HIGH STANDARD OF
OPERATION IS
OUR AIM

—Operations Manager

with the arrival of the fifth and sixth Boeing, Victor
November Yankee (VT-DNY) and Victor Novem-
ber Zulu (VT-DNZ) by May 1962, AIR-INDIA will be an
all-jet operator. The 1049’s will be withdrawn from all
routes and once again we shall standardise on one type - a
modern, up-to-date Inter-continental Jet Airliner. Techni-
cally, this is a great step forward and, of course, a very
necessary step if we are to operate successfully in the in-
ingl ional field.
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Modern high-speed jet aircrafc
alone are not sufficient because
almost all other airlines also have
them. These have to be oper-
ated efficiently if we are to ‘' de-
liver the goods.” The air tra-
veller of to-day is no novice;
he is well-informed and knows
exactly what he wants — what is
more, heis in a position to choose.

of operating techniques because
he knows that these are taken
care of by the training given an
procedures set up by the airlin
and other governmental agengi

Since the acquisition
ings last year, oyr
have received ne
of Simulator tsa

The present-day passenger ex-
pects an airline to offer him,
in addition to all the usual ‘frills’,

an on time departure at a con- all this trai
venient time, a smooth clear- Rs. 2.5
weather flight, comfort and per- money

sonalised service and, of course, ney
a smooth landing, on time, at {expe
the other end. ﬁle is no longer s

worried about safety or standard

, or will be
ieve high standards
and precision in
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o play. flhat they
aend do, during the flight
2 of difference to

e pa g o fly with us.
e, one“has to work hard to
a tickegbut that is not all,
have 10" ‘nurse’ the passen-

2 way through so he
fly with us again.

mencing from May 1962,
r entire net-work, involving
arly 10 million miles and 21,000
t hours of flying per year, will
be flown by Boeing 707 aircraft.
It is estimated that about 200,
000 passengers will fly by our
airline during 1962. "Publicity,
good or bad, really comes from
these passengers. It is said that
each passenger talks to at least
ten others about his flight. In
other words, about two million
people will talk about us in 1962,
For us in Flight Operations,
therefore, there is much more
at stake than mere profit or
loss—the art of flying, a job well

done and, above all, a reputation.
ht crews, headed by the

o
mmander, are the principal ‘Mﬂwﬂ“‘\‘k\

nd important representatives of =
the Corporation; they have a K. Vishvanath

r crews. Judging
mance so far, we
say that we are
g own against well-

ed international airlines,

an we in the Operations
sell the Airline? We
can do a great deal because the

17th Annual General Meeting of IATA
in Sydney, Australia.

Sir Hudson Fysh, Chairman of @ and i g Pr of
IATA, receives the conference gavel from Mr. Tata, who was acting on
behalf of the previous Pr during the ing ion at the I7th
annual general meeting of IATA, at the Chevron Hilton Hotel, Sydney.
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| A PAT AND A PARTY

| AIR-INDIA Restaurant on the first floor of T.H.Q. turned into a small
Staff-Sabha when 21 employees from our various Departments and Stations
| met at an informal gathering on the evening of 20th September, 1961.

At the party held in their
| honour, they got a pat on the
back from their immediate su-
periors and officers of sections
in which they work for improv-
ing their curricular qualifica-
tions.

Before congratulating them
on behalf of the Manage-
ment, on their performance at
the examinations held  during
the academic year 1960-61, the
results were read. (L. to R) S. V. Pinge, M.A., Public Relations. N. R.

Perhaps the most important of H. D. Barucha, LL.B., Accounts. V. D. Moort
them was a Peon from Calcutta,
who had reported his passing
the School Final Examination,
but unfortunately, could not at-
tend because of his mother’s
illness. This finalist was mis-
sed most.

Introducing the new gra-
duates and diploma holders the
Personnel Manager said that
when six years ago, permis-
sions were sought by staff to

| attend educational institutions (-~ tath.) Na ;TGN idhes e Com'fyeci
| to qualify for examinations, the 2 (A5 Delseute amant
Management had laid down
certain conditions, which, in the
context of today looked some-
what amusing.

He said it was somewhat
surprising that such permissions
had not so far caused any in-
convenience to the Sectional
Heads who had apprehended
trouble and they were now bet-
ter supporters of staff who are
anxious to improve their acade-.
mic qualifications than  the
Personnel Department.

