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On the sea the prospects for 1919 are
no less favourable.  Announcenient has
officially been made of the recent with-
drawal of many vessels from the list of
troop transports, and to this number
other ships are being added almost daily.

The next few months will undoubtedly
bring many developments in the Aus-
tralasian Mercantile Marine. These de-
velopments will include the reopening of
mail and passenger routes, the resump-
tion of inter-State steamer trade, an
augmentation of the New Zealand ser-
vices and the return to these waters of
many old favourites, such as the Ulimaroa
and the Maunganui.

Winter travel to Northern Queensland
and the Pacific Islands—always attractive
to those seeking rest and recuperation—
will, we expect, be restored at a compara-
tively early date. ,

Simultaneously, we may hope to see the
introduction of provisional services to
Singapore and the Far East, while to the
Sydney-San Franeisco run one may at no
far distant date welcome the return of
‘such popular trading vessels as the
Marama and Tahiti.

The Vancouver service will most prob-
_ ably be maintained as at present by the
Niagara and Makura..

We hope in our next issue to publish
official statements concerning the plans
for 1919 of the P. & O. and Orient mail
lines, also those of the Blue Funnel, Aber-
deen, White Star, New Zealand Shipping
Company, Shaw, Savill and Albion, and
other popular passenger lines.

Further, it is by no means unlikely that
shipping companies long established in
other countries may decide to extend
their services to Australasia.

In our Navy many important develop-
ments are confidently anticipated, includ-
ing the entire reconstruction of the Naval
Board.

The Naval Secretary informed the
writer a few days ago that the Australian
battleships, destroyers, and cruisers will
return to home waters immediately upon
release, by the British Admiralty, from
service with the Imperial Fleet, and that
arrangements are already well in hand for
the welcome of the returning crews
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Still more recently comes the cabled re-
port of a statement in London, by Sir
Joseph Cook, Minister for Navy, that our
warships will shortly be overhauled and
will return to Australia early in 1919.

Further, although no official announce-
ment has yet been made, it is the general
belief that a powerful British Fleet, com-
prising the latest types of heavy ships and
other units, will shortly visit the British
Dominions.

Later advices indicate that if such a
tour be definitely undertaken the Fifth
Battle Squadron—comprising vessels of
the Royal Sovereign type—and a battle
squadron consisting of ships of the Queen
Blizabeth class, will participate.

That we shall shortly welcome to our
shores Admiral Lord dJellicoe is defi-
nitely promised, the objeet of his visit.
being to assure for our navy the greatest.
possible degree of uniformity in organisa-
tion, training types and material, on lines
to ke followed throughout the Dominions
of the Empire.

Sir Joseph Cook will, we understand,
return very shortly to Australia, and is
expected to arrive in time to welcome Sir
Lionel Halsey, who, it is officially an-
nounced, is to come to Australia as Vice-
Admiral to our Fleet.

* #* * *

Certainly, no less rosy is the future in
Australasia of Aviation, the development
of whieh—in other countries—is proceed-
ing with gigantic strides.

Of the more r.cent achievements and
projects, the prineipal are summarised in
another portion of this journal.

During the last few days we are ad-
vised of the formation or of the proposed
formation at an early date of an Inter-
national Air Board, an International Air
Conference, an Air Council and an Air
Ministry.

Speaking at Manchester recently, Sir
William Weir, President of the British
Air Council, affirmed that the best inter-
ests of civilisation would not be served
by keeping civil aviation as a Government
monopoly.

The Imperial Government has drafted
a scheme for an International Air Board
‘which, if approved by the Allies—to
whom it has already been submitted—will
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“AUSTRALIA WILL BE THE LAST!”

THE HON. WILLIAM WEBSTER, P.M.G.,, ON AERIAL
MAIL SERVICES

An interview, brief, but of peculiar
interest to readers of Sea; Land and Air,
took place recently between the Ilon.
William Webster, Postmaster-General of
the Commonwealth, and the editor of this
journal.

The interview was held in the Minis-
ter’s room at Parliament House, Mel-
bourne, on Friday, the 13th of December
—an ominous date which in itself may
have deterred a more superstitious scribe.

The following dialogue ensued:—

The Interviewer: *‘We should be glad,
Sir, to publish an official statement re-
garding aerial mails.”’

P.M.G.: ‘T have no statement to make.”’

The Interviewer: ‘‘Much publicity has
been given to the projects put forward
by Mr. Reginald Lloyd, and I have this
morning seen details of yet another
scheme by a returned airman who pro-
poses to establish similar services be-
tween the prinicipal cities of Australia.
May I ask whether the Government is
likely to co-operate with these private
concerns in the transport of mails; and if
so, to what extent?”’

PM.G.: ““1 do not intend to ask the
Government to stand behind any scheme
which is still ‘in the air.” ”’

The Interviewer: ‘Do we understand,
Sir, that the Government will wait until
aviation is carried out on terra-firma?’’

PM.G. (smiling) ““I’ll put it another
way.—Lloyd came to me some time ago
with certain proposals. I told him I could
not entertain them in that form, but if he
cared to submit them in concrete form I
would consider the matter. He did so,
and 1 gave him my decision. I am not
the sort of man who holds one opinion to-
day and another to-morrow on the same
subject. The whole question of aerial
mails is absolutely impracticable so far
as this country is concerned.’’

We meekly suggested that aerial mail
services are already in operation in nearly

every other country in the world—Ger-
many ineluded—and that it appeared
that Australia would be the last to come
into line.

Mr. Webster corrected this statement,
averring that other countries had not yet
definitely adopted this method of com-
munication; they were merely considering
it—“and that’s a very different matter.”’

Unabashed, we now instanced the case
of our immediate neighbour, New Zea-
land; whereupon Mr. Webster replied,
somewhat impatiently: ‘“That’s got.
nothing whatever to do with Australia.”’

The Minister admitted, not ungrudg-
ingly, that aero mails may be of some
practical value in densely populated coun-
tries where short journeys are entailed,
““but here in Australia, with our sparse
population and long distances between
big mailing centres, the whole position is
as different as night is from day.”’

“You said, just now,”” concluded Mr.
Webster, ‘‘that Australia will he the last
country to encourage aerial mail services.
Let me tell you that, unless I'm very
much mistaken, Australia will be the lact
country in the world to require them.
I'm not disparaging or discouraging thesa
schemes ; let the promoters go ahead and
show the Government what they can do.
If they succeed in what they claim—well,
then will be the time for me to ask the
Government to consider the question of
cost and co-operation. At present the

- whole thing is experimental. Good day!’”

¥ * * *

We have decided to print the above
report, not for its news value, but because
a year hence when the reader takes down
his bound volume of Sea, Land and Air
from his bookshelves, and turns back to
this page in a retrospective moment, we
imagine that, in the more enlightened
days that are now dawning, the one-time
official views reported therein will afford
sonsiderable entertainment.













592

BOUGHT

The report of the Royal Commission
o1 Navy and Defence Administration in
regard to the purchase of the Shaw Wire-
less Works at Randwick, New South Wales,
a copy.of which has reached this journal,
makes particularly unpleasant reading.

The report of the Commissioners is
divided into 77 paragraphs, while the evi-
dence taken thereat covers 94 closely
printed foolscap sheets.

Six days (from November 12th to 18th)
were devoted to the taking of evidence,
and 26 witnesses were examined on oath.
On December 9 a printed copy of the pro-
ceedings was laid upon the table of the
House, and thereafter its contents became
public property, and were reprinted by
many sections of the Press.

As could be expected, these revelations
gave rise to a considerable amount of
mud-slinging, and a good deal of public
comment. But  comments, whether in
verse, caricature, or leading article, will
in no way affect a transaction which was
definitely concluded as long ago as August,
1916. Moreover, the circumstances sur-
rounding this transaction have already
been fully investigated and reported upon
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to His Excellency the Governor-General
by a Commission appointed for that
specific purpose.

