crashes. 

Mr Durrant told the South London Press, “I sought out the 
survivors because I believed that the anniversary of the flight 
deserved honouring.  

“We swapped stories of the adventures of the R34 at the 
dinner, and decided to meet again on the same date next year.”  

Still with  Mr Durrant's family is Jazz, a direct descendant 
of the cat named Jazz which was the airship's mascot on the flight. 
But on Monday morning as usual the ex-radio operator of the R34 
left his home in Florence-rd for the city in the same way as he has 
done for several years now. 

(SOUTH LONDON PRESS – no date) 

******* 
CONTINUED OVERLEAF … 
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THE GUILD OF AIRSHIPMEN 
Extracted by Dirigible Editor from the scrapbook of Sqn. Ldr. R. F. Durrant 

The pictures, newspaper cuttings and documents shown on the next four pages were found 
scattered about in the Durrant scrapbook which was recently donated to AHT – see previous page. It 
appears to me that they are connected and that they reveal an attempt by Durrant to establish The 
Guild of Airshipmen, an organisation that I had not previously heard of.  

Piecing together such dates and references as there are in these snippets I have placed them in a 
likely date order. It would seem the first meeting was held in 1949 and centred on surviving members 
of the R34 crew. They met again in 1950 and also in 1951 (see overleaf) by which time more of the 
old guard of survivors from R100 and R101 crews had been contacted. This coincided with Lord 
Ventry’s ill-fated attempt to reinvigorate British airship development by building the Bournemouth. 

None of the photos have any captions or indications of when or where they were taken but all 
appear to be from the same occasion. Readers are invited to make up their own minds as to whether 
my hunches are correct and to add names to some of the famous faces. I would be pleased to hear 
from anyone who can add any information concerning The Guild of Airshipmen. 

******* 
SEVEN MEN WANT TO RELIVE JULY 2, 1919 

THEY WERE ABOARD R34 
Last of crew of 30 plan London dinner 

Seven men who took part in the first double Atlantic flight 
are trying to trace whether there are others still living who were 
with them in the great adventure of 30 years ago. They were 
members of the crew of 30 officers and men of the airship R34, 
which was also the first aircraft to cross the Atlantic from East to 
West, a few days after the first plane flight in the opposite 
direction. Planning a celebration of the anniversary of the start of 
the airship flight, on July 2, is Mr R.F Durrant, now an Agriculture 
Ministry official, who was chief wireless officer in the R34. 

THE OTHER SIX 
The other six members of the crew of the airship which set 

off from East Fortune, near Edinburgh, and landed at Mineola, 
Long Island, are Squadron Leader A.G. Evenden, a serving officer 
in the RAF – his home is in Kent, and he was one of the airship's 
riggers; Mr J. Northeast, of Duke-street, Trowbridge, who was an 
engineer on board; Mr Robert Burgess, of Penford-gardens, 
Eltham, a rigger; Mr E.E. Turner, of Highview-gardens, Edgware; 
Mr W.J. Edwards of Fernhead-road, Maida Vale, who was the 
airship's wireless operator; and Mr T.W. Thirwall, of Brampton, 
Cumberland, who was an engineer. 

They hope to dine together in London to recall the flight 
which made history. Their numbers have dwindled from a pre-war 
total of 15, but Mr Durrant believes that there are still several 
others living. He is trying to get in touch with them. 

73 HOUR CROSSING 
Several of the R34 crew, including her commander, Major 

G.H. Scott, later lost their lives in the R101 disaster. Mr Durrant, 
as communications officer, also served in the R101 on every flight 
of the airship except her last when she struck a hillside in France.  

Mr Durrant served in World War II as a squadron-leader 
radar expert.  

At their reunion the R34 veterans will relive their 105-hour 
crossing of the Atlantic and their struggle through severe electric 
storms over Nova Scotia, where, in the words of Mr Durrant, they 
were “thrown all over the place.” They took 73 hours on the return 
trip, and landed at Pulham, Norfolk, on July 13, 1919. 

The R34, which had a gas capacity of nearly 2,000,000 
cubic feet, was 643ft long and she was fitted with five Sunbeam 
aero engines of 250 hp each. She was capable of 62 miles an hour 
in still air.                             (EVENING NEWS, FRIDAY JULY 1st 1949) 

******* 
MEN OF THE R34 

Mr R.F. Durrant, radio operator of the R34, the first airship 
to cross the Atlantic, is trying to get survivors of that trip together 
for a reunion. It will be 30 years on Saturday that the airship set 
off from Scotland for New York on a trip which seemed to 
indicate that this was the way people would cross the Atlantic in 
future. But Major G.H. Scott, who commanded, and many who 
made the crossing died when the R101 crashed in France, a 
tragedy that practically ended the use of airships. Mr Durrant, now 
at the Ministry of Agriculture, was on every R101 trip but the last. 
He knows of seven men who made the R34 Atlantic crossing and 
thinks there may be more.                                         (STAR – no date) 

******* 
R34 – THE 30th ANNIVERSARY 

Thirty years ago today the airship R34 was far out over the 
Atlantic, making the first air crossing from East to West. The 
whereabouts of seven of the 30 members of the crew is known. 
One of them, Mr R.F. Durrant, of Soho-square, W., who was chief 
radio officer on the trip, is anxious to trace the others. He is 
planning a reunion on July 13.         (NEWS OF THE WORLD – no date) 

******* 
THE SEVEN SURVIVORS 

Seven men will meet at a 
London hotel tonight and talk about a 
flight that made history; that of the 
airship R34, which 30 years ago this 
week returned to England after 
making the first ever air crossing of 
the Atlantic from east to west. The 
seven are the only survivors of the 
crew of 33. Some of the crew were 
killed later in the R101 crash. Among 
these was Major G.H. Scott, who 
commanded the flight. Two officers 
will be present tonight; Flight Lieut. 
R.F. Durrant, the radio officer, and 
Flying Officer Luck, second officer. 
Durrant went on every flight of the 
R101 except the last. R34 made the 
east-west crossing in 105 hours, the 
return journey in 73 hours. 

(STANDARD – no date) 

******* 
 

SIX MEN OF THE R34 LOOK BACK THIRTY 
YEARS 

Six men met in a West End hotel last night and talked of an 
Atlantic flight made thirty years ago. They were men of the 
Airship R34 and it was the first time they had met since they flew 
in her to America and back in 1919. Mr R.F. Durrant, the R34's 
wireless operator, spent two years tracing these survivors of the 
original crew of thirty. Many of the remainder have since been 
killed in air-crashes or have gone abroad. 

(SUNDAY PICTORIAL– no date) 

******* 
CAT GUEST AT R34 REUNION 

Six men held a reunion dinner at a restaurant in London's 
West End last night – and the guest of honour was a small black 
cat. 

The men were members of the crew of the airship R34, 
which, 30 years ago this month, made the first East-to-West air 
crossing of the Atlantic. The cat, Jazz, is a direct descendant of the 
airship's mascot on that historic flight. After more that two years' 
checking,  Mr R.F. Durrant, chief wireless operator of the flight, 
has traced only seven survivors of the 30 men who made the trip.  

Five of them were able to join him at the reunion last night. 
After dinner each was introduced to Mrs G.H. Scott, widow of 
Maj. Scott, the airship's commander, who lost his life in the R101 
disaster.  

Mr Durrant, who organised the reunion, said last night: 
“Jazz was our mascot on the trip, and after the successful return 
flight from America I took responsibility for her safety. She lived to 
a ripe age and produced many kittens. Each man here tonight 
insisted on seeing her latest descendant.  

“When we planned the flight we were still naval men, and 
officially the credit for the first east-west Atlantic flight must go to 
the Navy. 

AN AMBITION 
“We kept in touch before the war but this is the first official 

party we have held. Unfortunately, many of the original crew have 
since lost their lives.” Mr Durrant wants to cross the Atlantic again 
in a modern passenger plane and compare the experience. 
“If I can ever afford the trip I shall take Jazz's last surviving 
descendant with me,” he says. 

(SUNDAY EMPIRE NEWS REPORTER– no date) 

******* 
SEVEN SURVIVORS OF R34 ARE REUNITED 

Like thousands of other South Londoners,  Mr R.F. Durrant 
of Florence-rd., New Cross, works in an office, but on Saturday 
night he wasn't thinking of his job at a desk in the Ministry of 
Agriculture. Instead  Mr Durrant recalled the day 30 years ago 
when he sat with headphones as radio operator of the airship R34 
as she flew to America and back in 1919.  

With him, celebrating the anniversary of the flight by a 
West End hotel dinner, were six other survivors of the R34's crew. 
The New Cross man had spent two years tracing the crew on that 
flight. Many of them, he found had long since gone abroad or had 
been killed in air crashes. 

Mr Durrant told the South London Press, “I sought out the 
survivors because I believed that the anniversary of the flight 
deserved honouring.  

“We swapped stories of the adventures of the R34 at the 
dinner, and decided to meet again on the same date next year.”  

Still with  Mr Durrant's family is Jazz, a direct descendant 
of the cat named Jazz which was the airship's mascot on the flight. 
But on Monday morning as usual the ex-radio operator of the R34 
left his home in Florence-rd for the city in the same way as he has 
done for several years now. 

(SOUTH LONDON PRESS – no date) 

******* 
CONTINUED OVERLEAF … 



… CONTINUED FROM PREVIOUS PAGE  

More cuttings and documents from Sqn. Ldr. 
Durrant’s scrapbook … 

MEMORY ROOM 
Childhood memories today for bride Mrs Barbara 

Rogers stepping into a flower-decked room at New Cross 
Register Office for her wedding to ex-Squadron Leader 
Reginald Durrant AFC. For the room was once the long 
dining-room of her home where as a small girl she played in 
the garden. “It is an amazing coincidence” she says.  

Her bridegroom is one of the men who helped to make 
air history 32 years ago when the R34 was the first airship to 
cross the Atlantic. He was chief radio officer. For their 
honeymoon Mrs Rogers is taking a few weeks off from her job 
as only woman executive on Deptford Chamber of Commerce. 

(THE EVENING NEWS – LONDON FRIDAY MARCH 9th 1951) 

******* 
AIRSHIP ROMANCE 

A romance which began when Deptford Chamber of 
Commerce were considering the idea for an airship visit to the 
borough as part of the Festival [of Britain] has just been 
disclosed. It led to a first meeting of the only woman member 
of the executive, Mrs Barbara Rogers, who runs a catering 
business, and Mr R. F. Durrant, who was chief radio officer in 
the airship R34, which made the first double Atlantic flight. 
They have now announced their engagement. It is hoped that 
plans can be made for an airship of the 'blimp' type, now under 
construction and sponsored by Lord Ventry, president of the 
Airship Club, to make a landing at Deptford in June.  

The Guild of Airshipmen, of which Mr Durrant is 
secretary, are co-operating, and he hopes to join in the flight. 

(THE EVENING NEWS – LONDON FRIDAY MARCH 9th 1951) 

******* 
TO MARRY R34 SURVIVOR 

Mrs B. L. Rogers, who has a catering business at 41, 
Deptford-bridge and is the very busy chairman of the 
membership committee of Deptford Chamber of Commerce, is 
receiving a host of congratulations on her engagement to 
former Squadron Leader R. F. Durrant, A.F.C., one of the few 
survivors of the famous but ill-fated airship R34, which made 
the first east to west flight to New York, who also took part in 
all the trials of R101 with the exception of her last fatal trip.  

Squadron Leader Durrant is at present with the Ministry 
of Agriculture. 

(THE EVENING NEWS – LONDON FRIDAY MARCH 9th 1951) 

******* 
AIRSHIP MEN 

Shipmates from Britain's airships are expected to be 
there when Mr R.F. Durrant, chief radio operator of the R34, 
first airship to cross the Atlantic, is married in London shortly.  

