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EDITORIAL

TO BOLDLY GO ... ...

When I started to compile this issue of Dirigible I
thought it would be fun to focus on the record breakers and I
thought, naively as it turned out, that collecting the names of
the current World Record holders would be a simple matter. To
that end I went online to the webpage of the official keepers of
all ‘Sporting’ World Records – the Fédération Aéronautique
Internationale (The World Air Sports Federation aka the FAI)
– and in their search box I typed the word ‘airship’. Guess how
many results I got. None! Not a single one; in fact what I got
was a message saying that there were ‘No Results’ at all.
Knowing that I have in the past received occasional
messages from the FAI alerting me to the fact that the record
held by some airship or other is shortly approaching a
significant anniversary (as for example in 2018, when I was
told that Dr Hugo Eckener’s 1929 flight “... set world records
for both duration [www.fai.org/record/2371] and the distance
[www.fai.org/record/2370] flown in an airship”), I concluded
that the FAI search box didn’t know what it was talking about.
I determined to persevere.
Sure enough, after a great deal of faffing about, I found,
hidden deep within the FAI website, at this address:
https://fai.org/records?f%5B0%5D=field_record_sport%3
A2029 – a grand total of 279 records for the ‘Airship’ category
spread over six pages! Of these, 176 are ‘superseded’ and 103
are ‘current’ (14 Female and 85 General). Quite why the search
box continues to be unable to find them remains a mystery.
But, I hear you ask, why are there so many current
ones? Surely there are only Further, Faster and Higher records?
OK, so this breaks down, according to the FAI, into ‘Distance’,
‘Duration’, ‘Speed’ and ‘Altitude’, but that is only four; double
it up to include the Females and that still leaves another 95!
However, you need to keep in mind that the FAI holds
records of ‘Sporting’ achievements and that as a ‘World’ body
they have to be scrupulously fair. Consequently, they have
decided, in their wisdom, that when it comes to Airships, size
matters and, for each of the four record ‘Types’ (‘Duration’,
‘Distance’, ‘Speed’ and ‘Altitude’) the FAI have divided
airships into three ‘sub-classes’ (‘Gas - BA’, ‘Rigid - BR’ and
‘Hot Air - BX’) and, as with Balloons, they recognise records
for ten different sizes of ship based on volume. These range
from Class 01 (400 m³ and less) to Class 10 (100,000 m³ and
above). Added to which there are four from these that are
recognised as being the World ‘Absolutes’ - for duration,
distance, speed and altitude. The result of all this is that there
are 4 types x 3 sub-classes x 10 sizes + 4 absolutes which
equals a possible 124 records! My fun idea of listing current
record holders had suddenly become a big research project.
Luckily for me not all of the airship records have been
claimed and quite a lot of them are held by one person for a
single flight. For instance, the Russian female pilot, Natalia
Volodicheva holds all 14 of the ‘Female’ Hot Air Airship (BX)
records for her two flights in a Kubicek AV1; achieving 16.9
km/h on 07 Feb 2005 (speed) and 3h 22min 44sec on 24 Feb
2005 (duration). The reason she holds so many records is that
any claimant whose claim is ratified can claim to hold all the
records for lesser sizes below their claim. That is until such
time as someone in a smaller sized ship claims one of the lower
ones at which point that newly ratified claim then takes over all
the smaller claims below it. I hope that is clear!
Anyway, the fact that one person can hold all the
records up to the size of their claim, plus the fact that some
airship records have never been claimed at all, means that
although there are 103 currently ratified airship records these
are shared by only 16 people. This is a manageable number and

it has allowed me to continue my plan of listing them in this
issue (see pp 4-5). Albeit that extracting them from the FAI
clunky website has taken me an age!
However, if you are something of an airship historian
then, when ‘record breaking’ is mentioned, I don’t doubt that
you will have in your mind some of the great flights of history
and that you may well have picked up some of the numbers
that are associated with them. For instance you probably recall
that LZ129 Hindenburg was said to have a top speed of 80
mph, and that this was matched by some of the US Navy’s big
ZPG-class blimps of the Cold War, and that one of them,
Snowbird, flew for 11 days (see pp 6-10 of this issue). In which
case, it may come as a surprise to you, as it did to me, to learn
that none of these airships appear anywhere in the FAI lists.
In fact, the only ‘historical’ airship flight currently
recognised and ratified as a record by the FAI is, somewhat
arbitrarily, the LZ127 Graf Zeppelin’s eighth flight, which was
made in 1928. This 6384.50 km, 71-hour flight, set the two
Absolute World Records mentioned above that still stand today
for both duration and distance in the Rigid airship sub-class
and, indeed they are acknowledged as ‘the longest standing
FAI records’.
Why should this particular flight be the only one that is
currently recognised? I understand the reason is that all the
others, although well-known to historians, lack the required
documentation to qualify as FAI ‘Sporting’ achievements.
There are, however, many other unofficial records; in
fact, according to the news media, nearly every airship that has
ever existed has held a record for something or other. The
simple reason being that the overwhelming majority of the
1,500 or so airships built to date have been one-offs. Very few
of them have been identical structurally or part of a ‘production
run’. Truth to tell it is actually quite hard to find any of them
that are not ‘unique’ in some way or other so the list of those
that are publicly regarded as ‘record-breakers’ is a long one.
Perhaps one of the best examples is the list of airships
that over the years, the newspapers have quite accurately
dubbed ‘the biggest airship in the World’. The title has been
held by numerous ships ranging from R101 to a Skyship as it
depends entirely on what else is extant at the time. In the same
category there are of course, also the smallest, the longest, the
shortest etc. Come to that there is also the heaviest, the fattest,
the quickest ever built, the shortest lived, the most expensive,
the most successful and so on. Added to which, everimproving technology and techniques mean that each
generation or newly evolved class is able to fly further, faster,
higher or for longer than its forebears, or can claim merely to
be the ‘first’ to achieve some feat or other; even if it was only
that of boldly going where no airship had ever gone before.

GILES CAMPLIN – EDITOR
AIRSHIP HERITAGE TRUST
GENERAL MEETING 2020
The current COVID-19 pandemic is touching all
our lives and the Government has issued guidelines
aimed at limiting the spread of this disease. In line with
Government advice, the AHT Trustees have taken the
decision to cancel the 2020 General Meeting.
As result of this decision, the next General
Meeting of the Trust will be in June 2021, at a date and
place to be decided.

Martin Penn
Company Secretary and Trustee
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CURRENT OFFICIAL AIRSHIP WORLD RECORDS
As ratified to date by the

Fédération Aéronautique Internationale (World Air Sports Federation)
(https://fai.org/records)

CLASSIFICATION
BA : Gas airships

BR : Rigid airships

BX : Hot-air airships

BA-01 (400 m³ and less)
BA-02 (400 - 900 m³)
BA-03 (900 – 1,600 m³)
BA-04 (1,600 – 3,000 m³)
BA-05 (3,000 – 6,000 m³)
BA-06 (6,000 – 12,000 m³)
BA-07 (12,000 – 25,000 m³)
BA-08 (25,000 – 50,000 m³)
BA-09 (50,000 – 100,000 m³)
BA-10 (100,000 m³ and above)

BR-01 (400 m³ and less)
BR-02 (400 - 900 m³)
BR-03 (900 – 1,600 m³)
BR-04 (1,600 – 3,000 m³)
BR-05 (3,000 – 6,000 m³)
BR-06 (6,000 – 12,000 m³)
BR-07 (12,000 – 25,000 m³)
BR-08 (25,000 – 50,000 m³)
BR-09 (50,000 – 100,000 m³)
BR-10 (100,000 m³ and above)

BX-01 (400 m³ and less)
BX-02 (400 - 900 m³)
BX-03 (900 – 1,600 m³)
BX-04 (1,600 – 3,000 m³)
BX-05 (3,000 – 6,000 m³)
BX-06 (6,000 – 12,000 m³)
BX-07 (12,000 – 25,000 m³)
BX-08 (25,000 – 50,000 m³)
BX-09 (50,000 – 100,000 m³)
BX-10 (100,000 m³ and above)

ABSOLUTE WORLD RECORDS
Airship B-Absolute DISTANCE (FAI ID 2426)
Hugo Eckener (GER) piloted Rigid Airship LZ-127 “Graf Zeppelin” for a distance of 6,384.50 km on 01 Nov 1928
Airship B-Absolute DURATION (FAI ID 2427)
Hugo Eckener (GER) piloted Rigid Airship LZ-127 “Graf Zeppelin” for a flight lasting 71 hours on 01 Nov 1928
Airship B-Absolute ALTITUDE (FAI ID 14413)
Stanislaw Fuodoroff (RUS) flew Hot Air Airship Augur AU-35 "Snow Goose" to a height of 8,180 m on 17 Aug 2006
Airship B-Absolute SPEED (FAI ID 11695)
Steve Fossett (USA) and Hans-Paul Strahle (GER) flew Gas Airship Zeppelin NT LZ N07 at a speed of 115 km/h on 27 Oct 2004

DISTANCE WORLD RECORDS
Gas Airship DISTANCE Record Holders
Sub-Class(es)
FAI ID No.

Claimant

Distance

Date

Donald Cameron (GBR)
Paul Woessner (USA)
Leonid Tyukhtyaev (RUS)

94.86 km
374.71 km
626.1 km

12 Oct 1990
25 Oct 1990
14 Sep 2008

James Dexter (USA)

709.81 km

26 May 2010

Rigid Airship DISTANCE Record Holders
Sub-Class(es)
FAI ID No.

Claimant

Distance

Date

BR-10

Hugo Eckener (GER)

6,384.50 km

01 Nov 1928

Claimant

Distance

Date

Steven Wayne Griffin (AUS)
Nikolay Galkin (RUS)
Leonid Tiuhtyaev (RUS) [sic]

10.87 km
18.482 km
99.136 km

19 Sep 2006
20 Feb 2007
03 Feb 2009

Nikolay Galkin (RUS)

104.9 km

25 Feb 2007

Claimant

Duration

Date

Bryan Allen (USA)

8h 50m 12s

12 Feb 1985

Robert C. Harbuck (USA)

24h 39m 55s

15 Sep 2004

Rigid Airship DURATION Record Holders
Sub-Class(es)
FAI ID No.

Claimant

Duration

Date

BR-10

Hugo Eckener (GER)

71h

01 Nov 1928

BA-01 and BA-02
BA-03 and BA-04
BA-05
BA-06 to BA-10

(484)(483)
(459)(460)
(15166)
(16028)(16029)(16030)(16031)
(16032)

(2370)

Hot Air Airship DISTANCE Record Holders
Sub-Class(es)
FAI ID No.
BX-01
BX-02
BX-03
BX-04 to BX-10

(14118)
(14472)
(15242)
(14476)(14644)(14645)(14646)
(14647)(14648)(14649)

DURATION WORLD RECORDS
Gas Airship DURATION Record Holders
Sub-Class(es)
FAI ID No.
BA-01 to BA-04
BA-05 to BA-10
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(439)(441)(442)(443)
(9792)(10385)(10386)(10387)
(10388)(10389)

(2371)

Hot Air Airship DURATION Record Holders
Sub-Class(es)
FAI ID No.
BX-01 and BX-02
BX-03
BX-04 to BX-10

(14119)(14122)
(15243)
(8731)(9503)(9504)
(9505)(9506)(9507)(9508)

Hot Air Airship FEMALE DURATION Record Holders
Sub-Class(es)
FAI ID No.
BX-04 to BX-09

(10874)(11588)(11589)(11590)
(11591)(11592)

Claimant

Duration

Date

Steven Wayne Griffin (AUS)
Leonid Tiuhtyaev (RUS)

60 min
5h 5min

19 Sep 2006
24 Feb 2009

Nikolay Galkin (RUS)

6h 1min

20 Feb 2004

Duration

Date

Natalia Volodicheva (RUS)

3h 22m 44sec

24 Feb 2005

Claimant

Height

Date

Hokan Colting (CAN)

1,898 m

08 Nov 1992

Hokan Colting (CAN)

6,234 m

12 Jun 2003

Claimant

Height

Date

Claimant

ALTITUDE WORLD RECORDS
Gas Airship ALTITUDE Record Holders
Sub-Class(es)
FAI ID No.
BA-02 to BA-04
BA-05 to BA-10

(821)(1958)(1959)
(7801)(8311)(8312)(8313)
(8314)(8315)

Hot Air Airship ALTITUDE Record Holders
Sub-Class(es)
FAI ID No.
BX-01
BX-02
BX-03
BX-04 to BX-10

(14117)
(14473)
(10359)
(14039)(14407)(14408)(14409)
(14410)(14411) (14412)

Steven Wayne Griffin (AUS)
318 m
Nikolay Galkin (RUS)
458 m
David Hempleman-Adams (GBR) 6,614 m

19 Sep 2006
20 Feb 2007
13 Dec 2004

Stanislaw Fuodoroff (RUS)

8,180 m

17 Aug 2006

Claimant

Speed

Date

Leonid Putintzev (RUS)
Paul Woessner (USA)

50 km/h
77.50 km/h

10 Feb 2005
24 Oct 1990

James Dexter (USA)

92.8 km/h

19 Jan 2000

Claimant

Speed

Date

Steve Fossett (USA)

115 km/h

27 Oct 2004

Claimant

Speed

Date

27.5 km/h

01 Mar 2006

Claimant

Speed

Date

Natalia Volodicheva (RUS)

16.9 km/h

07 Feb 2005

SPEED WORLD RECORDS
Gas Airship SPEED Record Holders
Sub-Class(es)
FAI ID No.
BA-02
BA-03
BA-04 to BA-10

(10835)
(467)
(6368)(6499)(6500)(6501)(6502)
(6503)(6504)

Rigid Airship SPEED Record Holders
Sub-Class(es)
FAI ID No.
BR-06 to BR-10

(9930)(11691)(11692)(11693)
(11694)

Hot Air Airship SPEED Record Holders
Sub-Class(es)
FAI ID No.
BX-02 to BX-10

(13163)(14491)(14492)(14493)(14494)
(14495)(14496)(14497)(14498)
Valery Shkulenko (RUS)

Hot Air Airship FEMALE SPEED Record Holders
Sub-Class(es)
FAI ID No.
BX-04 to BX-10

(10456)(11489)(11490)(11491)
(11492)(11493)(11494)

WORLD RECORD HOLDERS AND NUMBER OF RECORDS HELD
Bryan Allen (USA)
Donald Cameron (GBR)
Hokan Colting (CAN)
James Dexter (USA)
Hugo Eckener (GER)
Steve Fossett (USA)
Stanislaw Fuodoroff (RUS)
Nikolay Galkin (RUS)
Steven Wayne Griffin (AUS
Robert C. Harbuck (USA)
David Hempleman-Adams (GBR)

4
2
9
12
4
6
8
16
4
6
1

Leonid Putintzev (RUS)
Valery Shkulenko (RUS)
Leonid Tiuhtyaev (RUS)
Natalia Volodicheva (RUS)
Paul Woessner (USA)

1
9
3
14
3

To make a claim Contact FAI –
Fédération Aéronautique Internationale
Maison du Sport International,
Av. de Rhodanie 54,
CH-1007 – Lausanne, Switzerland
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SNOWBIRD FLIES 11 DAYS WITHOUT RE-FUELLING
18 March 1957 - PS - 1729
To: Jack Peace, Section Head, Field Service - From: Ed Moore, Field Service, South Weymouth
Subject: Extended Flight, ZPG-2 Bu No 141561
The subject flight started on paper approximately six months prior to actual takeoff. Planning and
preparation were very efficiently and effectively executed by all concerned and past experience was utilised
to the utmost during this time to prevent any incident that might cause the complete success of this flight to
be jeopardised.
After completion of Phase II “On Station Operation”
and O & R retensioning, the airship was made ready for this
flight. This consisted of removing all special equipment such as
TV camera and monitor, gun cameras, cables, ice accretion
meters, ice rate meters, plus all electronic gear not required for
AEW patrol. (Enclosure 1. – see overleaf page 8)
A 240 hour inspection was then conducted, at which
time chips were found on the magnetic plug of the starboard
dual pad, Ser. #44. Through the efforts of GAC Akron two dual
pads were made available to NADU, one to replace Ser. #44
and the other to replace a recently overhauled dual pad which
was questionable as to reliability for duration of a long flight.
Also during this inspection period the envelope tank
tensions were reduced to required value and fin tensions taken,
and found to be within limits.
All this preparation burned hours of midnight oil.
On 4 March, a 1.5 hour test flight was made. All
systems were checked with no discrepancies, so plans were laid
for a late afternoon takeoff. This meant shooting helium,
loading the stores (food and water) and fuelling. The ship “The
Snowbird” went out of the hangar fully loaded at 5:30 PM
3/4/57 : 042230 Z time. Loading is given in Enclosures 2 and 3.
After unmasting and starting the takeoff run a 90° wind
shift was encountered, causing the ship to drift to port. In order
to prevent running into the snow banks alongside of the runway
the pilot elected to stop all forward motion and start over.
Reversal of props and quick action of the ground handling
officer brought the airship under control and headed down the
centre of the runway.
All clocks were advanced to Zulu time, this was very
confusing at first, 0600 Zulu breakfast was served at 0100 EST
and daylight would arrive at about 1100 EST.
Official take-off time was recorded at 042332 Z – 6:32
PM EST. The fourteen crew members were divided into two
watches, port and starboard, as listed.
Pilot
Co-Pilot
Flight Eng.
Nav.
Radio
Rigger & Cook
Mech.
Elect.

Port
Cdr. Hunt (LTA)
Cdr. Hoel
Lt. Fitzpatrick
Lt. Dunton
Ch. Steffen
AG-1 Dehn
AD-2 Burkett
-

Starboard
LCdr. Bowser (LTA)
Moore, GAC
Moore, GAC
Lt. Eadie
AT-2 Maxmillian
AM-2 Locklear
AD-1 Cox
AE-1 Meyer

Two six hour watches 0600 to 1800, four three hour
watches at night.
The following eleven days were a little more than
routine, in that the weather changed daily, from clear and cold
through snow, sleet, rain, to warm. During the afternoon of the
first daylight hours an ice flow and icebergs were sighted. It
was surprising to know that it takes about three years for the ice
to get that far from origin.
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At 1800 Z on 5 March, the thermostat for the roaster
burnt to a cinder due to a short, causing the rigger-cook
considerable displeasure, but loss of the roaster did not lessen
his ability to provide excellent food for the entire flight.
Helium and fuel was conserved in every possible
manner, helium in the daylight and fuel after sunset, more or
less in the same manner that a Scotch Banker would give out
samples. Helium was valved as required until 3/12/57, at which
time 2000 lbs. of water was picked up, bag method. That sea
water was worth its weight in gold after the sun came up. Water
ballast was picked up the second and last time on 3/15/57, just
prior to sunrise. Total helium valved for the entire flight was
437 seconds, two valves, one switch (approximately 120,000
cu. ft.) and total ballast picked up at two different dates was
3700 lbs. (4 bags).
The AEW operational portion of the flight was
concluded just prior to making landfall on Portugal, therefore
as soon as the command pilot permitted it, the flight was
continued on single engine-single prop with the port engine.
The port engine was used exclusively from this time on with
the exception of the time during routine sixty hour checks on
the port power plant, water ballast pickup and landing. Total
engine time in Enclosure 5.
The southeast, south and southwest legs of the journey
were the most expensive fuel-wise due to headwinds and the
approach of increasing bad weather. Additional airspeeds
where required to make the necessary headway during this
period, enabling the Snowbird to reach 17° N. and in the clear
of bad weather. The western track set for Puerto Rico winds
were poor to good throughout the balance of the flight.
Mechanical failures were a few (Enclosure 4) and of
minor nature, making the entire flight very enjoyable with the
exception of the monotony of lagging time. The sixty hour
inspections, contact with surface of vessels, the sight of whales,
icebergs and the visitations of the NADU WV-2 were
highlights of the long trek over water in both directions.
It was a request of all hands not on watch to be
awakened or informed of the sight of anything other than the
shadow of the airship. Viewing Cape Juby from 700 feet was
the subject of discussion for almost 48 hours. Probably the
most exciting half-hour was during the time that the NADU
WV-2 vectored in on the airship during the seventh day. Seeing
and talking to them close at hand after seeing nothing but
several whales and a shark for three or four days was as
enjoyable as going home for Christmas.
After three days of nothing but water, the airship
crossed over the N. E. tip of Puerto Rico, thence straight to
Miami. Eight hours of the tenth day were spent in the Miami
and Miami Beach area, then direct to Dry Tortugas, from there
to Havana, then back to the Key West area.
Landing was made in Key West after 264.2 hours in the
air, where the crew was met by Admiral Kivette and Fleet
Admiral Halsey (Ret.). Cdr. Hunt was presented the DFC at
this time.