Of the three central participants in the
sale and purchase of the Shaw Wireless
Works, this journal intends to say little
or nothing. Father Shaw is dead, and
may not be publicly defamed; Senator
Long has tendered his resignation from
the Ministry, while, by withholding his
own resignation, the Honourable dJens
August Jensen, erstwhile Minister for
Navy and later Minister for Customs, was
expelled from his office by the official
decree of the Governor-General.

The fact with which we are chiefly con-
cerned is that such a sale and purchasc
should ever have been made possible. We
are even more concerned that no similar
blunder shall be made possible in the
future.

In the following motes contributed
under the title, ‘‘Wireless and Trouble,”’
by one of our readers, who, we may add,
occupies a high position in wireless mat-
ters, the situation seems to be presented
very clearly

WIRELESS AND TROUBLE.

- Ever since wireless was first introduced
to Australia it has been accompanied by
trouble for all econnected with it.

- A few years ago there was the fight
between a British system and a German
system, which ended in German apparatus
being ereccted at important strategic
wireless stations in Australia and New
Zealand by German engineers, the last of
whom returned to Berlin in the year 1914,

© After that came the long drawn-out
struggle between the British system and
Government, which, together with the ex-
traordinarily high cost of the stations
crected under its ‘‘own’’ system cost the
Commonwealth far more than it would
have spent in the erection of stations
containing a well-known and well-proved
tvpe of British apparatus; and, moreover,
the cost of maintaining and repairing the
apparatus in subsequent years would have
been far less. ‘

The crowning effort was the purchase
for £55,000 of a factory, which had been
a notorious financial failure, and over

which the directors were glad to give an
option for £25,000.

If the inner history of all this were
carefully examined the examiner would
discover that all these troubles arose out of
the encouragement of German industries
and the lack of support given to British
Jndustries. If the German had been told
to keep his hands off Australia he would
not have been able to lay the foundations
of all the troubles which have surrounded
the early stages in the development of a
wonderful and beneficial art.

Now that the lesson of German intrigue
has been vividly impressed upon us and
the Hun has been put in his place, we sin-
cerely hope the art of wireless communi-
cation will be permitted to develop among
our own people without all the sordid
troubles which have hampered it in the
past. There is so much to be done in the
direction of both peaceful and defence
development that there is room for
everybody to do his best provided he is
honest and provided he is British. (No
others need apply.)
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SHIPS THAT HAVE PASSED

Especially Written for ‘‘Sea, Land and Air”’
BY CAPTAIN ]J. H. WATSON, J.P, F.R.AH.S.

(All Rights Reserved)

if one may judge from the speeches
made at the recent laying down of the
keels of vessels that are to be built in the
Commonwealth of Australia, to fill the short-
age of ships to carry its commerce, it would
appear that the speakers, in some instances,
‘were under the impression that they were
taking a part in a ceremony which was an
inaugural step in establishing a unew in-
dustry. But such was not the case, for
they were reviving a very old and import-
ant craft, which stern necessity, caused by
the war, had compelled those in authority
to undertake. Not only was New South
Wales noted for its shipbuilding yards,
but the timbers grown in her forests and
used in construction, were among the best
in the world. Sydney, the Hawkesbury,
Brisbane Water, the Williams River and
the Manning River, had great reputations
as ship producing ports eighty years ago,
and down to the period when iron and
steam made shipbuilding an unpayable in-
dustry.

The First Australian-built Ship.

The first vessel laid down in New South
‘Wales, to assist in developing our resources,
was one of 185 tons, built at Sydney by
James Underwood, in a yard which was
entered from what is now (George
Street, but then known as High Street,
and Sergeant-Major’s Row, and situated
behind the present offices of the Bulletin.
'This vessel was named the King George,
and took the water, when launched, about
where now stand the offices of Messrs.
Gibbs, Bright & Co., all this portion of
Pitt Street being on ground reclaimed
from the Cove. This vessel was launched
early in 1805, two others were built
about the same time in the Cove, at the

Government Dockyard, which was situated

just north of the Commissariat store, on
the western side of the Circular Quay.
©One was the Government cutter Integrity,

of 59 tons, launched January, 1804, having
taken 16 months to build; the other was
a brig named Portland, of 160 tons, These
were built to carry stores on Government
account to Norfolk Island and Van Die-
man’s Land.

The shipbuilding industry progressed
with settlement, and the next place to show
signs of activity was the Hawkesbury River,
where some of the largest vessels claiming
Sydney as a home port, in the seecond and
third decades of the last century, were
built, near Pitt Town. Those acquainted
with the river of to-day would say that
it was impossible, owing to the shallow-
ness of the water.

Captain Hunter, of H.M.S. Sirius, sur-
veyed this river in 1789, and at 20 miles
from the entrance, gives the depth as be-
ween 6 and 7 fathoms. As settlement pro-
gressed, and the surface soil was broken
up to put in the crops, the heavy floods
which were frequent, carried the soil into
the river, leaving it too shallow for any-
thing but the smallest craft. The man
who was responsible for the Hawkesbury
becoming famous for the ships that were
there built was John Grono, who, when
he died on May 4, 1847, was interred in
the old Ebenezer Church burial ground
at Portland Head. This Presbyterian
Church is the ‘oldest place of worship
standing in Australia, having been built in
1809. The inscription on the headstone
which marks his grave, reads: ‘‘Captain
John Grono, R.N.”” This deseription of
a revered father was no doubt what the
unsophisticated natives of the Hawkes-
bury thought their parent entitled to.
How. they arrived at this opinion can be
best gathered from a sketch of his career.

Captain John Grono.

John Grono made his advent into Aus-
tralia as a seaman on H.M.S. Buffalo, in
May 1799 (not to be confounded with a
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Water. The last vessel to leave the stocks
at Blackwall was the steamer Greycliffe,
for the Watson’s Bay Ferry Co., and
silent and empty is that once busy spot. A
visit made to it recently is responsible for
a melancholy feeling which came over the
writer, on entering that great shed,
under whose roof activities for two gener-
ations had full sway. Excepting the men
and their tools, everything was as it had
been when the last-named vessel left the
ways. The frame saws, rusty and dilapi-
dated, with spare saws in the rack, travel-
ling cranes, windlass and gear, and all
the paraphernalia necessary were here. In
the adjoining blacksmith’s shop there
were the forge, the bellows, the anvil;
there were the benches with the attached
vices, and various bits of metal, lying
about just as if waiting for the men to
pick them up and go on with the inter-
rupted work, in fact everything was there
except what Longfellow deseribes in
““The Building of the Ship’’:

All around them and below,
The sound of haminers, blow on blow,

Yes, nothing disturbed the deadly
silence excepting the occasional lap, lap
of the water on the ‘‘ways’ which ran
out into it. Why such things should be
seented incomprehensible; ‘‘the oldest
inhabitant,”” on the epot, just shrugged
his shoulders.

Korff, of Coff’s Harbour.

My John Korff, who came to Sydney in
the thirties, was a great acquisition to the
port, and to the time of his death, in De-
cember, 1870, he figured largely in the
shipping affairs of the port of Sydney, in
which he played an important part. As
his history has not previously appeared in
print this seems a fitting opportunity to
give a sketeh of it.

John Korff no doubt was of Seandin-
avian origin, but was born at Hackney, in
the north of London, on September 7th,
1799 ; later he lived at Blackwall, on the
Thames, where, on December 12th, 1821,
lie married Mary Gordon. In the Royal
Dockyard at Deptford, which is just op-
posite Blackwall, he worked as a ship-
wright, and qualified to fill the positions
of shipbuilder and marine surveyor in
Sydney when he arrived here in the early
thirties.
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The late Mr. A. B. Portus, in his ‘“Early
Australian Steamers,’” relates the story of
the building of the steamer Ceres on the
Williams River in 1835, and of her being
fitted with engines made for her on the
Clyde, of 80 horse-power. She had a brief
career, for she was lost on the night of 30th
August, 1836, between Broken Bay and
Newecastle, foundering, after striking the
rocks, in four fathoms of water.