Bride will be Mrs Barbara Rogers, only woman on the 
committee of Deptford's Chamber of Commerce. She runs a 
restaurant which has been in her family for three generations. 
Mr Durrant, 58-year-old widower, now with the research 
department of the Ministry of Agriculture, and Mrs Rogers, a 
widow, met through Chamber of Commerce activities two 
years ago. Is she interested in airship? “Yes, very much so,” 
says Mr Durrant. She may be one of the passengers when Mr 
Durrant goes up with Lord Ventry in the 'Blimp,' now being 
built, during Deptford's Festival of Britain week. 

Mr Durrant organised a reunion last year of survivors 
from all the airships – R33, R34, R100 – first to fly to Montreal 
– and the ill-fated R101. From these has been formed the 
'Guild of Airshipmen.'                      (STARMAN'S DIARY – no date) 
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The scrapbook holds two telegrams to the 
Guild from the King and a letter from Dr Eckener. 

 

  

 
******* 

AIRSHIP VETERANS 
Dr Hugo Eckener, German airship veteran and the man 

who built the Graf-Zeppelin and flew her across two 
continents, has written a letter of good wishes which will be 
read at 'The Ticket Porter,' a Thames-side tavern, on Saturday.  

For there gathers a unique band – the first get-together 
in 32 years of airship veterans and the crews of naval airships 
who have banded themselves into the Guild of Airshipmen.  

Two of the three living survivors of the ill-fated R101 
will be there – Mr V.A. Savory of the Ministry of Supply and 
Mr J. Binks who lives at Bedford. Six of the first men to land 
in America by air, survivors of the R34 which made the first 
east-west Atlantic flight to New York will be there, too 
including the man who is probably the very first aerial 
stowaway – Mr R.M. Ballantype [sic] of Barrow-in-Furness. 

COMRADESHIP 
They will sit next to three men of the R33 – the ship 

which drifted helpless with bows stove in over the North Sea 
and was brought back safely by fine airmanship.  

Ex-Squadron Leader R.F. Durrant AFC, airship pioneer 
who has tried for many years to keep the old comradeship 
among them alive, will be a proud man on Saturday. Lord 
Ventry is guest of honour. Mrs Scott, widow of the commander 
of R34 on the Atlantic flight, will be there. And Mr Durrant's 
other reason for pride is that his fiancée, Mrs Barbara Rogers, 
will be there too.                               (STARMAN'S DIARY – no date) 

******* 

HEAVYWEIGHT FLIGHT 
Seventeen-stone Lord Ventry, inspiration of the 'pocket' 

airship Bournemouth which made a maiden voyage from 
Cardington on Thursday, will be welcomed by 15st 6lb 
Reginald F. Durrant when he is guest of honour to-night in 
London at a reunion of airship veterans. Mr Durrant was chief 
radio officer in the airship R34 when she made the first east to 
west flight to New York. 

A MATTER OF WEIGHT 
He was prevented from being at Cardington for the 

Bournemouth's first flight, but in any case he would have been 
forced to share Lord Ventry's disappointment at not being able 
to go on the maiden voyage because of weight. However, he 
believes that it will be merely a question of fuel load 
adjustment and possibly a reduction in crew, even if he and 
Lord Ventry want to fly in the ship together. 

(STARMAN'S DIARY – no date) 

******* 
The Letter from Dr Eckener 

 
Friedrichshafen April 14 1951 
Dear Mr Durrant 

I enjoyed very much your kind letter. Many thanks for it! It was a 
great pleasure for me to receive a greeting from one of the gallant crew 
members of the R34, who made that remarkable first flight over the 
Atlantic, now more than 30 years ago but still living in the mind of all 
airshipmen. 

Yes, I am indeed in touch with Lord Ventry and I wrote him just a 
few days ago a letter thanking for the honour the “Airship Club” bestowed 
upon me by making me the Vice President of that club. I am happy that 
Lord Ventry and his friends try keeping the airship idea alive, but I am a 
little bit sceptical regarding their success, considering the condition of the world 
of today, which is only interested in aircraft which can be utilised as a war 
weapon. But perhaps I am too outspoken a pessimist what an old 
airshipman never should be. 

I hope you will have much pleasure and success in the flying your 
little Blimp and that it may be the beginning of the arrival of the airship. 

Wishing you dear Mr Durrant my very best wishes 
I am yours sincerely, Hugo Eckener 

******* 
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RE: DIRIGIBLE 84 
#84 is another exceptional issue! Comments: 
The Cover - I am glad to see that you came up with a 

photo in response to your ‘lawn roller’ inquiry. I do wonder 
about the nature of the ‘photo’? It almost appears that the 
buildings, mast and men are a photo while the airship and the 
roller assembly appear to be ‘painted in’. Presumably this 
photo was underexposed and required touchup? 

Page 3 “Risks” - Regarding rigid airships I would point 
out that Los Angeles, Graf Zeppelin (LZ-127), Hindenburg and 
R100 all made their first trans-Atlantic flights after a similar 
number of trial flights including at least one multi-day trial of 
over 1,000 miles. R100 may have been least suitable for this 
endeavor (original specification was for 2,500 miles while 
Cardington to St. Hubert was over 1,000 miles further) but 
Hindenburg flew the least actual trials and, arguably, as a 
result, was in the most danger on the return flight. I do not like 
[Sir Peter Masefield’s] comment, “spirit of the times,” however, 
if engine assemblies have hundreds of hours on both test gantry 
and aboard ship combined, and all other systems prove sound, 
there has to be a first flight, why wait?  

As to your final paragraph, AMEN! Today’s regulations 
mandate that a municipal playground in a park be perfectly 
safe for a simple-minded toddler supervised by an intoxicated 
parent. The result is that after a child enters primary school, 
they never visit the example park again as it is as devoid of fun 
for a five year old as anything devised on the face of the planet. 
How can a child develop in such an environment? 

Pages 4 – 21 - fascinating stuff all! I have heard of S.E. 
Saunders but never the “Consuta” system. 

Pages 22-23 - Like Playboy, the best is in the center! 
While I could nit-pic a few of your points, the big picture is 
very much a major factor in the final failure and the illustration 
is as marvelous as it is clear. 

Regarding ‘Rain Catchment Systems’ – Your arrow 
points to a faded ‘X’ on the R.101’s starboard side at frame #6. 
At Kew, AIR 5-966 (fuel and water pipe diagram R101), one 
collection point is at the lookout point at the top of frame #6 
just right of “O” longitudinal and another is on either side of 
the upper fin at frame #13. I believe that Hindenburg had a 
gutter system in the area which your arrow points out, to 
collect ballast, only in place in the 1937 season. I am curious as 
to what this arrow represents? 

[The centre page photo comes from a small album 
donated to AHT by the family of a man who worked on R101. 
There are other X marks on other photos which are referred to 
in the hand written captions but this one stands alone. There is 
however, a definite dark line beneath the X which I, rightly or 
wrongly, assumed to be the famous raincatcher. It is one of the 
R101 experiments about which one reads little or nothing and 
thus my further assumption is that it worked well. – ed.] 

Page 24 - I have not seen this photo before either. It is 
unique in that tanks are visible though in comparison to the 
man nearby, I wonder what they could be for? Lubricating oil 
perhaps, I believe that the amidships engine car, #5, had two 
small feed tanks instead of one large feed tank Most of the 

recognizable girders are longitudinals. The man, centered and 
closest to the camera, seems to have his right foot on a tubular 
structure that runs across the center of the photo. Have you any 
idea what that could be?                                    Charles Hall 

[Not a clue! – ed.] 
---ooo000ooo--- 

RE: AIRSHIP CONSTRUCTION PHOTOS 
(Dirigible 84, p31) 

Regarding the two airship photos on right-hand column 
of page 31 - This appears to be a construction shed (frames in 
the foreground for hull to rest on, framed out partial hull in the 
background. I believe that, of Britain's completed wartime 
contractors’ sheds, only Short Brothers at Cardington had room 
for two hulls side-by-side. The uncovered hull appears to have 
a partially covered upper fin with roundel painted on; the 
framing appears to be metal rather than wood. The metal frame 
eliminates R31 and R32. Therefore it must be R37 in the 
Cardington Shed dated soon after R32 departed but before R38 
frame began to be assembled. R36 and R38 were never in the 
same shed either during construction, or after completion. 

As for the lower photo, it is someone's fabric shop but I 
cannot say which one?                                       Charles Hall 

The top right photo on page 31 shows R37 under 
construction at Cardington. The tail of R32 can be seen behind.  

The other photo shows the manufacture of gasbags, 
with women washing the goldbeater’s skins, joining them and 
then assembling the whole bags.                      Brian Turpin 

---ooo000ooo--- 
RE: R101 WRECKAGE PHOTOGRAPH 

(Dirigible 84, p24) 
Your R101 man on the wreck is from the Daily Mail, 

probably 12 October [1930]. I found it at the Frost Newspaper 
Archive. Here is my evidence. 

 

Peter Davison 
---ooo000ooo--- 
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RE: WHO WAS WHO 
(Dirigible 61, p22/23) 

Several issues back, you did a piece on identifying 
individual members of R101's crew. On page 68 of Wattebled's 
La Catastrophe Du R-101 is a page dedicated to photos of 
some of the passengers and crew. There is a group photo of the 
officers and crewmen, a group photo of Johnston, Brancker, 
Thomson and Richmond, five individual photos of passengers 
and individual photos of 16 of the crewmen, most of whom are 
wearing their uniform naval-style hats. One or two are ill-
exposed but most are as good or better than some of the ones 
which you printed.  

Also on page 62 is a photo rather similar to the one that 
you printed on page 24 of #84. It is a little fuzzy like yours and 
does not have the uniformed officers but I believe it to be taken 
from about the same point and looking aft. 

RE: THE R101 AIRSHIP DISASTER AND THE 
BROKEN ELEVATOR CABLE 

(Dirigible 84, p43) 
One more point of interest: on Wattebled’s page 42 is a 

map showing the flight path in the last few minutes of R101. 
This drawing indicates the ship drifted a little to port after 
passing over Beauvais, then over-corrected to starboard just 
after clearing Allonne (veering into the wind). This, combined 
with the Inquiry finding that the rudder was amidships in the 
wreckage, makes for a small but interesting conundrum 
possibly related to Bryan Lawton's hypothesis.  

I am reminded of the testimony of Bateman from the 
NPL [National Physical Laboratory] regarding the final 
maneuvers of R38. He insisted that rudders were going from 
hard-over to hard-over and the elevators were active as well. 
One wonders if someone in the R101's control car with the 
elevators at the hard-up position cautioned about using the 
rudders at the same time, "wait until the nose comes up and we 
regain altitude before making a heading correction."(?) I 
believe that the R38 disaster was in the back of everyone's 
thoughts, beginning with The Airship Stressing Panel through 
the Standing Instructions for rudder and elevator coxswains, 
the insistence that R100 successfully complete a 24 hr. trial 
before departing for Canada (and holding R101B's refit until 
R100 departed).  

Then, beginning in August, the rules changed. R101 
was rebuilt but required no comprehensive trials before 
departure. One successful trial was now required. The ship 
could not be brought up to cruising speed, the flight lasted only 
16 hrs, yet was granted its certificate and cleared to depart. 
This began to sound like the R38 trial program and officers and 
veterans in the crew must have been more than careful about 
circumstances resulting in history repeating itself?! 

                                                            Charles Hall 
---ooo000ooo--- 

RE: THE WOODEN ONES 
(Dirigible 84, p17) 

A photograph of the Mayfly with her broken hull is 
presented in The Wooden Ones. Attention is drawn to the fact 
that the wind-sock atop the shed is not indicating the presence 
of any gust of wind. This suggests the official claims as to how 
the ship was destroyed may have been "fudged" somewhat to 
help cover for human related factors, probably with regard to 
ground handling or the employment of ground handling 
equipment (in addition to design factors).  