(Contd. on page 8)

DEGREE

.. Stores. B. A. Mahajan, B. A,, CHQ (Admin.) S. H. Rege, B. A, Accounts,
Shahiwalla, BA, Stores, T. V. Ghirse, B. A., Stores.

CERTIFICATE

DIPLOMA

(L. to R.) S. B. Sawardekar, (Inter Arts), l S. M. delh. (Inter Arts), Head
Office. V. L. Gosalia, (Housing M: Personnel

to R.) C. Deans, (/ ical Engg.), (Business } O A. N. Ghorpade, (Civil & O
N. Khanderao, (Tailoring Course), Engineering. B. N Jawdekar, (Elem. Exam. in Drawing & Painting), Stores. V. M. Vaidya, (Elem. Exam. in Commercial Art ), Stores,
D. Daw, (School Final Exam.), Commercial (Calcutta.)
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Photographed before the start of the main Planning Committee
Meetings are (left to right) Mr. C. W. Nielson, Director of Commercial
Services, @QANTAS, Mr. W. Bray, General Planning Manager, BOAC,
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Mr. B. Bampfylde, General Manager-Eastern Routes, BOAC, and Mr.
A. F. Dubash, Planning Controller Air-India.

Tripartite Planners Meet

in London

E Annual Planning Meeting of the pool partner airlines,
A.LL, B.O.A.C. and Qantas, took place in London in

November.

It lasted for mnearly four weeks.

During the

course of the meeting, the Chief Executives of the three
airlines also held three meetings to resolve problems of

major policy.

Prior to the commencement of
the meeting. considerable amount
of statistical work was completed.
The results of the current year’s
working were also reviewed. The
estimates of the traffic available
during the next year were dis-
cussed and jointly agreed. The
revenue shares and the capacity
responsibilities  of  individual
partners for the year 1962-63
were then determined on the
basis of the agreed pool formula.
A complete pattern of joint ope-
rations was finally evolved to
meet the traffic requirements.

The operating plan of Air-ly

dia provides for seven services
week India|UK|USA with a re-
duction in the Transatlantic fr
quencies to three or four duri
the winter months; tw: i
India| Tokyo and one setvi
dia|Australia via Singapore
Darwin with Jakar
northbound  directio,
vice to Kuwait and
minating service 10 SMg;
another to Jakarta via
will be ope i

ras and
Only one
will be ope-
the partners with
f BOAC on the

ans envisage the partner
hieving an overall load
r of 56.2% on the routes

between UK. India, Hong Kong
and Australia. It is howevg
hoped that higher load factq
would be achieved.

-INDI.

ticketing facilities, .
trained receptionists
assigned to attend to
isitors at the Counter.

Air-India Pavilion, has
n designed by Architect Luc
Its parabolic design is
most attractively effective after

sunset, when it is illuminated
with lights.
The Pavilion, covering a

ground area of approximately
2,500 square feet, prominently
exhibits a unit of Boeing 707
seats alongside a 6-ft. cut-away
model of Air-India’s Boeing
707 Intercontinental ~Jet. In-*
formative charts and & rotating
photograph stand are also pro-
minently displayed in,tl}_e Pavi-

lion. s
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te Air Marshal S,
1961—the Ist death
shows (l. to r.) Air
, receiving the portrait
, Manager, Delhi.

Air-India presented an o
Mukherjee to the Indian Ai
anniversary of Air-Marshal
Marshal A. M. Engineer, Chiel
on behalf of I. A, F. from

G. M. Mr. B. R. Patel recently gave a cocktail party at Dorchester
Hotel, London. Picture shows (l. to r.) Sir Basil Smallpeice, Managing

irector, BOAC; Sir George Edwards, Executive Director, British
Aircraft Corporation; the G. M. Mr. C. O, Turner, Chief Executive
of Qantas, and Mr, Keith Granville, Chairman of BOAC Associated
Companies Ltd.

Ground Job For Former
Air Hostess

She was born on Christmas Eve
and so they named her Noelle.

Noelle Anklesaria, aged 22,
who joined us as Air Hostess in
1959, has now been appointed
receptionist in our Park Avenue
Office in New York City.

Even before joining Air-India,
Noelle had travelled extensively
in UK. and the Continent.