It was now that Mr. Korff’s practical
knowledge came in, and having, in con-
junction with Mr. Edye Manning, pur-
chased the wreek, he set to work and got
the engines and boilers out, and from the
timber recovered from the hull he built,
on the adjacent beach, a 61-ton cutter,
and sent the engines to Sydney by her.
This little eraft was long known on the
coast under name of The Rorer’s Bride.
The boilers were made water-tight, and
taken in tow, but when nearing Sydney
Heads they broke loose angd were never
found again.

To utilise the engines, Mr. Korff built,
at Raymond Terrace, the Vicloria, in
which they were placed, and this
vessel was a favourite Hunter River
steamer until eclipsed by the English-
built steamers Rose, Thistle, and Sham-
rock, when she was sent to the East, and
there sold. She was put into the Singa-
pore and Penang trade, but interest in her
ceased with ber departure from Australia.

Vietorian readers will perhaps be in-
terested in a steamer which, for many
years, ran as a ferry boat from Sandridge
Pier to Williamstown. The writer has
frequently crossed Hobson’s Bay in her,
over 50 years ago, when out for a Sunday
morning blow. She, like the Victoria, was
built by Mr. Korff at the Raymond Ter-
race yard, on the Hunter River, and her
engines were made by Mr. John Struth, at
his works at the foot of King Street, this
being the only place in 1840 that could
construet marine engines. This paddle-
wheel steamer was named the Kangaroo,
and was intended for the Parramatta
River trade, in which she ran for some
time. After this she had a varied career,
finally settling down on the Hobson’s Bay
run. Possibly she is still doing duty there.

It has always been contended by the
family and descendants of Mr. John Korff
that he discovered what is now known as
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AT THE CENTRAL FLYING SCHOOL

EDITOR OF SEA, LAND AND AIR GOES JOY RIDING.

The safety factor has been increased enormously.

In the latest biplanes, which are fitted

with two, three and even four sets of engines, one is probably as safe as, perhaps even

safer than, he would be in an express train.

On December 11th, two days before the
above lines were printed, the present
writer visited the Central Flying School
at Laverton, Victoria, and was taken up
on two flights in the type of aeroplanz
referred to. ,

On December 14th, the date on which
the above report appeared in the Argus,

the writer made a journey in an express
train.

The first journey was made at an aver-

age speed of 60 miles per hour, the second
at approximately 30.

We reproduce below facsimiles taken
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(1) The “Dangerous” (?) Way.
Self-Exp

—Melbourne Argus, December 14, 1918.

from our notebook on both occasions, the
first being written in the air on December
11, the second on December 14, while
travelling undeér conditions which, aceord-
ing to the railway authorities, constitute
the acme of modern comfort.

The reader is invited to compare the
steadiness of the former with the jerki-
ness of the latter, and then decide for him-
self as to which of these two modes of
travel would appear to be the more com-
fortable and which the more likely to be
generally adopted in the days when Loth
become equally possible.
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(2) The “Safe” Way.
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heavy fur-lined flying-coat, a leather cap
with protective ear flaps, and the regula-
tion goggles, is not altogether compatible
with the apparent immobility of the plane.
Moreover, with the finger of the speed
indicator wavering between 58 and 62
miles one is forced to realise that things
are not quite as they seem.

Just as the albatross hovers above an
ocean-going vessel, making, say 20 knots,
and, while apparently motionless, cou-
tinues to keep pace with the ship, so does
the aeroplane fly across the heavens with-
out any apparent change in the landscape
two or three miles below it.

Only once during the two hours’ flight
did we appreciate something of the speed
at which we were moving. Ploughing its
course up Hobson’s Bay in the direction
of Williamstown was a large cargo vessel,
which moved at a speed manifestly no
greater than our own. But when our
shadow darkened the surface of the water
near this steamer and then literally
streaked past it one experienced a little
of the exhilaration of headlong flight
through space.

Presently, though all too soon, our
pilot, by a downward gesture of the hand
and an interrogatory uplift of the eye-
brows, invited us to indicate whether we
had had enough. Al reluctant nod of
assent from ourselves, a sudden compara-
tive silence caused by the shutting off of
the engine, and the downward glide had
begun.

A series of ““S’’ turns, banking up on
alternate wings, rapidly sharpened the
details of the landscape, and in far less
time than it takes to tell we were hover-
ing within a few feet of the landing
ground.

An almost impereeptible bump, greatly
minimised by the attachment of skids and
shock-absorbers ‘to the under-carriage of
the plane, and we found ourselves taxi-
ing back towards the asrodrome. and
pulling up within half a dozen feet of its
wide doors.

Here the machine was taken over by
waiting mechanies, and our flight was at
an end.

Tea at Major Murray’s cottage, pre-

SEA, LAND AND AlIR.

January, 1919.

sided over by his wife—newly returned
from England-—was followed by a motor
run back to Laverton station, a distance
of six miles.

* * * *

At the conclusion of the railway journey
to Melbourne we encountered oune of those
extraordinary contrasts which go to make
this world the strange place it really is.
The following incident impressed us as
being worthy of relating.

Immediately outside Spencer Street Sta-
tion we found a large crowd assembled
about a small boy. An amhulance waggon
drawn up at the kerb made it clear that
there had been an accident of some sort.
It transpired that the boy, while cleaning
the windows of a confectioner’s shop, had
fallen from a step-ladder and sustained
internal injuries necessitating his removal
to the Melbourne Hospital.

The distance from the top of the step-
ladder to the pavement below did not
exceed five feet.

* * * *

On the proposal forms adopted by at
least one of the leading insurance com-
panies in Australia is printed the follow-
ing question: ‘““Do you contemplate en-
gaging in aviation?”’

If the question be answered in the
affirmative this company refuses to insure
the would-be policy-holder against aceci-
dent.

* * * *

It becomes increasingly obvious that
in the public interest, no less than in their
own, the principal insurance companies
should take immediate steps to inquire
into the risk, or otherwise, associated with
peace-time aviation, and at the same time
to medify some of the war-time elauses in
their policies. We predict that the first
insiirance company to adopt a common-
sense attitude towards this form of travel
will write up a large amount of new busi-
ness.
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A PROBLEM OF PEACE.

THE WOMAN MENACE.
Especially Written for ‘‘Sea, Land and Air’’ by MISS KAE McDOWELL
(All Rights Reserved.)

The advance of woman into the various
fields of industrial and commercial life
during the last four years has been rather
like the triumphal progress of an army.
She has taken up many new branches of
work and, as a rule, she has been success-
ful. It must, however, be recmembered
that the chief reason of her success is that
she has been filling a breach caused by
the diversion of masculine energy into
other than normal channels. Her work
has been to meet demands on productive-
ness more stupendous than the world ever
knew before. It has been proved that the
appetite of war is insatiable and the
making of munitions for the battle front
as inexhaustible a field of ocecupation as
the pouring of sand through a sieve. Yet
it was essential to the life of the nation.

‘When, in August, 1914, the call of the
blood sounded, and men forsook the
plough for the bayonet, and the fourdry
mallet for the entrenching tool, the gap
left in the nation’s productive organisa-
tion would have been disastrous had not
woman stepped forward and helped to
keep the wheels of civie machinery in
working order. For many years, and
without her knowledge, she had been pre-
paring herself for just this dramatic en-
trance on the industrial stage.