The observation of the wind-sock is a pertinent one, but 
I would exercise caution on this point. By its very nature a gust 

can be brief but intense. By the time the photograph in question 
was taken, the damaging gust may have completely dissipated.  

Unfortunately, a review of the last known photo taken 
before the hull break up does not show the wind-sock because 
of the angle at which the photo was taken; the hull of the 
airship impedes the view. This photo can be seen on the AHT 
website - www.airshipsonline.com. 

Despite the intentional destruction of all known copies 
of the Court of Inquiry into this accident, I am not so sure a 
change in the account of events and cover-up on this scale 
would have been possible, given the large number of people 
who viewed the event, both from near and from outside of the 
facility. In my paper on the R23X class,1 which contained 
information on HMA No. 1 in the introduction, I noted: 

"On September 24th HMA No. 1 was removed from the 
hangar tail first in preparation for flight. Just as the ship 
finished clearing the shed doors she was hit by a strong gust. 
This resulted in Mayfly rolling almost on her beam-ends (the 
nautical equivalent would be a ship capsizing). Shortly after 
righting herself, the hull framework tore apart forward of the 
rear car. The hull rose at the break point, tearing the envelope 
and briefly giving Mayfly an inverted "V" shape appearance." 

It is well-known that removal of the external keel in a 
desperate bid to save weight compromised the strength of 
HMA No.1. Whether ground-handling personnel or associated 
equipment played an additional role in her break up is open to 
debate; this has been suggested previously but to date I have 
seen nothing concrete to back the contention. Ideally if a 
sequence of photos was taken at the time, this would answer 
the question as to whether the wind-sock was extended by any 
gust. Perhaps a few survived destruction by censors? How I 
would love to read the Report of the Court of Inquiry into this 
accident. 

RE: DURALUMIN QUESTION 
(Dirigible 84, p35) 

Related to Mayfly is C.P. Hall's question in the last issue 
regarding when duralumin was first produced in Britain. I have 
since shared the attached extract with him from Handbook on 
Rigid Airship No.1, Parts I and II, after he and I searched 
through our respective files for some time in a bid to answer 
this question. Here is an extract from it: 

NOTES ON MATERIALS 
Duralumin. - An aluminium alloy discovered by a German. The secret 
process was bought by Messrs. Vickers, Son, and Maxim, Limited, who 
established a factory at Birmingham for the manufacture of duralumin in all 
forms. The analysis of composition as decided by the National Physical 
Laboratory is: -  

 Per cent. 
Silicon 0.62 
Iron 0.35 
Copper 4.17 
Manganese 0.56 
Zinc and nickel (not separate) 0.36 
Phosphorus Nil 
Lead Nil 
Aluminium (by difference) 93.94 
 100.00 

The tensile strength is equal to mild steel averaging about –  
 25 tons per square inch for plates. 
 26.5 tons per square inch for sections such as channels, angles &c. 
 30-40 tons per square inch for wire. 
Duralumin (Comparison with Aluminium) General.— 
                                                             
1 www.airshipsonline.com/learn/23X%20Class%20Rigid%20 
Airships%20-%20K%20OGrady.htm (Great Britain's 23X Class Rigid 
Airships: R-27 - R-30) 
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 Weight.- If the value of the airship was rated by the quantity of 
petrol or other useful weight that it could carry then the use of duralumin and 
the scrapping of aluminium effected a gain of 27 per cent. of value for an 
extra 3½ per cent. of cost. 
 Strength.- At the same time, along with the above gain, the 
strength was increased by 100 per cent. 

Cost Aluminium per lb. Duralumin per lb. 
 

Plates 
Channel bars 

Wires 

s.      d. 
-      11 
1     9 ¼ 
1       6 

s.      d. 
2       4 
3       - 
2       2 

Data, general. – Pure aluminium gives: -  
 12 tons per square inch with no extension. 
 10 tons per square inch 4 per cent. extension. 
 6 tons per square inch when soft. 
Duralumin gives: -  
 34 tons per square inch without breaking, unknown extension. 
 Guaranteed 30 tons per square inch with 10 per cent. extension. 
 16.6 tons per square inch when soft. 
In calculation, aluminium was taken at 10 tons per square inch. Duralumin 
was taken at 30 tons per square inch. But it was recognized that locally 
either metal might conceivably return to its soft state. 

Under certain circumstances (viz., with a certain gasbag deflated, &c.) the 
factor of safety fell to four with an aluminium structure; if the metal had 
softened this would be reduced to only two, which is highly dangerous. With 
duralumin, the factor of safety in this extreme case could not fall below four. 

Specific Gravity:- 
 Aluminium  2.67 
 Duralumin  2.86 
Relative Corrosion:- 
 Aluminium and all its alloys had been thoroughly tested in sea 
water and sea air. 
 All alloys previously tested decomposed rapidly. 
 Aluminium stood fairly well, but when in salt water it eventually 
turned to powder. 

Duralumin showed itself superior beyond comparison. When in sea air, a 
film of iron oxide is formed, which effectively prevents further action; when 
immersed in sea water, no visible corrosion of any sort takes place. 

Reports of tests of original samples of duralumin:- 
 Apparently an alloy of aluminium, copper, and iron, specific 
gravity 2.86. 
 One piece 1½ inches wide, .08 inch thick withstood a load of 
34.1 tons per square inch, but broke in holding block. 
 Same piece, with section reduced to 1 inch wide, .08 inch thick, 
broke at 28.8 tons per square inch; no elongation. 
 One piece annealed in Bunsen burner, 1.5 inches wide, .08 inch 
thick, broke at 16.6 tons per square inch with 3 per cent. elongation on 2 
inches.  

List of Comparative Weights of Airship with Aluminium and Duralumin 
Construction. 

Item Aluminium Girder Duralumin Girder 
 
Hull weights 

Tons 
7.530 

Tons 
6.430 

Total of remaining weights 
(gasbags, outer cover, engines, 
crew &c.) 

 
8.520 

 
8.520 

Total weights 16.050 14.950 
Lifting capacity taken at 70 
lbs. per 1,000 cubic feet for 
640,000 cubic feet, which is 
95 per cent. of gross capacity 

 
 
20.000 

 
 
20.000 

Leaving for petrol and ballast 3.950 5.050 

 This represents a saving of over 1 ton by the use of duralumin in 
place of aluminium. 

 N.B. – The above is the statement put forward by Messrs. 
Vickers, Ltd., when recommending the Admiralty to adopt duralumin.  

In sum, Vickers bought the exclusive rights to produce 
duralumin in Britain much sooner than believed, early in 1910. 
The reference is found on page 4 of the book (top of page 2 in 
the attached word document extract). Their ultimate decision 
was prompted by analysis of the strength and lightness 
properties of various materials including wood, bamboo and 
aluminium. 

The supply chain for duralumin production by Vickers 
is something about which I have found almost no information 
to date (although it has not been my main focus of research).  

What I have learned is that the Handbook on HM 
Airship No.9 states clearly that Vickers ordered their duralumin 
from James Booth & Co. of Birmingham, which I surmise was 
a subsidiary owned by Vickers, perhaps created for the very 
purpose of forging and heat-treating duralumin? 

The Handbook on HM Airship No.9 goes into some 
detail on the processing of duralumin.  

It is also clear from construction records for R36 that 
Beardmore ordered girders from Vickers and assembled them 
at Inchinnan. Vickers had reps on the Beardmore Board of 
Directors and were on friendly terms. That said, it appears that 
all other rigid airship manufacturers requiring duralumin had 
no choice but to purchase it from Vickers during WWI, given 
their monopoly. 

Kent O’Grady 
---ooo000ooo--- 

RE: AIRSHIP STAMPS 
(Dirigible 84, p38) 

Seeing the article “Airship Stamps” in Dirigible and 
seeing the country daily in the news headlines, I realised that I 
have a rare example of North Korean airship stamps here. See 
the attachment. 

 
I also wonder where and when I bought those stamps. 

Probably during an Airship Convention, 1998 or so. 
Amazing that the airship craze reached so far east. 

Paul van Daaalen 
---ooo000ooo--- 
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RE: INTERESTING STATISTICS 
(Dirigible 84, p35) 

With reference to the letter from Arnold Nayler in the 
latest edition of Dirigible, the following two attachments may 
be of interest. They show the complement of airships available 
to the RNAS on 1st April, 1918, the day the RAF was formed, 
and those available on 11th November, 1918. 

On 1st April, all RNAS personnel were transferred to the 
RAF but the Admiralty remained in charge of the airships. The 
Admiralty provided and maintained all material, other than 
such stores and spare parts that were common to both airships 
and aeroplanes. The design, manufacture and repair of airships 
and hydrogen plants remained the responsibility of the 
Admiralty, (Deputy Controller of Armament Production), and 
all airship stores and spare parts were regarded as Admiralty 
property. The officer commanding an airship station was under 
the direction of the Superintendent of Airships for all matters 
regarding technical equipment. 

All airship stations, other than Cranwell, that had a 
large aeroplane contingent on the field, remained the property 
of the Admiralty and continued to be known as Royal Naval 
Airship Stations as before. 

Brian Turpin 
 
 

RNAS AIRSHIP SECTION ORDER OF BATTLE  
1 Apri l  1918 

Numbers in parenthesis show airships available but not operational. 
 

Angles ey :  SSZ 34, 35, 50, 51 
 
Cranwel l :  SS 28A, 29, 30A, 31A, 39A, 37. 
   SSP 1 & 5 
   Rigid No 25 

 
East  Fortune : C Star 1 
   C 25 
   NS 3 (NS 4) 
   Rigid No 24 

 
Folkes tone : C 21 
   SSZ 1, 4, 5, 29, 36 
Howden:  C Star 2 
   C 4 
   Parseval P 5 
   SSZ 23 (USN) 
   SSZ 31, 32, 33, 38, 54, 57, 58, 59 
   Rigid R 26 

 
Kingsnor th : C Star 4 (C Star 3) 
   NS 6 
   SSZ 61 – Several SS Zeros under construction. 

 
Longs ide :  C 5A, C 7, C 10A, C 14, C 18 
   (SSZ 57, 58) 

 
Luce  Bay :  SSZ 11, 12, 13, 20 
 
Mul l ion :  C 2, 9, 23A 
   SSZ 14, 15, 27, 40 

 
Pembroke : SSZ 16, 37, 52, 53, 56 
   SS 14A 

 
Polegate :  SSZ 6, 8, 9, 19, 28, 30, 39, 41 
 
Pulham:  C 14A 
   SS 35 
   SSZ 3 
   (Parseval P 6) 
   Rigids Nos 9 & 23 

 

Wormwood Scrubs :  
The following SS Zeros were completed during the month: 
   SSZ 36, 37, 38, 39, 40, 41 
   The cars of SSZ 42 - 47 awaiting engines. 
   The cars of SSZ 48, 49 and 55 almost complete. 
A further programme of 26 cars had been started (SSZ 65 – 93) 
 
Tota l :   Fully operational: 74   
In Reserve: 5    
Building: 41   
Grand total: 120 

 
 

RNAS AIRSHIP SECTION ORDER OF BATTLE  
11 November ,  1918 

Numbers in parenthesis show airships available but not operational. 
 