After studying for a commer-
cial course at Westminster
College in London, Noelle joined
well-known Dancer Ram Gopal
and his troupe and toured the
Continent for 6 months giving
performances in leading world
capitals. Noelle is an exponent
of Manipuri and folk dancing.

Noelle later attended Poitier
University in Vienne, France,
where she studied French, which
she now speaks fluentiy.

We wish Noelle all success in
her new assignmen. on Park
Avenue.
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ted to one commercial airplane.
Because of the heat and stresses
of mach-3 flight, few parts can
be “taken from the shelf”;
instead, most of the plane will

INSTALMENT -2

We continue the article entitled “The SST:

Next Step to Instant Travel” by George A. W. have to be designed from
Boehm, reproduced by permission of the Editor, ;cemlclg. Morffwer, there will
able ing

“Fortune"

magazine.

( Copyrigh Time Inc

The SST:

Next Step to Instant Travel

The task of designing the SST
would be much simpler if engi-
neers could draw on experience
with a large supersonic military
prototype. When they started
planning today’s jet airliners,
they could refer to some 25,000
hours of flight records logged
by comparable jet bombers.
But to date only one sizable air-
plane, Convair’s B-58 Air Force
bomber, has ever flown super-
sonically, and its longest flight
at mach-2 lasted just an hour.

at low speed. But the SST
must be designed to fit in al-
most unobstrusively with the
rest of civil aviation. [t mu:
cruise efficiently at high altitude!
yet hold at low speed near the
ground. It must be powe
yet not too noisy.
able to land safely and co

and ground tests. Yet much of
the design can hardly be tried
and perfected without hundreds
of hours of flight at cruising
speed.

The designers of the SST
cannot count on much help
from the mach-3 B-70 intercon-
tinental bomber, which is being
developed by North American.
Work on the B-70 began four
years ago, but since then the
contract has been cut back re-

compromises at every stage.
The airframe maker will ha
to tailor his design to matc

Yet their frontal area
minimal so that the
ill slice cleanly through
ir at cruising speed. The

wing, with its sharply
led leading edge and large
area, is pretty well suited to the
whole speed range up to mach-
3.  Most designers, however,

i . peatedly—most recently in a , 5
Hol= 5 somor. con e vt (AR R, e ik they S e 1o
ing engineers much about the Congress in April. It now seems periment  with “variable geo-
; conceivable that the SST will metry.”  That is to say, they

- reliability of structures, naviga-
tion, traffic control. and other
aspects of high-speed flight.

Man’s total flying experience
at mach-3 amounts to less than
ten minutes accumulated in
frantic dashes of the small X-15
rocket-powered plane. To be
sure, engineers expect to work
out many details of the SST by
theory. laboratory experiments,

be ready before the B-70.

An efficient SST will actually
be much more difficult to design
than a military plane with the
same cruising speed. Almost
every detail of a military design

#bber’ airplane.”

these  somewhat
requirements  will
more engineering work

comfortable, and hard to n has ever before been devo-

L

want to explore ways in which
the plane can be made to change
shape in flight so that its aero-
dynamic  characteristics  are
always suited to the particular
speed at which it is travelling.
Variable geometry in present-
day planes takes the form of
extendable wing flaps to in-
crease lift at low speeds and
retractable  landing gear to

IF “STARS

P’rinstance, wha‘ if HROUC

1
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D ORDINARY JOBS —

had never joined his brothers in a comedy act? He might have

P —
How soon will == Why not try No! Thﬂ’s_t;o bl:rankly, ]
. 4 . = surprised
Fligt 54 to the S ellow s | s Wa alratil stops at the | | When will it dcivcs
etroit !:e bus stop at the garage! Flight 77 at all!
leaving? Conrad Hilton? arrive?
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reduce air resistance when a
plane is off the ground.

For the SST, however, more
radical measures may be need-
ed. One scheme is to hinge the
wing tips so that they can be
extended for extra lift or folded
under for cruising. Another is
to telescope the tips and slide
them in and out. The most
extreme idea is to abandon the
delta wing in favor of one that
is more- or less conventionally
shaped but pivoted near the
fuselage. At low speed this
wing would be pointed almost
straight out like the wings of
piston-engine aircraft; as the
speed rises, it would be swept
back more and more sharply.
The problem will be to make
trustworthy wing-moving machi-
nery.