Ever since the advent of labour-saving
domestic inventions large numbers of
women had been seeking some new chan-
nel into which to direet their energy.
Many had enrolled themselves under the
banner of suffragism—some from convie-
tion, others from the desire to escape
ennui. Feeling the wings of latent ability
they struck desperately at chains which
still bound them to the old order. The
extremists managed to accomplish more
damage in a year than could be repaired
in a generation.

Then suddenly, upon the chaos of their
struggle, broke the terrible white light of

war, and through the coming agony of the
whole world, themselves included, they saw
achievement. The hatchet of suffragism
was buried and, with that spountaneity
which is the soul of patriotism, they
formed themselves into an army for
National Service.

There was hardly an avenue of labour
they did not enter, from pick-and-shovel
work in the Tees shipyards, to scientifiz
research in the Nation’s laboratories.
‘When the Armistice was signed there
were more than 5,000,000 British women
war-workers. In pre-war days the num-
ber of women employed industrially in
Britain did not exceed 200,000, and of
these the majority were to be found in the
textile mills.

Of these 5,000,000 women war-workers,
800,000 were munition makers, 350,000
were otherwise engaged in Government
service, 200,000 in chemical and engineer-
ing shops, and 120,000 on the land. Then
there were the women civilian workers,
those eniployed on the railways (where
the engine-drivers alone were men), the
post-women, tram conductresses, and hosts
of others.

One of the big problems of peace then
is what shall be done with all this energy
and earning capacity when demobilisation
takes place, and the fighting men return
to civil life? The problem is one, that is
facing not only Great Britain; it is facing
the whole world. It confronts us here in
Australia, and the sooner we set about
finding its solution the better.

There are thousands of women in
Sydney and Melbourne and other large
industrial centres who are holding down
men’s jobs. That is, they are occupying
the positions of men who went to the war,
and who, it is now certain, will shortly be
coming back. When they do return, their
positions must be restored to them, or we
break faith with them. What then of
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THE SUGAR INDUSIRY

Especially Written for ‘‘Sea, Land and Air”’
BY MRS. SELWYN LEWIS, B.Sc,,
(All Rights Reserved)

Who can do without sugar? What a
terrible privation it must have been to the
English and to all the brave troops sta-
tioned there to have been rationed in the
way they were. For sugar produces heat
in the body, and heat, as we know by
watching any machinery at work, pro-
duces energy.

It is due only to the energies of the cane
planters who control the swarms of natives
working under a blazing sun that we are
now able to say ‘‘More sugar, please!”’

India has always been the greatest sugar
producing country in the world, about two
and a half million acres of her land being
under cultivation of the sugar cane,
but even this is not nearly sufficient to
supply the Empire, for the native, being
mainly a rice-eater, requires a lot of sugar,
which has a food-value equal to that of
lean meat. The United States, Jamaica,
Java, Fiji, and Queensland have had to
work hard to meet the ever-growing re-
quirements and to compete against the
French, Austrian and German cultivation
of beet sugar.

The sugar cane (sorghum), an enormous
grass and the giant of its family, some-
times grows to the height of 15 feet. Tts
allies—the bamboo, Chinese cane, maize
plant, and some foreign grasses—also con-
tain a large amount of sugar.

The sugar cane grows wild in some of
the fair South Sea Islands, and was prob-
ably introduced into India by some wan-
dering race in prehistoric times.

We hear of the Indians cultivating cane
sugar when the Greeks and Romans had
only honey to sweeten their food with.

Fifteen hundred years ago its cultivation
was confined solely to Bengal, and the
little that came to Europe was very costly,
anid used only as a medicine.

Brought into Europe by the Moors, the
cane was first planted in Spain, and by the
Portuguese in the Madeira and Canary
Islands; then came the discovery of the
New World, and with it the introduection
of sugar into new dominions.

The sugar cane has been so modified by
these thousands of years of artificial culti-
vation that it no longer seeds, thus repro-
duecing itself in the natural manner of all
plants. Some botanists undertook to bring
it back to its matural state, and the seed-
lings are now a botanical curiosity.

All sugar canes on a plantation are pro-
pagated from cuttings of stalks containing
a bud; when these are planted the buds
at the joints spring forth and a number of
roots are thrown out round each joint.

Nourishment is supplied to the young
plant through these roots till they are old
enough to have roots of their own.

The parent cutting decays as the roots
grow, and the young plants develop very
quickly in the hot sunshine and well moist-
ened by tropical showers.

Some system of irrigation is necessary
in lands such as upper India, China,
Mesopotamia and Egypt, where the rain
does not fall in the warm sunshiny weather
just when the cane most needs it.

An estate first has to be well drained
then pipes laid down for irrigation in the
scorching hot weather.

The soil is then reduced to a powder by
much ploughing, and then the cuttings are
laid in holes which are gradually filled by
hand as the shoots develop.

At first there is a battle between the
young canes and the weeds, then as the
stalks mature the Jower leaves decay and
have to be removed by hand, the roots
sometimes throwing up suckers which have
to be cut away.

Then just when the earth is radiant
with its flowing green carpet, the canes
are cut with hatchets very close to the
ground, tied into bundles and taken to the
mill.

The roots are left in the earth and from
them springs another crop of smaller canes
called ratoons. These roots will go on pro-
ducing new shoots year after year, and al-
though their value slowly diminishes, the
loss of sugar is made up by the saving
in labour of planting new shoots.
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AERIAL WEEK-ENDS

Especially Written for ‘‘Sea, Land and Air’”’ By C. A. JEFFRIES.
(All Rights Reserved.)

One of the greatest changes brought
about by this war will be that of our con-
ception of distance. Hitherto, we have
measured distance by miles because there
was no standard means of locomotion by
which it could be reduced to an equation
of time, except in a few special railway
and steamship runs. So, for ages we
have gone on thinking of distance in
verms of miles—which mean nothing, in-
stead of hours and minutes, which bring
home at omce to the human mind a rcu-
vrete fact.

Once when travelling in the Riverina,
the writer asked a wayfarer how far it
was to Golden Hill. He said it was ahout
five miles. At the end of two hours’
steady jogging, with an occasional canter,
Golden Hill was still invisible. A passing
.squatter said it was fifteen minutes’ can-
ter from the first turn to the left. Ile
proved to be correct. He measured it
by time; the other had tried to imagine
what five miles was.

Distance expressed in miles means prac-
tically nothing to the human mind. But
everyone understands exactly what five,
ten, or twenty-four hours mean.

With the. coming of the aeroplane and
aerial passenger traffic, we shall probably
measure distance by the standard time
occupied traversing it. Two hours’ run
will mean, roughly, 200 to 250 miles.. We
will think of Melbourne as a city five
hours away, and not a place 550 miles
-distant. Brisbane will be a place about
seven hours away.

With this change of thought as regards
distance will come a broadening of mind
and view that will work miracles in the
lives and destinies of countless human
beings. In Australia it will consolidate
the nation, and break up any tendencies
that might evolve in time to split the Con-
tinent into separate political entities. In

private life its effects will begin to show
themselves immediately.

In few countries in the world are there
so many week-enders in proportion to
population as in Australia, and Sydney
especially. Go where you will, Gosford,
Shellharbour, Tuggerah, you will find a
Sydney business man trudging along with
a line and rod. In the mountains you will
find him with his family in the motor car;
and if you swoop down on the Pitt Water
or the long reaches of Cowan Creek, you
will find him in a motor taunch. But the
limit of them all is about 50 miles from
the city. Beyond that radius they may
not stray—TIME forbids.

With the coming of the Aerial Week-
end all this will change mightily., The
week-ender will suddenly find Melbourne
as close by aeroplane as Katoomba is by
rail.  Kosciusko, Yarangobilly, Wom-
beyan and Jenolan, Shellharbour, and a
thousand-and-one other places of delight
suddenly become afternoon trips. The
time to reach them can be comfortably
counted in hours and minutes instead of
days and nights. The orbit of life will
have expanded enormously, and to break-
fast in Sydney and lunch at mid-day in
Melbourne will become a commonplace of
life.