Angles ey :  SSZ 31, 33, 34, 50, 73 
 
Cranwel l :  SS 28A, 29, 30A, 31A, 37A, 28A, 39A 
   SSP 1, 5, 6, 
   SSZ 61 

 
East  Fortune : C 5A 
   C*1, C*3, C*8 
   SSZ 3, 59, 60 
   NS 7, 8 
 
Folkes tone :  SSZ 1, 4, 18, 29, 36, 46, 69, 74 
  SST 1, 8 

 
Howden: C*2, C*4, (C*9) 
  (SSZ 32), SSZ 55, 56, 62, 63, 64 
  SST 3, 4, 7, 9, 10, 11, 12 

 
Kassandra: (SSZ 68), (SSZ 70) 
 
Kingsnor th  
(Construction): C*10 
   NS 13, 14 

 
Longs ide : C 4 
  C*5 (C*7) 
  SSZ 57, 58, 65, 66 
  NS 4, 6, (NS 9), (NS 10), NS 11, 12 

 
Luce  Bay :  SSZ 11, 12, 20 
 
Mul l ion :  C 2 
   C*6 
   (SSZ 14), SSZ 27, 40, (SSZ 42), SSZ 45, 47 
   (SST 2) 

 
Pembroke : SSZ 16, 37, 52, 53, 67 
 
Polegate : SSZ 6, 8, 9, 19, 28, 30 
  SSZ 39, 41, 43, 44, 48 

 
Pulham  
(Experimental): SS 14A, 36 
   C 14A 
   SSZ-E 
   SSE 2 

 
Wormwood Scrubs  
(Construction): (SSZ 71), (SSZ 72), (SSZ 75), SSZ 76), (SSZ 77)  
   (SSE 3) & (SST 14) 

 
Tota l :  Fully operational: 91  
In reserve or building: 15   
Grand total: 106 
 

---ooo000ooo--- 
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++++++ 
Email – 04 January 2013 

New Engines for R100? 
Attached is part of an article from Flight magazine 

for 30th May 1930. See the last two sentences about the 
new Condor 3B engines. 

Masefield referred to them in To Ride the Storm, 
but I can find no specific mention of them being fitted in 
either the National Archive or Cambridge records. Even 
George Meager, who was intimately concerned with 
R100 flights, doesn't mention new engines in his book My 
Airship Flights. 

I'm assuming that in fact new engines were fitted 
by the Air Ministry at their expense because the original 
re-conditioned Condor engines gave trouble on all the 
earlier trial flights. Can you shed any light on this? 

John Anderson, Knutsford, Cheshire 

 “... Wednesday evening, May 21, was just perfect for giving full 
effect to the grandeur and beauty of R100. The only factor which was not 
aesthetically perfect was the mooring tower, its 200 ft. of stately height was 
dwarfed by the length and girth of the airship ; and it seemed an indignity for 
the giant to be tied by the nose to such a stump, it reminded one of a large St. 
Bernard dog, not muzzled, but under the control of a very small child. 

“The engines were all ticking over as I approached, and as each 
propeller runs clockwise, the two screws of each car run in opposite directions, 
which gives a curious effect to the eye. These were all new engines. Condors 
3B, installed since the last flight, and this was to be their first trial run. As 
a matter of fact, they all behaved perfectly.”  

(FLIGHT International May 30th 1930) 

+++++++ 
Email – 16 January 2013 

Major Phillip Teed 
You have probably heard of Major Phillip Teed or 

heard his name mentioned. He was a key man in the 
construction of R100. He was an expert on the 
production of hydrogen for the airship, wrote a book on 
the subject and also on the heat treatment of Duralumin. 
He was fluent in German, handled all the procurement of 
gasbags for R100 from BG Textilwerke, translating all the 
documentation into English. I'm sure his expertise was 
vital in the successful inflation of R100. His expertise was 
invaluable to the Airship Guarantee Co. 

He also trained as a Barrister and represented 
Irwin's widow at the R101 Enquiry. 

As you will see from the attached biographical note 
he had a distinguished career after the airship period. Yet 
Nevil Shute never mentioned him in Slide Rule, nor did 
[Sir Peter] Masefield in To Ride the Storm. He has never 
received the credit to which I believe he is entitled.  

John Anderson, Knutsford, Cheshire 

MATERIALS EXPERT RETIRES 

 
Maj. P. L Teed 

Major P. L. Teed, OBE, BL, ARSM, MIMM, FRSA, FIM, 
FRAES, FINSTMETS, deputy chief of aeronautical research and 
development of Vickers-Armstrong (Aircraft) Ltd, since 1945, retired at the 
turn of the year. Maj. Teed, who was born in 1889 and educated at 
Dulwich College and the Royal School of Mines, joined the Vickers Group 
in 1924. An acknowledged expert on aircraft materials and the fatigue of 
metals, he has lectured and written widely on these subjects. In 1953 he was 
awarded the Royal Aeronautical Society's Simms Gold Medal for a paper 
on Fatigue of Aircraft Materials with Special Reference to Microstructure. 
That he is a man of many parts is apparent from the list of fellowships and 
memberships that follow his name. 

From 1914 to 1922 Maj Teed served with the RNAS and RAF. 
In the Second World War he served as Deputy Director of Material 
Production in the Ministry of Aircraft Production and later as Metallurgical 
Adviser to the Minister of Production and to the British Commonwealth 
Scientific Office in Washington. More recently—in 1953—he led a team 
which went to the United States to study titanium production and use. 

(FLIGHT International, January 16th 1964) 

+++++++ 
Letter – 11 June 2017 

Protective Netting and J.D. North 
In issue 81 of Dirigible two items aroused my 

interest … First of all, the dire possibility of falling through 
the outer cover of R34 and Kent O’Grady’s account of 
Capt. Lehmann’s demonstrations on Graf Zeppelin and 
Hindenburg. I was wondering if any safety precautions  

!

!
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were taken on British ships? On the cutaway drawing of 
R34 on pp22/23, [there is] mention of ‘protective netting’ 
on the underside of the hull. However, it extends right 
round the hull within the framework which makes me 
wonder whether it was for the protection of the gas bags. 
Or was it dual-purpose? I’ve never read of such a feature 
on any other airship. Can anyone put me straight on this? 

The other item is the one on the production of steel 
tubing for the manufacture of the R101 girders by 
Boulton & Paul Ltd., of Norwich. I was sorry not to find 
any mention of J.D. North who designed the machine to 
produce this tubing and its built-in heat-treatment system 
... Both North and Barnes Wallis designed machines for 
making girder-tubing, the former for the ‘set of points’ for 
R101 and the latter for the R100 which he schemed and 
built. J.D. North thought highly, so I have read, of Wallis 
but I don’t think the admiration was reciprocated. Both 
were brilliant engineers - Wallis is famous for his 
‘bouncing bomb’ [but] North, who designed aeroplanes 
for Claude Graham-White before the First World War still 
awaits his biographer.  

Ian James, Walsall, West Midlands.  
+++++++ 

Email – 09 November 2017 
The R100 Test Section 

Attached are photos from the 1937 report on the 
test section of the R100 that remained after the ship was 
dismantled and which was bolted to the Cardington Shed 
door for stress tests. 

Roger Allton, Radcliffe-on-Trent, Notts. 

 
The last remaining piece of R100 

+++++++ 
Email – 13 January 2018 

Coastal and North Sea Class Questions 
I keep studying British airships of the Coastal and 

North Sea classes as evolutions of Leonardo Torres 
Quevedo's original designs. 

It is assumed that all these airships were 
constructed (assembled) at Kingsnorth RNAS station. 
But, according to papers in Cross & Cockade, etc., it 
seems the gondolas for the Coastals were manufactured 
by Frederick Sage and Co (and four by Armstrong 
Whitworth), and in Brian Turpin’s book on Coastal Patrol 
(p. 64) I read that envelopes were delivered readymade. 

I would be very grateful if you could help me with a 
few questions: 

Which companies manufactured envelopes for the 
Coastals?  

Did Frederick Sage also provide the cars for 
Coastal Star and North Sea classes? 

Which company (or companies) manufactured the 
envelopes for Coastal Star and North Sea classes? 

Prof. Francisco Gonzalez Redondo,  
Complutense Univ., Madrid, Spain 

+++++++ 
Email – 22 February 2018 

Airship Crash Near Bourne 
I have attached a file relating to an airship crash 

near Bourne that I had sent to me. I’m not sure what 
response I can react with, except to say the information 
is correct I guess?  

I wonder if there would be some sort of memorial 
in the area relating to the crash (perhaps unlikely as 
there seemed to be no casualities)?  

Tim Turner, Wellingborough 
Secretary of British Balloon Museum & Library 

AIRSHIP CRASH OVER THURLBY IN 1916 

In the early days of the last century, the sight of an aeroplane was an 
unusual occurrence but it was rarer still to see an airship, a huge cigar shaped 
craft which floated slowly and silently overhead. Seeing such a monster was 
both thrilling and frightening and so it was in the late autumn of 1916 when 
an airship came down and crashed on the village of Thurlby, two miles south 
of Bourne.  

Dr John Gilpin was busy in his surgery at Bourne on Wednesday 
15th November when a message arrived that medical assistance was urgently 
needed and on arriving in his motor car found the village in chaos and the 
main street blocked with a strong smell of petrol in the air. The Royal Navy 
airship No SS39 which was used in submarine spotting had left Wormwood 
Scrubs in London earlier in the day bound for the air base at Cranwell, near 
Sleaford, but on reaching Lincolnshire had started to lose height and an 
engine defect caused an uncontrollable descent over the village from 700 feet, 
coming down in the main street at Garwood's Corner shortly before noon. 

The school was nearby and pupils were quickly evacuated because of 
the danger from escaping gas and fuel. The airship narrowly missed overhead 
telegraph wires as it circled above the houses before eventually coming down 
between the village hall and a house next to the school. Trailing lines 
wrapped around a chimney, dislodging several bricks which injured one of the 
aircrew and the doctor had to force his way between the airship's balloon bag 
and the brick wall of the house to reach him but rescuers eventually managed 
to move him into a nearby house until taken to hospital.  

Two lorries later arrived from Cranwell to remove the airship which 
was deflated by cutting the gas cells with knives and the vast expanse of 
fabric was carted away to be repaired. By this time, news of the disaster had 
spread around the countryside and attracted dozens of curious sightseers, 
many of them having walked from Bourne, Baston and Langtoft to take a 
look and to retrieve pieces of the wreckage for souvenirs including lengths of 
copper piping, wire, cables, connections and pieces of fabric. 

+++++++ 
Email – 25 April 2018 

Hindenburg from a Passenger's Perspective 
Somewhat surprisingly, deep within a website 

dominated by fixed wing tales and photographs, there  
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are some fascinating views of the Hindenburg’s cabins 
and mooring masts.  

The last view of the Rio mooring mast might be 
new to you. 

www.panam.org/slideshows/147-betty-trippe-s-
hindenburg-photos  

Peter Davison, Theydon Bois, Essex 
+++++++ 

Email – 30 April 2018 
Odd Bit of Airship Tat 

I spotted this bit of silliness in a display cabinet in 
the town museum in Droitwich. It is unlabelled and the 
staff seemed to think it was there only because it has the 
town crest on it. 

Andrew Barber, Gt. Linford, Beds. 

 
Dirigible published a feature article about these 

collectable objects in Issue No.56 - Spring 2009. 

+++++++ 
Email – 01 May 2018 

Conflicting Citations 
Yesterday I had occasion to be looking for 

something in the book, Transatlantic Airships - An 
Illustrated History by John Christopher. In Chapter 9 
(Linking the Empire), sub-chapter Imperial Ambitions, on 
page 109 he begins: 

" . . . a document uncovered at the National 
Archive by researchers from the Airship Heritage Trust 
has thrown new light on improvements being 
considered." 

On page 110 he continues: 
"The R102 was to have a volume of 8,300,000cu. 

ft. (255,000cu. m.) and the R103 would be 9,500,000cu. 
ft.(208,850cu. m.)" 

Peter Masefield [in To Ride the Storm] says that 
R102 and R103 would be sister-ships of 7,500,000 cubic 
feet capacity and, considering the detail with which his 
appendix reads, I presume him to be correct, unless 
"researchers from the Airship Heritage Trust" actually 
found documentation to the contrary? 