THE DANGER OF A BROKEN
WINDOW

For the first time in aviation
history, the construction of the
fuselage is going to be as critical
as that of a wing. At the cruis-
ing altitude of the SST—65,000
to 80,000 feet—atmospheric
.pressure is so low that the blood
literally boils. Of course the
cabin of the SST, like those of
most transports flying today,
will be pressurized so that the
passengers can breathe as easily
as they could in a mountain
city—e.g., Denver. But if, for
example, there were to be a
break in the fuselage, the sud-

den drop in pressure might be’

catastrophic. If a window were
to blow out, it might be pos-
sible to keep the pressure up
to- a point where passengers
would be able to survive by

MAGIC

opening wide the intakes that
admit fresh air to the cabin.
Passengers could breathe oxy-
gen from masks until the plane
descended to a safe altitude.
But if the hole were so large
that pressure could not be main-
tained, oxygen masks would do
good, for -oxygen could not
be absorbed by the blood.

One way to eleminate the
danger from a blowout would
be to bundle up the passengers
in pressurized suits. A more
practicable step would be to
make the windows very small,
thus reducing the internal air
pressure on each window and
also making it easier to keep
the cabin safely pressurized in
the event of a blowout. Some
SST designers advocate elimi-
nating windows altogether. To
make up for the loss of the view,
it has been suggested that each
passenger might be diverted
with a television screen moun-
ted on the rear of the seat just
ahead of him. Between New
York and Los Angeles he would
just have time to see a full-
length movie.

TIRED METAL

Tt should be possible to make
sturdy wings and fuselages out
of either titanium or stainless
steel, quite likely in the honey-
comb form. Some of the
titanium and steel alloys on the
market today will probably

temperatures well abov,
The question is: how

¢

ended up as an INFORMATION ’CI.E

I can't pardon
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No, | only W

z* inf
to " i

(o] ipping the
country, eh? If
's how you're
gonna behave,:
I
that

irlines Terminal ....

An affair with

who? Me — or

How much for the co-pilot?
afare...?
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they stand up under mach-3
flying conditions?  Engineers
remember only too clearly Bri-
tain’s Comet I, which in 1952
became the world’s first jet air-
liner. It was involved in a
series of disasters that killed
cighty passengers. The reason
for the Comet’s failure was
“fatigue.”” Any metal, when
repeatedly flexed, tends to grow
weak and suddenly rupture. In
the case of the Comet, fatigue
weakened areas of the aluminum
fuselage around the windows,
and the planes simply cracked
in half.

No one yet knows how fatigue
affects titanium and stainless
steel at elevated temperatures.
And the only way to find out
is to try the metals under simu-
lated flying conditions—i.e., put
skin and wing sections in,an
oven, heat them to the tem|
tures they will have to end
and flex them. Since th
will be intended for a li
of some 30.000 flying ho
since there are fewer thal
hours in a year, it will
least three years
night testing
fatigue

Alternatively, a
might be used
pirframe  sections

n  nonmetallic mate-
ill be needed for sealants.
lubricants, and hydraulic fluids,

FIVE

and it may be harder to find
substances of this sort that can
withstand the temperatures like-
ly to build up in various parts
of the SST. It may not be pos-
sible to use conventional hydro-
carbons derived from petroleus
In parts that will grow especial
hot, engineers may have

not need three

engine power;

thrust mainly to
climb, not to main ising
2,000-mile-an-hour
acceleratgpand climb
but not “three times
subsonic jet.
3 SST’s engines
e and almost twice

rs are not yet sure
y engines will be re-
_—four, six, or possibly
epending on their power
d the weight of the plane.

SUPERSONIC ENGINES
ALMOST READY

Two  likely-looking engines
are already almost fully de-
veloped: General Electric’s J-93,
meant for the B-70, and Pratt &
Whitney’s J-58, which has not
been assigned to any specific

plane.  They are considerably
longer than today’s airliner
engines, and the diameter of

their inlet and exhaust tubes
can be adjusted, like the retina
of a camera, to regulate the
flow of air over a wide speed
range.