ENCLOSURE 2 – LOAD CHART
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In conclusion, this operator would like to make the
following comments.
1. With proper planning and maintenance the ZPG-2 airship
has unlimited capabilities as a radar platform.
2. Radar and communication installation functioned 100% for
the duration of this flight.
3. Head facilities were moved to the aft compartment for this
flight, this proved to be most satisfactory.
4. One day shaving outlet and one washbowl proved to be
sufficient.
5. Thorough study should be made on the equipment required
for different missions, such as an installation kit for
AEW mission which would be easily removed and kit
installed for an ASW mission, making this airship or
any new model or type of airship a vehicle of longer
range for any particular type of mission.
6. More care on production line to avoid sharp corners and
protrusions.
7. Separation of the heater and ventilating system between
sleeping quarters and pilots compartment.
8. Electric de-icing boots seem to cause loss of prop efficiency.
9. Reading lights on starboard bunks at wrong end.
10. The Navy crew aboard on this flight proved to be one of the
most efficient crews with which this writer has ever
flown.
11. Goodyear Aircraft Corporation has the right to be very
proud of the ZPG-2 airship.
E. L. Moore
++++++++
ENCLOSURE 1
Removed parts:
Wt. in lbs.
1. Ice protection blankets
250.0
2. Bomb Racks and Sway Braces
52.0
3. Ice Rate Meter
77.0
4. Ice Rate Meters (2)
40.0
5. TV Parts
659.9
6. Gun Cameras (13)
162.5
7. Camera Controls & Inverter
265.1
8. An/AVQ-2A Searchlight & Amplifier
131.0
9. ECM parts and accessories
92.0
10. Towing Drum
90.0
11. Armament Outriggers
150.0
12. Swivel Pulley
82.0
13. Inflight Refuelling & Control
44.0
14. Long Lines
28.0
15. Sonobuoy Dispenser
126.0
16. Directional Sonobuoy Chute
22.0
17. Lower Deck Heater
31.0
18. B-6 Drift Meter
17.0
19. ASW Plot Table
30.0
20. MAD Head & Mount
56.5
21. Jet Lubricator & Lines (GB)
22. Inter-connecting Shaft
23. Prop Pitch Ind. & Amplifier
24. Auto Pressure Amplifier
40.0
Added Parts:
Wt. in lbs.
1. A.P.U. & Controls in Utility Compt.
(head relocated)
2. 75 Gal. ZPG-2 Fresh Water Tank (under
FWD main fuel tank)
3. AN/APN 77 (XN-1)
50.0 lbs
4. KWS-1 Single Side Band
450.0
5. External Antenna
6. Transfer Fuel Pressure Warning Light
0.5
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ENCLOSURE 2
[see previous page]
ENCLOSURE 3
Fuel and Ballast Loading:
Fuel–gauge Readings just prior to take-off
FWD Main Tank
AFT Main Tank
FWD Comb. Tank
AFT Comb. Tank
Envelope Tanks
#1 Slip Tank
#2 Slip Tank
#3 Slip Tank
TOTAL
Fresh Water
Food (420 meals)
Crew (14)
Baggage
2 Summer flight suits
1 Winter flight suit
Toilet gear
Total
Spares & Supplies

Wt. in lbs.
2700
2725
2600
2600
7200
1700
1950
1200 .
22,675 lbs.
1280
1000
2520

280
439

ENCLOSURE 4
Failures During Flight:
Part or System
Heater (upper deck)
Roaster
#1 Instrument Inverter
FWD main fuel Indicator
Loran
APN-22

Cause
Time/Date
Fuel Pump
0945Z:3/5/57
Short in Thermostat 1800Z:3/5/57
Shorted Field
0345Z:3/8/57
Intermittent Ground 1430Z:3/11/57
5696s Tube (replaced) out of
commission 10 min. 2235Z:3/5/57
Intermittent
1800Z:3/5/57

USAGE DATA
Helium
Spark Plugs
Fuel
Oil (engine)
Oil (gear box)
Oil (hyd.)
Fresh Water
Food
Cigarettes

2 valves
BG RB27 R2
145 octane

437 seconds
47 total
22,175 lbs.
140 lbs.
1/2 pt.
None
120 gal.
950 lbs.
18 cartons

ENCLOSURE 5
PORT

STBD
START
STOP
042332 Z
070800 Z
081215 Z
081600 Z
101215 Z
101545 Z
121215 Z
121430 Z
152325 Z
152346 Z
Test Flight 3/4/57
1.5 hrs.
Total flight time
264.2 hrs.
Total time
Port
256.2 hrs.
Total time
Stbd.
66.5 hrs.
Time before going single engine
56.5 hrs.

START
042332 Z
081545 Z
101545 Z
121425 Z

STOP
081245 Z
101215 Z
121255 Z
152346 Z

Single Engine on Stbd. only for duration of 60 hr. check
on Port Engine.
++++++++

HOW THE SNOWBIRD GOT ITS NAME
Extracted from paper 2004-21 entitled U.S. Navy All-Weather Airship Operations
Read by the late Norman J. Mayer at the Airship Association’s 5th International Conference : Oxford : 2004

Table 1 – US Navy ZPG-2 and 2W specifications

ABSTRACT - U.S. Navy airships operating during the 1950-60 decade were required to conduct long
endurance airborne early warning [AEW] and anti-submarine missions under all-weather conditions. A
research program was established to provide information and operational experience necessary to prove this
suitability. Snow and ice accumulations were experienced and measured. Ice was considered to be a more
serious problem, but airships can be equipped with provisions to counter some of its effects. Later AEW
squadron operations and ASW Operation Whole Gale served to provide further proof that these missions
could be flown in severe weather.
Project Lincoln
An initial investigation to determine airship all-weather
capabilities was established by the Office of Naval Research
(ONR) in July 1954. It particularly aimed at acquiring data on
winter flight operations involving snow and icing conditions.
The project was assigned to the Naval Air Development Unit
(NADU) based at N.A.S. (Naval Air Station) South Weymouth,
Mass. This organisation was already engaged in a program with
the Massachusetts Institute of Technology Lincoln Laboratories
for the development of improved radar systems. The allweather investigation became part of this program. All flights
were made with ZPG-2 and 2W airships from NADU and
squadron ZW-1, based at N.A.S. Lakehurst. ZPG-2 and 2W
specifications are listed in Table 1 [above]. A ZPG-2W airship
is shown in Figure 1 [see front cover]. Ten initial flights were
flown by NADU airships during the winters of 1954, 55 and
56. ... ... The National Advisory Committee for Aeronautics
(NACA) provided personnel and special equipment to monitor
snow and ice accumulation on one of the airships during the
flights. The scientific gear consisted of rate-of-accretion meters
for ice detection, measurement of water droplet sizes and water
content of icing clouds. Film and TV cameras also were used to
observe snow and ice build-up. Deliberate effort was made to
find and fly in icing conditions.
A three-phase program was established following
completion of the ten initial flights. This included:
Phase 1. Continuation of NACA data recording of ice and
snow accretion while in an AEW patrol situation.
Phase 2. A ten-day continuous on-station demonstration at an
AEW barrier location
Phase 3. A long flight across the Atlantic Ocean and return.
The period from January 14-25, 1957 was chosen for the
Phase 2 exercise. The AEW barrier station was an area 20
miles in radius from 31° 51’ North and 70° 30’ West
(approximately 180 miles off the New Jersey coast). Five
airships were involved: two ZPG-2s from NADU and three
from AEW Squadron ZW-1 based at N.A.S. Lakehurst. One
airship was to be on-station each day.
Results of Project Lincoln Flight Operations
The NACA recorded data on six of the ten initial flights,
one of the Phase 1 and two of the Phase 2 flights. ... In addition
to the recorded information, the Agency noted pertinent details

of the flight operations and performed an analysis of the
physical and meteorological conditions necessary for ice
formation. None of the airships flown in the ten initial flights
were equipped with any provisions against ice or snow effects.
The NACA equipment was transferred to ZPG-2 BuNo,
141561, dubbed ‘Snowbird’, for Phase 1 and 2.
Snow Effects – most snow produced little or no effect
on the airship while in flight. Dry snow was swept off by the
airstream. Wet snow could accumulate especially in small
valleys such as along the catenary seams. The area between the
upper fins also experienced some accumulation. These loads
were compensated by trimming the airship. A more serious
problem was the collection of snow prior to take-off. One
instance was cited where forward speed during take-off was
relied on to blow off a heavy wet deposit. Some of this
occurred, but a sizeable amount remained on the aft portion of
the envelope causing a tail heavy condition. Attempts to
compensate required the maximum available amount of
ballonet air forward plus a large down elevator position. At the
same time, icing was encountered which further increased static
heaviness. Greater power was required to compensate for the
high angle of attack. This was not desired because the higher
fuel consumption would reduce capability to meet the
endurance requirements for the mission. The situation was
corrected by descending to a lower altitude. This increased the
air temperature, which melted some of the ice and snow and
allowed more air to be available for re-trimming the airship.
Heavy snow was a problem during pickup of seawater
for re-ballasting on one occasion. The low airspeed required for
this manoeuvre combined with higher temperatures at the lower
altitudes produced wet snow, which did not blow off. However,
ballast pickup was performed many times successfully during
the later Phase 2. One of these was conducted at night and
another in light snow.
Icing – Icing was considered to be potentially a more
serious problem. No special provisions were made on the
airship to prevent ice formation or protect against its effects
during the first seven recorded (NACA) flights. It was found
that the greatest icing rate occurred at 3000 feet, a mission
altitude for the AEW flights. Two types of icing were
encountered: rime ice, resulting from small super-cooled clouds
which formed on exposed objects and protuberances but not on
the envelope, and glaze ice produced by freezing drizzle which
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formed on the upper envelope surfaces and other components.
This latter type was considered to produce the most icing
conditions. However, it was judged that conditions that produce
freezing rain are much less likely to be encountered as the
distance from land increases. ... ... The experience gained
during the initial flights provided guidance for installing special
equipment on the Snowbird to control the effects of ice buildup. These included:
1. A shielded control cable system at ruddervator horn pulleys
2. Flush mounted antennas
3. Electrically heated centre ballonet air inlet dampers
4. Improved heat to windshield
5. A protective coating to lower fin top surfaces
6. A protective blanket inside the envelope in the propeller
plane
7. Electrically heated propellers
The pilot in command for several initial Phase 1 flights
was the late Charles A. Mills Jr., ...
Phase 2
The barrier station was maintained during the entire 10day period of Phase 2. The weather was anything but
cooperative consisting of icing, snow, sleet, rain and fog and
winds as high as 60 knots. The average flight was 37.8 hours in
duration including 22.2 hours on station. It took an average of
5.8 hours to reach barrier station and 6.3 hours to return. The
longest flight was 56.3 hours and the shortest was 23.7 hours.
The wind was the responsible factor in making these
differences. ... ... One of the most difficult tasks was in ground
operations. These had to be accomplished in snow, low
visibility, rain and high wind. One launch was done with high
winds and gusts to 35 knots. One of the airships landed and was
masted with winds gusting to 39 knots. Other limited
conditions included a landing with a 200 foot ceiling and 3/16
mile visibility, and a take-off with a 100 foot ceiling and
visibility ¼ mile. Maintenance checks had to be accomplished
in below-freezing temperatures. Frozen latches on mooring
masts were a problem at times. ...

ZPG-2 BUNO, 141561, dubbed ‘Snowbird’
Operation Whole Gale
This project was established by Airship Wing One in an
attempt to counter the decision by the high command that
airships were no longer suitable or at least not necessary for
ASW missions. Helicopters and airplanes were being equipped
to provide this function. Again, the all-weather capability of
airships was a prime factor. Hence, the months of February and
March 1960 were chosen to demonstrate that ASW missions
could be flown under winter conditions. Airship squadron ZP3, assisted by squadron ZP-1, both based at N.A.S. Lakehurst
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were directed to carry out the operation. Six ZPG-2 airships
were involved. The “On-Station” area was about 150 miles due
east of Lakehurst to about 250 miles SSE beginning 25 miles
offshore. Continuous ASW patrols were to be maintained over
that area for the two-month period.
The operation was well named. High winds, heavy
snows and icing were the norm. In one instance, one of the
airships carried a 6,000 lb. snow load while on station. It was
not clear from the record whether much of this had been
accumulated before take-off or had been acquired during the
ASW patrol. Although the airship was able to carry the burden,
it produced a high drag condition and high fuel consumption
such that a landing had to be made at another base to refuel
prior to returning to Lakehurst.
Conditions on the ground prior to take-off caused the
greatest difficulties. Gusting winds made ground handling a
hazardous challenge. Snow accumulation on the mat [ground]
was sometimes a handicap in making take-off runs and
manoeuvring the airship. Also, high winds sometimes required
landing at an alternate base. In general, ground and flight
conditions were similar to those experienced during Project
Lincoln except that they covered a longer period of winter
weather. No measurements of snow or ice formation were
made. Design performance values were often exceeded. Times
on station were by far greater, the longest being 95 hours. The
on-station coverage for the two-month period was slightly more
than 88%. A simultaneous heavier than air operation flew 150
hours compared to 1,647 hours of LTA time. Together the
combined operation provided 92.8% continuous coverage. ...
Phase 3
The Snowbird departed South Weymouth on March 4,
1957. The take-off was made between high banks of snow and
in very cold weather. Continuous snow and some icing were
experienced for the first day and night of the flight. The route
included a transatlantic crossing to the coast of Portugal, south
along the African coast, re-crossing the Atlantic and landing at
N.A.S. Key West. A new endurance record for unrefuelled
flight was established at 264.2 hours while covering 9,448
miles. ...
[NB – This record is only for LTA craft. See box below.]
Conclusions
The results of Project Lincoln, the operational
experience of squadron ZW-1, and the later Operation Whole
Gale all confirmed that Navy airships were capable of
performing their missions under severe weather conditions,
especially those involving snow and ice phenomena. Some of
the flights exceeded design specification values but
encountered no failures. The greatest handicap was high
sustained winds, which caused excessive fuel consumption,
reduced time on station and increased transit time. Alternate
bases were a partial solution. Special provisions to prevent ice
accumulation or protect some components could be
incorporated. Ground handling equipment needed to be
equipped for cold weather conditions. Improvements in
provisions for crew habitability were recommended. ♣
WORLD AVIATION ENDURANCE RECORD
According to the FAI (World Air Sports Federation) the all-time
flight duration record is held by the four Hunter brothers (John,
Kenneth, Albert and Walter) who spent 23 days in flight without
landing after taking off from Sky Harbour Airport, USA, on 11
June 1930, in the City of Chicago, a Stinson-Detroiter aircraft. They
remained airborne for 553h 41m 30s and landed on 4 July 1930 at
the same location. Record details: www.fai.org/record/9559
Photos (Flickr album): bit.ly/hunters-1930 : www.fai.org

FIRST TO MAST
Scott Air Force Base News from Belleville News-Democrat
www.bnd.com/news/local/community/scott-afb/article194184689.html

Scott Dirigibles: Short, But Vibrant History - January 11, 2018

Pictured is Dirigible RS-1 on the ground at Scott Field on April 6, 1927. File photo

THE MAIDEN FLIGHT OF ARMY AIRSHIP RS-1 AT SCOTT FIELD
On Jan. 8, 1926, the Army Air Service airship RS-1 made its maiden flight at Scott Field. The RS-1
was the only American-designed and built semi-rigid airship. The Army planned to put the RS-1 through
exhaustive flight tests and long cruises at Scott Field to determine the airship’s true capabilities.
BACKGROUND
Just after World War I, the U.S. obtained two semi-rigid
airships from its wartime ally, Italy, which became the U.S.
Army’s Roma and the U.S. Navy’s O-1. In 1925, the Army felt
that 300,000 cu ft was the maximum volume of lifting gas
possible for non-rigid airships and sought to build a semi-rigid
airship of 720,000 cu ft to obtain the largest airship possible
without violating the Army’s 1919 agreement with the Navy
regarding airship size.
The Goodyear-Zeppelin Corporation Aeronautics
Division in Akron, Ohio, headed by Mr. Herman T. Kraft,
designed the new semi-rigid airship, while consulting closely
with the Italian semi-rigid airship designer, General Umberto
Nobile. The construction contract was awarded to the
Goodyear-Zeppelin Corporation on June 12, 1922, at a total
cost of $475,000. The airship components were delivered to
Scott Field via rail in early 1925 and Goodyear personnel,
headed by Jack Yolton, assembled the airship under the
direction of Maj. Norman Peek of the Army Air Service.
Enlisted men for the nine-member flight crew were selected by
the Commanding Officer at Scott Field and the RS-1 was
erected inside the massive 810 ft [long], three-year-old Airship
Hangar at Scott Field.
AIRSHIP DATA
The RS-1 was 282 ft long, with a diameter of 74 ft,
height of 80 ft (93 ft including tail fins), and 74.5 ft width. The
keel was made of duralumin, a lightweight aluminum alloy.
The envelope was covered by several plies of rubberized
cotton cloth. Originally powered by four Liberty 12A engines
rated at 200 horsepower each, giving a top speed of 70 mph (in
reality, at speeds over 56 mph, the RS-1’s nose was subject to
structural collapse) and a cruising speed of 55 mph.
The control car was 35 ft long, 8 ft wide, and 7.9 ft
high. The engine cars weighed a total of 7,780 lb and each of
the four engines drove two wooden 17.5-ft diameter propellers.
At full speed, RS-1 had a flight endurance of 17.5 hours and a

range at full speed of 1,225 miles. At cruising speed, the
airship could remain aloft for 30.8 hours with a range of 1,722
miles. When fully inflated with helium, RS-1 had a lift capacity
of 41,200 lb, a useful load of 11,200 lb, and a 10,000 ft ceiling.
SERVICE HISTORY
The primary function of RS-1 was experimental study of
the semi-rigid airship type using testing in the Scott Field
Airship Hangar or during flights in the vicinity of Scott Field.
In addition, the RS-1 made several long flights,
including a visit to Detroit on Sept. 18, 1926, where,
commanded by the Scott Field Commander, Lt. Col. John A.
Paegelow, it became the first airship to moor to the high
mooring mast constructed by Henry Ford at the Dearborn,
Michigan, Ford Airport. In July 1927, the RS-1 flew from Scott
Field to Langley Field, Virginia, from where it made flights to
Bolling Field and Naval Air Station-Lakehurst, New Jersey.
The airship returned to Scott Field on 1 August 1927 after
flying over New York City, the Hudson and Mohawk River
Valleys, and Buffalo.
During the fall and summer of 1927, the airship made
two long flights to northern Iowa. Commanded by Capt Wm.
E. Kepner from Oct. 14, 1927-Oct. 25, 1928 the RS-1 made
several long flights to Brooks Field, Texas and planned a flight
to Hawaii (never realized). ...
In late 1928, after several local flights at Scott Field, the
RS-1 went out of service due to envelope porosity (gas
leakage). While pending a decision to replace the envelope,
RS-1’s parts were placed in storage at Scott Field.
However, due to austere economic conditions, RS-1 was
never re-assembled and the metal keel, control car, engine cars,
and control surfaces were sold to a St. Louis scrap metal dealer
for $900.
Sources: U.S. Army Airships (1908-42) by James R. Shock,
published by Atlantis Productions, Edgewater,
Florida, 2002; Bio: Lt. Gen. William E. Kepner; 375th
AMW History Office Archives.
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A WORLD SPEED RECORD AT FARNBOROUGH
Francisco A. González Redondo
Universidad Complutense de Madrid, Spain

In trials at the Royal Flying Corps’ base in Farnborough, Hants on September 15, 1913, the AstraTorres XIV beat the world speed record for an airship, reaching 83.2 km/hr. Manufactured by the Astra
company in Paris and built to the design conceived by the Spanish engineer Leonardo Torres Quevedo, the
airship was one of more than ninety dirigibles that between 1913 and 1936 were marketed in France, the
United Kingdom, the Russian Empire, the USA and Japan.
THE UK COMMISSIONS ASTRA-TORRES XIV
In March 1911 the trials of the 1,600 m3 Astra-Torres
No.1 were completed in Issy-les-Moulineaux (Paris, France).
She was the first airship built by the French Astra company
according to the system patented by Leonardo Torres Quevedo
in Spain (1906), United Kingdom (1907) and France (1907).
This dirigible was the culmination of a challenge the illustrious
Spanish scientist had posed himself at the beginning of the
twentieth century: how to solve the problem of air navigation
by means of lighter than air devices (see Dirigible 53, 2008).
A new and promising stage in the commercialization of
the invention had just begun following the signing, on
February 12, 1910, of a contract between the inventor and
Edouard Surcouf, the Director of Astra. In this, it was agreed
that the French company would bear all the expenses involved
in the manufacture and operations, while the inventor would
receive royalties of three francs for each cubic metre of airship
volume that the company sold.
The complete success of the Astra-Torres No.1 was
acknowledged by the French aeronautical authorities in the
Spring of 1911, when this Torresquevedian innovation beat all
other airships of the time by completing a 100km preset
circular circuit to win the Deperdussin Prize in May. This
prompted petrol magnate Henry Deutsch de la Meurthe to
order the study of a 3,400 m³ Astra-Torres No.2, both as if it
was to become his ‘private yacht’ and for use in his passenger
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airship service, the Compagnie Générale Transaérienne, which
ran sightseeing tours over France and Switzerland.
The British Authorities were well aware of the Astra
Co. developments in France, and by June 5, 1912, the
Commanding Officer of the Airship Training Wing at
Cranwell, Clive Maitland Waterlow, was commissioned to
visit Astra Works. He was invited to the first trial flight of the
Astra Conté, and could compare it with contemporary British
airships such as Willows IV, Beta, Delta and Gamma. He also
witnessed the inflation of Astra Torres No.1 in its shed and, on
his return, suggested that an Astra-Torres “croiseur à grande
vitesse et à grand rayon d’action” [high-speed long-range
cruiser] should be ordered by the Admiralty (see Revue
Aérienne No. 95). This was signed in September of that year.
The 280,000 cu ft (almost 8,000 m3) envelope of the
Astra-Torres XIV was manufactured in Billancourt at Astra
Works and was sent to Farnborough, in May 1913, together
with its enclosed 55 foot long aluminium-plated, tubular steel
car, two x 6-cylinder Chenu engines of 210 hp each, two x
two-bladed propellers, etc. (see L’Aérophile, April 15, 1913).
While Astra was manufacturing the Astra-Torres XIV,
Torres Quevedo himself began work on the Astra-Torres XV
(later renamed Pilatre de Rozier). This was the first of two
23,000 m3 airships ordered by the French Army. With
dimensions similar to the contemporary German Zeppelins
they were designed to reach speeds close to 100 km/h (see
L’Aérophile, March 1, 1914).