John Christopher’s book is of the popular history 
genre, has its share of mis-statements and errors, and 
lacks footnotes. Since this line of thought seems to be 
attributed to AHT I bring the question to you. 

C.P. Hall II, Brookfield, IL. USA  
+++++++ 

Email – 14 May 2018 
The Crash of C26 in Holland 

My father was Petty Officer A C Townsend, 
coxswain on the C26. He dislocated his leg when 
jumping out of the gondola and with the rest of the crew 
was taken to The Hague and then onto the ‘English 
Camp’ at Groningen in Holland where they were interned 
until the end of the war. 

The photos are of the crash site in Eemnes and in 
The Hague (my father with his Dutch guards) and of C26. 

 
Royal Naval Air Service ‘Coastal’ blimp C26 

 
C26 on the roof of the farmhouse in Eemnes 

 
Dutch soldiers guard the wreck of C26 

 
Petty Officer Townsend (centre) with prison guards 
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I am sending a link so you can see the email from 
a man in Holland which tells you most of the journey of 
the C26 and what happened to it (the unmanned ship 
drifted 136 miles before crashing). 

www.facebook.com/WiltshireMuseum/posts/1015574
1279179195 

Richard Townsend, Devizes, Wiltshire  

Richard Townsend first contacted Dirigible in November 
2016 (see Dirigible 80 p29) at which point he knew very 
little about his father beyond the fact that he flew in an 
airship and spent time as a PoW in Holland in WW1. 
RNAS blimp expert Brian Turpin was able to supply  
Richard with information on his father’s career in the 
RNAS and his part in the crash of Coastal C26. Since 
then Richard has continued to research the subject: 

Email – 24 April 2018 to Brian Turpin 
I have recently been on holiday where I met two 

women from Groningen in Holland where my father was 
interned in WW1. 

I asked them to find out about the monument that 
was put up on the camp site and they are going to send 
me information about the crashed airship and about the 
site where it crashed. 

They told me that part of the ‘balloon’ is in a 
museum somewhere in Holland … and there was an 
article in a paper about the crash site which I hope to get 
as well. According to them it was a farmhouse owned by 
a baker … 

Hopefully next year I will go to Groningen to see 
where the camp was and later on I am hoping to go to 
the Utrecht area and to Eemnes to see if I can find out 
more … 

In subsequent messages Richard continued: 
I posted on Facebook about my search asking if 

anyone knew people from the Utrecht area. Within 10 
minutes I had 3 replies, one from the man I mentioned 
who told me he would email a friend in Holland. 

I had a message from him informing me his friend 
had sent an ‘amazing’ story and I had to go on to the 
Wiltshire Museum website which for me was not easy but 
managed to see his friend’s email  … 

This man sent a version of events which we 
obviously know about but he attached a few new photos 
of the crash site and a photo of the name of the C26 
which is with a ‘bit of the skin’ in the Regional Archive in 
Amersfoort … and a photo of binoculars which came 
from the ship are in The Antiquities Room of the 
Historical Circle in Eemnes. 

What is amazing … is the man, Eelco Bruinsma, 
used to live in Eemnes and has bought bread from a 
descendant of J Haas from the same bakery and sent a 
link to show the house now. 

The baker J Haas was paid 600 guilders by the 
British Government in compensation … 

A neighbour of the bakery took a gun out to try and 
shoot the balloon but was persuaded not to as it might be 
filled with gas!! 

The search in regards the outcome of the C26 is 
well documented and my next step is to visit both 
Eemnes and Groningen but maybe not this year … 

Thank you again for your help and I would not 
have believed that from my first phone call to you that I 
would have got this far and with help from people I have 
never met; I am very grateful to them all … 

Dirigible took the liberty of passing the information to 
AHT resident Dutch correspondent Paul van Daalen who 
concluded: 

Yes, airships always got a lot of attention, also in 
Holland. I’m afraid I cannot contribute much to what 
Richard has already gathered of the story. 

My list is as follows: (use Google Earth to find the 
locations). 12th of December 1917 - 

• Airship got off course over North Sea with fog, 
• Engine stopped 
• Landing at Poortugaal 
• Four crew disembarked 
• The fifth was lifted hanging on a landing rope when 

the lightened airship took off 
• After venting gas he landed at Ottoland 
• Remaining crew: pigeons. 
• After wrecking some chimneys in Eemnes the airship 

crashed on the corner of the Bakery. 
• Roads around Eemnes were blocked by spectators 

rushing to the crash site. 
• Soldiers took the remains apart to be discarded 
• Crew was interred up to end of War. 
• This time cameras and sketchbooks were not 

employed to copy the airship’s construction.  

On the local Utrecht television channel Maarten 
van Rossem told the story again in 2016 after which he 
interviewed me about the airship adventures in Holland. 

He did show the small piece of fabric from the 
airship. … So while being delighted that this little bit of 
Dutch airship history gets the interest of Richard and 
Brian, I wonder if I can help much further… 

Paul van Daalen, Friesland, The Netherlands 

+++++++ 
Email – 27 May 2018 

Furious with Airship 
I subscribe to the weekly newsletter from the 

Kingston Centenary Project, which tells the story of the 
aircraft designed and built in Kingston-upon-Thames. 
This was the home of the Sopwith Aviation Company.  

I thought that readers might like to see this snippet 
from 27 May 1918: 

 
“On 27th May another flying first is achieved on 

HMS Furious when the three-man non-rigid airship 
SSZ59 lands on her after deck whilst she is moored in 
the Firth of Forth. It makes at least one take-off and re-
landing before leaving. 
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(Note the Sopwith ‘Strutter’ prepared for a take-off 
on the fore-deck surrounded by the raised wind screens, 
the hatch to the hangar beneath partly opened and the 
narrow track-ways connecting fore and aft decks)” 

Readers can find more about the Project at the 
Kingston Aviation Heritage Project - Homepage 

David Marks Southgate, London N14 

+++++++ 
Email – 31 May 2018 

The Preacher Who Didn’t Build An Airship 
Attached is a story with which you might already 

be familiar. I've heard it before, but the relevance today is 
that it is the anniversary of the date of his airship Patent 
Application on 31 May 1901.  

Arnold W L Nayler, Gerrards Cross, Bucks. 

After a little research, Dirigible responded that sadly ‘The 
Ezekiel’ was not really an ‘airship’ at all. The clue is in the 
report’s first paragraph: 

Preacher  Bui l t  Airsh ip  Accord ing  To Scr ip ture  
An East Texas preacher applied for a patent on May 31, 1901 for 

his scripture inspired flying machine. When not tending his flock in 
Pittsburgh, Rev. Burrell Cannon tinkered away the hours in his cluttered 
workshop. Consumed by the centuries-old challenge of heav i e r - than-a ir  
f l i gh t , the amateur inventor created a craft to conquer the clouds. … 

+++++++ 
Email – 10 June 2018 

The Broken Elevator Cable Photograph 
Just to say thank you for an excellent day 

yesterday at the AHT AGM. It was kind of you to ask me 
and to receive my presentation so generously. I really 
enjoyed meeting and talking to your members and 
hearing of their experiences. 

I attach a copy of the photograph showing the 
broken elevator cable of the R101 airship. Please feel 
free to use it as you require. The only acknowledgement 
should be to "National Archive, Kew". 

Many thanks again for a very happy day. 
Bryan Lawton, Swindon 

 
Dirigible thanked Bryan for giving the talk and for sending 
the picture and pointed out that it raises many questions: 

• Who took it? (A press photographer or the official 
one from RAW?) 

• Did the photographer take one single image? (Were 
more of same subject taken from different angles?) 

• Were other close-up shots taken of components? 
(Such as Disley's switchboard?) 

• What happened to the negatives? (Newspaper 
archive or RAW Cardington?) 

• Who folded it and why? (It could have been thrown 
away or torn up if destruction was the aim.) 

• Can anyone work out from it where the break was?  
• If so, is it possible to prove the new Lawton theory by 

modelling or re-building the control wire run including 
all pulleys and fairleads for rudders and elevators? 
The drawings exist at the National Archives and 
advances in virtual reality suggest that the entire 
control cable system could be examined in detail 
quite cheaply. 

+++++++ 

Via Alastair Lawson - webmaster@airshipsonline.com 
Email – 10 June 2018 

Another Airship Propeller 
I am a volunteer at the Norfolk & Suffolk Aviation 

Museum, Flixton, Bungay, Norfolk. My particular subject, 
surprise, being ‘Airships.’  

In reply to Julian Postlethwaite's enquiry in the 
latest copy of Dirigible about two propellers, bought in the 
1960s. At the museum, (which incidentally, is situated 
two or three miles from Pulham), we have a propeller 
very similar to Julian’s. (Photo attached).  

 
The lettering DRG and CD40597 are the same, the 

additional number is 19330 … which is believed to be the 
item number. We have it listed as a possible Airship 
Generator. 

We have other airship items on display including a 
model and drawing of the Pulham Base.  

B. A. Cozens-Brady 
Norfolk & Suffolk Aviation Museum 

www.aviationmuseum.net  
+++++++ 

Email – 05 June 2018 
Metal Remnant of R101 

Many thanks for taking the time to talk to me this 
afternoon. I have attached a picture of the reputed piece 
of the R101. 

When I spoke to my husband after our call he said 
that the salvage company from Sheffield who recovered 
the wreckage by train (we think) specialised in the 
recovery of stainless steel. 

Unfortunately, I don't know a great deal about my 
Grandfather, whose name was Eric Chorley Brown, but I 
think he worked as an engine driver on LMS. 
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The story about him bringing the wreckage back 
on his train has been a family tale for as long as I can 
remember, and he died around 1956. 

As I mentioned, Marc Allum from the Antiques 
Roadshow was confident it was from the R101 when he 
saw it, and was keen to film the item but something more 
beautiful came up! 

Once you have seen the picture it would be 
interesting to hear your thoughts and if anyone else 
genuine is interested in seeing the item … 

Erica Sheppard-Aldecoa, Lydney, Glos.  

 
Dirigible forwarded Erica’s picture to correspondents who 
have closely studied the structure of British airships. 
R100 expert Roger Allton was first to respond: 

To me, this is not R-100 - the size of the tube and 
the riveting are not right. 

Charles Hall then weighed in: 
While I would like to see a second photo, taken 

from an angle allowing one to see partially down the 
tube, better to gauge the metal with the triangular cut-out, 
and to see what appear to be rivets where the two pieces 
join; I would say that there is a good chance that this is 
an R101 artefact.  

If it is, and based upon observation of a single 
photo, I would guess that it is a piece of a main 
transverse frame ring rather than a piece of a bracing 
girder connecting the main ring sections. If this is the 
case, the tubular portion should be stainless steel while 
the part with the triangular cut-out would be duralumin.  

If my guess is wrong and it is from a bracing 
girder, then the entire piece would be duralumin. They do 
both appear the same in the photograph but whether that 
is burn discoloration, corrosion, or age; I cannot tell from 
this photo? Can Erica offer any wisdom as to the two 
parts being of the same material or not? 

Erica obliged with more photos, from different angles and 
also added that: 

One end of the object appears to be cut whist the 
other is severed and my husband thinks the dis-
colouration is paint and fire damage. … 

The tube is approx 1.5 cm diameter. The tube 
curls up on both sides to sandwich two parts of the 
triangular section, which look as if at some point the 
edges touched but something has forced them apart. 
There are tiny rivets which hold the tube and the 
triangular section together. 

One end looks as though it has been cut while the 
other is mangled and looks like it might have been burnt. 
There is also some kind of coating on the metal which 
may be paint; olive grey colour. It is difficult to tell if it is 
the same metal, but it is really very light. 