On test stands both have
worked well with fuel little dif-
ferent from that now used by
the airlines, but their power and
efficiency will have to be stepped
up somewhat for an SST. The
standard military solution would
be to add an afterburner, an
extra combustion tube on the
rear of the engine that extracts
the last bit of power from the
exhaust gases. But afterburners
make a frightful noise. More
likely, the engine will be modi-
fied by the addition of a huge
fan that will surround the com-

%

Courtesy : Mad Magazine.

bustion chamber (see diagram
on page 6). Such fans, now
installed * on some airliners, in-
crease the thrust by moving a
large volume of air. Still more
thrust for mach-3 flight could
be provided by an additional
ramjet combustion chamber,
though engineers are not sure
this will be needed.

The SST’s engines will not be
so noisy as their power might
suggest. The turbofan is in-
herently quiet, because the air
moved by the fan emerges from
the duct at relatively low speed.
and the long inlets will to some

(Continued on Page 6)
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THRUST POWER OF ENGINE
TREMENDOU(SConinued from Page 5)

extent muffle the high-pitched
compressor whine that is cha-
racteristic of jet engines. In-
side the cabin, passengers will
be cut off from the roar of the
engines by the same insulation
that helps keep the <cabin cool.
For people living in the immedi-
ate vicinity of airports, however,
the SST is likely to be noisier
than today’s jet airliners. But
because the plane has plenty of
power in reserve, it will climb
steeply, and there will be com-
paratively little engine noise a
few miles from the runway.

BOOM!

Noise of an entirely different
sort, however, may make the
SST a nuisance, if not a down-
right menace. Any plane flying
faster than sound releases a
blanket of shock waves known
as a ‘“sonic boom.” Such
booms from supersonic fighters
have frequently broken win-
dows and cracked plaster in
buildings below. In August,
1959, at the dedication of a new
Ottawa airport terminal, an F-

104 buzzing the ground at super-

sonic speed smashed virtually
all the windows, twisted some
steel structural parts, and all to-
gether caused about $300,000 of
damage to the building it was
saluting.

There is a popular miscofigep-
tion that the boom occurs o
at the instant when an

sound barrier.
phenomenon continues
as the plane is flying stipe
All along lht;,l

of its g'reat speed; al-
he boom increases
a plane accelerates

from mach-1 to mach-1.3, it
gets only slightly louder as
speed increases above that level.
But the boom’s intensity is
closely related to the size of the
plane, and the SST will be at
least twice as large as the next-
biggest supersonic aircraft, the
B-58.

According to one view, the
SST will produce such a deafen-
ing boom that all ideas of build-
ing it should be abandoned
forthwith. Bo Lundberg, a lead-
ing Swedish aeronautical engi-
neer, says that if the SST were
to be flown, “never before in
history would so many have
been disturbed so much by so
few.”

But few aeronautical scien-
tists agree with him. Mo
the engineers now workidg
the SST believe gat th

cruising altitude

problem, 0 open
the pl supersonic
eeds bove 40,000

t.
cooperation

th th
timaty

ir Force, is now trying
st how much anno-

(Ensity  of boom  with
instruments and also recording
public complaints of noise. By
adjusting the results of their in-
quiry to allow for the larger size
of the SST, they hope to be able
to calculate the physical and
psyehological effects of its boom.

There is some doubt whether
the boom of an SST can be
accurately predicted from tests
of smaller planes. A group of
Boeing engineers strongly sup-
ports a new theory which holds
that the wings of the SST will
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above 2,000 miles per hour. The core is

which air is compressed to burn fuel.

Such
subsonic jets. By moving

by rotating fan blades.

The third ele
only at very high s

noise.

planes at speeds

al “Slirbojet engine in

Tl erging from the rear

s the air compressor.

. This air is accelerated

rge volume of air at moderate
jet without significantly increasing

d engine is a ramjet, which operates

the plane approaches cruising speed, the
trance to the duct will.be opened wide
the burners will be lit to heat the air passing

produce still greater thrust.

and hitherto un-

pward when the plane is cruising
50 as to get maximum support
from the thin stratospheric air.
As they plow through the air,
they will expose a broad surface
and consequently produce shock
waves of their own, which may
be even more intense than those
that come from the nose of the
plane. Some recent tests indi-
cate that the Boeing theory may
be at least partially correct.
Several Boeing engineers argue,
therefore, that no matter how
high it flies, the SST can be
used only on overwater routes.
This restriction would seriously
limit the usefulness of the plane,
and might make it wholly un-
economical for the airlines.
Unless the physical theory of
wing shock is definitely estab-
lished, the sonic-boom question
is likely to remain unsettled
until the SST—or a comparable
glane. like the B-70—actually
ies.