THE RECEPTION TRIALS AND WORLD
SPEED RECORD OF ASTRA-TORRES XIV
Once assembled and inflated by mechanics from Astra
in the facilities of the Military Wing of the Royal Flying Corps
in Farnborough, the trials of the Astra-Torres XIV began on
June 12, 1913. Responsibility for the trials lay with the Astra
pilots, A. Roussell and M. Hugon, who would fly the aircraft
with a French crew and two British observers, Neville F.
Usborne and Edward A. D. Masterman, on board. The first
attempt was inconclusive and the airship was brought back into
its shed for several necessary alterations to the steering,
elevating gear, “elliptic” suspension of the gondola, etc. (see
Flight, June 21, 1913).
The tests continued from the Farnborough facilities on
September 8, again in the hands of Roussel and Hugon, with
Usborne, Masterman and Commander Oliver Schwann as
passengers (see Flight, September 13, 1913). On September
15, Astra-Torres XIV achieved a feat that would guarantee
acceptance of the system in the United Kingdom; the
‘Torresquevedian’ airship broke the then world speed record
for airships to reach 51mph (83.2 km/h - in reality 124 km/h
with a following wind), during an hour-long flight with Murray
Sueter and Cecil J. L’Estrange Malone as passengers (see
Flight, September 27, 1913; l’Aérophile, December 15, 1913).

Certificate authenticating the World Speed Record

Shortly thereafter, on September 27, a successful
endurance test took place with a flight over Aldershot,
Farnham, Portsmouth, the Isle of Wight, Lymington,
Christchurch, Bournemouth, Portland, Salisbury, Basingstoke,
arriving back at Farnborough after nearly seven hours in the air
(see L’Aérophile, October 15, 1913).

Once the reception trials had been completed, the
British Admiralty renamed the ship HMA No.3 (His Majesty’s
Airship No.3) and put it under the command of Lieutenant
Usborne. On October 24, after “a splendid voyage to Sheerness
from Farnborough”, Usborne took Sir Ian Hamilton and the
First Lord of Admiralty, Winston Churchill, for a circuitous
flight from the Isle of Grain lasting one hour and a half, with
Masterman and Lieuts. H.M. Cave-Brown-Cave and William
C. Hicks as passengers (see Flight, November 1, 1913).
Churchill’s opinion after this flight would mean the
final verdict after all the trials and was the starting point for the
new acquisitions: “I went in her for a beautiful cruise at about
1,000 feet around Chatham and the Medway. She is a very
satisfactory vessel and I was allowed to steer her for an hour.
She was very easy to steer.” (See Flight, March 21, 1914;
Cross & Cockade Vol. 34.)
Finally, on December 31, 1913, the Spanish inventor
was able to collect the first pecuniary fruits for his aeronautical
labours: a letter arrived from Edouard Surcouf enclosing a
cheque for 22,080 Francs, that is, 3 Francs for each of the
Astra-Torres XIV’s 7,360 cubic metres that Astra had decided
was the “official” volume of this airship.

TORRES QUEVEDO’S AIRSHIPS IN THE
ROYAL NAVY
When the Great War broke out, the Astra-Torres XIV
was the only really operational airship of the entire British
Navy, and it would be used for monitoring the English Channel
and the escort of the Expeditionary Force sent to the Front,
accompanying the squadrons of airplanes located in Ostend
(Belgium). This demonstration of the ship’s capabilities
encouraged the Admiralty to commission Société Astra to
manufacture new units and, in December 1914, the newly
created Royal Naval Air Service [RNAS] would receive the
Astra-Torres XVII (renamed HMA No. 10), of 11,327 m3. The
Astra-Torres XIX (HMA No. 8), of 3,960 m3, would follow in
March 1915.
The Royal Navy saw from the beginning of the conflict
the usefulness of airships in the anti-submarine war,
specifically in guaranteeing the escort of the convoys of ships
essential for supplying the UK, tasks that the airplanes of the
day were not qualified to perform. Thus, taking advantage of
the constitution of the company Airships Ltd, (English
subsidiary of Astra), and the experience acquired with the
Astra-Torres bought in France, in 1915 the British began to
manufacture their own ‘auto-rigid’ trilobed airships; the
Coastal of 4,810 m3. In total, 34 units of the Torres Quevedo
system would be built during 1916, of which four would be
sold to the Russian Empire in July. Unfortunately, Torres
Quevedo would not receive a single one of the 490,620 francs
(3 x 34 x 4,810) that should have come to him for them,
because the English patent had expired a few years earlier for
not having satisfied the corresponding annuities.
However, the needs of the war soon demanded the
development of airships with increased performance and radius
of action, for which it was necessary to increase their capacity.
Thus, throughout 1917 the Royal Navy would develop the first
nine units of a new model of airships with more than double
the capacity, the North Sea class of 10,190 m3. Another nine
airships were completed in 1918, of which one (NS-13) was
sold to the US in November of that year. Between the two
series of North Sea, ten new, improved Coastals were
manufactured, the Coastal Star of 5,950 m3, all dedicated to
surveillance and anti-submarine control tasks in the North Sea,
the English Channel and the southwest coast of England.
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At this point, a fact that the British Navy would always
be proud of can be highlighted: no ship was sunk by German
submarines throughout the war while an airship protected it
from the air. However, we in Spain must continue to regret that
Torres Quevedo did not receive a single one of the 580,830 +
178,500 Francs that should have come to him under the
original deal for the 19 North Seas and the 10 Coastal Stars.

THE DEVELOPMENT OF ASTRA-TORRES IN
FRANCE
In France, the tests of the Astra-Torres XV of 23,000 m3
had begun during the spring of 1914, but when the war broke
out it was decided to transform it into two 14,000 m3 units,
which would be baptized as Pilatre de Rozier II and Alsace.
Extremely vulnerable, as well as not very effective on the land
front to which they were assigned by the French Army, Alsace
was shot down in October 1915 and Pilatre de Rozier II in
January 1917. A third unit, the La Flandre of 16,000 m3,
purchased in 1916, was destroyed before entering combat.
France had run out of airships of the Torres Quevedo system.
Although the British Admiralty had understood from
the very beginning the usefulness of airships in the sea war, the
French Navy had not. Thus, before ordering new units of the
Torres Quevedo system from the Société Astra, they had to
buy one of the British Coastals, specifically the C-4, which
was renamed AT-0 after changing its tri-lobed envelope to a
new one manufactured by Astra. In fact, AT-0 would become
the starting point for the new series of Astra-Torres, all of them
improved with several minor constructive details developed by
Astra’s engineer Henry Kapeferer.
The new stage of collaboration between the Spanish
designer and the Société Astra, started at the beginning of 1917
with delivery to the French Navy of the AT-1 to AT-4 of 6,500
m3. After the summer, AT-5 to AT-9 of 7,600 m3 were
completed and, during 1918, the AT-10 to AT-17 of 8,300 m3
would also be delivered. All of them were used for the escort
of convoys, the continuous surveillance of coasts and the
search, from bases in Marseille, Tunisia and Algeria, for
German submarines in the Bay of Biscay, the English Channel
and the Mediterranean Sea.
According to the contract signed in 1910, Torres
Quevedo received 41,850 Francs for both Pilatre de Rozier II
and Alsace; 48,000 for La Flandre; 62,400 for AT-1 to AT-4;
100,500 for AT-5 to AT-9; 99,480 for AT-10 to AT-17 (for this
8 units our inventor reduced his rights to 1.5 Francs per m3 and
he was granted the Parville Prize).
On the other hand, when the US entered World War I in
1917, their airship pilots trained in England with the NS-7 and
in France with the AT-1. In fact, the French Navy would
transfer to them, on March 1, 1918, the AT-1 and the AT-13.
The U.S. Navy, impressed with the skills of these models,
commissioned the Société Astra to build four new units, a
request that, after the Armistice, would be limited to a new AT18 of 9,600 m3, which was delivered in 1920, more than a year
after the end of the conflict. It was used, together with the
previous ones, for the development of the North American
aeronautical program of the inter-war period.

THE LAST AIRSHIPS OF THE TORRES
QUEVEDO SYSTEM
During 1920 the French Navy received the AT-19 of
10,700 m3, while the AT-16, (renamed Transaérienne 6), was
transferred to the civil sphere and dedicated to tourist flights
over the battlefields.
In 1922, a few months before the expiration of the
period of validity of the French Patent for the auto-rigid
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airship, the Japanese Imperial Navy bought a new unit
manufactured by Astra, the AT-20, also of 10,700 m3. It would
be delivered in 1923, in the context of the Japanese expansion
across the Pacific that would lead them to World War II
against the USA and the British. For each of the latter airships,
Leonardo did receive his 3 Francs per m3.
When the French Patent expired, the French Navy
reformed and updated their Astra-Torres that had successfully
survived the War without paying royalties to the inventor,
transforming the AT-10, AT-14, AT-15, AT-17 and AT-19 into
the Eclauriers E-2, E-3, E-4, E-5 and E-6, respectively.
Finally, in 1925 the last Torresquevedian airship manufactured
by Astra, AT-24 of 12,500 m3, later renamed E-7, was received.
And finally, twenty years after the launch of the AstraTorres No. 1, and more than five years since the delivery of the
AT-24, in an international context dominated by the large rigid
models based on the Zeppelin system, another French firm, the
Société Zodiac (better known later for its inflatable boats)
resumed construction of airships based on the Torres Quevedo
system. They began in 1930 with the Vedette V-10 of 1,100
m3, a small bi-lobed airship; and culminated in 1931 and 1936,
respectively, with two tri-lobed, auto-rigid envelopes, identical
to that of the Astra-Torres, the V-11, of 3,400 m3 and V-12, of
4,100 m3, at a time when the French Navy still operated some
of the AT airships built by Astra. ♣

Société Zodiac "Vedette" "V 11"
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TAKING IT TO THE LIMIT
By Dirigible Editor

CURRENT WORLD ABSOLUTE SPEED RECORD
The highest speed officially measured for an airship,
according to the Fédération Aéronautique Internationale (FAI),
is 115 km/h (71.46 mph), by Steve Fossett (USA) and his copilot Hans-Paul Ströhle (Germany) flying a Zeppelin
Luftschiff-technik LZ N07-100 airship on 27th October 2004
over Friedrichshafen, Germany.
The large rigid airships built by the USA and Germany
in the 1920s and 1930s could reach higher speeds (up to 140
km/h or 87 mph according to some sources), but these were
never officially measured to FAI standards.
(www.guinnessworldrecords.com/world-records/fastest-speed-for-anairship/)

SOME UNOFFICIAL SPEED MILESTONES
R34 – 50 mph in 1919
HOMECOMING OF THE GREAT AIRSHIP
New York to Norfolk
From H.C. Bailey. Pulham St Mary, Sunday.
R34 is home in England. From Scotland to America
[3,601 miles] she ran in 108 hours [33 mph]. From America to
English ground she came in at 75 hours 3 minutes. She crossed
the Atlantic twice in 183 hours. “Whaur’s your Christopher
Columbus noo?” But, in fact, these round inclusive figures are
unjust to her speed. She came across the ocean, from shore to
shore, from New York to the Irish coast [3,813.6 miles] in 63
hours 5 minutes [50 mph]. Call it two days and a half.
The United Kingdom becomes as near New York as the
east of the United States is to the west. The world grows small.
... The day of the aircraft passenger liner is not yet, but plainly
it may be tomorrow. ... ...
(The Daily Telegraph. One Hundred Years Ago. 13-7-2019)
R80 – 65 mph in 1919

On Monday 27th October 2004 the U.S. American
adventurer Steve Fossett [left in picture] and his co-Pilot HansPaul Ströhle set a new speed world record for airships. They
were flying the 1,000 metre course in both directions with an
average speed of 111.8 km/h. They outperformed the existing
record of 92.8 km/h set in 2000 by the Englishmen James
Dexter and Michael Kendrick. The achieved speed is still
below the maximum performances of the old rigid airships.
For example the old Zeppelin LZ 129 Hindenburg and
LZ 130 Graf Zeppelin II were able to fly at more than 130
km/h and the American airship ZRS 5 Macon even reached a
top performance of 140.3 km/h. However these top speeds
were never verified in the way defined by the FAI record
definition where the influence of the wind is reduced by having
the airship fly a course in both directions. For that reason these
old achievements could not be recognized by the FAI as
existing records and all the speed records achieved so far only
list modern airships with lower speeds. ...
(www.modern-airships.info/en/zeppelin/fossett_record_2004.html)

The shape of the hull, which is based on the results of
all of the best types of airships known, and also on a lengthy
series of model experiments, is considered to be the most
perfect known streamline shape, enabling the ship to attain its
speed with the least possible power. ...
With her sleek lines carried over to the control car and
engine gondolas, she was the most efficient design of British
airship at the time. By many standards the R80 would have
been seen as a much better test bed prototype for the later ultrastreamlined ships of the R100 and R101 class than the ships
which were later used ...
(www.airshipsonline.com/airships/r80/index.html)
R100 – 81 mph in 1930

CURRENT HOT AIR WORLD SPEED RECORD
Balloonist and explorer David Hempleman-Adams has
set a world speed record in an airship. The 47-year-old from
Wiltshire took off from Mondovi in the foothills of the Italian
Alps at 10.35 local time, exactly 100 years after the Wright
brothers made history with the first powered flight. He piloted
the 70,000 cubic feet Skystar DP-70 over a 1 km course at an
average speed of 26 km/h to set the world speed record for the
BX-04 class of airship.
"Even though this is a small record, I am delighted to
have been able to achieve it on such a memorable day in
aviation history", he said.
(http://news.bbc.co.uk/1/hi/england/wiltshire/3328313.stm)

On 16 January [1930] R100 was walked out of the shed.
She was ready for the next flight to carry out the full speed and
turning trials, the latter to determine what her turning circle
was at various speeds and with degrees of rudder applied. ...
They cruised between Bedford and Huntingdon,
carrying out speed trials. At full power the measured speed was
81 mph exactly as Wallis and Norway had predicted. But there
was a problem. At full speed large undulations or waves
formed in the outer cover. These were completely static, with
no undue flapping, and lessened when the speed was reduced
below 70 mph. ...
(Airship on a Shoestring : Anderson 2013 : p105)
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ONWARD AND UPWARD
By Dirigible Editor

CURRENT ABSOLUTE ALTITUDE RECORD

SOME UNOFFICIAL ALTITUDE MILESTONES
L55 (LZ101) – 24,000 feet in 1917
According to Wikipedia: The altitude at which an
airship can fly largely depends on how much lifting gas it can
lose due to expansion before stasis is reached.

(https://ru.wikipedia.org/wiki/Файл:Au-35_Snow_Goose.JPG)
This single picture is all the information concerning the
FAI’s current world absolute altitude record for airships that I
have been able to find online; beyond the fact that FAI ID
14413 is currently held by a Russian claimant, Stanislaw
Fuodoroff. He started from Moscow on 17 August 2006 and
flew a Hot Air Airship (an Augur AU-35 "Snow Goose") to a
height of 8,180 metres (26,837 feet). Maybe one of our readers
can dig up more of the story and let AHT know?

CURRENT GAS AIRSHIP ALTITUDE RECORDS

All the records currently ratified by the FAI in the Gas
Airship Category (BA) are held by one person, Hokan Colting.
He flew two different-sized prototypes of his unique spherical
airships in order to achieve the feat. The result of his two
flights is that he set the record for BA-02 to BA-04 at 1,898 m
on 8 Nov 1992 and for BA-05 to BA-10 at 6,234 m on 12 Jun
2003. Details of Colting’s 21st Century Airships can be found
online at www.MyAirship.com from which this is an excerpt:
... After relocating to Canada in the 1980's [Colting]
began development of a spherical airship. Forward motion and
control are achieved by deflecting the twin engine thrust with
deflector vanes. The pilot and passengers are located inside
the spherical envelope and enjoy a good view through
panoramic windows. ... The SPAS-4 has a volume of 41,500
cu.ft. (1,180 cu.m.), is 43' (13.1 m) in diameter and seats the
pilot and one passenger. [It] is powered by two 50 hp. engines.
... the SPAS-70 has a volume of 91,000 cu.ft. (2,595
cu.m.), is 56' (17.05 m) in diameter, seats a pilot and three
passengers [and is] powered by four 100 hp. engines.
(www.myairship.com/database/21century.html)
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The ultimate altitude record for a rigid airship was set in
1917 by the L-55 under the command of Hans-Kurt Flemming
when he forced the airship to 7,300 m (24,000 ft) attempting to
cross France after the "Silent Raid" on London. The L-55 lost
lift during the descent to lower altitudes over Germany and
crashed due to loss of lift. The highest flight made by a
hydrogen-filled passenger airship was 1,700 m (5,500 ft) on
the Graf Zeppelin's around-the-world flight. [see opposite]
(https://en.wikipedia.org/wiki/Airship)
The Highest Unmanned Airship Record
On October 22nd [2011], ... California's JP Aerospace
achieved an aeronautical feat of its own - it broke the record
for the world's highest airship flight. Remotely controlled from
the ground, the all-volunteer group's Tandem twin-balloon
airship reportedly ascended to an altitude of 95,085 feet
(28,982 metres). That's almost four miles (6.4 km) higher than
any airship has gone before.

... Tandem class airships ... consist of two balloons
mounted at either end of a central keel frame, and two six footlong (1.8 metre) propellers, driven by separate electric motors those propellers are specifically designed to work in the thin air
present at high altitudes. The aircraft ... weighed 80 pounds
(36.3 kg), including its balloons. ... [It] gained altitude using
the lift of its balloons only. After making its way through
turbulence from 40,000 to 60,000 feet (12,192 to 18,288 m),
the airship eventually reached its cruising altitude, at which
point its motors were remotely turned on. A pilot on the ground
then guided it through a series of manoeuvres until eventually
one balloon burst, at which point the other balloon was
intentionally released, and the airship drifted back to the
ground with the help of five parachutes.
(https://newatlas.com/highest-airship-flight-record/20379)

THE LONGEST FLIGHTS (DISTANCE)
By Dirigible Editor

WORLD ABSOLUTE DISTANCE RECORD

Hot Air Airship Distance Record Holders

The current Absolute World Distance Record for
airships that is recognised by the FAI is the eighth flight made
by Dr Hugo Eckener in LZ127 Graf Zeppelin that started from
Lakehurst, NJ (USA) on 29 October 1928 and ended three days
later at Friedrichshafen (Germany) on 1 November 1928.
According to the FAI and the record that they have
ratified (ID 2426), the distance covered on that occasion was
6,384.50 km (3,967 miles). However, other sources beg to
differ. For instance the late John Duggan, who, in his book
Commercial Zeppelin flights to South America, recorded the
distance flown on every flight made by both LZ127 Graf
Zeppelin and LZ129 Hindenburg in their entire life-times. He
logs the eighth flight of LZ127 as being 7,300 km long.
But then, he also lists numerous other flights by both
these rigid Zeppelin airships that are much longer than the
flight officially recognised by the FAI. Indeed, every one of
their many flights from Germany to Brazil between 1931 and
1937 would have beaten the official record as they are all at
least 8,000 km (4,970 miles) long.
According to Duggan, the best candidate for an all-time
Absolute World Distance Record would still be LZ127 but it
would be for the 29th flight which was the second leg of the
famous Around-the-World-Flight in 1929. This started from
Friedrichshafen on August 15th and ended in Tokyo, Japan on
the 19th having covered a distance of 11,247 km (6,988 miles).