As for week-end trips, real Friday-
night-to-Monday-morning jaunts, they
will practically cover the half of the Con-
tinent for the man who merely wants to
view things from above. Draw a ecirele
round your home city, with a radius of
500 to 750 miles, and you have the dizzy
limit in a weck-end scamper. ¥or the
cost of a first-class railway fare, the Syd-
ney denizen can in turn visit Melbourne,
Adelaide, and Brisbane, and thereby get
to know his Continent intimately. When
he is tired of the cities he can explore
other wonders, and spend Sundays in the
recesses of the hitherto mysterious heart
of the Continent, the Macdonnel Ranges,
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© Sunday.
Sunrise in the Capertee Valley.

With the first glimmer of dawn cauwe
the vrolls and coffee, and the ’plane
trembled a moment, and then the clear,
even glide told us we were off the ground.
Between the Wolgan and Capertec Val-
leys rises a massif a thousand feet high,
and a mile wide; and we were booked to
see the most gorgeous sight on earth, sun-
rise in the Capertee Valley.

The Capertee was full of volling
clouds of mist, from which soared heaven-
wards long spirals in obedience to the
warming of the air above by the sun rays.
Then the gentle breeze rolled in to fill
the vacuum, and the great veil of mist
was torn to shreds through which the
great ’'plane sank down to within two
hundred feet of the bed of the valley.

The gigantic walls of the tremendous
ravine loomed majestically through the
yising mist that eddied and scurried in
the awakening air currents, aided not a
little by the tremendous draught of our
two great tractor screws. One side of
the valley coast line was dull and grey;
the other pink and gold.

Vast shafts of sunlight poured through
the mountain gaps, and turned the gigan-
tic ecliffs to trembling niasses of molten
gold threatening to collapse at any
second, held only in position by the grey
blne masses of cliffs that still reposed in
the shadow of the everlasting mountain
tops.

Then suddenly the gold faded out. The
sun leaped over the intervening moun-
tains, and the gold, turning to pink and
cerimson, suddenly faded right out, and
the picture was transformed hy a single
stroke into a symphony in Dblue and
violet. '

Theve were blue clouds—pale turquoise
clouds resting against a sky of glittering
sapphire blue, on which the elouds showed
in faintest etching.  The bush became
violet immediately around, and purple in
the distance, fading into invisibility iu the
long vista of brave distances.

Such is sunrise in the Capertee—seen
from an aeroplane.

The Jenolan Caves.
ITaving traversed the cuchanted Caper-
tee, the ’plane soared skyward, and
headed for Jenolan at one hundred and
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fifty miles an hour——which brought us in
a few minutes to the excellent landing
ground prepared by the Tourist Depart-
ment.

As the aeroplane came to a standstill
the breakfast bell rang, as the manage-
ment never dreams of interrupting the
scenic feast by serving breakfast on this
run till Jenolan is reached.

After breakfast the tourists formed
themselves into parties, and went to view
the wonders of the Jenolan Caves. There
was plenty of tiule, as to be secn at its
best the Kanimbla Valley must be viewed
in the light and shadows of sunset when
the gathering shadows soften down the
marks of man’s handiwork.

The valleys we had hitherto seen repre-
sented primaeval nature. Now we were
to pass over a garden land, a place of rich
and splendid eunltivation—the smoke ris-
ing on the evening air, the wouderful
range of greens merging into bhlue and
purple in the distance.

Farms and houses dotted its cmerald
luxuriance, veiled in Dblue and violet
shadows, which contrasted richly with the
spears of golden sunlight that stabbed
between the hills, and lit wood and wold
with golden, unearthly brilliance.

It faded all too soon—and then, the wild
rush at one hundred and fifty wiles an
hour to reach the Sydney aerodrome be-
fore the fast-falling shades of night
should make it necessary to land by arti-
ficial light. -So in time we came to a
grey city, dotted over with tiny sparks
of light trembling uncertainly in the grey
dusk, and droned down on to an aero-
drome from which the landing lights
shone out like vast aggregations of
jewels.

Homeward, at 150 Miles Per Hour.

Then there was the flight along the
coast of Northern Queensland, well be-
loved by the sybarites of Brisbaue. The
aevoplane flew low, so that the exenr-
sionists, looking down, eould see the coral
and other gardens of Neptune beneath the
waves. On the left, the wild, wooded
coast of Queensland rose like a sucecession
of vast forest ramparts. On the right,
the tumbling surf made a line of silver
between the ultramarine of the dark
Pacific and the deep, resplendent green
of the Inside Passage.
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AUSTRALIAS GATEWAY TO INDIA
COLOMBO’S MAGNIFICENT HARBOUR
Especially Written for ‘‘Sea, Land and Air’’ by FRANCIS JOHN
(All Rights Reserved)
On the 1st of May, 1912, the then aid of a contractor, a course adopted on

Governor of Ceylon, the late Sir Henry
MecCallum, R.E., officially declared open
the new arm of the South-west Break-
water at Colombo, and laid a memorial
stone conipleting one of the greatest
engineering triumphs in the world ; works
that had gone on, without ceasing, for a
period of thirty-seven years, and wit-
nessed the rise to the position of seventh
port in the world of what was previously
simply a coasting port for native craft.

It may be of interest, cspecially since
the war period began, to describe this
great harbour. Tt is Fremantle’s necarest
over-sea neighbour, and a neighbour on
a scale that, should Fremantle desire to
emulate it, many valuable lessons will be
found available for future guidance. The
idea from which Ceylon’s magnificent har-
bour has grown originated with a Gov-
ernor, well known in Australia, the late
Sir Hercules Robinson, afterwards Lord
Rosmead, who in 1871 brought out from
London Mr. R. Townsend, C.E., Superin-
tendent of Plymouth Harbour and Break-
water, to report ou the practicability of
constructing a harbour at Colombo. His
report was favourable, and work was
actually commenced upon the scheme in
1874, when the late Mr. Kylc arrived with
his staff to commence operations under
the direction of the late Sir John Coode,
as consulting engineer. Sir Hercules
Robinson had, by this time, completed his
term of office, and been succeeded by Sir
William Gregory as Governor.

In December, 1875, the late King Ed-
ward VII., as Prince of Wales, laid the
first block, or foundation-stone, as it may
be designated, of the South-west Break-
water, which wag completed in 1885 at a
cost.of £705,207.  This scheme comprised
the protection of a sheet of water 6,000
by 4,000 feet, equivalent to about 502
acres at low water. The work was com-
pleted by the Government, without the

the urgent representations of Sir John
Coode. The length of the South-west
Breakwater was 3,210 feet, and it was,
and is, of enormous strength, having to
protect the harbour from the great rollers
the south-west monsoon brings up during
six months of the year. There was prac-
tically no harbour at Colombo 43 years
ago, if a little corner at the rocky root
of the land end of the South-west Break-
water, is excepted. It may seem strange
to readers to-day, but it is nevertheless
a fact, that the reign of the steamer had
hardly begun then.

The First Steamer.

Now, the first steamer ever to anchor
in Colombo Roads arrived in 1870. The
roadstead was fully exposed to the fury
of the S.W. monsoon, and the force, less
of course, but still to be reckoned with,
of the N.E. monsoon.