UP IN A HURRY

But for the time being most
engineers now working on the
SST are sticking to the assump-
tion that high altitude will solve

the boom problem. They are
plauning a piane that will climb
very steeply after take-off so as
to reach as soon as possible the
altitude where it can open up

at cruising speed.

The tremendous power of its
engines will enable the plane to
take off from a landing strip
no longer than those of today’s
international airports.  Passen-
gers may find all this power
thrilling—or terrifying—in the
initial stages of flight. They
will be thrust firmly against the
backs of their seats as the plane
starts to climb at an angle of
fifteen degrees—almost twice as
steeply as a subsonic jet air-
liner.  Within ten minutes or so
the SST will reach an altitude
of 40,000 feet; then it can acce-
lerate past the speed of sound.
About twenty minutes after
take-off the plane will have rea-
ched cruise, at a speed of mach-
3 and an altitude of 65,000 feet.
From that point, passengers can
relax, for the flight will seem no
faster than any other. Riding
its own shock waves—as a
motorboat rides its bow wave—
the SST will continue to
climb slowly until it reaches a
point about 200 miles from its
destination. Then it will head
down at an angle of about ten
degrees, decelerating to mach-1
and below. It will land less than
fifteen minutes later.

(T'o be concluded)
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IN THE LAND OF KILTS,
KASTLES AND KATTLE

by B. B.

ARR[VING in London
cold, wet, late October
morning, with the tempera-
ture 40°, my hopes for a
wonderful vacation were
receding — but, not for
long. The next evening I
found myself on a coach to
Edinburgh, chief city of the
land of the Kilt.

The coach journey from Lon-
don to Edinburgh takes fifteen
hours with appropriate halts on
the way, and it is always more
exciting than travelling by train
—what is more, it costs less.

The very first thing a visitor
notices on arriving in Edinburgh
is the entire change of atmos-
phere. People are really friendly
with a distinctive sense of
humour. Besides, the Scots are
renowned for their rich accent.

Edinburgh, the capital of
Scotland, is glorious as well as .
gracious. Its history lives in
the Castle, the Palace of Holy-
rood, and the incomparable
Princes Street with its Scott
Memorial.  In comparison, the
Champs Elysees of Paris pales
into insignificance as a thorough-
fare. One is always conscious
of the Castle especially, set in all
its majesty high above the town.
The Edinburgh [nternational
Festival, held in the autumn, is
truly ‘international’ in concept.
Yet one is never far away from
the most moving of all sights and
sounds—the pipes and the drums.

The visitor now moves north
to Perth, a distance of 14 hours
by a train which passes over the
Forth Bridge, spanning the Firth
of Forth. It is over a mile and
a half in length, the three main
spans consisting of double can-
tilevers, and at its highest point

Patel

the bridge is 360 feet above the
water. It is, indeed, a marvellous
feat of engineering, considering
the fact that it was constructed
at the end of the nineteenth
century.

Perth contrasts acutely with
the hustle of Edinburgh. The
bridges over the River Tay and
the entrance to the river are
some of the sights that hold
one’s attention. Coming back
to Edinburgh I had to say ‘au
revoir’ to this land of ‘Kilts and
Kastles’ (if only I knew there
were some more waiting for
me on the way), yet it will be
very difficult to resist the invi-
tation of the Scottish song:

‘Will ye no come back
again?

Come  back _ye,
awaits thee.

A coach ride of about 5 hours
brings one down to Newcastle
on the-way to York, a further
travelling time of 4 hours. It
was a Sunday morning when 1|
ventured into the streets of this
centuries old, historically famous,
and beautiful city. The sun was
shining brightly and the people
cheerfully out walking in their
Sunday best. Lovers arm-in-arm
and children marching along the
castle walls. In fact it was

Scotland

-—as English as the English the;
selves.