BX-01 Steven Wayne Griffin (AUS) 10.87 km 19 Sep 2006
BX-02 Nikolay Galkin (RUS) 18.482 km 20 Feb 2007
BX-03 Leonid Tiuhtyaev (RUS) 99.136 km 03 Feb 2009
BX-04 - BX-10 Nikolay Galkin (RUS) 104.9 km 25 Feb 2007

1929 – Graf Zeppelin’s global circumnavigation
In the summer of 1929 she flew round the world in 310
flying hours, or a total time of 201 days, including stops. The
route was from Friedrichshafen via Tokyo, Los Angeles and
New York back to Friedrichshafen, a distance of 21,000 miles.
(Airship Development Abroad By Sqn-Ldr R. S. Booth)

CURRENT FAI WORLD DISTANCE RECORDS
Dr Hugo Eckener’s Absolute World Distance Record
flight is also the record for the FAI Rigid Airship class (BR).
The other current class holders are:
Gas Airship Distance Record Holders
BA-01 - BA-02 Donald Cameron (GB) 94.86 km 12 Oct 1990
BA-03 - BA-04 Paul Woessner (USA) 374.71 km 25 Oct 1990
BA-05 - Leonid Tyukhtyaev (RUS) 626.1 km 14 Sep 2008
BA-06 - BA-10 James Dexter (USA) 709.81 km 26 May 2010

SOME UNOFFICIAL DISTANCE MILESTONES
1917 - Zeppelin LZ104 (L59) the “Afrika-schiff”
The new Afrika-schiff was commissioned on 25 October
1917 and flown to Jamboli on 4 November ... The first two
attempts made by the L59 to fly to German East Africa ended
in failure due to miscalculating the amount of ballast required
for the flight. Finally, on 21 November, the L59 set out again,
made it over Anatolia without incident, and set a southerly
course over the Mediterranean. ... On the morning of the 22nd
the L59 crossed over the African coast near Mersa Matruh and
headed into the Egyptian desert. ... As day gave way to
evening, the L 59 crossed the Nile north of Wadi Halfa ... After
making a sweep to the west to avoid flying near Khartoum, the
Zeppelin’s radio ... was finally repaired and after midnight on
the 23rd a disturbing message was received ... “... Return
immediately!”… Reluctantly, Bockholt reversed course and
headed north back to Europe. ... After over 95 hours in the air
and traveling over 4,200 miles [6,760 km], L59 finally came
down over Jamboli in the early morning of 25 November.
(Dirigible 62. Spring 2011)
1919 – R34’s double transatlantic crossing
The official planned time for departure had been fixed
as 0200 GMT on Wednesday, 2nd July 1919. ... The engine
telegraph rang out and the five engines coughed into life. The
ship was manoeuvred into wind and at 0142 GMT a bugle blast
signalled ‘Let her go’... The R34 rose and was immediately
swallowed up by the low cloud. The great adventure had
begun. ... At 04.10 am on Saturday [5th July] they crossed
American soil at Chatham and decided to continue to NY. On
arrival at NY at 0940 New York time they found that Major
Fuller and the majority of the 200 pre-positioned ground crew
had driven to Boston for their expected diversion. Major
Pritchard volunteers to take his place and descends by
parachute! They landed at Hazelhurst Field, Mineola at 0154
GMT 0954 NY time. ... They had flown the 3,130 nms [3,601
miles] in 108 hours and 12 mins. ... ... [Returning] On Sunday
13th July they arrived over Pulham at 06.20am and after
showering the waiting band with ballast water they landed at
06.57am. The return journey of 3,314 nms [3,813.6 miles] had
taken them 75 hours and 3 minutes.
(Dirigible 80. Spring 2017 & 81. Summer 2017)
1924 - Zeppelin LZ126 aka ZR3 “Los Angeles”
Trials of the new airship, ... were completed by the
autumn of 1924, and many sceptics wondered whether she
would make the Atlantic crossing, which meant a flight of
5,000 miles, or a world’s record, if successfully accomplished.
... the flight actually lasted just over 100 hours, and on arrival
over New York over 30 hours fuel still remained ...
(Airship Development Abroad By Sqn-Ldr R. S. Booth)
1957 – US Navy Blimp ZPG-2 BuNo, 141561, “Snowbird’”
And finally, it is perhaps worthy of note that had
Snowbird gone for maximum distance rather than endurance
and maintained a constant average speed of 50 mph over the
ground for her 11 days (264.2 hours) aloft [see pp 6-10] then
she would have travelled more than 21,000 km (13,000 miles).
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THE LONGEST FLIGHTS (DURATION)
By Dirigible Editor

WORLD ABSOLUTE DURATION RECORD

Dr Hugo Eckener (pictured) whose eighth flight in the
rigid Zeppelin, LZ127 Graf Zeppelin, holds the current Airship
Absolute Distance World Record (see previous page) is also
recognised by the FAI as the current Absolute World Record
holder for Airship Duration (ID 2427).
And, as is the case with his FAI World Distance
Records, Eckener’s Absolute World Duration Record flight is
also the duration record for the FAI Rigid Airship class (BR).
The flight started from Lakehurst, NJ, USA on 29
October 1928 and ended on 1 November at Friedrichshafen,
Germany after 71 hours and 11 minutes.
Again, in common with the long distance flight records,
the history books hold many possibly more deserving
contenders for the title – see Unofficial Milestones below.

CURRENT FAI WORLD DURATION RECORDS
Gas Airship Duration Record Holders
BA-01 - BA-04 Bryan Allen (USA)
8 h 50 min 12 sec
12 Feb 1985
BA-05 – BA10 Robert C. Harbuck (USA)
24 h 39 min 55 sec
15 Sep 2004
Hot Air Airship Duration Record Holders
BX-01 – BX-02 Steven Wayne Griffin (AUS)
60 min
19 Sep 2006
BX-03
Leonid Tiuhtyaev (RUS)
5 h 5 min
24 Feb 2009
BX-04 – BX-10 Nikolay Galkin (RUS)
6 h 1 min
20 Feb 2004
Female Hot Air Airship Duration Record Holders
BX-04 – BX-09 Natalia Volodicheva (RUS)
3 h 22 min 44 sec
24 Feb 2005
In common with all the other FAI records that are
held by Russian claimants there seems to be almost no
information about their flights that is available online. Perhaps
some of our readers can find some and fill in details for future
issues of Dirigible.

SOME UNOFFICIAL DURATION MILESTONES
Turning once more to John Duggan’s book,
Commercial Zeppelin flights to South America (1995), there
are quite a lot of flights listed that are significantly longer than
the 71 hour record awarded to Eckener for the Graf Zeppelin’s
eighth flight. For instance, there is the Graf Zeppelin’s seventh

18

flight which, coincidentally, was almost identical in length to
the longest ever made by LZ129 Hindenburg:
1928 – LZ127 Graf Zeppelin’s first intercontinental flight
[Starting on 11] October 1928 Graf Zeppelin made its
first intercontinental trip, to Lakehurst Naval Air Station, New
Jersey, US, with Eckener in command and Lehmann as first
officer. ... On the third day of the flight a large section of the
fabric covering of the port tail fin was damaged while passing
through a mid-ocean squall line ... With the engines throttled
back, the riggers (including Eckener’s son, Knut) repaired the
torn fabric ... Eckener directed Rosendahl to make a distress
call; when this was received, newspaper headlines speculated
that the ship was lost, US Navy vessels prepared for a rescue
mission, and the radio station WOR broadcast a prayer and
minute of silence. ...
When news broke that it was safe, it was deluged by
radio calls of congratulation and requests to overfly particular
places. It crossed the US coast at Cape Charles, Virginia,
around 10 am on 15 October, then flew up the eastern seaboard
via Washington, D.C., Baltimore, Philadelphia, and New York
City, landing at Lakehurst at 5:38 pm. ... The 9,926 km (6,168
mile, 5,360 nmi) crossing, the longest non-stop flight at the
time, had taken 111 hours 44 minutes. Eckener was welcomed
with a ticker-tape parade in New York and an invitation to the
White House to meet Calvin Coolidge, the US president.
(https://en.wikipedia.org/wiki/LZ_127_Graf_Zeppelin
_operational_history)

1936 – LZ129 Hindenburg’s fifth South American flight
Here, again I can find little detailed information beyond
an entry in John Duggan’s book. This puts on record that the
48th flight made by the LZ129 was the outbound leg of its fifth
round trip to Brazil and the 16th of the South American Flights
that were made by the German passenger-carrying Zeppelins.
The flight started from Frankfurt on 21 October 1936 and
LZ129 touched down in Rio de Janerio, Brazil on 25 October
after a flight lasting 111 hrs and 41 minutes. I have been
unable to find the reason why this particular crossing took so
long but presume the delay was due to bad weather.
By the end of 1936, Hindenburg had crossed the
Atlantic 34 times, carrying over 3,500 passengers and more
than 66,000 pounds of mail and freight, and the ship’s highly
successful 1936 season seemed to indicate that regular
transatlantic air services had arrived.
(www.airships.net/hindenburg/lz129-hindenburg-detailed-history)

And the winner is:
1935 – LZ127 Graf Zeppelin’s five hundredth flight
In late 1935 the existing postal shuttle service between
Recife and Bathurst, in the British African colony of The
Gambia, had to be suspended so that the ships supporting the
Dornier Wal flying boats which operated it could be serviced.
Graf Zeppelin was put into service as a replacement,
carrying mail only. There was no landing facility at Bathurst,
so mailbags were exchanged by rope. ... On 24 November,
during the second trip [22 - 27 November], the crew learned of
an insurrection in Brazil, and there was some doubt whether it
would be possible to return to Recife.
Graf Zeppelin delivered its mail to Maceió, then
loitered off the coast for three days until it was safe to land,
after a flight of 118 hours and 40 minutes.
(https://en.wikipedia.org/wiki/LZ_127_Graf_Zeppelin
_operational_history)

OTHER ORGANISATIONS

A REPORT ON THE DGLR LTA WORKSHOP IN 2018
By Paul van Daalen

Organised by Prof. Dr.-Ing. Uwe Apel and Dipl.-Ing. Jürgen Fecher, the 16th Workshop of the
German Aerospace Society (DGLR) in November 2018 concerned “Aircraft Lighter-than-air
(Luftfahrzeuge leichter als Luft)”. With fewer than 10 lectures and about 25 participants (many
young ones!) it was a modest affair. However, some subjects proved to be of great interest. On
request of the visitors the language was English, not German.
A summary of the topics presented:
Johannes Eissing talked about manoeuvring near
the ground, a classical airship problem. He described
several methods to prevent the airship crashing or
hurting the ground crew.
Julius Dahms presented calculations for designing
a hybrid airship. His preference is a globe with propellers
on the circumference. Asked about his overwhelming
mathematical formulas and finely tuned factors in them,
he explained that tests and ratios between power, speed
and drag numbers etc. lead to those factors empirically.
Prof. Uwe Apel described the actual efforts being
made to realise stratospheric airships to be used for both
observation and telecommunication. Thinking of
experiments by Google and Facebook, using balloons or
ultra-wide span airplanes, I thought that the airship idea
was fading. However, apparently there is still widespread
demand for such things as Climate and Disaster Control,
Farming, Security and Meteorology. Achievable image
resolution is 40 cm instead of a satellite’s 100 cm. When
applied to telecommunication, the response times are
comparable to the ones for satellites. Many individual
technologies must be developed that together should
constitute a viable stratospheric airship design. Prof. Apel
noted that most of them are now at a Technological
Readiness Level of 5 or 6 out of 10.
He also reported on a project at the Hochschule
Bremen, aimed at predicting the performance of an
ellipsoid model airship. Upon inflation it soon became
clear that internal cabling was required if a pumpkin
shape was to be avoided. The flight tests with the fat
ellipsoid model, shown moving about at a large angle of
attack, revealed very small aerodynamic lift and very
large drag.
Steffen Schäuffele (ZLT) presented a comparison
between conventional and hybrid airships regarding
transport efficiency. Expressing the differences between
the two systems in percentages, his conclusion
amounted to: the hybrid is 10% lighter, is 40% smaller in
volume, but shows an induced drag due to the lift, that
causes greater fuel consumption. The Hybrid may find
sensible application in commercial transport or aerial
supply. However the conventional airship shape gains
advantage at large size thanks to the Square-Cube rule.
Frank Neumann (IMIEU) talked about ‘Cooperation a basic necessity for up-scaling of LTA
Platforms’. Numerous companies in the world are
designing airships and building prototypes for High
Altitude Platform Stations (HAPS), transport or hoisting.
For HAPS alone Mr. Neumann counted 30 initiatives but
alas none are global. Even within the EU there is little cooperation or funding. The question is whether collecting a
global inventory of all these activities will lead to more cooperation. Companies see others as competitors instead
of potential partners. Mr. Neumann also mentioned the
lack of attention to Ground Handling. He remarked that

airports have standard ground infrastructure systems that
are used by most airplane types.
Armin Litz disclosed how in 1884 Renard and
Krebs managed to design and operate their electric
airship. These technically educated geniuses set up a
network of expertise and drew support from the French
Government as well. Upon studying their background
and airship efforts one can only admire their
professionalism. They produced the first airship that flew
out and back again.
Nicoló Scaringella surprised the audience with a
list of people who are dreaming of building a vacuum
airship. Apparently this idea still keeps fascinating (many
non-technical) inventors. He found a multitude of papers
and patents. I could add Messrs. Vaugean and Cargiulo
with their Dirigeables à Raréfaction to his list. To contain
the vacuum numerous solutions were thought out, like
reinforcing the shell with honeycomb, with half-pressured
gas, or ‘Unobtainium’. Application of vacuum airships
could be on Venus or Titan. Of course Mr. Scaringella
was asked whether he thought vacuum airships feasible.
He didn’t but noted that some proposed technologies
might have use in other fields as a positive side-effect.
Jürgen Bock (SLTA Bock) described the evolution
of airships, their application and economics. He
mentioned the gas/fuel-gas system of the Graf Zeppelin
and recommended its use again. The ‘cigar’ shape
airship requires extensive Ground Handling. The
spherical airship is restricted in range. The ellipsoid
airship discards aerodynamic control faces, with the
engines positioned around it but for cargo transport it
seems to be the best solution. Containers could be
suspended on a rail inside the ship, facilitating the
loading process.
Finally Erich Fink presented the fascinating
possibilities
offered
by
miniaturised
electronic
components now on the market. He sees application of
them for model airships and showed a fist-sized quadcopter with all the control, navigation, transmission and
photographing functions on very small “All-in-one” printed
circuits. Even the coupling of attitude, thrust and
movement is mastered by the electronics. Such a drone
could easily be attached to the bow or stern of a model
airship. Yaw and roll will change places, but apparently
the software is very adaptable for this little problem.
With several such interesting presentations this
fine DGLR Workshop deserved a larger audience. And
when not listening to presentations Friedrichshafen is
enjoyable, with its Zeppelin shed (now housing NT-07
Nos. 2, 3 and 4) and the Dornier and Zeppelin museums.
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MONUMENTAL TRIALS AND TRIBULATIONS
By AHT Trustee Paul Ross

The Alcock and Brown statue being unveiled at London Airport in 1954



On Tuesday, 15th June 1954, a ceremony took place at what was then London Airport (now London
Heathrow) at which the Minister of Transport and Civil Aviation, Mr Alan Lennox-Boyd, unveiled a
memorial to the pioneer aviators Sir John Alcock and Sir Arthur Whitten-Brown. The date marked the
thirty-fifth anniversary of the pair’s arrival in Ireland at the end of their record-breaking trans-Atlantic flight
in a converted Vickers Vimy bomber. With the Minister at the unveiling was Lord Brabazon of Tara, holder
of the first British pilot’s licence and President of the Royal Aero Club. It had been a busy month for Mr
Lennox-Boyd as only two weeks previously, he had opened the Woodhead Rail Tunnel by personally
driving the first train through it on the newly electrified main line between Manchester and Sheffield.
The Alcock and Brown Memorial at the Airport took
the form of a limestone statue of the two aviators and was the
work of the sculptor William McMillan RA. The cost of
£5,000 was met by an appeal sponsored by the Royal Aero
Club and the design was developed in co-operation with Mr
(later Sir) Frederick Gibberd, the airport’s architect. The
memorial was initially erected outside the Bath Road Terminal
of the airport, adjacent to the marshalling apron where it could
be seen by visitors arriving from overseas. It was reported at
the time that it would be moved later to a permanent site in the
new Central Air Terminal at the end of 1955 but it is not
known when this move actually took place.
Proposals for a memorial to Alcock and Brown had
begun as early as 1952. In the House of Commons on 5th
March that year, William Shepherd MP asked the then Minister
of Civil Aviation (Mr John Maclay) if he would place a
drawing or model of the proposed memorial in the Commons
Library before he finally gave sanction for its erection at
London Airport. The Minister noted that the Royal Aero Club
intended to publish a photograph of the completed model when
appealing for funds and he would arrange for a copy to be
placed in the Library.
At this point, Mr Beverley Baxter MP sounded a sour
note by saying “does not my Hon. Friend agree that this is
quite the wrong location for this memorial, which should be in
Whitehall where the Duke of Cambridge’s statue is at present?
This is a hopelessly wrong place.” The Minister’s reply might
have been drafted by Sir Humphery Appleby himself: “A lot of
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consideration was given to this question. I should not like to
add to what I said in my reply”.
Further questions were raised in the House on 22nd
October 1952 when Brigadier Medlicott, MP for Central
Norfolk, asked the Parliamentary Secretary, Mr Reginald
Maudling, what further progress had been made and was told
that the sculptor would shortly be starting work on the statue.
The Brigadier said that there was widespread misunderstanding
in other countries as to who were the first men to fly directly
across the Atlantic and that this well-placed memorial would
be a fitting tribute to one of the most heroic deeds in the
history of aviation.
Some fifteen months later, on 3rd February 1954,
William Shepherd rose in the House once more to ask Mr
Lennox-Boyd what plans had been formulated for the erection
of the statue “at Heath Row”. The Minster replied that the
statue was nearly completed. Mr Julian Snow MP said that in
view of the fact that “American history books are doctored to
avoid the mention of this achievement by Alcock and Brown,
would the right Hon. Gentleman take steps, with his
appropriate colleague Minister, to see that when this memorial
is erected suitable leaflets and illustrations are distributed in
the United States?” The Minister’s reply is not recorded.
It was a few years later, in 1957, that thoughts were
given to the erection of a second memorial at London Airport –
this time to mark the double trans-Atlantic crossing by HM
Airship R34 in July 1919. The Air League of the British
Empire commissioned the sculptor Lynn Chadwick to produce
a design for such a memorial to stand outside the airport’s new

countries, of British culture”. With his Lordship having
previously described the design as looking like a “diseased
haddock”, his own views on the matter were probably easy to
determine.
Lord Brabazon said that the flight of the R34 was a
remarkable pioneering feat. “They were the first men of the old
world to arrive in the new by air, and I think that that piece of
aeronautical pioneering, odd as it may seem to us now, with
aeroplanes instead of airships, should never be forgotten. The
great Air League took the same view, that it should be
commemorated, and they also thought that the commemoration
should take the form of something to be put in the Airport of
London. With that view I agree.”
However, he went on to say that people felt strongly
about the suitability of the object in question. “You must
remember that this feat was achieved by an airship –
something that we shall probably never see again. Does the
picture convey to your Lordships any message at all about an
airship, or does it convey to you the fact that it crossed the
Atlantic? Except for the Air League, who have got themselves
manoeuvred into this position, the whole aeronautical world is
against the idea of putting into London Airport a full-sized
object such as we are talking about. I say with confidence that
if we put it at London Airport not one person in 100 million, as
they see this thing for the first time, will have the smallest idea
of what it is about.”
Lord Brabazon then quoted from a letter from the Guild
of Air Pilots and Air Navigators (GAPAN) (now the
Honourable Company of Air Pilots) which asked:

Long Haul Terminal. Chadwick created a small iron and
plaster maquette (or model), from which an edition of nine
bronzes was created the following year. The design was
described as taking the form of two fused images: a near
abstract, two-headed figure, standing balanced on two human
legs, which was merged with the silhouette of an aeroplane.
Each head pointed outwards in an opposing direction towards
the wings, symbolizing the journey to and from America. The
surface texture had “the membranous quality of a spread bat’s
wing and looks as if it were stretched taught, ready for takeoff”. The full size memorial would be eight feet high.


Lynn Chadwick’s infamous maquette
The design for the new memorial was approved by both
the then Minister of Transport and Civil Aviation, Harold
Watkinson, and the London Airport architect, Sir Frederick
Gibberd, along with the Royal Fine Art Commission.
However, the proposal immediately ran into heated
opposition. In the House of Commons on 23rd July 1958, Mr
Frank Beswick MP asked the Parliamentary Secretary at the
Ministry, Mr Airey Neave, if he would arrange for an
inspection by interested Members of Parliament, of the
proposed R34 memorial design prior to its intended installation
at London Airport. Mr Neave replied that the model belonged
to the Air League of the British Empire and was on view to the
public at a gallery in Cork Street.
Mr Beswick said that, in that case, Members of
Parliament could presumably go along to see it. He added: “As
many people think this design cannot possibly be as strange as
it looks in a photograph, I hope they will accept the
suggestion”. He also asked whether the memorial had the
blessing of the Ministry and the Minister, to which Mr Neave
replied that the Minister had taken the advice of the Royal Fine
Art Commission on the matter and the memorial was designed
at the request of the Air League, which was paying for it and
whose choice it was. Mr Gresham Cooke MP then asked “does
this mean that we are always to be saddled at London Airport
with this horrible two-headed bat, forever and ever?”
Later in the year (1958), the debate moved to the House
of Lords where Lord Brabazon of Tara rose at 3.13 pm on 20th
November to ask Her Majesty’s Government a series of
questions on the subject of the R34 memorial, including
whether they considered it to be “a suitable object for
exhibition at the principal gateway of Great Britain as an
example, for arrivals from the Commonwealth and foreign

“Is this memorial to commemorate a passing
phase in art and to advertise the artist, or is it to
commemorate the feat of British airmen and the men who
built the ship which carried them twice across the
Atlantic? We knew these men. They were of us. We feel
that we have not only a right but a duty to speak for them,
and we feel intensely that this monstrous proposal is an
outrage to their memories. We know the spirit of the men
whose memory is to be commemorated, and we believe
that we have an equal appreciation, with others, of the
significance of the event; and we hope that public
opinion will stop the perpetration of this outrage.”
His Lordship concluded his opening remarks by saying
that the Minister was in a difficult position but asked if he
could state whether, even if he was powerless to stop the
proposed action, he would at least make it clear to the Air
League that they were doing something “against the wishes not
only of this House but of all aeronautical bodies in this
country”.
Lord Brabazon was followed by Viscount Templewood
who, as Sir Samuel Hoare, had been Secretary of State for Air
in the Conservative governments of 1922-23 and 1924-29 with
responsibility for the Imperial Airship Programme. He said that
he hoped “that the House will not be deflected by any such
answer as that this matter has gone too far and that Her
Majesty’s Government cannot now do anything about it. Each
noble Lord can say for himself whether or not he thinks it is a
suitable monument to a body of very romantic and gallant
young men who thirty-nine years ago achieved very great
success, who by all means deserve a monument in London, if
necessary at London Airport, but who do not deserve to have
their memory perpetuated by this ugly object”.
However, not everyone was against the design of the
new memorial. Lord Strabolgi came to its defence saying that
he felt Lord Brabazon’s motion was slightly old-fashioned and
that “he thought that these attacks on so-called modern art
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were over and done with”. He added that he thought Lord
Brabazon was really rather behind the times, because this
particular sculptor was recognised in many foreign countries as
one of our leading sculptors and had won an international
award at the Venice Bienniale Exhibition two years previously.
He noted that the sculptor had been a pilot in the Fleet Air Arm
during the war and felt that he was well qualified to carry out
this particular commission.
At 3.42 pm, Lord Winster – another former Air Minister
who had opened London Airport on 1st January 1946 – rose to
make his contribution to the debate. He said that he was
President of an Association (the British Airline Pilots
Association - BALPA), which endeavoured to look after the
interests of airline officers, and he felt that “perhaps it is my
duty to represent to your Lordships the extreme indignation
which many of the members of that Association feel over the
matter which we are discussing to-day”. He went on to say that
while he could not disagree more with Lord Brabazon’s
“extremely blistering views on what is termed ‘modern art’”,
he entirely agreed with him “about the utter unsuitability of the
memorial which is proposed. It would be difficult to imagine
anything more completely unsuitable than this proposed
memorial”.
And so the debate continued. Lord Mottistone, himself
a sculptor, expressed the view that the purpose of the memorial
was “to record in lasting fashion a moment in aerial progress
which was achieved by no archaic means nor by any of current
contrivance. I cannot be persuaded that this piece of sculpture
can ever establish this stage of aviation or bring out the
success of this particular project. I feel the sculpture should
be, in appearance, an easily understood reassurance to the
multitudes of not particularly perceptive travellers who come
into London Airport. If, at the same time, it should add
something of beauty to please and make happy those
multitudes who will continue to arrive in increasing numbers,
then all to the good. Perhaps a touch of gaiety would not be
amiss for those of us who have sought it in the unlovely
pilgrimage along the Great West Road”.
At 4.08 pm, the Earl of Gosford attempted to explain
the past history of the memorial. He pointed out that the Air
League had already arranged for a commemorative tablet to be
placed at East Fortune and for a similar plaque to be placed at
the former airfield at Mineola, Long Island. They had felt that
there should also be a memorial at the most important airport
in the United Kingdom, London Airport, and had approached
the Minister of Transport and Civil Aviation, who had
approved the proposal in principle. He added that an earlier
design which the Air League had put forward was considered
by the Royal Fine Art Commission “to be quite unworthy for
the purpose for which it was designed”. He concluded by
saying that he understood that the Air League had recently
reviewed the position in the light of the views expressed in the
Press and elsewhere about the suitability of their design “and
no doubt they will take note of the strong views that have been
expressed in your Lordships’ House today”.
Finally, the Earl of Home, Leader of the House,
Secretary of State for Commonwealth Relations and
representing the Government, undertook to tell his right
honourable friend the Minister of Transport and Civil Aviation
of the debate and to ask him whether he could consider the
matter again in company with the Air League. Just to clarify
the position, the Earl of Home said: “I am not absolutely clear,
but I think the position is that the Minister has said that this
statue may be put up. It might mean a revision of a decision; of
that I am not absolutely certain. I cannot stand up here and say
that the Minister will be willing to revise that decision: he may
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have taken it, and he may be unable to revise it. But I will
undertake to ask him to have a look at the whole situation
again, in the light of this debate.” With that, Lord Brabazon’s
motion was withdrawn, the matter was reconsidered by the Air
League and the project was dropped.
Nevertheless, a full-size version of the memorial was
cast in 1959 in an edition of four pieces under the name
Stranger III. In the final version, Lynn Chadwick
foreshortened one wing and tapered the other and the figure
now stood on three legs. A copy of this version stands in the
grounds of the Cass Sculpture Foundation at Goodwood,
Sussex. A replica of the original maquette was created in 2003
as a demonstration of lost-wax casting as part of a retrospective
exhibition of Lynn Chadwick’s work and this replica is held in
the Tate Archive.
That was the end – almost – of the idea for a memorial
to the R34 at London Airport. A large model of the airship was
subsequently commissioned (correctly finished in blue) and
displayed in the concourse of the Oceanic Building (later
Terminal 3) after its opening in November 1961.