The delays and dangers sailing ships
were exposed to, and the difficulties of
discharging and embarking cargo, can be
well understood by those who know the
conditions in Gage Roads to-day during
the S.W. monsoon months. Four years
after the work on the South-west Break-
water, or in 1878, it became evident that
the area sheltered by the arm would soon
become unable to nieet the increasing de-
mands of shipping, so a further scheme
was devised by Sir John Coode to allow
the rise of what is now the northern area
of the harbour. The execution of this
scheme was postponed until 1893, when
almost all the lines of steamers running
to Calcutta, Burmah, the Far East, and
Australia began, for purposes of loading
and unloading cargo, as well as for bunker
coal, on the outward and homeward
journeys, to put in at Colombo, which, as
a consequence, rapidly became a great
port of call.






618

a harbour every British citizen has-legiti-
mate pride in pointing to. Captain
Legge, sonle six years ago, prior to his
retirement, in discussing with the writer
the future of Colombo, as a harbour,
pointed out that not so much the number
of vessels but the size of them was what
had to he continually kept in view. So
the day may come, and indeed will, when
more accommodation. will have to be
provided.  Already there are two sug-
gestions, or there were before the war;
one for an outer harbour to cost over
£3,000,000, and the other for the con-
struetion of a wet dock, on the north-east
side of the harbour, an extrenely costly
piece i work. In the meantine, the old
harbour of Galle, the calling place in
Ceylon for Australians, a few decades ago,
is receiving attention. A breakwater has
been mentioned from Watering Point, giv-
ing shelter and accommodation to 23 ships
such as called at Colombo simply for coal-
ing and supplying purposes, and not for
cargo.

Trains for India and Europe.

To aver that improvements at Colombo
Harbhour have reached a final stage would
be foolish. We may see ere long two
great jetties, 500 feet long and 200 feet
broad, built out into the harbour from
the south-east shore, enabling mail and
passenger steamers to go alongside and
discharge passengers and mails into the
waiting trains for India and Europe.

This may seem, or possibly did prior
to 1914, a far cry, but in reality it is not
s0, as the following extract from a strik-
ing speeeh delivered at the opening of
the new arm of the South-west Break-
water by His Excellency Sir Henry MceCal-
Inur on May, 1912, makes plain. His Excel-
leney said:—‘I feel as confident as I am
standing here that Ceylon is still in its
infancy. We have enormous areas still
to openn up.  We have a population that
ig increasing from 10 to 12 per cent. every
decade. \We have the Manaar Railway,
which will induece many South Indian
people to cone here.  Great progress has
been made during the past 20 years, and
it will still continue. Colombo must be
prepared to accommodate more easily a
greatly increased amount of traffic than
it has at present.

SEA, LAND AND AIR.

January, 1919.

“T also feel confident that Colombo will
be the Asian port for Australia.
railways, at the present moment, steadily
creeping forward in Western Australia..
Whether the railway will continue from
Baghdad to Karachi, or from Batoum to-
Quetta, [ cannot speak definitely, but I
hold that it will come. What exactly
will happen is laid on the lap of the gods,
but the Indian railways will be connected
with the European railways, and millions.
are bound to come to Colombo. Before:
that time, I have no hesitation in saying,
that you will see the railway crossing:
Adam’s Bridge. Nature will do a good.
deal of the bridging work, which at first it
was thought could only be done by ex--
pensive iron work,

““The Pamban railway is being laid with
5 ft. 6 in. gauge which is the gauge of the-
Indian railways. There may be difficul-
ties, there may be jealousies, but the link-
ing of the railways is bound to come—or -
the mails might eventually be sent by aero-
planes.  There may be jealousy in con-
nection with the harbour at Madras, which
is being improved. But Madras, like
Trincomalee, is quite out of the way of
mail boats from TLiondon and Australia.
Steamers could not afford the time to go
to Madras, so Colombo will be the gate of
Asia for Australia.’’

The Wide Portal.

Perhaps His Excellency might have -
added, after ‘‘Asia,”” the words, ‘‘and
Europe,”” for a former Governor of the -
Colony, Sir J. West Ridgeway, once spoke -
of the day when Australian passengers .
would enter their railway carriages at
Colombo and leave them at Calais. This .
vision will be realised, and in perhaps .
a shorter time than many of us deem pos-
sible.  Now, what has made this wide -
portal to Asia possible?  Why, simply
men of far-sightedness and large ideas.
They looked into the future, and saw the -
changes the Australian Trans-continental
railway the linking of the Ceylon, Indian
and European lines would bring abount.
They taught the fallacy of the tendency -
to limit the range of one’s horizonn. Had
the men in Colombo in the sixties and
seventies, looking over the open road- -
stead, crabbed their mental vision, there -
would have been no Colombo Harbour to- -

We have-
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THE WORLD’S LARGEST LOCOMOTIVES

A most remarkable feature of railway
operation during the past few years has
been the development of the locomotive
and the production of greater hauling
power in order to successfully deal with
the constantly increasing traffic which is
being met with by the various railways
throughout the world; but particularly
the American lines.

Largest Steam Locomotive.

- The Virginian railway (U.S.A.) has the
distinetion of possessing the largest and
most powerful locomotive in the world.
This engine is one of ten being built by
the American Locomotive Company; it is
of the 2-10-10-2 Mallett type, and is cap-
able of developing 5,040 tons horse-power.
It nieasures 105 feet in length, weighs
449 American tons, and will operate trains
weighing over 10,000 tons. TIts driving
wheels nieasure 56 inches in diameter, and
its firebox is large enough to accommo-
date a yard shunting engine.

Largest Electric Locomotive.

Although electricity is not vet being
generally adopted as a medium of loco-
motion, it has given the utmost satisfac-
tion to those roads that have made use of
it, and already many ‘‘electric giants’’
have made their appearance. The one
illustrated is the largest yet built, and is
designed to operate on a 11,000 volt single
phase current delivered by an overhead
trolley wire. Tt is equipped with four

motors, each of which has a rating of
1,200 horse-power, thus giving a total
capacity of 4,800 horse-power. This loco-
motive was built by the Pennsylvania
Railroad at its Altoona shops, the electri-
cal equipment being supplied by the
Westinghouse people. It measures 76 feet
614 inches over all, weighs 250 American
tons, and will haul trains of 4,000 tons at:
a speed of 20 miles per hour over the
heavy grades of the Alleghany Mountains..

Largest Australian Locomotive,

Australia can also boast of a powerful
engine, which takes a prominent place in
the world of locomotives. This engine was:
recently constructed at the Newport
workshops of the Victorian Government
System, to the designs of Mr. W. M.
Shannon, Chief Mechanical Engineer. Tt
is of the 2-8-0 or ‘‘consclidation’’ type,
has a tractive effort of 36,138 lbs., and
will haul trains of 1,600 tons. It is 64 feet
614 inches in length, and weighs in work-
ing order 127 tons. TIts construction incor-
porates’ all the most modern devices
modified to suit local conditions. This
class of locomotive was built specially to
deal with the heavy Victorian main-line
traffic, and the various test runs which
the engine has accomiplished have proved
successful in every way. This locomotive
is the largest and nitost powerful in Aus-
tralasia, and is not outclassed by any en-
gine of Great Britain’s railways.

C. F. D.
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THE GENTLE ART OF FLYING

Written for ‘‘Sea, Land & Air’’ by ‘‘PROP BOSS’’* (Australian Flying Corps)
(All Rights Reserved)

Mthough flving has grown tremend-
ously during the last four years there are
still an enormous number of people who
have not very much idea of what an aero-
plane is, how it is worked or how it is
controlled. There have been many stories
and pictures in comic papers making a
joke of the time-worn remark, ‘“What
happens when your engine stops?’”” The
following little tale may or may not have
been the origin of some of these pictures.