Rising over the top g
is the Cliffords Towe
ruins of it) w
time, people
Looking insi
in the wal

contrast is
where relicg
turies old

Mrs. Nirmala Ramachandran, e

of Mr, S. Ramachandran, Mad

first copies of the book on Bhar;

brought out by the Madras Musi
Chatophadyaya, well
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city streets of an era long forgot-
ten, yet preserved in its writing.
Walking along the city walls
gives one a panoramic picture
of this city of spires, among
which the York Minster is out-
standing. There is also a railway
museum to satisfy the curiosity of
enthusiasts of the iron road.

The train journey from York
to Cardiff takes 6 hours, pass-
ing through Sheffield Chesterfield
and Derby (Midlands) and far-
ther on through Birmingham,
Gloucester and Newport. One
sees, on the way, miles and miles
of the purest green coupled
with the golden autumn hues.
Again it is a scene of domesti-
city, signified by the colourful
washing fluttering in the breeze,
coupled with the serenity of na-
ture as shown by the sheep and
cattle grazing peacefully on the
verdant pasture. It is a si
does not readily forget and
yearn to see again.

People in Cardiff ar
very friendly and th
accent is very musical,
rhythm of a waltz,

finds genuine wa,

enjoying
pitalifyed
W

Boarding a coach to Slough, 1
passed through Newport, Chep-
stow and Cheltenham, and fur-
ther on to Reading. It was very
interesting to study the names
of the picturesque inns on the
way, such as the Cock’s Inn, and
the Calcutta' Inn—the latter con-
firming the fact that it’s a small
world.

One must not forget one more
castle—to wit, Windsor Castle.
Its spacious grounds remind one
of the grounds surrounding the
Palais de Louvre in Paris. The
imposing statue of Queen Victo-
ria outside the castle looks down
on the multitude of cars and
people flowing by, as she surveys
the modern architecture of
buildings vying with the age old
rock foundations of the castle.

Continuing towards ~ Slough,
one comes across Eton College,
an institute renowned for its
traditions, particularly the pedan-
tic attire of the scholars, which
distinguishes them from the
common herd.

At last my wonderful vaca-
tion was over and I had to
pinch myself to find out if I
really was back in London.
Frankly, I still cannot decide
whether it was the Kilts, the
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Kastles or the Kattle that I en-
joyed most, but the following
words keep on ringing in my
ears. ;

“Waal, laddie..coom dooy,
again. The hills of Sec

land await thee and s
the Kastles”.

Mr. B. B. Patel

Qur subject recently has been

On furlough from Accounts, —
Machine —

Maybe of him you've not heard
tell

Despite his name: it is PATEL

With subtle difference youw'll
agree :

For his initials are “B. B.”!

Whilst in these Isles, he blazed
the trails

By coach, through
Scotland, Wales

With canny Scot was much im-
pressed

— I do believe he liked

England,

them

best

The skirl of pipe and beat of
drum

Was music to  our erstwhile
chum —

The Welsh he thought a matey lot

Despite the cunning ways they've
got

He even praised their lilting
tones

— He hasn't heard our Frede-
rick’s moans —

Those English, on the other
hand
He thought them snooty, cold

and bland

All swathed in protocollic aura

So baffling for the foreign tourer.

Thus, mind refreshed by pastures
new

He yearns to share with me and
you

His views on kastles, kilts
kattle

Plus chitter chat and titile tattle.

So, fully genned on Taff and
M

and

Authority on Sassenach,

His idle jottings proudly pro-
ffers,

To swell the Magic Carpet's
coffers.

—MI1Z
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You’ve heard the rhythmical

bone connected to the thigh bone, the thigh bone connected

to the hip bone . ..”

In this day of jet-age vocabulary, if one attempted to write

MAGIC CARPET

Vocabulary
Key To Jet Age

old ditty about “. .. the knee

new lyrics to pertain to a
modern jet giant such as the
707, the words would hardly
come out as simple and clear
as those of the original ver-
sion:

“The turbojct connected to the
engine pod, the engine pod con-
nected to the wing strut, the strut
then connected to the aeroelastic
wing. . . . Now hear the words of
the ]et ”

Words of this jet-age language
have definitions Webster never
dreamed of. Out of necessity, jet
designers and engine: have had
to build a new world of words to
go along with the new age of
flight. Imagine the difficulty an
engineer might have, for example,
irying to describe a landing or
takeoff if words and phrases such
as “spoilers, thrust, leading edge
flaps, or water injection” had
never been coined.