The R34 Model at Heathrow



But what of the Alcock and Brown statue? Back to
Westminster. In the House of Commons on 5th May 1965,
Anthony Royle MP asked the Minister of Aviation where the
statue would be sited at the entrance to London Airport and if
he would make a statement. In reply, Mr John Stonehouse,
Parliamentary Secretary, said that a new site for the statue had
been found in the Central Terminal Area; near the Oceanic
No.3 Passenger Building, where it would be visible to all
transatlantic passengers and their friends.
However, Mr Royle was not satisfied: “Will the Hon.
Gentleman look at this again? That site in the middle of the
London Airport area outside the Oceanic building is
surrounded by motor cars, and it is very difficult to see the
statue. Will the Hon. Gentleman consider putting it at the
entrance to the tunnel in the central area of London Airport?
Will he not allow himself to be bullied by his right Hon. Friend
the Minister of Transport, who always seems to be afraid that
people driving motor cars will not keep their eyes on the road
because their attention is distracted by statues? This statue of
the two men who were the first to fly the Atlantic should be
seen by everybody entering London, and it should be displayed
at the best site”. Mr Stonehouse said he believed that the site
they had for it was an extremely good one.

Later in the year, on 3rd November 1965, Mr Gresham
Cooke MP asked the Minister of Aviation what plans he had
for relocating the Alcock and Brown Memorial from the north
side of London Airport so that it might be seen by passengers
going in and out of the Oceanic Building. Mr Roy Jenkins, the
Minister, replied that the statue would be re-sited close to the
Oceanic Building in the Central Terminal Area. It would be
visible from the main road leading to and from this building. In
a second question, Mr Gresham Cooke asked what further
steps would be taken to give prominence to the model of the
R34 Airship so that it could be seen by more passengers in the
Oceanic Building. Mr Jenkins replied that the model was
already prominently suspended over the concourse and could
be seen by passengers and their friends; a plaque giving details
of the flight was also displayed.
But Mr Gresham Cooke was not one to be easily put off
and he took the opportunity to raise the matter again a month
later. On 8th December, he asked the Minister of Aviation
whether he would arrange “for the exhibit of Alcock and
Brown, together if possible with one of R34, to be put into a
prominent position in the car park of the Oceanic Building at
London Airport, so that travellers crossing the Atlantic may
have their attention drawn to these historic nonstop flights
achieved in 1919”. The Parliamentary Secretary, Mr John
Stonehouse, said he was glad to announce that the Alcock and
Brown statue would be re-sited prominently on a large expanse
of pavement at the end of the South Block adjacent to the
Oceanic Building. He added that a model of the R34 was
already prominently displayed inside the building.
Mr Gresham Cooke thanked the Parliamentary
Secretary for his reply and for the hard work which he had put

into the matter. He asked whether Mr Stonehouse was aware
that “the great Smithsonian Institution in Washington makes no
mention in its History of Aviation Department of the first flight
across the Atlantic by Alcock and Brown and therefore no
Americans are aware of any flight across the Atlantic prior to
that of Lindbergh? Can the Hon. Gentlemen confirm that
American travellers coming out of the Oceanic Building at
London Airport will be able to see this statue of Alcock and
Brown in future?” Mr Stonehouse confirmed that the statue
would be seen and would be floodlit(!).
In due course, the model of R34 became increasingly
out of place in Terminal 3 and gradually disappeared behind
hoardings. Following the intervention of the late Sir Peter
Masefield, the model was donated to Brooklands Museum and
after a period on display in one of the Museum’s function
rooms, it was taken into store where it still remains.
In 1974, the statue of Alcock and Brown was displaced
by works connected with the Heathrow Extension of the
Piccadilly Line and it was moved to a position outside the
Heathrow Academy. There it remained until May 2019, when
it was transported to Clifden, Co. Galway in Ireland, as part of
the Alcock and Brown centenary celebrations. On its return,
Heathrow Airport decided that the statue should go to
Brooklands Museum, where it was unveiled by HRH Prince
Michael of Kent on 10th February 2020. Brooklands was where
the Vickers Vimy used for the trans-Atlantic flight was built (it
is now on display in the Science Museum at South Kensington)
and where a replica which was flown across the Atlantic in
2005, piloted by Steve Fossett and Mark Rebholz, is now a
major attraction. ♣
© Paul Ross : 15.05.2020

The floodlit statue of Alcock and Brown being passed by a BOAC de Havilland Comet 4
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LOCKDOWN UNEAR

By AHT Webmaste




R34 flying away from the launch field.
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I received an email through th
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of a Church Hall in Blackburn, Lanc
they had been lost until he re-discov
We thank Robert for donating them




The forward gondola with ground handlin

Landing at Pulham with crew waiting and horses and carts



RTHS R34 PICTURES

er Alastair Lawson
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Landing at Pulham with handling crew waiting

ng crew. Note man with white signal flag



Tail close up from Inchinnan Shed showing gun port in 1919. Note diagonally laid fabric on fins.
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RE: THE RULE OF 123

RE: SKYSHIP GONDOLAS

(Dirigible 89, Editorial)

(Dirigible 89, pp 31-32)

Adding to your Editorial, there were two more large
semi-rigid airships that exceeded your ‘Rule of 123’ were the
Parsevals PL-26 and PL-27, measuring 157 metres in length.

Part 2 of Naval Airship No.1 (pp 4-8) - Bravo to Brian
Turpin regarding HMA No.1. [It is] apparent that after the
initial break, the collapsing structure punctured the adjacent
gas cells resulting in further structural collapse causing further
cell punctures resulting in yet further collapse. One wonders
how this progression actually went?
Possibilities of the Large Airship (pp 11-12) - by A. J.
Liversedge. I am reminded of the sinking by mine of HMS
Audacious in full view of RMS Olympic. Passengers and crew
were sworn to secrecy which was observed. However London
papers were said to make excessive use of the word
“audacious” for some period afterwards.
Herr Muller presents himself with the knowledge to
copy a [wooden] Schutte-Lanz type airship which is a secret.
Short Bros. are about to complete the Cardington facility, Short
Bros. get the secret contract to build R31 and R32; and
suddenly Liversedge starts writing about large, wooden
airships. One has to wonder if this resulted in investigations
looking for a security leak?
The Liversedge Rigid Airship AS54 (pp 13-15)- The
AS54 essay [with the R39 reference] is a fascinating piece that
brings up more questions than it answers. The photos add to
the confusion. What else can one say besides ‘thank you’ to
Barbara Selby.
The Twisted Sisters (Matters Arising) (p 28) – In
response to Alan Sherwood’s comments ... I do not know what
inspired both Campbell and Durr to change to “diamond”
trusses post war. I was hoping that a reader could offer insight.
Perhaps ‘don’t needlessly change a working feature in wartime
production’ or ‘if it ain’t broke, don’t fix it’. Post war allowed
time for reflection? Campbell did it first in R38 as there were
no trusses and only 10 metre bays in LZ120 Bodensee.
Interesting to note – [the late] Andreas Horn and I
exchanged emails after he answered a question about stretched
LZ113 and LZ114 in Dirigible #64. Apparently he was
unaware of the change to ‘diamond’ trusses in R38 and
Zeppelins beginning with LZ126 and he expressed gratitude to
me for pointing this out.
One of those changes undertaken without public
discussion that goes unnoticed until the designers were gone
without offering explanation?

I read with interest your Editorial on 'What constitutes
an Airship?' and Alastair Reid's email comments on the
Skyship series of airships. After some digging around in my
personal archive I can add the following to the discussion.
During the last few years of Airship Industries (AI), the
company decided to increase the production rate of the Skyship
series, hoping that an increase in airship sales would improve
their financial position. To this end all the major suppliers and
subcontractors of Skyship components were instructed to ramp
up their production to meet this demand. Among the main
subcontractors, Slingsby Aviation were instructed to build and
supply additional gondolas, tailfins, nosecones and propulsor
ducts for several more ships. The various components were
produced by Slingsby but were never delivered as Airship
Industries were, by that time, in dire financial straits and were
unable to pay for them. The items were stored at Slingsby's
factory in North Yorkshire, where they remained until AI was
liquidated.
The airship components built by Slingsby's included
gondolas and other major components for two 500 HL (Heavy
Lift) airships, serial numbers 500-07HL and 500-08HL and two
600 series gondolas, 600-11 and 600-12.
The 500-07HL gondola had been completed to flight
standard at Slingsby's with all the wiring, flight controls and
instrumentation fitted. The other three gondolas were bare
shells.
After the demise of the company, all the AI assets were
split between Westinghouse Airships, Florida based Airship
International and Slingsby Aviation. The two 600 gondolas and
components were eventually shipped to Weeksville, where,
unfortunately, they were both destroyed in the hangar fire of
August 1995 and the two 500HL gondolas were shipped to
Airship International's base in Florida. Neither of these 500HL
airships were ever assembled and could still be in storage
somewhere in Florida. Slingsby supplied each gondola with a
Skyship data plate but none of the three were ever certified to a
flight standard. So the question remains, should these three
Skyships be added to your list? I will leave that one to you!
... Is it time for you to revisit your policy on what is
included in the AHT journal? I recall that your premise for not
including Skyships was that they were, at the time, still flying.
I believe that the last Skyship 600 flights took place in 2014 for
the BBC’s Cloud Lab series. (Please correct me if I’m wrong!).
There was talk of trying to assemble and operate one in the
UAE in a sightseeing role but I don’t believe anything came of
it. ... So, does ‘No Flights’ for 6 years constitute history?
Another one for you to have sleepless nights over! It’s a tough
life being the Editor, but please keep it up. In the words of
Young Mr Grace, “You are all doing very well”.

C.P. Hall II

John Bewley

Paul van Daalen
---ooo000ooo---

RE: DIRIGIBLE No. 89

---ooo000ooo---
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+++++++
Email – 15 September 2019
The R38 Crash Centenary
Are there any plans anywhere to commemorate
the R38 crash in August 2021? I ask because this ship
has always been an underdog hasn't it and it is usually
overlooked in Bedford. I am not sure if the Howden folk
will be doing anything? I hope that it is not going to be
ignored or forgotten.
I have photographs of most of the crash victims on
my webpage (British Airship People) but here are the
names of 17 UK crew members without photographs:
George Stanley Anger; William Oliver; Frederick
Ernest Burton; C.W. Penson; Charles Watt Donald; John
Rye; John Cecil Drew; Frank Smith; C.W. Duffield;
Harold Thomson; William Hunter Greener; Frank Warren;
S.J. Heath; John William Wilson; Alfred Thomas Martin;
Richard Withington; John W.A. Mason.
Please make contact if you can help me with this
project. We need to honour these oft overlooked men.
Jane Harvey
http://britishairshippeople.org.uk

Email – 20 October 2019
Hartlepool Museum
FYI there is a ‘Zeppelin’ display in Hartlepool
Museum that includes fragments of L34.
Andrew Barber

+++++++
Email – 19 September 2019
R34 Forward Gun Platform
I came across this on Pinterest. The only info was
that the picture was taken out of a 1927 publication and
the picture was sold on Etsy.

I think if this is accurate the forward gun position
looks to be more of a one person emplacement rather
than a large platform. If anyone has any info to the
contrary please let me know otherwise I’m filling in the
platform on my model.
Paul Cawte
+++++++

+++++++
Email – 12 February 2020
City of Cardiff Engine Project
We are an Accredited Museum in West Wales and
have just taken on the JAP V8 from the City of Cardiff
(previously on display at Shuttleworth). The aim is to look
at the engine with a view to getting it running again for
special occasions but we would like to re-create the
complete gondola. We have a workshop capable of doing
all this.
There are quite a few images of Willows No.3 on
the internet but I wondered if there were any drawings or
more detailed images that might assist with the build?
Paul Evans, BEM. Curator
Internal Fire Museum of Power
ACE/MLA Wales Accredited Museum No 2272
+++++++
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Email – 13 February 2020
Sir William Russell Flint
I have a postcard reproduction of a delightful
painting "Fabric workers (makers of air ships)" by Sir
William Russell Flint.

I am assuming that it and this other painting of an
airship in its shed were done while he was a
commissioned officer in the RNAS as an Admiralty
Assistant Overseer of Airships, as various brief
biographies put it. This was apparently in Scotland where
he was at Beardmore & Co (Dalmuir).

So can I assume these paintings were done at
Inchinnan? He was also initially briefly at White City and
Crystal Palace but it isn’t clear if that was just for basic
training.
I have tried unsuccessfully to track down someone
who knows where the originals are and who has the
copyright.
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Also the biographies say he was commanding
officer of HM Airship 24 but Google/Wikipedia aren't any
help trying to find a reference to that airship other than in
the various short biographies of Flint. There is nothing
mentioning this in his service records in The National
Archives at Kew.
Nina Baker, DL, PhD, BSc, FIES, HonMWES
Engineering Historian
Women in Engineering History Blog
+++++++
Email – 13 February 2020
Airship Officers April 1918
The attached lists are taken from the RAF lists for
1918 and show airship personnel as at April 1918 and
the following months. As you know the RAF came into
st
existence on 1 April 1918 so these lists would be made
up of airship officers transferred across.
It is easy to pick out the usual suspects but it is
great to see other unfamiliar names, these must have
been the men serving on the small non-rigids at the
various airship stations around the coast in the war.
... It would be lovely if you could add them to the
AHT website. I have put the lists on my [British Airship
People] site ... [http://britishairshippeople.org.uk/raf1918-listings/4594852837] ... I have attached ... some
sample listings. I think they are wonderful for airship
researchers and need to be shared on a wider scale.
They are by no means the complete airship records ... I
feel I have only just scratched the surface.
Jane Harvey
http://britishairshippeople.org.uk

A sample page from the 1918 RAF lists

++++++

Email – 20 February 2020
Pictures from Florida
Some pix for your files, one off Pompano Beach
(Goodyear Zeppelin NT) and one at North Perry Airport
(American Blimp Corp., Lightship A60 - Reg.N618LG).
Peter Davison, Theydon Bois

+++++++
Email – 06 March 2020
RAF Museum Blog
... interesting to see Warneford mentioned in the
reprint article [in the last Dirigible] – someone I don’t think
gets the credit he deserves these days – although as
this, my intro piece, was published yesterday, I am a tad
biased!
www.rafmuseum.org.uk/blog/the-few-and-the-firstbattle-of-britain/

+++++++
Email – 22 February 2020
D-LZ127 Car Registration
I studied aeronautical engineering at Queen's
University, Belfast in the 1950s and came across
Zeppelins. I remember pacing out the length of Graf
Zeppelin LZ127 across the front of the City Hall in Belfast
- wow!
I have tried to keep in touch - wonderful trip
organized by AHT to Friedrichshafen in 2000 to attend
the centenary of the Count's first flight. I was able to have
a trip in a modern Zeppelin - €130 for 30 minutes.
My car registration is DLZ 127 - the nearest I'm
allowed to get to D-LZ127. Lots of people recognized it in
Friedrichshafen but only one ever outside Germany; in
the Republic of Ireland.
Find attached my car registration plate photos. ...
Rather tatty car is a 2014 Citroen Berlingo diesel noteworthy for having the 'wrong' engine fitted in France;
at a guess 200 BHP instead of the listed 90 BHP and
fabulous!
Peter White, Lisburn

And of course the whole concept of airship vs
airship warfare was intriguing ...
Gary Haines, Archivist
Royal Air Force Museum London
www.rafmuseum.org
+++++++
Email – 08 March 2020
Mooring Mast on the Empire State Building
... did you know that the Empire State Building
(ESB) had a mast that was affixed to the top that was
originally designed for mooring airships? The mast was
theoretically capable of sustaining a 50-ton lateral pull.
While the idea was sound, I think the feasibility of trying
to moor a ship there in high winds and other complexities
became an obstacle that was never ironed out.
Consequently, the mast was turned into a TV and radio
transmitter tower. But it would've been interesting to see
what the results of a feasibility study would’ve yielded
regarding the potentiality of airships moored to the ESB.
Brian Murphy
Dirigible replied that in our opinion:
The infamous mast on the ESB might have been
usable at night but heat from the sun causing pockets of
anabatic wind to rise from the city's buildings would have
made daytime approach and landing very problematical.
Nevertheless, the idea of using airships to carry
passengers directly to city centres is one that persists to
this day. It is one of innumerable schemes with
considerable potential for the 'greening' of transport
systems that have been proposed over the years in the
long history of dirigible lighter-than-air flight which started
in 1784. There are dozens of such ideas that have never
even been tried sleeping neglected and forgotten in
Patent archives.
+++++++
Email – 10 March 2020
LZ-129 Dope Recipe
I am producing a documentary about the
Hindenburg and I am having trouble ... ... looking for the
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Dope Recipe for the skin ... and getting lots of different
info, including how many coats were actually on it.
... I have spoken to Addison Bain and have his
book. If you know of someone else who may have
records of the Dope, please let me know.
Dan McCarthy
Vice President of Production
Morning Star Entertainment
+++++++
Email – 16 March 2020
R38 Memorial, Hull
I noticed your piece in Dirigible 89 about the R38
memorial in Hull and, since I live near Howden, I thought
I’d pop over and take a few photographs.

[The memorial] is sited in Hull Western Cemetery
at the junction of Spring Bank, West and Chanterlands
Avenue. Postcode for your satnav HU5 3SR, or LatLong
N53 45.0785 W000 22.5712, or OS grid reference TA
07165 29551.
... and here are close-ups of the three plaques.

According to Tom Jamison’s book Icarus Over the
Humber, there is a memorial plaque in nearby Elloughton
church dedicated to four of the USN officers who died in
the crash, Cdr Maxfield, Lt Cdrs Coil and Bieg and Lt
Little, who lodged nearby while with the Howden
detachment. Unfortunately, I didn’t phone ahead and the
church was locked when I visited but I’m sure I could
arrange to photograph the plaque on another occasion.
On Hull Museum’s website [it says] that they hold
a small charm, made from a fragment of light alloy
recovered from the wreck of the ship, in the shape of a
cross that is inscribed “In memory of R38”?
Rod Burgess
+++++++
Email – 28 March 2020
‘Zeppelin Attack’ Video
If one 'Googles' the title, Zeppelin Attack! The
Battle to Destroy L-33 one will come up with a 10 minute
video of the story of the last air raid by Imperial Naval
Airship L33. This is a "Mark Felton Production"; a
passable narration of events with mixed still photo and
video footage. The stills are pretty standard, the video is
a hodge-podge of ancient news reel footage of several
Zeppelins of that decade. The fire after landing is
depicted by a doctored piece of Hindenburg-burning
footage (apparently, no one told him about the Howard
Hughes "Hell's Angels" footage and why it can be used).
It is certainly worth about 10 minutes of your life
plus there are several other airship titles listed and, as
Mark Felton seems to be fairly prolific, several of his
other titles are listed as well. ...
When we are stuck at home and television news is
near 100% Coronavirus, you may have time on your
hands to check this out?
C.P. Hall II
Richard van Treuren responded:
Airship Videos Online
All buttoned up for the hurricane now dragging its
feet getting here. Since the lights are still on I could
finally get around to finishing the R34 video. Given the
sparse amount of available footage and beg/borrow/steal
still images, I’m afraid it’s the best thing that will ever be

done in this internet-attention-span age. ... When you
have four minutes:
https://youtu.be/hvup77Zo0Uw
Thanks to Laurie for the script, Alastair for
recording it, and all the others who played some role in
helping complete what will be our proud drop in the
internet ocean. ...
... Following the R34 video I put up a couple of
simple copies of tapes in my collection, then I took a
week to make an edit about ZRS docking.