One day towards the end of 1915 the
late Major Goodden was about to test a
new type ot acrial gun at an aerodrome in
England. Shortly before he got into the
machine a sight-seeing party, who were
being shown round the aerodrome,
stopped to sce him make the ascent.
After a few minutes one of the party, a
lady, said, “Tell me, what do you do if
vour engine stops when you are in the
air?”" Major (foodden looked at her for
a nronrent or two and pointed to his gun.
“You see that gun,”’ he said, ‘it is kept
here specially to help pilots whose engines
stop wlhen they are up in the air.”” The lady
looked astonished, and asked him why,
and what did he mean. Major Goodden
then pointed to a machine which was fly-
ing over the aerodrome very high at that
moment, and said, ‘‘You see that
poor chap up there, his engine stopped
four days ago; we have made several at-
tempts to get food to him, but so far it has
been iiipossible, and as a last resource I
am going to shoot him down.”” This re-
mark was met with blank amazement by
nearly everybody present until they
caught sight of the various smiles which
were  Deginning  to  illuminate  the
mechanies’” faces, and then they saw the
joke. This little tale, taken for what it is
worth, shows only the average mind of
the individual who has had no familiarity
at all with ecither an acroplane or a pilot.

* “Prop Boss” is the nom-de-plume adopted by
a returned A.F.C. airman, who still retainsg his
high military rank and whose identity for that
reasen must remain anonymous.—TRd.

Generally speaking, such a question as I
have referred to above is not altogether
absurd, and it is asked daily so many
hundreds of tinies that it has grown to be:
a tinme-honoured phrase in aviation.

A aeroplane is almost entirely made
of wood and linen braced up together by
smail metal fittings and wire. This cou-
struetion combines both lightness and
strength. The heaviest and strongest part
of an aeroplane is its engine, the horse-
power of which varies. The lowest horse-
power that has ever been flown with is 9,
when an Avro triplane ascended at Brook-
lands shortly before the outbrealk of war.
It is not an exaggeration to say that at the
moment there are machines flying with
several engines the horse-power of which,
added together, amounts to very nearly
1,800.

The pilot’s controls consist of what
should be technically called a ‘‘cloche.’”
This stick is universally mounted, giving
a fore and aft control when the stick is
pushed forward or pulled back, and a
lateral control wheun the stick is pushed
sideways. The machine is steered by a
rudder bar, which is moved bv the feet.
With the exception of the rudder bar and
the joy stick there are no other controls
in flying on an aeroplane. The engine,
naturally, has a throttle and one or
two petrol taps to ensure its smooth run-
ning, but taken as a whole the total con-
trols of both engine and aeroplane are sur-
prisingly small.

The aeroplane itself, when passing
through the air, is kept on its course by
means of flaps. These flaps are divided
into three headings: (1) elevators; (2)
rudders; (3) ailerons. The elevator is at
the end of the tail and moves up and
dowu; it is operated by the fore and aft
movement of the joy stick. For instance,
when the joy stick is pulled back the ele-
vator at the tail is raised, the pressure of
the air on this raised portion tends to
lower the tail and consequently raise the
nose. This will obviously make the aero-
plane ascend higher, also the action of
pushing the joy stick forward lowers this
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pushed the nose of the machine down, so
as to gain sufficient momentum to get
round the cirele; then I pulled the nose up
and we started on our merry course. Un-
fortunately, at this moment my passenger
disappeared into her cockpit, which was
just in front of me, and I could not see
her. By this time we were almost vertical
and just beginning to go over on our back,
but frightened there was something the
matter with nmy passenger T pushed the
machine out level without turning up-
side-down.. I cannot tell you my feelings
when, after flying level for a minute or
two, her head did not reappear, and T made
sure she had fainted. T shut off my engine
and descended as quickly as ever I could,

THE CONCRETE SHIP

Tn a recent issue of this journal we pub-
lished an account of the launching in
America of the first 5,000-ton cargo vessel
Iaith.

Readers may recall that the Hon. A. J.
Poynton, Acting Minister for Navy and
Minister for Shipbuilding, expressed at
that time some doubt as to whether con-
crete vessels of comparatively heavy bur-
den could successfully withstand ocean
stresses.

According to information recently
cabled from New York, the Faith, after
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and on landing was greeted by a very
tousled mop and a cheery smile from my
passenger, who appeared like a jack in a
box out of the cockpit. What had hap-
pened was this. She had put on my
goggles without my flying ecap, conse-
quently they were not very tight, and the
wind had blown them off, so she slid on to
the floor of the machine to get out of the
wind to readjust them, and before she had
done this of course I was on the ground,
as that part of it only took a very few
seconds. That afternoon, as I said goodbye
to her father and herself, she said to me,
“Thank you very much for the loop.”” I
hadn’t the pluck to tell her that she hadn’t
gone over.

PROVES SUCCESSFUL

a successful voyage from California to
Chile with a cargo of two million feet of
timber, has returned to the United States
carrying four thousand tons of nitrate
from South America.

While it is wunlikely that under the
altered conditions the building of concrete
ships will ever attain the popularity of
steel vessels, it is nonetheless interesting
to read that the shortage of material
arising from wartime contingencies has
been thus successfully overcome.
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JAustria opened discussions with Russia,
but on July 31st, 1914, Germany suddenly
intervened with ultimatums to France and
Russia of a kind to which only one answer
was possible.

The curious who wonder why the Aus-
‘trians should have been such willing
agents of Germany are reminded that it
has always been the policy of the former
nation to seek aggrandisement and ex-
pansion at the expense of smaller neigh-
bours. One comparatively recent histori-
cal event will no doubt be sufficient to
«qquote, as it was the foundation stone of the
great war. By the treaty of Berlin (July,
1878), where Beaconsfield and Lord Salis-
hury played so prominent a part, Austria
‘was authorised to undertake the occupa-
tion and administration of the provinces
of Bosnia and Herzegovinia. It was agreed
that the oceupation should be only provi-
slonal, but 30 years later, in 1908, Austria
annexed both provinces at a time when
Russia, after her losses in the Russo-
Japanese war, was unable to intervene.
Such national erimes inevitably ‘bring dis-
aster to the aggressor.

It is interesting to contemplate the
reason why the power founded by
Rudolph of Hapsburg, in the thirteenth
ccentury, lasted until our own day. Cer-
tainly one of the principal causes was the
inclusion within its dominions of the
whole of the Hungarian nation. Although
1 1867 Hungary became an independent
country under the dual monarchy, this
compromise was agreed to to satisfy the
aspirations of the Hungarian people. The
Emperor Francis Joseph was crowned
King of Hungary in that year at Buda-
pest, the present Hungarian capital, ac-
cording to the old ceremonials, and the
reconciliation between the Hapsburgs and
the Hungarians was as complete as it
could ever be.

Budapest is the twin-capital of Hun-
:gary. Buda is on the right bank and Pest
-on the left bank of the River Danube. At
the time of Maria Theresa, who ascended
‘the Hungarian throne in 1740, Pressburg
was the capital. This place is now known
as Pozsony, a town on the River Danube,
35 miles east of Vienna.

In olden times Austria looked more to
-diplomacy than arms to extend and con-
solidate her dominions, and of all the
‘weapolls in the diplomatic armoury ghe
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found none more profitable than marriage.
By marriage the Hapsburgs acquired
Bohemia and- Hungary, and the inatri-
monial alliances with the reigning fami-
lies of the two latter nations did move
than anything else to consolidate the Aus-
trian  Monarchy. The Bohemians lost
their independence in 1620, after revolt-
ing against the oppression of Ferdinand
II., who was hated in Bohemia for his in-
justice to the people of that nation.

It would take too long to narrate even
the principal events in the long history of
Austria and the important stages in ler
evolution from an insignificant border
mark into one of the Great Powers of
Europe, as her history is not that of a
single nation possessing one language,
literature, religion and aspiration. but the
gradual evolution under one Governnient
of many mnationalities bound together by
their commmon allegiance to the rveigning
dynasty. At this stage in the world’s
history one or two interesting facts, how-
ever, may be recalled which, with the
passing of time, have probably beern for-
gotten.