 

 

 

 
Charles Hall responded: 

Your original photo and three of the new ones left 
me a bit in the dark as to what I was seeing? I asked for 
one looking at the end of the tube to better evaluate the 
gauge of the metal … I now see that there are two pieces 
of metal riveted to the tube! This is as it should be if it is 
an actual piece of R101 girder. 

… I suspect that I have about reached the limits of 
my capacity to confirm or deny that your artefact is what 
is claimed. In fact I am not sure that I could be more 
definite if I saw it in person. One could hold a magnet to 
it; dural and 'stainless steel' should not be magnetic but I 
am unclear as to the actual nature of 1926 vintage 
stainless steel. 

 If you have access to a 1970s vintage book, The 
Achievement of The Airship by Guy Hartcup ... there is 
on page 184 an illustration comparing girders of four 
different airships. The one at the bottom of the page is 
what I suspect to be an example of your girder.  

And Erica concluded: 
John says the metal measures 1mm thick, is non-

magnetic, and the fragment weighs 49grms. In his 
opinion as a former aircraft fitter in the R.A.F. for 14 
years, the metal is stainless steel. 

+++++++ 
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Email – 04 July 2018 
Is it a Helicopter? Is it an Airship? 

I was sent recently the attached photo which was 
found in the Glasgow City Archives. Unfortunately, there 
was no information as to what it was or a date. It was 
sent to me by aviation author, Gris Gibson, who 
suggested that it may have something to do with G & J 
Weir Ltd of Glasgow. James George Weir, a director of 
the company, was associated with the Cierva Autogiro 
Company which produced a series of autogiros from the 
1920s to 1940s.  

This looks like a heavy lift project using large 
helicopter rotors and an airship hull, with a passenger car 
underneath. It probably dates from the immediate post-
war period (1947 - 1948) when Cierva were developing 
the C11 Air Horse, two of which were built and flown. 
Following the crash of one C11, which killed the manager 
and chief test pilot, Alan Marsh, Wier withdrew from the 
company and its assets were taken over by Saunders-
Roe. Any ideas? 

Brian Turpin, Safron Walden, Essex 

 
+++++++ 

Email – 05 July 2018 
The R101 Funeral Train 

I’ve just found this photo on the internet and I don’t 
recall having seen it before. I’m pretty sure I can identify 
the location as being just north of Kenton. 

Paul Ross, Hemel Hempstead 

 
+++++++ 

Email – 04 July 2018 
An Aussie Airship Engine 

… as I explained when we met [the engine] is 
being restored to running condition by RR dealers who 
also restore classic and vintage RR cars - the firm is P & 
A Wood of Great Dunmow, Essex.  

The engine is a RR Hawk, and [Andrew Wood] 
described it to me as having powered a ‘blimp’. … I 
remember reading of long-duration naval patrols during 

WW1 when I saw the engine on temporary display at 
Brooklands Museum for our annual Youth and 
Educational Support (YES) conference there in March. 

Although the engine is currently virtually complete, 
some work is still on-going to bring it to running condition. 
It is not currently on public display and there are currently 
no plans to transfer it to a museum. However, [Andrew 
Wood] said that he would be very happy for you to come 
to Great Dunmow and see it. Also, they know nothing 
about how it found itself in Australia so anything you 
could unearth about that would be of great interest. 

Stewart Buckingham 
Treasurer, YES (http://yesflyers.org.uk) 

Dirigible contacted Andrew Wood who responded: 
I have attached a photograph of the Hawk engine. 

[It] was acquired from Mr Viv Bellamy, a prominent 
aircraft restorer, who told me it came from Australia. It is 
dated 1916, and has 'RAF75160' stamped in large 
letters. From the date on the plate, it is Series 2, No.422, 
manufactured by Cosmos Engineering Company Ltd. of 
Bristol. It also has stamped in the plate right hand tractor 
A155160. That is all the information I have. 

Andrew Wood 
P & A Wood, Great Dunmow, Essex  

https://pa-wood.co.uk  

 
Dirigible sought the opinion of RNAS expert Brian Turpin:  

There is no specific reason why a R-R Hawk 
should not be in Australia. They were built in some 
numbers and they could be picked up for very little 
money after the war. I don’t think there was anything 
special about a Hawk used in an airship as opposed to 
one used in an aeroplane. As you are probably aware, 
there is a Hawk engine still in use in a motor launch in 
the Lake District which was said to have come from an 
SS Twin. The details used to come up in a ‘Google’ 
search but I can’t find them now for some reason. 

+++++++ 
Email – 14 July 2018 

Home of Ireland’s Airship Pioneer For Sale 
Saw this article as I was preparing for the next 

Wind in the Wires and thought you'd like to see it.  
David Marks, Southgate, London N14 

https://www.independent.ie/life/home-
garden/homes/original-home-to-irelands-airship-

pioneer-goes-up-for-sale-37060978.html 

+++++++ 
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Email – 12 August 2018 
Zeppelin Destroyed 100 Years Ago 

Please see attached from The Daily Telegraph 
Wed. 7 Aug.2018. 

Arnold W L Nayler, Gerrards Cross, Bucks. 

THE DAILY TELEGRAPH 
London, Wednesday August 7, 1918 

AIRMEN DESTROY A ZEPPELIN RAIDER 
SHOT DOWN IN FLAMES : ANOTHER DAMAGED 

For the first time since April 12 last–when four crossed the coast 
and killed and injured a score of people–Zeppelins attempted a raid on East 
Anglia on Monday night. The fate of the enterprise is related in two sentences 
by the official report issued by the Secretary of the Admiralty yesterday. 

Five enemy airships attempted to cross our coasts last night, but 
while still at sea were attacked by Royal Air Force contingents working with 
the Navy. Three were brought to action, one of which was shot down in 
flames 40 miles from the coast, and another was damaged, but probably 
succeeded in reaching its base. 

The first news of the raid was contained in a communiqué issued by 
General Sir William Robertson at midnight on the Monday, which stated 
that hostile airships approached the coast at 9:30, but did not penetrate far 
inland. As a matter of fact, later news provides no indication that they got 
inland at all, or at least that they did any damage, and it may be surmised 
that Zeppelins 4 and 5 made off on discovering the warmth of the reception 
accorded their companion ships by our airmen. There were thousands of 
people spending the holidays at resorts along the coast, but little alarm 
appears to have been caused by the sounding of the raid warning, and crowds 
of people watched with enthusiastic interest the speedy ascent of our airmen 
and their flight over the sea to meet the foe. 

+++++++ 
Email – 14 August 2018 

Rare R101 Photographs 
I have a personal interest in the history of airships, 

and perhaps this is coming through in a textbook that I'm 
writing which primarily centres on ethical issues in 
computing and engineering centric disciplines. At the end 
of each chapter I include discussion on failures within 
organisations so as to emphasise professional 
responsibility. Consequently in one chapter I include a 
section called The Dissolution of the Imperial Fleet, 
which you will appreciate focuses on the R101.  

… many years ago in New Zealand I acquired a 
set of photographs relating to the loss of the R101. I 
thought one or two would make appropriate illustrations, 
and earlier today after much searching I located them. 

These are original prints which focus on the crash 
site and the subsequent return of bodies to the UK and 
the burial site. On the rear of the photographs is stamped 
'Central News', and each has a typewriter-written 
description affixed to the rear of the photo.  

It is likely that these would have ended up in 
newspapers at the time, but it occurs to me that possibly 
high quality original photographs may well not have been 
widely circulated, particularly given the typewritten 
captions … they include prior to boarding images, a 
couple of the crash site, the funeral cortege in France, 
photos taken on the ship to Dover, photos taken at the 
procession in London, and a couple taken at the burial.  

… FYI I will attach a couple of scans of two of the 
smaller photos. According to the caption, the ship photo 
was taken in Boulogne. In the case of the French officer, 
the caption goes on to indicate that he is guarding the 
wreckage - but he looks pretty relaxed.. 

Dr Barry G Blundell, FBCS CITP CEng MInstP CPhys 
University of Derby  

 

 
+++++++ 

Email – 14 June 2018 
How Times Change … 

I love these smiling ladies routinely handling 
hydrogen when great burly men are too frightened to 
enjoy its advantages ... you could never use innocent but 
politically incorrect language like that caption today! 

R G Van Treuren, Editor of The Noon Balloon 
Edgewater, Florida, USA 

 
+++++++ 
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AHT NEWS	
THE FOUNDER’S LETTER 
Among the items recently donated to the Trust is 

the following letter which was written by AHT founder 
Geoffrey Chamberlain to Bedford County Council. It was 
donated by Graham Farrar who found it  with some other 
letters, the recipients of which, Alan and Molly Bourne, 
were residents of the village where he lives. Graham 
believes that Alan was the son of an engineer / designer 
who had some involvement in R101.  
 

G. A. Chamberlain. A.M.R.Ae.S. 
7 Dorset Road Ashford  

Middlesex TW15 3BZ  
Bedfordshire County Council  
County Hall, Bedford 
For the attention of Mr David Bromley 
Chief Arts & Recreation Officer. 

October 5th 1985 
Dear Mr Bromley, 

It is very appropriate that I should be writing to you 
on this date which happens to be the 55th Anniversary of 
the loss of the R101. As you will know, I have for a long 
time been concerned for the restoration and preservation 
of the one-time Cardington Airship Museum and it is for 
this reason that I have this summer been active in the 
tracing of further artefacts and documents to add to the 
existing collection at present in quarantine. 

I have been especially active in consulting the 
opinions of a number of the good folk in Bedfordshire 
who are anxious as I am that efforts must be made 
somehow to resolve this situation whilst the topic remains 
well alive and whilst the remaining few of us are still able 
to make our tangible contributions in our several different 
but important ways. All are agreed with me that unless 
and until we are seen to be an identifiable body of 
responsible people, we cannot hope to achieve anything. 

To this end, it is proposed that we shall call our 
first meeting at the home of Mr Frank Kiernan in Wilstead 
at some time before the end of this month and it is my 
intention to compile a provisional agenda for the vital first 
debate to determine our initial plans of action. 

Since we are concerned especially to get off on 
the right footing, both legally, socially and technically, we 
would be looking to you immediately to advise us if you 
will assist us to acquire responsibility for the guardianship 
and possession of the Collection now in storage. This 
may well be a duty that the Council might be glad to 
relieve itself of, but we have to stress that we really see 
no point in assembling ourselves as a specialist Steering 
Committee and as a non-profit making charity unless we 
have the powers to take decisions leading to positive 
actions. 

We look forward to having your early comments 
and hopefully, your assurance of goodwill. 

Yours very sincerely, 

 
Copies to Messrs. - Kiernan, Keep, Speed, 

 Hunt, Beattie, Burchett, Mrs Neaverson 
+++++++ 

TALKS PROGRAMME 
Two of the most recent ‘airship’ talks given on 

behalf of AHT were those delivered on the 2nd of October 
to the Newport Pagnell Historical Society and on the 4th 
of October to The Sir Henry Royce Memorial Foundation. 
On both occasions attendees learned about The Golden 
Age of British Airships from the Trust’s vice-chairman 
and webmaster, Alastair Lawson. 

Other members of AHT have a selection of other 
talks related to airships and their history which they give 
on behalf of the Trust. These talks are free but donations 
to the charity are always welcome. 

Anyone who would like to book a talk can do so by 
contacting the Talks Programme Manager by email:  

pross@dsl.pipex.com 

+++++++ 

 

TILLAMOOK AIR MUSEUM 
Preserving the History of Airships in World War II  

 
A K-Class blimp operated by the US Navy.  

(Photo: USN [Public domain], via Wikimedia Commons)  

Airships played a valuable role in WWI, acting as 
bombers to surveillance craft. However, most countries 
had phased out their use of airships once the Great War 
ended as they were no longer needed in most aerial 
combat scenarios due to advancements in aircraft. …  

K-class airships patrolled millions of square miles 
hunting for submarines. Once a submarine was located 
the blimp would then radio in the location to a convoy of 
surface ships. 