I would like to dedicate this model to the memory
of [the late] Andreas Horn. He provided me with many
photos and drawings of LZ36 and the very similar LZ26,
and he got me into the Zeppelin archives to copy some
official drawings; enabling me to make this a very
accurate scale model. He actually wanted me to make a
model LZ26, he said that was his favourite Zeppelin, but
for technical reasons (like no external keel, thus less
weight) I chose the very similar LZ36; but I know he
would have liked to have seen it fly.

zrsthemovie.com/?p=3658
Enjoy. And may I also recommend my channel
where I don't just put in some/any airship to fill the space.
Ha Ha!:
www.youtube.com/channel/UC6MNhC39TnIHf9LTpT
URBFw/videos
Currently working on how the ZSG-3-47 came to
The National Museum of Naval Aviation (NMNA
http://naval-air.org). Suppose I could put in about any
blimp because few could tell the difference between a
2K, 3K or even a 4K, but sure going to try to get it right.
R G van Treuren, Florida, USA
Editor of US Naval Airship Assoc. Journal
The Noon Balloon
+++++++
Email – 30 March 2020
Train-to-Blimp Movietone Stunt
Enjoy this video from 1930. It is quite long - 14
minutes. “Movietone News always had a weakness for
stunts like this: a blimp drops a line to a speeding train to
pick up an important parcel. It is likely that Movietone
thought this one up themselves, then enlisted the alwayscooperative Pennsylvania Railroad and the U. S. Army
Air Corps to do it.”
www.youtube.com/watch?v=zK3D4kFEqVk
Arnold Nayler, Gerrards Cross
+++++++
Email – 03 April 2020
The Smallest Possible Zeppelin
I have another flying model airship project I would
like to share (see also my SSZ in Spring 2019 Dirigible).
This is a scale model of Zeppelin L9 (LZ36) flying in an
indoor basketball court used by a Melbourne indoor flying
club (the rest are all HTA). A few photos are attached,
and a video is at:
https://youtu.be/9uqwIkaXnk8
This is of course an indoor flyer only. As can be
seen it doesn’t fly all that well, it is slow and the rudder
response is not great; but it does fly.
The concept was to make the smallest possible
flying rigid airship. Some details:
• Scale: 1/120; 15 litres volume, 1.33 mtrs long.
• Motor: small pager motor, about 0.2 watt, with 20
mAhr Lipo battery. Speed about walking pace.
• 3-channel radio control: motor, rudder, elevator.
Control surfaces moved by memory wire actuators.
• Construction: 0.3 mm diameter carbon fibre rod
longitudinals and rings. Outer cover 4 micron mylar
film. There are no internal gasbags; the outer cover
is the gas envelope.

Alan Sherwood, South Yarra, Australia
+++++++
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Email – 30 April 2020
Strasser’s Airship Handling Manual
Just a quick heads up to say that my latest
translation of Peter Strasser’s 1918 highly classified
manual on Airship Handling is now available from Lulu:
www.lulu.com/en/gb/shop/peter-strasser/airshiphandling/paperback/product-1dgpqjmy.html
The one stand out thing for me from Strasser’s
manual is that the British had no idea about how the
Germans used their airship sheds.
I think we got Cardington right from a
manufacturing point of view in terms of the walkways, rail
systems and pulleys in the roof (some of which we were
still able to use with Airship Industries – see my photo).

Goodyear airship/blimp. There were no seat belts but
despite the steep take offs and descents we did not need
them. During the 20 or so minutes flight over south LA
and Long Beach we saw the building that used to house
the Spruce Goose, and the Queen Mary with a Russian
submarine nestling by her bows.
The twin mooring ropes hang down from the nose
and the local heavy weight rugby team had to work hard
to bring us in.
Visiting LA again a few years ago our host took us
to the Western Museum of Flight at Torrance Airport
where, lo and behold, was the gondola from the blimp
that had been retired in 2015.
Stephen Robson
Chairman Charles Rolls Heritage Trust
Volunteer at Bournemouth Aviation Museum

“The Bosun’s Chair”
However in terms of shed entry and exit
procedures, the Germans would only use the ‘front’, into
wind end of the shed as an emergency in a last resort.
As a default setting, the Germans used the downwind
end because it was so much safer and offered more
flexibility with wind limits. I always wondered how they
managed such an amazing run of flights with the LZ120
in 1919, while we might struggle to get the ship out for
one or two test flights a month at Cardington in the
1980’s. Now I know!
Alastair Reid, Shropshire
+++++++
Email – 03 May 2020
A Blimp Ride
Whilst on holiday in Los Angeles in 2005, at very
short notice, we were given the opportunity to fly on the
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+++++++
Email – 10 May 2020
An Opportunity to Pilot a Blimp
Way back in 1987 I had the opportunity of being a
passenger in the Skyship 600, a short-lived Airship
operated by the late entrepreneur Alan Bond (famous for
funding in 1993 the Australian victory over the USA in the
America’s Cup). Bond was hoping to interest the

Australian Government in purchasing the Skyship 600 for
Border Patrol over our vast shoreline. This (sadly) did not
happen.
Later I had the opportunity to actually take control
of an advertising Blimp (for Whitmans) owned by Sir
Richard Branson’s Lightship Company, during its short
stay in Australia. This was an amazing experience,
making me aware of just how difficult flying a Blimp could
be. I had just handed over the controls to the Captain for
manoeuvring up to the mooring pole when a sudden gust
of wind slammed us nose first into the ground, fortunately
then bouncing back up. A rather “interesting” landing. ...
... We have a large Warbird Community here in
Australia, however almost no involvement in Airships or
Blimps, other than for occasional advertising (see the
Qantas Blimp).

I have had a lifelong interest in Blimps and
Airships and applaud the work you and your crew are
doing. May the future for you become much brighter
when the dreaded Coronavirus loses its grip
Trevor Dean
www.aviationwriter.org
+++++++
Email – 19 May 2020
“The Story of Airlander” Documentary
I am attaching a Press Release with news about
my newly completed documentary series The Story of
Airlander which has just been released on Amazon
Prime. The documentary series follows the whole
Airlander story, shot extensively at Cardington in
Bedfordshire but also with other major airship projects
around the world and produced and edited in Norfolk.
THE STORY OF AIRLANDER PRESS RELEASE
A six part documentary series by Dean Arnett
It’s the aircraft that could potentially save the
planet. But, financially as well as personally, is the cost
just too high?
‘The Story of Airlander’ is an exploration of
obsession and resilience. In a six-part, inspirational docuseries, it follows a small team working on Airlander, a
giant, ground-breaking, engineering project that could
revolutionise aviation forever. ...
... Fourteen men endure four and half years of
knocks, disasters and failures in their quest to build
Airlander, a completely new kind of environmentally
friendly aircraft. Airlander is also the world’s biggest
aircraft. Like nothing that has ever been seen before and
conceived by a man who died just months before his
dream flew for the first time. This is a tale of passion, of
obligation and great personal sacrifice. It’s a tale of
single-mindedness, stretching at times beyond admirable
into alarming and played out with broken marriages and

relationships. This exclusive, behind the scenes
documentary captures the truth behind the dramas, some
of which made news headlines all around the world but
were never fully explained and many others that were
covered up and hidden.
Airlander 10 is the world’s largest aircraft, part
aeroplane, part airship, part helicopter. It was supposed
to take eighteen months to build but it ended up taking
five years, dogged with challenges and tragedy
throughout. Helium Heads is the story of this small team
seen through the eyes of four main characters. We live
the pain and struggle they endure at a personal level as
things go wrong, money runs out and disaster after
disaster strikes the project. Incredibly, after each knock
the team fight back with renewed vigour to keep the
project moving forwards against all the odds.
The Story of Airlander is the result of six years of
unprecedented filming access to this unique, large scale,
on-going, engineering project. ... ... [It] is more than just
the story of the team and the aircraft, it is an analysis of
industry and business. The Airlander project is a
metaphor for Britain today. In a country where the issue
of nationalism and protectionism has divided society, the
series questions the relevance of home-grown industry
and innovation to a nation’s identity. ... The series of six,
52 minute, episodes follows the story from 2010 to 2019.
• Episode 1 - Sky Cat.
• Episode 2 - The build begins.
• Episode 3 - Winning the challenges
• Episode 4 - Testing times
• Episode 5 - The Phoenix flies
• Episode 6 - Even engineers cry.
The Story of Airlander can be watched in a number
of ways. Audiences can buy DVDs or Blu Rays of both
versions at: www.airships.sparksflymedia.co.uk.
The standard version is now available to
audiences of Amazon Prime and can be streamed at:
www.vimeo.com/ondemand/airlanderTV
Dean Arnett
www.deanarnett.com
+++++++
Email – 08 June 2020
Old UK CAA Airship Operating Rules
Bit of a long-shot this but do you or any of your
usual suspects, have a copy of the UK CAA Airship
Operating Rules please?
They are no longer published and the CAA cannot
so far find them in its electronic files. They will try their
microfiche system when they are allowed to return to
their offices.
Also thought your readers might like to know about
these Airship Model Kits:
www.shapeways.com/shops/classicairships
Classic Airships
By Derek Harrington
An exciting range of scale model AIRSHIPS,
Flying Boats and micro-scale Military Vehicles. Scales
include 1:1250, 1:1200, 1:700, 1:600, 1:350, and some
1:288 DECALS NOW AVAILABLE for WW1 Zeppelins
and U.S.NAVY airships
Andrew Barber BSc CEng MRAeS
Certification Manager and Flight Test Engineer
www.hybridairvehicles.com
+++++++
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AHT NEWS

AIRSHIP MEMORIALS
Cardington
Following the completion of the repairs to the R101
Memorial and Tomb last year, as described in the Spring
issue of Dirigible, Council agreed that Corinthian Stone
should be engaged to clean the Memorial and all the
surrounding stonework. This work is now complete and I
hope members will agree that the whole area has been
transformed.

and had the agreement and support of Cardington Parish
Council. As expected, it has not been possible to remove
all the rust stains from the plinth around the base of the
Memorial (caused by wreaths being left in place for too
long) but there has been a great improvement in the
Memorial’s overall appearance.

Cardington Cemetery Information Panel
Members will recall that an information panel about
the R101 airship, the Tomb and Memorial was installed
by the Trust in 2017 and unveiled by our Patron, The Rt.
Hon. the Baroness Smith of Basildon, after the AGM on
th
10 June. Earlier this year, it was found that the top edge
of the panel’s blue header strip had become damaged,
probably due to the effects of water ingress and frost,
and was badly chipped. I contacted Symbius Urban
Works, who had manufactured and installed the panel,
and they agreed to provide a replacement at no cost to
the Trust. I am pleased to report that the new panel has
been produced and is currently in store awaiting
installation as soon as circumstances permit. Symbius
are confident that the problem will not recur.

Allonne
At the 2019 AGM, it was suggested that the Trust
should investigate the possibility of having the R101
Memorial at Allonne cleaned. Following advice from staff
at the Commonwealth War Graves Commission offices
near Arras, I contacted a French specialist stonework
company with a branch in Beauvais. This company has
carried out work for the CWGC and at Beauvais
Cathedral.
The company carried out an extremely thorough
survey of the Memorial and produced a detailed, itemised
estimate. It was clear from their photographs that the
Memorial is now in rather poor condition (particularly the
lettering) and requires extensive remedial work. This
would involve far more than a simple ‘wash and brush
up’.
In addition to the physical repairs to the Memorial
itself, the nature and duration of the work would require a
safety barrier to be installed alongside the main road, the
erection of scaffolding and the provision of chemical toilet
facilities for the contractors’ staff.
This all helps to explain why the total cost came to
€92,962 (including VAT).
In the circumstances, Council decided that such a
large and complex, remotely-located project would be
beyond the Trust’s current financial and managerial
resources and no further action is being taken.

Paul Ross

The cleaning was carried out using specialist
equipment designed to avoid damage to the stonework
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CHANGES AT THE HELM
Who would have thought that in a few short
months the world could change so much. Since the
Spring Edition of Dirigible in March, the Covid-19
pandemic has caused many changes to the way we live
and socialise. It has also caused many changes to how
we work and, if you were not furloughed, you will have
probably found just trying to do your “day job” has
opened up completely new challenges and changes in a
surprisingly short time. If we had “planned” to work the
way we do now, it would have taken months of
organisation, not the week that we were given. As with
nature, we’ve all adapted.
These changes have impacted AHT and the
Council met virtually for the first time in June using Zoom
for a two-hour meeting.

The AHT Council meeting on Zoom: Top left to right: Martin
Penn (Company Secretary); Alastair Lawson (Chairman); Chris
Angell (Treasurer); Centre: Nigel Smith; Paul Ross; Giles
Camplin (Dirigible Editor); Bottom: Roger Allton (Membership
Secretary); Brian Harrison (Vice-Chairman)

This proved to be a successful way for the
Trustees to conduct the Trust’s necessary business and
it was decided that Council would continue to meet in this
way to ensure the smooth running of the Trust.
During the meeting, the current Chairman of the
Trustees, Brian Harrison, explained that recent events
had made it impossible for him to continue in the double
role of Chairman and Membership Secretary. It was
st
agreed that from 1 July, Alastair Lawson would take
over as Chairman, and Roger Allton would take over as
Membership Secretary. Brian still wants to remain
actively involved with the Trust and will take up the role
as Vice-Chairman, and provide backup to Alastair.

Alastair Lawson
---ooo000ooo---

WEBSITE UPDATES
NEW WEBSITE CONTENT
A new Google Search has been added to the front page
to help find specific content in the site.
New Pages recently added to the site are:
Aerospace Developments AD 500 - with colour photos
and help from Alastair Reid and Den Burchmore
Airship Developments AD 1 – the first private airship
R39 – Following a couple of researched items, there was
enough content to start a new page on this often seen as
cancelled and not started ship.
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Sheds – Advanced Airship Development’s Jurby (Isle of
Man) Shed page was added.

Advanced Airship Corporation ANR 1 - including new
and rare photos and company newsletters with help from
Terry Turner and Bruce Blake
Dirigible Online – The Dirigible Archive, which had been
saved in PDF format, is now available on our webpage,
with the rolling exception of the last 3 editions.

MUSEUM NEWS
THE FLEET AIR ARM MUSEUM
These are very challenging times. In line with
national government instructions on restricting movement
and enforcing social distancing, the National Museum of
the Royal Navy has had to close all its sites to the public.
This includes the Fleet Air Arm Museum [FAAM] which
looks after the former AHT collection.
As NMRN depends on visitor income for around
80% of its revenue, this has meant that most of our staff
were immediately placed on ‘furlough leave’ to take
advantage of the government’s Coronavirus Job
Retention Scheme. Five curators, including myself, were
kept on to monitor and care for the collection, our most
important responsibility after our people. However, we
are confident that there will be an end to this, and
colleagues from the Executive Board have been working
very hard to identify alternate sources of funding so we
can bring the team back and get on with our work as
soon as possible.
We intend to open our museums to the public as
soon as we have established safe ways of doing so. In
the meantime, we are trying to keep in touch with our
visitors digitally, and keep ourselves in the public eye as
much as we can. While people have been locked down
our online information and video clips seem to be going
down well.
You’ll be pleased to know that we collaborated
with the RAF Museum and the National Army Museum
for our VE Day output. This included a discussion
involving historians from the three museums joining
remotely in a discussion presented by James Holland.
This was an excellent piece, and I’m not the only
curator who learned a lot that day – several of us
commented afterwards that it really broadened our
knowledge. Dan Snow used one of FAAM’s dinky little
documents, a fold-out British propaganda cartoon, for his
VE Day History Hits broadcast. It was fun to be able to
present that on film and share one of my treasures that is
quite difficult to display in an exhibition.
BBC Radio Somerset were also keen to involve
the Fleet Air Arm Museum on VE day itself, so I did a live
interview about the air base in WW2 and the Fleet Air
Arm’s continuing campaign in the Far East. They also did
a lovely interview with one of our former volunteers, who
was in the Far East on VE Day. No celebrations for
Frank, just a Thanksgiving service on the aircraft carrier
and then on with the bombing of Japanese positions off
the coast of Burma. I may have twisted his arm a bit to
agree to the interview, but it was clear that he enjoyed
reliving those days of his youth as an Observer in a
Fairey Barracuda. (I digress.)
I don’t believe that we’ve told you about the
improvement in storage at Cobham Hall. Yes, who knew
it could be even better? From January 2019 we had a
project to move some of our own FAAM archive from old
stores on the main site into Cobham Hall. In addition, the
environmentally controlled store in Cobham in which
we’d initially installed the AHT objects, documents and
photographs was earmarked for racking out. We only had
partial racking in that store, meaning that the room was
under-used. Before last year most of the AHT 3-D
objects had been relocated to other stores.
All of the Kite Balloon documents had been moved
into our main Document Store and most of the

photographs and film had been moved to a cooler store
on our main site. Last year, having moved vanloads of
our FAAM archive material into Cobham and rehomed it,
we set about emptying the “Airship Archive Store”
completely. And then we had it racked out with spanking
new racking, a mixture of fixed shelves, rails for uniform,
roller racking with mesh for hanging framed art, and the
sleekest plan-chests imaginable.

Curators get quite excited about empty racking –
because we can fill it with treasures. That is what we did.
We wanted to be able to store uniform items and
artworks from the Royal Marines Museum, but we
planned to reinstall some of the AHT collection, our own
FAAM artwork and some documents. I attach a couple of
photographs of the racking. We are very pleased with the
result.
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You asked for an update. I hope this gives you a
picture of what’s been going on and what is still going on.
I look forward to colleagues returning to the
museum in due course and getting back on with the work
that we all love.
Barbara Gilbert
Curator (Archives)
www.nmrn.org.uk

---ooo000ooo---

LETTER TO DCMS FROM AHUK
Aviation Heritage UK's (AHUK) submission to the
Department for Digital, Culture, Media and Sport (DCMS)
on the impact of the COVID-19 pandemic countermeasures on aviation museums in the UK. ...
... AHUK is the representative industry body for the
aviation museum sector in the UK.
Thirty-four museum members of AHUK responded
to a request for information on the impact of the COVID19 pandemic countermeasures to aviation museums.
All museums are reporting an almost complete
collapse in revenues due to the absence of visitors.
All museums have minimised their unavoidable
overheads by furloughing almost all employees and
cutting any expenditure deemed not essential.
Essential overheads include insurance, security
and site monitoring, utilities, especially those required to
maintain temperature and humidity levels for museum
assets and regular monthly payments for banking,
accounting etc.
Museums have found that 100% rates relief can be
obtained by contacting their local authority, and a few of
them list rents as being a major immediate concern..
The majority of the well-established smaller
museums – most of which are entirely volunteer-run, with
no paid staff – have saved sufficient reserves to enable
them to weather the loss of visitor revenue but with the
consequence that conservation and maintenance
activities will be suspended for the foreseeable future.
Larger well-established museums with significant
overheads, such as Brooklands Museum, are in a very
difficult position as the result of their larger irreducible
overheads even after having furloughed most of their
paid staff. Their difficulties will be substantially worsened
if the furlough scheme expires before they are able to
fully re-open, but even after re-opening they envisage
redundancies because of reduced visitor numbers and
revenues. Brooklands is applying for a significant loan
under
the
government’s
Coronavirus
Business
Interruption Loan Scheme (CBILS), without which they
will be in a critical position by August.
Two relatively recently-opened museums are in
severe difficulties, as they either have significant debt or
no reserves. Without help, Stow Maries Great War
Aerodrome could run out of cash in early 2021.
Aerospace Bristol has also furloughed 80% of its staff
and applied for emergency funding under CBILS in the
hope of being able re-open at the beginning of August,
but expects to need further funding to survive during
what is likely be a slow recovery period running into
2021.
There are two common and serious concerns
shared by all museums:
The level of public confidence for attending events
and museums may well take a long time to recover, so
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once they are able to re-open, visitor numbers should be
expected to be low and increase only slowly.
All museums rely heavily on volunteers, these
volunteers coming predominantly from the vulnerable “at
risk” older age groups. There are concerns that
volunteers may be reluctant to return to museums. ...
... ... There are two funds for which aviation
museums are eligible, the Small Business Grants Fund
and the Retail, Hospitality and Leisure Grant Fund, which
offer grants of £10,000 and £25,000 but conditional on
the rateable value of business premise being below
£51,000. However aircraft museums by the nature of
their exhibits often occupy very large premises. The
rateable value of these premises can be over the
£51,000 threshold but which is made affordable because
of the mandatory 80% charity discount, sometimes raised
to 100% depending on the local authority. Charities
occupying large premises should be declared exempt
from the £51,000 rateable value threshold for grants.
Dr Robert Pleming, FRAeS
Chairman, Aviation Heritage UK

---ooo000ooo---

THE HIGGINS, BEDFORD
BedPop Science Lab 7th March 2020

A group of Hybrid Air Vehicle (HAV) people
supported this STEM event which was part of British
Science Week (www.britishscienceweek.org). It was a
set of hands-on science workshops and activities
intended to bring science, technology and engineering
into local venues. Our activity was one of several at The
Higgins Museum and Art Gallery complex in central
Bedford. The target audience was, I think, 7-10 year olds.
Our activity was intended as an entertaining
introduction to lighter-than-air flight. We had a canister of
“fun” purity helium (the Airlander is filled with much more
expensive high purity helium), a box of party balloons,
some string (always there must be string), some small
plastic bags, some beads and some play-dough. We
prepared by inflating some balloons then hanging the
bags underneath them on strings. Thus, when children
arrived randomly through the day they saw balloons
floating against the ceiling with empty bags attached. The
task we set them was to load the bags with play-dough
and beads until they floated neutrally, neither descending
nor rising. This is what we call being at equilibrium or
‘EQ’. The practical EQ load for each balloon was different
depending on the size of balloon, how much we had
inflated it and the temperature in the room (something we
call Superheat).