Hence a special vocabulary for
this new era of travel. And here-
with is a streamlined dictionary of
some of the terms.

Swept Wing—A wing that slants
backward from wingroot to wing-
tip, enabling it to cut the air more
easily and approach closer to the
speed of sound, while still being
thick enough to have the neces-
sary capacity for fuel.

* * *

Mach Number—
Describes the re-
lation of the
speed of an ob-
ject to the speed
of sound, Mach
1. Thus Mach .90
is 90/100ths the
speed of sound.
Named for Aus-
trian physicist
Ernest Mach.

* * *

Stratosphere—The portion ’he
atmosphere seven miles aboveé t!
earth, where atmospheric temper
ture remains relatively constant.

(Contd. from page 2

The Sectiona] Heads
followed in tion had a
word of praise the €boys
and seem preciative
of the Ma olicy in
this m: s them-
selves of them on

ilst  briefly
i hlmself and his

prove their quali-
before or after a hard

—All the at phere
below the stratosphere. A wide
range of weather is present in the
troposphere.

Spoilers—Hinged plates attached
to the top of the jet airliner’s
wing and hydraulically raised and
lowered. These plates help bank
the plane when raised only on one
side, act as brakes when raised on

both sides at once. Raising the

spoilers in landing places t'he full

weight of the airplane on the

wheels so that brakes can be used.
* * *

Pod—The part of a Boeing jet
airliner containing the jet engine
and accessories, suspended on
struts forward and below the
wing.

* * *

Shock Waves—Waves formed by
the pile-up of air at the point
where the air reaches the speed
of sound in relation to the air-
plane. Sometimes these waves are
visible on the wing as thin lines
of light and dark which parallel
the leading edge of the wing.

Thrust—Force p
engine, expressed 1
horse-
r hour at sea

special mixture of
ressed air against
ine. A toy balloon blown
leased is a rudimentary

3 Courtesy : Boeing News.

y’s work in their respective
spheres at the cost of their
leisure for which the city pro-
vided many temptations.

They were agreed that it was
not so much the desire for
promotions as for improving
their intellectual standard by
filling in gaps at the point of
their school leaving and the in-
nate quest of knowledge which
they felt would widen their out-
look and arm them with a new
philosophy of life.

vmu-ef a fashion show rmtl
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el obligingly puu by our airc
cameram:

dliness, the Air-
plane crews take
among those of
airlines we have
on so far on
writes Publisher
in his

etnp”
rt D. Lusk
aily Plainsman.

Mr. Lusk and other editors, re-
presenting the National Editorial
Association, were recently on a
study mission. This is one of
Mr. Lusk’s reports on the con-
ditions editors are finding on
their travels.

“To be sure, we had more time
to get acquainted with them.

We boarded an Air-India
Super Constellation plane at New
Delhi bound for Moscow. Air-
India plans jet service on this
run next year, but it is still prop
this year.

The flight took a total of 13
hours plus two on the ground at
Tashkent where we went through
Russian Customs. After Tashk-
ent, which was reached in a five-
hour flight out of India and over
the rugged Himalaya foothills in
Pakistan and Afghanistan, many
of the passengers had left and
the plane was only about half
full. It was then that things got
real informal. It was like old
times in the 30s on Hanford and
Mid-Continent Airlines in South
Dakota.

tops “ for friendliness
s U. S. Journalist-

”

The crew came back and
visited with the passengers. [
was invited up to the cockpit to
watch the sun setting straight
ahead as we nosed west toward
Moscow.

When the evening meal had
been served, the crew showed us
how to take the partitions from
between the seats, so we could
lie down, cover up with blankets
and blankets and sleep.

There were a number of Rus-
sians on the plane. but, as usual,
they didn’t mingle with the
others. Also, when in Russia
there is a tendency among the

rom to
cllng a bit to one another. So
we got well acquainted with the
Indian.  English-speaking crew
and the stewardess who was
quitting her job in a month to
marry and go to Akron, Ohio,
to live.

Intourist assigned us to the
Hotel Ukraine and as we were
checking in. we were happy to
see the whole Air-India crew
arrive there also.

They stayed until late the next
evening when they took off on
their return trip to India. Mean-
time, we had “‘old friends” in
Moscow—and that is comforting.

We shook hands all around
as they left for their plane and
everyone wished everyone else
happy journeys.”
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