… The Navy built huge wooden hangars to house 
these airships along the East and West coasts. Today, 
only a handful remain. One of the most notable is Hangar 
B  in Tillamook, Oregon. Hangar B was built in 1943 to 
house eight blimps for anti-submarine patrol. It is the 
largest free-standing, clear-span wooden structure in the 
world, covering more than seven acres. It’s over 1,000 
feet long, 296 feet wide, and 15 storeys high. This 
hangar, along with many others dotted across the 
country, provided bases for the Navy airship fleet. 

While airships have now officially fallen out of 
favor, several of these large bases still remain as a 
testament to the efforts by thousands of men to help 
protect the nation. Hangar B in Tillamook Oregon is one 
of the few remaining hangars and is now a museum open 
to the public. 
Excerpted from a website found by Arnold Nayler at: 

https://airlinegeeks.com/2018/08/10/tillamook-air-museum-
preserving-the-history-of-airships-in-world-war-2/ 

MUSEUM NEWS	
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BOOK NEWS AND REVIEWS 
	NEW NON-FICTION 

	
GOTT STRAFE 

ENGLAND:  
The German Air Assault 

against Great Britain 1914–
1918 (Volume 2) 

By Nigel Parker  
Hardcover: 288 pages 
Publisher: Helion and Company 
Published: 15 Mar 2016 
ISBN-10: 1910294519 
ISBN-13: 978-1910294512 

PRESS RELEASE 
Gott Strafe England Volume 2 

continues the detailed analysis of the 
German Strategic Air Offensive 
against Great Britain through the 
years 1917 and 1918. The use of 
twin-engined aeroplanes became 
more prevalent in the attacks against 
London, while the Naval Zeppelin 
Force, with its new lighter and higher 
climbing airships was relegated to the 
occasional attack against the more 
lightly defended Midlands and East 
Coast targets, with disastrous results; 
the weather being the greater enemy. 
With the failure of the daylight 
aeroplane raids in the face of 
determined opposition, smaller, 
multiple formations of aircraft were 
employed using the cover of 
darkness to achieve their goal of 
reaching the capital, but the rapid 
expansion of the British anti-aircraft 
barrage was a deterrent to all but the 
bravest airman. Finally the Giant 
multi-engined aeroplanes were 
brought into play, carrying bombs up 
to 300 kg in weight, but even they, 
without an effective bombsight and 
navigation aids, failed to achieve their 

goals of bringing an end to the war. 
Right to the very end of the war the 
German airship force was used to try 
to prove their original air strategy was 
correct, but with the death of their 
mentor and leader Peter Strasser, 
who, in one final raid, was to join so 
many of his men in a fiery death 
scored across the skies, they were 
proved to be wrong. Gott Strafe 
England Volume 2 continues with the 
same high level of detail as to be 
found in Volume 1: giving the precise 
routes of every German raider, where 
every bomb fell, the damage caused 
and casualties on both sides, 
whether on the ground or in the air. 
Often reading like the tales from of a 
Boys Own Adventure Story, the full 
details of combats, eye witness 
accounts and the details of the anti-
aircraft gun positions and numbers of 
shells fired are recorded. Never 
before has such a project ever been 
attempted that goes into so much 
detail to record precisely what 
happened in the skies over Britain 
during the Great War. An essential 
guide to any historian who is either 
researching their local area in the 
war, with long forgotten incidents of 
bombs falling and lives lost being 
recounted or those who are seeking 
the complete account of the war in 
the air over Britain. 

+++++++ 

 

AIRSHIPS R-100  
AND R-101  

By Michel Pratt 
Paperback: 196 pages 
Publisher: BANQ  
Published: 15 Feb. 2018 
ISBN-10: 2981695657 
ISBN-13: 978-2981695659 

PRESS RELEASE 
This book relates the success 

of the first airship, the R-100, and the 
failure of the second, the R-101. 

The catastrophe of the R-101 
crash in France had as huge a media 
fallout in [Canada] as in England. 
Although relatively short, the life 
spans of the R-100 and R-101 
reflected an entire decade of 
innovation in the history of aviation.  

As a majestic spectacle, a 
technological breakthrough and a 
media event, the history of the R-100, 
that beautiful silver aerial ship, the 
Titanic of the sky, is all of that and 
much more …  

The book contains around 280 
picture (180 for the R-100 and 100 
for the R-101). 

+++++++ 

 

THE DEFEAT OF THE 
ZEPPELINS: 

Zeppelin Raids and Anti-
Airship Operations  

1916-1918 
By Mick Powis 
Hardcover: 288 pages 
Publisher: Pen and Sword Aviation 
Published: 29 Aug, 2018 
ISBN-10: 9781526702494 
ISBN-13: 978-1526702494 

PRESS RELEASE 
Mick Powis describes the 

novel threat posed to the British war 
effort by the raids of German 
airships, or Zeppelins, and the 
struggle to develop effective 
defences against them. Despite their 
size and relatively slow speed, the 
Zeppelins were hard to locate and 
destroy at first. They could fly higher 
than existing fighters and the early 
raids benefited from a lack of 
coordination between the British  
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services. The development of radio, 
better aircraft, incendiary 
ammunition, and, above all, a more 
coordinated defensive policy, 
gradually allowed the British to inflict 
heavy losses on the Zeppelins. The 
innovative use of seaplanes and 
planes launched from aircraft carriers 
allowed the Zeppelins to be 
intercepted before they reached 
Britain and to strike back with raids 
on the Zeppelin sheds. July 1918 
saw the RAF and Royal Navy 
cooperate to destroy two Zeppelins in 
their base at Tondern (the first attack 
by aircraft launched from a carrier 
deck). The last Zeppelin raid on 
England came in August 1918 and 
resulted in the destruction of Zeppelin 
L70 and the death of Peter Strasser, 
Commander of the Imperial German 
Navy’s Zeppelin force. 

REVIEW 
This is one of several recent 

books to cover some or all aspects of 
the airship raids of the First World 
War. Mick Powis is a local 
government manager, who has made 
a serious study of the subject and 
written publications on raids on the 
Midlands. This book covers virtually 
every airship bombing operation of 
the war, over the Eastern front as 
well as England. 

What Mick Powis has done is 
to pull together all the major 
references on the subject, such as 
Robinson, Jones, and more recent 
authors such as Castle and Rimell, 
as well as contemporary newspaper 
articles, and put it into one 
manageable but thorough volume. 
There is probably little new 
information; his bibliography does not 
seem to include the National 
Archives, but the book is a 
considerable undertaking. Research 
that he did attempt included trying to 
find out the names of all the British 
victims of the Zeppelin raids: the 
General Register Office will not 
release these, but he lists them when 
he has found them from other 
sources. Even a simple list of names 
adds to the human story of the raids, 
especially when they are members of 
the same family. 

A major plus point is that the 
book has an index, which is often 
lacking from such books, and without 
which it would be useless for 
research. The author includes 
enough history, technical 
explanations and anecdotes to make 
it more than just a list of air raids. It is 

not clear why the book is sub-titled to 
suggest that it only includes 1916 
onwards, especially as the cover art-
work depicts an incident from 1915; it 
would be nonsensical not to include 
the background from 1914-15, and it 
is good that he does so. He briefly 
goes back to the Zeppelin airline of 
1910; but the beginner in the subject 
would have benefited from even a 
paragraph outlining the origins of the 
airship in the 19th Century. Some of 
the other books give more space to 
the chaotic origins of the Air Defence 
of London in 1914, and the public 
hysteria when this proved 
inadequate. 

Unfortunately some flaws are 
evident. I would give it ten out of ten 
for effort, perhaps eight out of ten for 
content, but barely five out of ten for 
editing. He misses some important 
points; e.g. he fails to clarify that 
when William Leefe Robinson shot 
down SL11, he found that flying 
along it spraying it with bullets was 
ineffective; he succeeded in igniting 
the hydrogen when he concentrated 
his fire on one spot. He could have 
pointed out that when L55 climbed to 
24000 feet to escape during the 
“silent raid” it created an all-time 
record for airship altitude which still 
stands, and L59’s 8000 mile round 
trip from Bulgaria to the Sudan was a 
distance record at the time. His 
account of the BE2c is more 
balanced than some that are 
available, but his account of the 
Curtis H12 flying-boat is over-
simplified. 

There are clear errors. Edward 
Busk was killed on 25th November 
1914, not 1915. That may be purely a 
typo; just as always spelling Reginald 
Marix’s name as Matrix, even in the 
index, is possibly a spell-check issue. 
There is a list of airships that were 
destroyed in an appendix, but 
unfortunately it does not always 
concur with the text in the book. He 
says that WW1 Zeppelin commander 
Ernest Lehman died in the 
Hindenburg disaster, which is true, 
but twice says the same of Kurt 
Flemming: I did not remember that it 
was true of Flemming, and I have 
checked two lists of the Hindenburg 
casualties and his name is not on 
them. Such mistakes may seem 
minor, but it raises the question of 
whether information not already 
known to the reader can be trusted. 

There are whole chunks of text 
that are repeated from one chapter to 
another, and there are many clumsy 

paragraphs where the same 
information is repeated a couple of 
sentences apart. The main section on 
the Ahlhorn fire is correctly dated as 
5th January 1918, but it is previously 
mentioned with a different date. 
Sometimes a subject is introduced 
with no explanation, e.g the cloud-car 
or the Gotha bomber, and someone 
new to the subject would be 
mystified: the explanation then 
appears in a later chapter, but an 
author needs to ensure that the 
information is presented to the reader 
in the right order. 

So is the book worth buying? It 
certainly gives comprehensive 
coverage of the subject in one 
volume; it could be ideal for someone 
new to the subject and be a handy 
reference for an existing enthusiast. 
But where accuracy is important, it 
would be worth checking the facts 
with another source. 

Adrian Roberts 
+++++++ 

 

MOVING MOUNTAINS 
The Black and White version 
By Alastair Reid 
Paperback: 610 Pages  
Publisher: www.lulu.com/shop 
Price: £24.30 (excl. VAT) 

PRESS RELEASE 
This B&W version is the first of 

two volumes that set out to record the 
story of Airship Industries and their 
high technology ‘Skyships'.	 Starting 
with the giant Shell International gas 
carrier design concept. Volume One 
traces the development of the AD500 
and SK600 airships and examines 
their tests, trials and commercial 
applications. The book reviews their 
subsequent employment with 
chapters on operations in Australia 
and Japan, and concludes with a look 
at some later design concepts and 
the demise of the company. 

+++++++ 
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COLLECTABLES	
MODELLING 

New Releases and Kit Reviews 
compiled by Joe Moran 

Extracted from Cross & Cockade International Magazine – Winter 2017 

 
BUILD REVIEWS 

The builds reviewed in this issue are from a dual kit of 
Zeppelins (Night Intruders) from Mark 1 Models in 1:720 
scale. This kit contains two complete Zeppelins with options 
from the P and Q classes. The Q class was an extended version 
of the P class. The decals are for P class LZ 43 (L12); LZ51 
(LZ81) and Q class LZ59 (L20) and finally LZ73 (LZI03).The 
numbering system can be confusing on Zeppelins as each ship 
had a production number LZ43 and a tactical number L12. 

This first review below was provided by Filip Servit, 
who is a previous winner of the prestigious CCI trophy at the 
IPMS Irish Championships. 