The really patient and detail-orientated young
engineers spent ages adding and removing tiny bits of
dough and beads and even in some cases scraps of
string, to find the perfect EQ state. Those are the ones
that we need to be our future flight scientists, design
engineers, development engineers, test technicians and
production mechanics. These dedicated individuals went
away with Airlander “Squidgies”. The others received
Airlander pens and rulers. We also gave away a lot of
helium filled balloons. The day was excellent fun for us
and as far as I could tell the children enjoyed it as well.
Some we saw more than once.
I was very pleased by how many families were
spending part of their Saturday at a science event and,
as ever when I work with children, I was impressed by
the intelligence, thoughtfulness and enthusiasm shown
by these young people.

Andrew Barber
HAV Airworthiness and Flight Test Engineer
www.hybridairvehicles.com

I include some links to share with the AHT
membership.
https://bedfordcreativearts.org.uk/projects/airshipdreams/
https://bedfordcreativearts.org.uk/press-release-bcareceives-over-100000-for-airship-dreams/
https://www.facebook.com/BedfordCreativeArts/phot
os/a.183184668398178/2775313139185305/?type=3&t
heater
https://twitter.com/WeAreBCA/status/1247809869035
401223
https://www.instagram.com/p/BtxGASHLFo/?utm_source=ig_web_copy_link
Find out more at www.airshipdreams.com
(this will go live ready for next week w/c 15th June)
Email: hello@airshipdreams.com
Phone: 01234 818670
Share your stories or objects with us using
#airshipdreams
Twitter: @WeAreBCA
Facebook: /BedfordCreativeArts
Instagram: bedfordcreativearts_

Andy Purves
Airship Dreams Project Manager
airships@bedfordcreativearts.org.uk
www.bedfordcreativearts.org.uk

---ooo000ooo---

DISS MUSEUM
---ooo000ooo---

AIRSHIP DREAMS
“Airship Dreams” has been launched after being
fully funded by the Arts Council of England, the National
Lottery Heritage Fund along with AHT and The Harpur
Trust. Sadly, the project is not unaffected by Covid-19 –
some activities are changing form and the timelines for
others are shifting around. It’s now highly unlikely that
we’ll be opening the art works or holding outdoor events
in October 2020. We’re now looking to Spring 2021 for
installation artwork opening at Higgins Bedford, running
through to October 2021. The spring opening will be
accompanied by outdoor and indoor events, the form of
which may well become something more like “Bedford
Airship Festival”, a series of curated events rather than a
one night event.
We are, however, able to get going with our
community engagement programme as we’ve put
resources in place to begin delivering this safely online.
This will be a scheme to encourage the sharing of
artefacts and stories (from the novice to the expert) and
teasing out an intergenerational conversation about
airships, Bedford and flight – real and imagined. We
hope that we’re able to reach out to your membership to
contribute to this when the structures are in place soon –
[see AHT and Airship Dreams on back of this issue].

Diss Museum was created, in its present form, in
1993. It is ideally situated in the Market Place, just south
of the church and is the town’s main tourist attraction. Far
from being just a building with interesting things in glass
cases, the museum functions in many different ways.
Talks, presentations, tours (including a Murder Tour),
educational work, publications, projects and festivals all
feature in its work.
Historical celebrities have inspired several
projects. These include: Tudor poet-laureate and Diss
th
rector John Skelton; 20
century laureate John
Betjeman; Rights of Man author and Diss staymaker
Thomas Paine; wife murderer Crippen’s mistress Ethel
Le Neve; and Himalayan traveller Thomas Manning and
his family of Diss Rectors.
The World Wars and, in 2019, the R34 airship
have also been commemorated using dance, drama,
music, art, textiles and community involvement.
A Gulbenkian Award, two East of England Market
Towns Culture Awards, a Museums & Heritage Award
and four Honoured Citizen Awards have reflected the
quality of these projects.
The current status at the end of May is that Diss
Museum is closed indefinitely and we will just have to
wait and see about re-opening,

Basil Abbott
Curator
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LIBRARY NEWS
THE NAL SOUND ARCHIVE
th

In the RAeS Historical Group’s entry in the 97
Annual Report of the Council 1961-1962 published in the
Journal of the Royal Aeronautical Society (Vol.66 April
1962 p249) it is noted:
“Most of the Group lectures have been well
attended and there have been useful discussions: tape
recordings have been taken. Publication will provide
written records, in addition to the tape records of
speakers who have lived through the periods they
describe. In this connection, attempts are being made to
obtain recordings of as many people as possible of the
voices of those who have made aeronautical history.”
Many of these historic recordings have survived
and are held in the archives of the National Aerospace
Library (NAL) in Farnborough incorporating the Library of
the Royal Aeronautical Society – the oldest aeronautical
society in the world (www.aerosociety.com/nal).
The Society’s Historical Group was originally
formed at the end of 1959 and had the foresight to invite
many of the early pioneers who were still alive to deliver
lectures on the early days of the aircraft industry or to
interview them separately.
During 1998-2000 – to ensure that there was
another set of the recordings held elsewhere – over 70
sound recordings held in the Library’s archives were
converted onto cassette tape format by the Imperial War
Museum Sound Archive. This was done in arrangement
with the late Rodney Giesler (1931-2016), a member of
the Society who, in his retirement, offered the Imperial
War Museum his voluntary services as an interviewer.
Ultimately Giesler recorded nearly 400 interviews,
some of which he gave to the Imperial War Museum,
some to Brooklands and the remainder, towards the end
of his career, to the Royal Aeronautical Society.
As part of the National Aerospace Library’s
objective to enhance digital access to its collections and
with a successful application to the RAeS Foundation, we
had the entire archive digitised during 2017. While the
RAeS’s historic recordings were in the process of being
digitised, the National Aerospace Library Sound Archive
was launched in April 2017 with the first batch of the
Giesler in-depth interviews alongside podcasts of recent
Society lectures. These include interviews with test pilots
Chuck Yeager, Jeffery Quill, Eric 'Winkle' Brown and the
man you had to get past if you wanted to fly an airliner in
and out of the UK in the 1950s, 60s and 70s, D.P.Davies.
The first batch of historic recordings was digitally
released in December 2017 and featured some of the
‘giants’ in aviation history, including:
• a 1969 interview with Sir Barnes Wallis
• Cave-Browne-Cave on the R101
• Sir Frederick Handley Page on the world's first
big aeroplane
• How to fly an aircraft by Sir Alan Cobham
• Sir Geoffrey de Havilland on his early career
Since then we have been releasing new lectures,
interviews and other recordings on a monthly basis and,
since the COVID-19 lockdown, we have been releasing a
new recording each week.
The project has been a great success. We are
coming up to 100,000 ‘listens’ to the archive since it was
first launched in April 2017 and it has attracted a number
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of favourable comments via social media from around the
world.
We have also had offers of further historic
recordings to add to the Sound Archive. The biggest
batch was a collection of over 250 recordings made of
RAeS lectures between 2007 and 2013. Amongst these
recordings is the 2010 lecture by Peter Davison and Dr.
Giles Camplin on The R.101 Airship Disaster. This has
just been released alongside a historic recording of Wing
Commander T. R. Cave-Browne-Cave's 1962 lecture
R101 and Other Airships.
www.aerosociety.com/r101
Our recordings can be found in a number of ways:
As part of the RAeS's general podcasts via:
www.aerosociety.com/podcasts
or the AeroSociety feed on iTunes
While links to our classic lectures, interviews and
other older lectures can be found:
www.soundcloud.com/aerosociety-podcast/sets
The Sound Archive is just one of the Society's
digital projects which include:
Photographic prints and gifts via the Mary Evans
Picture Library:
www.aerosociety.com/printsandposters
The Journal of Aeronautical History,
includes some fascinating papers on the R.101:

which

www.aerosociety.com/jah
Full details of NAL collections can be found at:
www.aerosociety.com/catalogue
And there is information on the main archive
collections here:
www.aerosociety.com/archivecatalogue

THE NAL FILM ARCHIVE
The National Aerospace Library has launched a
new online heritage film collection with more than 30
films previously held in its archives and recently digitised
for viewing for the first time on the newly launched
National Aerospace Library YouTube channel.
Films from the archive date back to 1927 and
include amongst other highlights rare footage from
Donald W. Douglas which showcases early airliners, the
original inflight movie being shown and a film from the
first round-the-world flight which took place in 1924.
A full list of the video content is arranged under
‘Playlists’ which can be found here:
www.aerosociety.com/movies.
The archive content will continue to be added onto
the YouTube channel, and viewers can subscribe for free
to be alerted to new uploads. So far airship material is
limited to film contained in aviation documentaries, but
we hope to add material from Lord Ventry's collection as
we develop the site.
Brian Riddle & Tony Pilmer
www.aerosociety.com/nal
nal@aerosociety.com

+++++++

BOOK NEWS AND REVIEWS

NEW NON-FICTION

EMPIRES OF THE
SKY:
Zeppelins, Airplanes and
Two Men’s Epic Duel to Rule
the World
By Alexander Rose
Hardcover: 60 pages
Publisher: Random House (2020)
ISBN: 9780812989977
Bol.com Euro 30.99.

PRESS RELEASE
At the dawn of the twentieth
century, when human flight was still
considered
an
impossibility,
Germany's Count von Zeppelin vied
with the Wright Brothers to build the
world's
first
successful
flying
machine. As the Wrights labored to
invent the airplane, Zeppelin fathered
the wondrous airship, sparking a
bitter rivalry between the two types of
aircraft and their innovators that
would last for decades in the quest to
control one of humanity's most
inspiring achievements.
And it was the airship -- not the
airplane -- that would lead the way. In
the glittery 1920s, the count's brilliant
protégé, Hugo Eckener, achieved
undreamt-of feats of daring and skill,
including the extraordinary Roundthe-World Voyage of the Graf
Zeppelin.
At a time when America's
airplanes -- rickety deathtraps held
together by glue, screws, and luck -could barely make it from New York
to Washington, Eckener's airships
serenely traversed oceans without a

single crash, fatality, or injury. What
Charles Lindbergh almost died doing
-- crossing the Atlantic in 1927 -Eckener effortlessly accomplished
three years before the Spirit of St.
Louis even took off.
Even as the Nazis sought to
exploit Zeppelins for their own
nefarious purposes, Eckener built his
masterwork,
the
behemoth
Hindenburg -- a marvel of design and
engineering. Determined to forge an
airline empire under the new flagship,
Eckener met his match in Juan
Trippe, the ruthlessly ambitious king
of Pan American Airways, who
believed his fleet of next-generation
planes would vanquish Eckener's
coming airship armada.
It was a fight only one man -and one technology -- could win.
Countering each other's moves on
the global chessboard, each seeking
to wrest the advantage from his rival,
the two men's struggle for mastery of
the air was not only the clash of
technologies, but of business,
diplomacy, politics, personalities, and
their vastly different dreams of the
future.
Empires of the Sky is the
sweeping, untold tale of the duel that
transfixed the world and helped
create our modern age..

airship base was motivated by its
higher than Friedrichshafen altitude.
It is not clear from the book
why the subtitle mentions ‘Two Men’s
Epic Duel to Rule the World.’ There is
no evidence that Eckener and Trippe
were watching each other intently
and felt that they were in a duel.
Another book on the history of
the Zeppelins, yes – but one that
presents new perspectives and a
great contribution to the existing
stories.

Paul van Daalen
+++++++

REVIEW
Another book on the history of
the Zeppelins. Is there anything left to
tell? One interesting thing is that the
Zeppelin airship part of this new book
is written mainly from the viewpoint of
Hugo Eckener. It shows his burning
ambition
to
connect
people,
especially
across
oceans.
Throughout his career he felt the
ramifications of the Nazi politics. But
in his dealing with it his moral
rectitude becomes clear. Gradually
his life is made more difficult by Hitler
and by Goebbels, although he did
feel supported by his popularity in the
United States of America.
Many detailed adventures are
presented of the Zeppelins, with an
extensive
(and
convincing)
description
of
the
Hindenburg
disaster.
The other part of the book is
about Juan Trippe’s creation of PanAmerican Airways, an enormous and
very interesting endeavour - with a bit
less rectitude. The author has studied
hundreds of books about the airships
and airplanes and hardly misses
anything. He might have mentioned
that the choice of Frankfurt as an

ROYAL FLYING
CORPS KITBAG:
Aircrew uniforms and
equipment from the War over
the Western Front in WWI
By Mark Hillier
Hardcover: 268 pages
Publisher: Frontline Books
5 Mar. 2020
ISBN-10: 1526752999
ISBN-13: 978-1526752994

PRESS RELEASE
The Royal Flying Corps was
formed by Royal Warrant on 13 April
1912, and came into being a month
later when the Air Battalion was
absorbed into the Military Wing of the
new Corps in May. In the days
following the outbreak of war in 1914,
the programme for mobilization of the
RFC was, in the main, successfully
carried out. The first aircraft set out
across the Channel on the morning of
13 August, taking off from Dover at
06.25 hours. The first pilot to land in
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France was Lieutenant H.D. HarveyKelly of No.2 Squadron. In due
course, all four of the initial RFC
squadrons deployed to the Western
Front were ready for operations.
They represented, noted the Official
Historian of the RFC, the first
organized national [air] force to fly to
a war overseas'.
As the Great War raged, the
developments in military aviation
were profound, not only in terms of
aerial warfare but, as this book
reveals, the uniforms and equipment
the aircrew used. All the objects that
a Royal Flying Corps pilot or airman
was issued with for sorties over the
Western Front during the First World
War are explored in this book in highdefinition
colour
photographs,
detailing everything from the differing
flying clothing, to headgear, personal
weapons, gloves, goggles and early
life preservers. Each item is fully
described, and its purpose and use
explained. Fly with the Royal Aircraft
Factory B.E.2s and Sopwith Camels
over the trenches and see what the
RFC aircrew wore as they took on
their German foe in what were the
formative years of military aviation.

COMMENT
[Hopefully someone will soon follow
this up with a similar detailed study of
the RNAS equipment! – Ed.]
+++++++

TRANSLATIONS

AIRSHIP HANDLING:
Luftschiffuhring
By Peter Strasser
Translated by Alastair Reid
Paperback : 296 pages
Publication Date - 4/5/2020
www.lulu.com
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PRESS RELEASE
Amidst growing concern about
a dilution of airship experience, on 27
February 1918, the Führer der
Luftschiffe (head of the German
Naval Airship Division) Fregattenkapitän Peter Strasser, issued Order
No. 3377 in which he called for the
creation of a practical guide to
handling and operating airships. This
book, written largely by Dr. Eckener
and amplified with reports from front
line airship commanders, is the direct
result of that order.
Only 40 copies were produced
originally - one for each airship
Kommandant and a few for the
training staff. The original contains no
illustrations,
line
drawings
or
photographs: all photographs have
been added by the translator, to
provide relevant visual context.
I have also added new material
in two Translator’s Annexes, in the
spirit of Strasser’s original aim.

REVIEW
This book was a Top Secret
military handbook published in 1918.
It is The German Naval Airship
Division ( Marine Luftschiff Abteilung)
guide to Airship Handling (Luftschiffuhrung) beginning with an opening
“note” signed by Peter Strasser and
the notation that 10 copies of the
limited printing are “... for editors, eg.
Dr. Eckener, Wachoffiziers’ pupils.”
The book covers almost every
aspect of airship handling: in the
hangar, on the field, lift-offs, flying
operations, landings in various
conditions. They will not be listed
here; suffice to say that the table of
contents is three pages long.
Following this text is an Annex,
thirty pages of examples from
seasoned commanding officers. After
that are “Translator’s Annexes”: A –
Additional Wartime Experiences and
B – Later Peacetime Experiences.
The original Annex entries are
generally anecdotes of unusual
operational handling challenges and
how they were dealt with. These are
signed by the author and the airship
identity is noted as well.
Annex A consists of wartime
anecdotes
from
various
other
volumes that the Translator has
offered in recent years. They are
translations of observations made by
Germans in combat, which, on
several occasions, are inaccurate
regarding what ‘the other side’ was
doing.
Annex B is comprised of
comments representing peace-time

handling experiences. Dr. Hugo
Eckener is a frequent source of these
anecdotes regarding incidents with
Graf Zeppelin [LZ127].
The gem of the Annexes is the
nd
final entry, the saga of the 2
November 1919 flight of Bodensee
[LZ120]. Attempting to land at
Staaken (Berlin) in a snow storm,
Bodensee pulls free of the landing
party and a two day adventure
follows.
This
is
a
complete
description of events with photos that
rarely gets more than mentioned in
the published literature.
The book’s cover is a red
facsimile of the original. Photos are
added by the Translator and of ‘Lulu
clarity’.
The price from Lulu was
$21.78 (US) including shipping.
This is a book for someone
interested in the ‘whys’ and ‘hows’ of
airship handling, vintage 1918.
The physics never change,
only the lifting gas is changed to
protect the ... innocent?

C. P. Hall II
+++++++

REVIEWS

BALLOONS AND
AIRSHIPS : A Tale of
Lighter Than Air Aviation
By Anthony Burton
Hardback 208 Pages : 60 illustrations
Publisher: Pen and Sword
Date: September 2019
ISBN: 9781526719492
Price: £25.00
www.pen-and-sword.co.uk

OLD FICTION

REVIEW
The first thing that grabs one’s
attention about this book is that it is
an attractive, hard-cover volume just
over 200 pages in length, diminutive
in size but heavier than it looks. The
dust cover is attractive.
There are a number of
illustrations and photographs from
every era. The illustrations are often
vintage and in color matching the
original.
The selection may be eclectic
but the reproduction quality is first
class. From the publishing and
printing standpoints, the volume is of
top quality.
It is my impression that
Anthony Burton is really interested in
th
th
late 18 and early 19 Century
pioneers of ballooning. Pioneers then
were few in number and their
tribulations and accomplishments can
be woven into an interesting, cogent,
“Tale of Lighter Than Air Aviation.”
Somewhere in the middle of
th
the 19 Century there seems to be a
loss of focus. The chapters are
strangely organized and the content
often is as well.
“Chapter 8, The Zeppelin” is a
12-page biography of Ferdinand Graf
von Zeppelin up to the beginning of
World War 1. The following chapter
covers a similar era, primarily in the
UK but including France and the
USA.
“Chapter 10, Airships at War”
is 18 pages of early German and
scattered Allied anecdotal episodes.
“Chapter 11, Airships in
Peacetime” touches upon efforts in
the UK and waves from afar at
American efforts.
“Chapter 12, The Polar Flights”
is better than most covering the
flights of Norge and Italia in some
detail; but not the Graf Zeppelin’s
polar expedition?
There are fifteen chapters in all
but the point is made.
If the prospective purchaser is
interested in the earliest, manned,
lighter than air, flights, then this might
be a book for you. The author writes
very readable prose, he does not
hesitate to point out alternate
versions of reported historical details
in these early chapters indicating a
serious interest.
The cover price is £25 in the
UK, $49.95 in the U.S.

C. P. Hall II
+++++++

... for your Airship Bookshelf
Airships feature in quite a
number of works of fiction but there
are relatively few novels that put the
airship and its capabilities at the very
heart of the book, and fewer still that
do it well. Here are two such, from
opposite ends of the airship timeline,
that combine good storytelling with
technical accuracy.
The first book is Flight to Mons
by Alexander Fullerton, a retired
Navy Officer who served with
distinction in submarines in WWII and
went on to write over 50 novels,
including this one about the Royal
Naval Air Service in WWI.

FLIGHT TO MONS
By Alexander Fullerton
Paperback: 304 pages
Publisher: Sphere
New edition 4 Mar. 2004
ISBN-10: 0751534986
ISBN-13: 978-0751534986
Prices on Amazon:
Paperback: £1.23
Hardcover: £17.99 : Kindle: £2.99
Audio Cassette: £29.90

AMAZON DESCRIPTION
When young Charlie Holt is
chosen to take a newly built airship
over to France in order to bring out a
young girl and her mother, the motive
for
the
challenge
is
military
intelligence - the girl, Hilde, has been
befriended by a German officer, who
one night, tired and emotional,
revealed the Germans' forthcoming
military plans. Her information could
save the war and one million lives. It
is agreed that in return for her

intelligence she and her invalid
mother will be taken to safety.
With a marine and air
mechanic as accomplices, Holt sets
out on his mission, but it all goes
wrong when Holt confuses his
directions. Out of a sense of honour
and some guilt, he will have to
complete the mission - alone.
Flight to Mons is a gripping
First World War adventure of
compelling authenticity.