Mark I kits are on the market for a while now, including 
the line of 1:720 scale Zeppelins in various re-boxings and 
versions. Having said that, I have never built a Mark I kit, I 
have never worked in 1:720 scale and I have never built an 
airship, so this is my first in many ways ... This is a twin kit or 
2 in 1,which translates to this boxing containing parts for both 
Zeppelin 'P' and 'Q' types and, as my task is to write about my 
experience building the 'P' type, I will focus entirely on this 
smaller ship. In a sturdy cardboard box, there are 40 parts, of 
beige, user-friendly plastic, dedicated to this particular model.  

 
In general, parts are nicely moulded with lovely fabric 

over-ribs sag rendition, although, being a limited-edition kit, 
there is an ever-present mould line, which is annoying 
especially on the small parts. Decal sheet offers four colour 
schemes, two for each Class. All four choices are in various 
shades of varnished linen colour, with grey gondolas, the only 
real difference is the individual number carried on the nose of 
each ship. Instructions are clear and simple, four steps 
altogether, printed on an A4 sheet. Sounds and looks like a 
quick build without any predictable hiccups. 

To join two fuselage sides together with addition of tail 
fins and upper MG position took no time at all and to my 
surprise, the fit of all parts was pretty good. Obligatory filler 
was needed around the joints, although, with a bit of 
adjustment and more patience than I have committed to this 
task, this could be limited to a minimum. There are moulded 
location pins on the tail fin stabilizers with corresponding dents 
on the main body parts and although this is a good idea in 
general, those will be lost during the cleaning and sanding of 
the ever present mould line so instead of trying to preserve 
location 'bumps', I marked their position on the side of each fin 
with pencil before commencing the clean-up process. That 
helped with location of each part onto the main hull and all 
four parts sat down without any issues after some dry fitting. 
Mr Surfacer was run along joints to fill any pin holes and open 
hair lines. And after wiping it off with a cotton bud and a few 
drops of Gunze thinners, the seams were perfect. 

After a few days of deliberation, I decided to scratch 
build most of the small parts like engine radiators, engine 
shafts and brackets. The reason for this was because of the 
already mentioned mould line. I simply wasn't confident 
enough to try removing it from those tiny round shaped bits of 
plastic. 

I have used evergreen strips and rods and used kit parts 
as a guide. Here some PE addition would be more than 
welcome to ease the cleaning process and add some extra 
crispiness to the finished model. What is missing as well was a 
basic rigging diagram and a sketch of the gondola attachment 
to the hull. I am aware that this is 1:720 scale, nonetheless, 
there may be people out there who might try to add that little 
bit of extra bracing and tubing to their little Zeppelins without 
going online in the hope of finding some reference. Overall, I 
had a great time building, and painting, this kit. 

 
The nose of the Q Class kit, showing the subdued 
representation of the longitudinal ribbing. F. Servit 

As I have mentioned already, it was my first attempt, 
not only at building an airship, but my first venture into such a 
small scale, normally being a 1:48 and 1:35 guy. There are 
some minor issues given the scale and 'short run' moulding 
technology, but nothing which cannot be overcome with a bit 
of patience and basic modelling skills. Oh, and the stand which 
was supplied with the kit - that just didn't look correct and I felt 
more creative thinking is needed here. I have used some scrap 
aluminium bits to lift my Zeppelin off the ground. Nonetheless, 
the ultimate question is, would I build one or two more? Why 
not? Mark I has presented an unusual, pleasant and relatively 
easy kit to build and I can see the attraction of having a flotilla 
of various airships on the shelf.	
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The model on its purpose-built stand. F. Servit 

The second build review is provided by Michal 
Markiewicz, also a previous winner of the CCI trophy at the 
IPMS Irish Championships, who adds: 

 

I would agree with what Filip has to say about the kits. 
The idea of these kits with a naval diorama is very tempting as 
there are plenty of Great War waterline ships available in both 
plastic and resin. As Filip says, it would benefit from some PE 
frets with little stuff like props and possibly MG's, struts and 
radiators. But at the price charged by Mark 1, one cannot 
complain. Unlike Filip, I used all the kit parts. 

This kit differs from the previous build as to change the 
kit from a P class to a Q class entails cutting the body in two 
and inserting two plugs to extend the length. This requires a 
more experienced modeller and is not for the faint-hearted, but 
it was fun. I marked the ribs and bulkheads with very thin and 
weakened pieces of masking tape and pencil. After that I 
spayed the shadows into the middle of each 'cell' and then 
misted the whole model over with a base colour. The idea was 
to depict the canvas sagging between the ribs. Decals went on 
trouble free using micro sol and set. After this I added some 
streaking and stains with oil paints. I shaded the gondolas 
using plenty of layers of very dilute paint. While happy with 
the finished model of the Q class Zeppelin a less experienced 
modeller might be happier to begin with the easier P class. 

---ooo000ooo--- 
DEPARTED 

	
ALAN “AIRSHIP AL” GROSS 

A Life-long Passion for Airships 

Alan Gross, better known to many as “Airship Al”, 
passed away on April 29, 2018 in Flushing New York 
from complications due to lung failure. At the age of 13, 
Alan became infected with a bug that would drive him for 
the rest of his life. He fell under the spell of airships after 
watching them from his upper apartment window as two 
Goodyear airships operated from the then Flushing 
Airport just below and over one block. The Columbia II 
N4A and Mayflower VI N2A, flew passengers and 
exposer flights over the New York’s World’s Fair in those 
years. 

Alan’s enthusiasm for the airship would almost 
totally consume his life. Along with childhood friend and 
fellow resident of that apartment building in Flushing, Lou 
Pearlman, Alan and Lou would have their mothers sew 
onto their white shirts, Goodyear airship patches that the 
airship crews would give them. Except when school 
started again, Alan and Lou were at the airship 
operational masts almost daily, with the pilots and crew 
adopting them into the operations as “Honorary Jr. Field 
Wage crewmen.” With delivery of cookies and cakes 
almost daily, Alan and Lou became an integral part of the 

two Goodyear airships assigned for the two years, in 
1964 and 1965, to the New York’s World’s Fair. 

Later, Lou Pearlman would create an airship 
operations company and would encourage Alan to help 
out in crew positions with different airship clients. 
Pearlman convinced Theodor Wullunkemper to bring a 
WDL airship to the U.S. with Pearlman’s company as the 
operator and marketing representative. Clients such as 
McDonalds, Fuji and MetLife all signed on as clients and 
AIan’s dreams of working as an airship crewman came 
true. Once the Gulf Oil Company met its demise, so did 
Pearlman’s company and Alan funnelled his energy into 
curating his one-of-a-kind airship mementos and artifacts 
collection. With the help of the internet, Alan created the 
Airship Al’s Museum and shared his airship experiences 
and collection with many enthusiasts around the world. 

Like many New Yorkers, the tragedy of 911 hit 
Alan hard, both emotionally and physically. Alan could 
see the Twin Towers being destroyed from his apartment 
building in Flushing and knew some friends and 
associates were perishing before his eyes. Airships over 
New York City would become rare over the next few 
years, but Alan would pursue his dream of promoting a 
“Blimp Port” located in the Tri-State area of New York to 
try to entice airship operations to come to the New York 
area as they did in his youth. Alan’s presentations about 
his “Blimp Port” would bring him to the attention of the 
likes of Rudy Giuliani and Donald Trump, who all listened 
but never acted on Alan’s dream. 

In recent years, Alan developed a blood disorder 
and the side effects of the medication he took scarred his 
lungs and complications arose. Alan knew his case was 
serious and chose to divest himself of his significant 
airship collection. He offered a great deal of his artifacts 
to the University of Akron and was very pleased that they 
were interested in assuming curatorial responsibility for it. 
In the Spring of 2018, the first of two shipments arrived at 
the U of A. Alan received a lot of nice recognition in the 
Cleveland-Akron media for his contributions and was 
getting ready to send the second shipment of 25 cartons 
to Akron, when his health failed him and Alan was gone.  
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AHT welcomes new members : Ray Bailey, Trevor Metson, Alan Powell 
 
 
 
 
 
 
 
 

Fortunately, life long friends Susan Ornstine and 
Chris Jizi saw to it that Alan’s wish to get the remaining 
part of the “Airship Al Museum” to Akron, came about in 
May of 2018. Alan left us too soon and we are sure going 
to miss his infectious optimism and always good natured 
outlook on life. 

Prepared by Noon Balloon Publisher David Smith 
with much appreciated input from Chris Jizi.  

[Reprinted from the US Naval Airship Association Journal 
“The Noon Balloon” No.118 Summer 2018.] 

---ooo000ooo--- 
FORTHCOMING EVENTS 

• Friday November 16th – The Airship Association November Symposium will include an Airlander Lecture 
by HAV's Andrew Barber at The Shared Space, Alan Baxter & Coombs, 75 Cowcross Street, London EC1M 
6EL (http://alanbaxter.co.uk/perch/resources/cowcrosslodgersleafletmar2012forweb.pdf). The half hour 
lecture will start at 1800 and there will be two further half hour lectures which will cover LTA Drones and the 
Navigate to the Line Competition. This is an Airship Association event, but non-members, especially new 
joiners, are welcome. (www.facebook.com/AirshipAssociation) 

• Wednesday November 21st - The Derby and Hucknall Branch of the Rolls-Royce Heritage Trust’s End 
of Season Lecture is entitled Nevil Shute Norway and the R-100 Airship and will be given by aerospace 
enthusiast and AHT member Roger Allton. Lectures are held at: Learning & Development Centre, Gate 5A, 
Wilmore Road, Derby DE24 9BD. The Heritage Exhibition opens 30 Minutes before the lecture which is 
scheduled for 5.15pm. – FREE admission but registration required - https://endofyear2018.eventbrite.co.uk 

• Thursday November 29th – The National Aerospace Library’s 2018 Aviation Book Fair will be held at The 
Hub, Fowler Avenue, Farnborough Business Park, Farnborough, Hampshire GU14 7JP. There will be 
hundreds of aviation historical books, biographies, memoirs, aircraft histories, aeronautical textbooks and 
thousands of magazines for sale. Admission is FREE and all proceeds go to help conserve historic aviation 
material in the NAL archives. Phone: +44 (0)1252 701038 for details. 

• June 17th to 21st  2019 - The American Institute of Aeronautics and Astronautics (AIAA) 2019 Aviation 
and Aeronautics Forum and Exposition (AIAA AVIATION 2019) including the AIAA LTA Technical 
Symposium is scheduled to be held at the Hilton Anatole Hotel in Dallas, Texas. The AVIATION 2019 
Conference “Call for Papers” is posted on this AIAA site: 

https://aviation.aiaa.org/CallforPapers/#Lighter_Than_Air_Systems_Technology 

---ooo000ooo--- 

General Data Protection Regulation Privacy Statement 
The Airship Heritage Trust is a membership organisation and only holds data, such as the name, 
address, email, and telephone numbers of their members and information connected with their 
AHT subscriptions. This data is only available to members of the committee who need to use it 
and the address labels pass through the hands of the Society’s printer who posts the Journal. No 
information is shared with any other party. The Society’s Data Officer is the AHT Membership 
Secretary - contact details below. 

---ooo000ooo--- 

MEMBERSHIP MATTERS 

UK Membership : £25 per annum : Overseas Membership : £35 per annum 
AHT Annual Subscriptions are due on the 1st of January each year 

 
 
= 

 
 

Subscribe via PayPal at the AHT website (www.airshipsonline.com/members/) 
or 

By Standing Order payable to: “The Airship Heritage Trust” : Account Number : 31563866 
Sort Code: 40-24-07 : HSBC Bank plc, Unit 2, Marlowes Centre, Hemel Hempstead HP1 1DX 

or 
By cheque made payable to: “The Airship Heritage Trust” 

Sent to: The AHT Membership Secretary 
Brian Harrison, 9 Quaggy Walk, Blackheath, London SE3 9EL 

Enquiries: membership@airshipsonline.com 
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Advertisement published in The Autocar 15th March 1929

 
 

See article on page 8 
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