REVIEW
Set in 1917, ‘Flight to Mons’
tells the story of a covert airship flight
to occupied France to retrieve a
young woman who has ‘information
vital to the war effort.’ Naturally, there
are complications. The woman won’t
leave without her ageing mother, time
and the weather are very much
against the mission, and exactly how
do you land an airship without a
ground crew, and at night?
The story thunders along at a
good pace and you get some very
vivid descriptions of what it must
have been like to fly one of these
early airships from an open cockpit in
the cold and dark of a winter’s night.
The ending is a little rushed,
after all of the detail of working up the
new ‘ship’ and making the flight into
France unobserved, but that’s a very
minor niggle and there’s a lot to like
in this book.
Two airships are featured in
the novel - an SS-class (submarine
scout) which our hero flies in the
opening chapters and then the
modified SSP airship which he flies
into France. You can find pictures
and descriptions of both these real
machines on Wikipedia and the
Airship Heritage Trust web-site, and
the author describes them well.
In fact, the SS-class of airship
was highly successful as a counter to
the U-boat threat in the English
Channel, and a black-doped variant
was deployed to France in 1916 to
test night-time operations so the kind
of clandestine mission described in
this book is not so far from reality.
Enjoy the ride.

Alan Shrimpton
The second book is Game of
Titans by Gary Alan Ruse. First
published in 1976, but sadly no
longer in print, you can still find
copies of this excellent thriller from
specialist on-line book sellers such
as AbeBooks, and it is well worth
doing so.
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through to the climax 270 pages
later, it is the Grand Eagle and its
capabilities that literally carry the
story forward. Whether explaining the
mechanics
of
modern
airship
operations, making repairs at altitude,
deploying RPVs [Remotely Piloted
Vehicles] to extend its reach, or
operating aircraft from its hangar bay
(the promise of the US Navy’s Akron
and Macon is fully developed in this
book thanks to a British invention),
the Grand Eagle is the heart of the
book.
This is a compelling and
detailed visualisation of one potential
role for the modern airship, and a
good read. It is worth tracking down a
copy. [Check the price! – Ed.]

Alan Shrimpton
+++++++

A GAME OF TITANS:
A Novel

CHILDREN’S
BOOKS

By Gary Alan Ruse
Hardcover: 288 pages
Publisher: Prentice-Hall
1 January 1976
ISBN-10: 0133460800
ISBN-13: 978-0133460803
Prices on Amazon:
Paperback: £0.70
Hardcover: £2,850.99 [Gulp! – Ed.]

REVIEW
Set in the Cold War era of the
1970s, Game of Titans pitches a
fictional but well realised US Navy
Airship (the USS Grand Eagle)
against a Russian Kiev class aircraftcarrier in a race to a remote Pacific
island to rescue a dying scientist. But
this is no simple rescue mission as
the scientist in question holds the
secret to a shattering breakthrough in
military technology that both sides
want to possess 
Game of Titans is a very
readable thriller but, for the airship
enthusiast, the book also provides a
well researched view of how a
nuclear powered airship would
operate and, if necessary, defend
itself.
The Grand Eagle is based on
the Boston Airship design proposed
by Francis Morse, Professor of
Aerospace
and
Mechanical
Engineering at Boston University,
and first publicised in the September
1974 edition of Popular Mechanics.
But from the moment the airship first
appears on page 41 of the novel,

44

Ships of the Air by Lynn Curlee
is a children's book, 31 pages in
length including illustrations telling
the entire history of airships from the
Montgolfier Bros. through to the
Hindenburg.
The book was first published in
1996. The author is really an artist
roped into writing children's books.
The biography on the dust cover
reads in part, "He has always been
fascinated with balloons and other
lighter-than-air craft, and in 1976
exhibited a series of Zeppelin
paintings".
Just looking at the book
illustrations, one is a little skeptical as
his illustrations are something more
than
cartoonish,
however,
his
frontispiece of the R100 moored in
Canada is more presentable.
His front cover painting of the
Graf Zeppelin in the air is better yet;
and his Akron on the back cover is a
credible compliment to the painting
on the cover of The US Naval Airship
Association’s Journal The Noon
Balloon #124, although his biplanes
surely are not F9Cs. They might be
N2Ys if only the closest one had two
cockpits. He has also missed the
Akron's longitudinals forking together
in pairs near the stern
I have always considered
depictions
of
airships,
either
photographic, drawn, or painted to be
a challenge. Place your camera close
enough to pick up detail and there
are distortions of the hull. Shoot from
afar with a telephoto lens, and you
lose both the distortion and the detail.

C. P. Hall II

SHIPS OF THE AIR

+++++++

By Lynn Curlee
Hardcover: 32 pages
Houghton Mifflin Juvenile Books;
Library Binding edition (3 Sept. 1997)
ISBN-10: 0395693381
ISBN-13: 978-0395693384
Prices on Amazon:
Hardcover: £9.38

AMAZON DESCRIPTION
An informative text and thirteen
strikingly realistic paintings trace the
development of the dirigible, or the
steerable balloon, and the use of
such aircraft for war, pleasure,
exploration, and travel.

Line Squall

REVIEW

By Enid Holmes
Published by the Airship Heritage Trust
Paperback, 246 Pages
Price: £15.00 + £3.00 p&p

I just came across a 'middleaged' book that I completely missed
when it was published and wondered
if you missed it as well?

Available from: Alastair Lawson
Chester House, 6 Green Lane, Ellington,
Huntingdon PE28 0AZ
Tel: 07900 692 804

EMPENNAGE

WITH HINDSIGHT
by C. P. Hall II

Thirty-six years after its publication, Sir Peter Masefield’s book To Ride The Storm (TRTS) remains
the most carefully researched and detailed telling of the story of the airship R101. Originally published in
1982, coincident with the expiration of the restrictions of the Official Secrets Act, Sir Peter (SPM) had had
prior access to the restricted files. He was also able to interview Programme participants still living resulting
in a detailed, comprehensive, telling of the story with emphasis upon the life and contributions of the
programme’s originator, Labour Air Minister, Christopher Birdwood Lord Thomson of Cardington.
With hindsight, we can look back at a few of Sir Peter’s
observations with the intent of review and reconsideration. For
example, he observes that on 8 Nov 1929, R101 lifted off with
84 people onboard, 44 officers and crewmen plus 40
passengers, a British record until 9 Sept 1955 when a Bristol
Britannia flew with 98 people. One supposes that this may
have been a British record, however, he does overlook that 2½
weeks before this record was set, on 21 Oct 1929, a Dornier
DO-X lifted off with 169 crew and passengers on board which,
Wikipedia claims, remained the record for 20 years. He also
overlooks that two years later, on 3 Nov 1931, USS Akron flew
with 207 people on board, a record which still stands today for
lighter-than-air craft. Finally it is worthy of mention that, on its
final flight, Hindenburg transported a total of 97 people from
Frankfurt-am-Main to Lakehurst Naval Air Station (NAS).
In his chapter labelled “With Hindsight” after one page
quoting individuals confident of R101 ability to successfully
fly to India, and two pages regarding contingencies to be
considered and measures taken, SPM cites a negative
consideration, “But there was one further point: weather.” He
states that the morning weather report predicted winds of 20 to
30 miles an hour at 2,000 feet and an hour-and-a-half after
departure R101 was told to expect winds “... of 40 to 50 mph as she actually did – an increase of roughly 100 per cent” to
which he adds “... never, with or without the extra bay, had
R101 ever experienced weather approaching in violence
anything met with during this journey”. The paragraph
following suggests that this weather was worse than any other
airship, British or German, had ever experienced. [1]
He then continues, “On the day, and despite the
weather, Herbert Scott was true to his ‘press on’ reputation. In
his own words, he ‘decided the course, speed and height to be
flown’, and, setting off for India and with five engines
available to R101 for the first time for forward flight, he called
for the airship to be driven at fast-cruise with each engine set
at 825 rpm, to give a total of 2375 horsepower. The resulting
speed level, in trim, was 55.4 knots (63.8 mph), a good deal
faster than R101 – or R100 – had ever flown before for any
continuous period.” [2]
Assuming for the moment that Scott did not offer this
comment to save face in reaction to Air Ministry press releases
to which he took exception. In 1919, Major G. H. Scott was
commanding officer of R34 on that ship’s round trip flights
from Scotland to America and back to England. He pioneered
the idea of using the weather patterns to find favourable winds
to speed R34 across the Atlantic. He documented the technique
including a hypothetical example of a flight over France in his
paper Airship Piloting, which he presented to the Royal
Aeronautical Society in 1920.
In July 1930, Scott was Assistant Director of Airship
Development (Flying and Training), Squadron Leader Ralph S.
Booth was Commanding Officer of R100, Squadron Leader
Johnston was R100’s navigator and Mr Maurice Giblett was
ship’s meteorologist for the R100’s flight to Canada. The most

direct route was west from Cardington passing south of
Ireland. At that moment, a low pressure system was centered
over Ireland causing the potential of headwinds and rough
weather south of Ireland. [3] R100 flew north between Ireland
and Scotland over the Irish Sea passing around the north coast
of Ireland and gaining a following wind from the counterclockwise rotation of winds around the centre of the low
pressure. R100 utilized this ‘Low’ and a second Low over the
Atlantic to set a coast-to-coast westbound Atlantic-crossing
record for that time outpacing the then best westbound transAtlantic times of R34, USS Los Angeles, and Graf Zeppelin.
On Saturday, October 4th 1930 when R101 set out, Scott
was still A.D.A.D. (F & T), Flight Lieutenant H. Carmichael
Irwin was Commanding Officer of R101, once again Johnston
was navigator and Giblett was meteorologist. Again the
dominant weather pattern was an area of low pressure which
would result in headwinds and unfavourable conditions if the
most direct route was taken. And yet again a detour to the far
side of the low would have found favourable winds and benign
weather conditions. Only this time, for some odd reason, the
then established best practice was not followed even though
Scott, who had first identified and described it, was present and
in a position with some influence and authority.
There were differences in these two flight-plans, filed
two months apart: R100 was in no immediate hurry to depart;
R101 was flying to a deadline and a Saturday, 4 Oct 1930
departure date was stipulated by the fliers, bureaucrats and
politicians as the last possible departure date that would allow
meeting of their deadline; furthermore, R101 had to arrive in
Egypt about 46 hours after its scheduled 1800 GMT departure
time so that it could moor, host a dinner on board, re-gas,
refuel and depart for India the following morning. R100 was
unconstrained as to its route as long as it did arrive in Canada.
For R101 it was desirable politically that the Imperial
Conference delegates assembled in London saw and heard the
ship depart for India. It seems that the Air Minister [Lord
Thomson] and the Director of Civil Aviation [Sir Sefton
Brancker] planned to watch London pass beneath them before
eating dinner. It also seems that Paris was a desired checkpoint,
the reason(s) being more ambiguous.
On Saturday morning the weather forecast seemed but
mildly unfavourable to these plans. A weather report was
received on R101 via wireless an hour-and-a-half after
departure. It did predict stronger, unfavourable winds but
nothing excessive. Sir Peter’s Appendix 13 includes a list of
last flight sightings, 117 in number between departing the
Cardington mast at 1836 and crashing at Bois de Coutumes at
0209 the following morning. The summary states a “mean true
air speed of ...” 51.8 knots, mean ground speed, 28.9 knots,
and “average headwind component: 26.3 m.p.h. (22.8 knots)”.
There was no weather ‘front’ to penetrate. There were gusts
recorded (on the ground) of up to 50 mph but the consensus is
that the wind was horizontal and not particularly excessive;
total flying time turned out to be 7 hours, 33 minutes.
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The low pressure area was moving east north east while
R101 was flying south east so there was a convergence. It had
just started to rain as R101 departed Cardington and the rain
became heavier but not excessively so as R101 proceeded. By
the time R101 reached the area of Beauvais, it had been raining
there for two hours. The temperature declined at a rate of about
1°F per hour as the flight progressed.
The R101’s final flight is here compared to the first
east-bound trans-Atlantic flight of Graf Zeppelin in 1928,
which seems comparable as both flights were undertaken in
October; the weather predicted initially seemed favourable
until the flight itself and for other reasons that will become
evident. At the end of October, the forecast was for a dome of
high pressure to dominate the entire North Atlantic creating
following winds for the return flight to Europe if the ship just
followed the ‘Great Circle’ route from Newfoundland via
Iceland to the British Isles. Graf Zeppelin was scheduled to
depart Sunday, 28 Oct 1928, however, local conditions at
Lakehurst prevented leaving the hangar. On Monday, 29 Oct
1928 at 0100 the local winds subsided; passengers were
loaded, ground crew assembled, and Graf Zeppelin was
brought out of the [Lakehurst] hangar and departed at 0130.
Attaining cruising altitude, the ship flew north over
New York City and proceeded northeast with Long Island to
starboard and the mainland coast fading away to port. Airspeed
varied from 60 to 70 knots against a headwind of about 33
knots. By dawn, the wind let up “... and the flight became
smoother”. [4]
The sky had been clear from lift-off until morning,
however, by 0900 it began to get cloudy and choppier “ ... with
patches of low clouds and the rain showers, a sure sign that we
were approaching the extended trough that lay north south”.
Shortly before noon the ship arrived at the initial line of frontal
activity. The wind and turbulence increased in velocity.
Passing through this first line by 1300, a second line with
associated warmer temperature and rain was reached at 1400.
Half an hour later a third distinct front with still heavier wind,
rain, and warmer temperatures was crossed. By 1500 these
frontal areas had been passed and winds from the southwest
helped move the ship forward at between 70 and 80 knots.
Initially the sky was clear and blue, however, by 1600
fog was encountered. Initially the ship flew under the fog,
however, the fog base soon dropped to the surface of the sea
and the top was found to be higher than was desirable to fly
over. In 1928, well out to sea, there was no danger of colliding
with other aircraft, however, when shrouded in fog, the
accurate estimation of wind velocity and drift became
impossible.
The ship’s heading was east. Dr. Hugo Eckener
reporter: “The last known wind was southerly at fifteen m/sec
(29 knots) ... giving a drift to the north of thirty degrees. Our
actual track is therefore north east to east and would take us
as planned in a northern arc along our Great Circle route.
After flying for an hour through the fog as night fell, with the
ship as smooth and steady as a rock, it suddenly began to pitch
and lurch heavily from side to side. These disturbances became
stronger and stronger. The entire framework of the ship was
shuddering and I was compelled to slow the engines down to
half speed ahead to avoid violent motion and overstressing the
hull. In unstable conditions the speed of an airship contributes
to the load on the tail surfaces and the framework as a whole.
Never before in my entire flying career had I encountered
turbulent conditions so progressively large and enduring and I
was astonished by the resilience of the ship which took it all
without even breaking a single bracing wire.”
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One factor that almost certainly contributed to the
Graf’s ‘resilience’ and which gave it a unique advantage over
other airships is its use of gaseous fuel. An overlooked aspect
of this advantage was noted by Zeppelin Captain Ernst
Lehmann when making comparison between the Graf and her
predecessor Los Angeles in his book. [5] “The fourth
improvement was the absence of heavy supplies of gasoline,
which usually placed considerable strain on the frame of the
airship. On its Atlantic crossing, the ZR-3 carried a total of
thirty tons in gasoline tanks, alone equivalent to the weight of
a small locomotive hung up inside the frame. One can just
imagine the inclination of this weight to tear loose from the
airship when both are being shaken by a storm, and one can
easily realize the gain in safety resulting from the absence of
such massed weights.” This is possibly also a relevant factor
when comparing the two flights of Graf Zeppelin and R101.
However, on his east-bound flight, Dr. Eckener
assumed he was in an unexpectedly powerful storm, the result
of warm air from the south mixing with the cold fog and the
result of encountering these sudden violent conditions was that
the ship had been carried over land. At about 1830, “... after a
good half hour or more of the ship dancing and weaving ...”
there was some clearing in the cloud cover and it was
confirmed that the ship was over land. As the clearing
progressed and visibility improved, Dr. Eckener undertook a
“gross error wind check” by turning the ship into wind until
there was no drift either to port or starboard. The wind was
found to be blowing north and west and at “half speed” Graf
Zeppelin was being blown backwards at 13 to 15 knots. The
ship’s heading was changed to southeast and engine speed was
increased such that the ship began to gain ground in a north
east direction eventually exiting this storm system and finding
the favourable area of high pressure originally anticipated. The
ship’s specific location over Newfoundland would only be
confirmed later and it resulted in a calculation that, in the four
hours following entry into the fog/cloud cover, the ship had
been blown roughly 400 kilometres off track to the north while
making almost no progress east.
To summarize, in these two examples both ships
departed in locally poor weather conditions and anticipated
getting past the poor weather after a few hours. R101 had
specified check points to pass while Graf Zeppelin was free to
adjust course to fit circumstance. Soon after departure, both
encountered headwinds in a 20-30 m.p.h. range accompanied
by irregular gusts. R101 faced worsening conditions as it
progressed within the range specified above. Graf Zeppelin
actually encountered improved conditions for a brief period,
then crossed a frontal boundary and soon after was engulfed in
hurricane force winds which were unrecognized over the ocean
but became irregular and violent in the vicinity of the coastal
cliffs of Newfoundland. R101 apparently cruised smoothly
until reaching the area of ‘ridges’ in the vicinity of Beauvais,
just north of Paris. Graf Zeppelin was shaken and buffeted for
a half hour before confirming the cause, accurately
determining the facts of the situation, and undertaking a course
of action to escape the weather. R101 may have suffered a
structural fabric failure, was unable to cope with a challenging
local weather event, came to earth and caught fire killing 48 of
the 54 persons onboard. Graf Zeppelin continued on to
Friedrichshafen having survived a clearly more severe weather
episode than R101.
This Graf Zeppelin flight is considered the longest
standing record, for both duration and distance flown, by the
World Air Sports Federation (FAI) the 90th anniversary being
recognized by that group on 29 October 2018. [6]

Sir Peter Masefield’s research was undertaken over
several decades and was as meticulous as it was detailed. He
interviewed Programme participants, cites correspondence,
meeting minutes, memoranda and reports. Unfortunately, the
best effort of the most meticulous scholar will not come across
and report every significant detail. On occasion, details
included will be, either misunderstood, or their significance
will go unappreciated.
Two examples: SPM was the first to publish copies of
R101’s last flight radio messages including the Code Words
indicating engine status; however, he did not know the
meaning or significance of these words and mistakenly
repeated that the engine problem was not reported as found in
the official inquiry report. [7] Apparently he did not cite any
specific record of Lord Thomson instructing the installation of
2,630 sq ft of Axminster carpet weighing 1,052 lbs. in the
entry way and lounge; it appears at his request?! [8]
Finally there is the question of blame attached to Major
Scott and his press-on attitude. As reported by SPM, Air ViceMarshal Dowding, A.M.S.R. [Air Member for Supply and
Research] and Reginald Colmore, D.A.D. [Director of Airship
Development] both spoke in person to Lord Thomson,
following the last trial flight, on the evening of 2 Oct 1930.
Colmore confirmed the R101 was ready to go but suggested
leaving late on 4 Oct and convincingly explained how that date
and time would allow the crew to rest and prepare while still
meeting Lord Thomson’s schedule of events. Thomson was
thus satisfied that his agenda was being followed.
T.R. Cave-Browne-Cave, [TR C-B-C] in charge of
engine development for R101, asked Colmore about the risk of
leaving for India without having done a full speed test.
Colmore replied he had been told, “If the ship did not succeed
in getting the Secretary of State to India in time for him to
arrive home for the Imperial Conference, no further money
would be available for airship development and none would be
asked for”. [10]

On 4 Oct 1930, at the base of the mast, Thomson
cornered navigator Johnston and asked about the route.
Johnston responded, “I’ve plotted a course to London, then
across Kent to Hastings, over the Channel to pass just north of
Paris and then west to the Rhone Valley to Toulouse and on to
the sea at Narbonne”. [9] I submit that, once again, Lord
Thomson’s agenda was to be followed to his satisfaction and,
thus satisfied, he bade farewell to Louis Reynolds and went on
board. While this may not be the conclusion that SPM wished
to draw, it is the obvious conclusion to be drawn from the
entirety of the evidence that he presents.
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AIRSHIP DREAMS
A BEDFORD CREATIVE ARTS EVENT
THAT YOU CAN GET INVOLVED IN
AHT is partnering, and financially supporting,
Bedford Creative Arts (BCA) forthcoming event titled
"Airship Dreams". The event is being held at The Higgins
th
in Bedford, and was aimed to begin in time with the 90
Anniversary of the loss of the R101 in October 2020.
However, the outbreak of CoronaVirus has now
forced the opening to be moved forward into 2021. The
creative team is working on several airship-related
projects and the plan is that these displays and
installations will now be shown in the Higgins for six
months from March until October 2021.
One of the key areas is community engagement
and BCA are looking to work with AHT and involve our
members in this project. The idea is to pilot a scheme
using hand-held video technology, whereby AHT
members can publically display airship artefacts that they
possess which they would like to talk about ‘on camera’
via a computer or a smartphone.
With modern meeting and video-conferencing
technology, such as Zoom, this can be done in the
comfort of your own home with no personal intrusion. We
would only be looking for you to chat for about 5 minutes
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and to talk about one single airship-related item –
perhaps an artefact, a picture, a book or a postcard that
you have and to tell us why it is special to you. The
recordings will form part of the overall BCA audio visual
display, and ultimately be recorded for posterity in digital
media and archives.
The wonders of digital technology mean you don’t
even have to be in the UK so our overseas members can
also get involved. Please do! The more the merrier. We’d
love to see any items and hear stories that AHT
members would like to put on the historical record.
We would also like to start to create a digital online
museum of our members’ own memories of airship
history and how it relates to them personally. The
ultimate aim would be to put these online to share with
other members through our website. More details will
follow in due course.
If you wish to participate in this audio visual record,
and add a little bit of exciting airship history, then please
contact AHT Chairman, Alastair Lawson:

alastairlawson1@gmail.com
You can see his first AIRSHIP DREAMS video online at:

https://bedfordcreativearts.org.uk/airshipdreams/unboxing-video-by-alastair-lawson/