At the end of the thirty years™ war in
1648, the Peace of Westphalia was con-
cluded, and Alsace was ceded to France.
In 1736 Lorraine was ceded to Franece in
exchange for Tuscany. Germany stole
both the provinces from France atter the
Franco-Prussian war in 1871, but the pre-
sent war will mean their re-transference
back to France. Evidently it would be a
good thing if nations as well as indi-
viduals, instead of merely remembering
the phrase learnt the truth of the com-
mandnient, ‘‘Thou shalt not steal.”” The
recent telegraphic press advice that the
Allies do not intend to retain any portion
of German soil points to the conciusion
that Allied statesmen are going to avoid
similar mistakes, although it will be a
most difficult task to define frontiers with
justice to all nations. :

The Triple Alliance, formed in 1337, be-
tween Germany, Austria and Italv, which
claimed to be a league of peace, and which
ultimately brought about, if not an alli-
ance, at least a very cordial understanding
between Great Britain, France and Russia,
could not be expected to hold together in
the light of Austria’s treatment of Ttaly
in the past. The declaration of neutrality
by Ttaly when the Ewropean war conr-
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ated with Austria the realisation of a
Greater Serbia under a national dynasty
at Belgrade became almost impossible. A
Greater Serbia meant an effective bar
against the expansion of Austria in the
Balkan Peninsula and the defeat of the
whole of her policy since 1870.

The result of the Balkan wars of 1912
and 1913, which greatly increased the ter-
ritory of Serbia, was a bitter disappoint-
ment to Austria. The opposing interesis
of Austria and Russia threatened several
times to produce a European war before
all the questions resulting from: the Bal-
kan wars could be settled.

Immediately after the assassination of
the Archduke, Austria accused the Ser-
bian Government of not taking adequate
steps for stopping the agitation in favour
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of the Greater Serbia movement, and de-
manded a declaration that stringent
measures would be taken for its suppres-
sion in future. Serbia accepted most of
the demands in the ultimatum, and pro-
posed to submit the others to arbitration,
which Austria considered unsatisfactory.

The insatiable ambition of the Austrian
Royal House has beeu the cause of its
downfall in the same way as the insatiable
ambition of the Hoheunzollerns has been
the ruin of that House. May the Imperial
Royal House of England:

Sustained by counsels wise and just
And guarded by a people’s trust,
reign in peace and prosperity when the
Hapsburgs and Hohenzollerns are for-
gotten.

A FALLING GLASS

Especially written for Sea, Land and Air by
STANLEY O. BATT, T.S.S. Mocraki.
(All Rights Reserved.)

Mother Carey’s Chicks are gay,
As around our stern they play.
Little fluttering balls of brown
White splashed, sparkling up and down.
‘Wheeling high the albatross
Seem to hail impending loss
Proud their poise, and full of grace,
As they wait the gale to face.
Long and evenly the swell
Rolls our ship. and tolls our bell,—
Mother Ocean’s heaving breast
By the distant storm caressed.
See the cloudy squadrons forming
In dull skies, so bright this morning!
Light scud, whipping past in glee,
Whisper of the gale to be.
Sea and sky together dress
In an oily ugliness.

* * * *

From the poop the watchful mate
Cons his vessel’s gear:

Watching busy sailors flake

Brace and halliard clear.

See! The ‘“0Old Man’’ comes on deck,
Gazing up and down;

Well he knows the tempest’s beck,—
“TPime to snug her down!”’

WHY AEROPLANES FLY

Why does an aeroplane fly? The scien-
tific formula is: ‘‘Because lift overcomes
gravity and thrust overcomes drift.”” But
it may be put in simpler fashion, says an
expert.  Think of a boy’s kite. The
string is fastened& to the bottom surface
a little in front of the centre, while the
tajl is attached to the rear. Therefore
the air meets the kite at an angle; it
strikes on the bottom surface and forces
the kite upward. Something similar hap-
pens when a gust of wind gets under an
umbrella.  The planes are attached to an
aeroplane at an angle so that the wind
gets underneath and forees them upward.

One must, however, have ‘‘thrust.”
That is to say, the planes must meet the
air with force. In the case of the boy’s
kite or the umbrella this thrust is pro-
vided by the wind working against the
string of the kite or the owner’s hold oun
the umbrella. In the case of an aero-
plane it is provided by the engine, which
drives the propeller round and forces the
machine forward.

It has been found that this top-lift is
inereased if the planeg are made to curve
downward from front to rear. This curve
is called “cambre.”” If one looks side-
ways at an aeroplane one can easily see
this curve of the planes.
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IN THE WIRELESS HOUSE

Especially Written for ‘‘Sea, Land and Air”’ by ARTHUR RUSSELL
(All Rights Reserved.)

It was midnight. In fear and trembling
the young wireless operator entered his
little cabin. It was the first time he had
been called upon to take up the duty by
himself.

He had looked forward to this moment;
had longed for it with mixed feelings of
anxiety and exultation. And now the time
had come.

‘With the exception of the waves, which
sounded ghostlike as they played on the
side of the vessel, and the faint hum of the
wind as it whistled mourufully and eerily
through the aerial wires, everything was
silent.

He shook, but not with cold.

- With the delicate receivers in his hand,
he sat, hesitating, as it were, on the verge
of his entry to a new world.

Many times before he had listened to
those signals, but it had been in the day-
light, with the senior operator in attend-
ance.

But now he was alone—at midnight,

e forced himself to don the headgear.
A multitude of sounds immediately met his
ear. Strange whisperings flashed hither
and thither. He listened intently, the
strain making his heari-beats seem almost
audible,

The messages from afar grew more insist-
ent; his new world seemed filled with
them. He became frightened. How dare
he, a mere mortal, trespass in such a do-
main? What right had he to affront so
shattering a power with his puny efforts?
It was marvellous. He had no visible con-
nection with anywhere, yet multitudinous
fragments of messages seemed to flit all
round him,

He was isolated—wholly alone, yet it
seemed that he was surrounded by ghostly
footsteps. Would his brain stand the
strain, or would he go mad, he wondered.

ITe moved some switches, and a fresh
vision unfolded itself before him. All the

other mysterious voices of the ether were
erased, and new ones filled their place. It
was like a huge living book, the pages of
which he was slowly turning. What would
the next page bring forth? It might
even

He could hear miscellaneous messages
relating to a heterogencous number of
things being flashed here and there.

What was that? The lad hastily turned
several switches, threw over his aerials
from the ‘‘receiving’’ to the “‘sending’’
side, and frantically worked his key.

His Great Trial had come, and he was
equal to the occasion.

Out to the officer of the wateh he raced,
brimful of the startling information he
had drawn from the air; then back to his
instruments, armed with instructions.

All his previous lonely thoughts were
forgotten. He was not a mortal entering
another world, he was a wireless tele-
graphist, who at the crucial moment had
risen to the occasion.

The perspiration streamed from him,
yet he went about his work methodically
and well, all his thoughts centred on the
one object.

“8.0.8, S.0.8.” The young fellow
listened to that dreadful ery of a ship in
distress. ‘‘Lat. —, Long. —.”’ He had
noted it all down, and, thanks to his efforts,
his vessel was steaming rapidly to the
rescue.

A few hours later relief had been given,
and the great steamer had resumed her
proper course,

Worn out, the young operator retired to
rest, the compliments of his Captain still
ringing in his ears. He was no louger a
frightened boy; in those few hours he had
developed into a man. Never again would
the mysteries of the ether hold him en-
thralled. ‘He had fought, and cmerged
from the fray—a conqueror.
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LETTERS T0

THE EDITOR

» The Editor, Sea, Land and Air.
Dear Sir,—

At a meeting of the Committee held on
the 13th inst., it was decided to make
your publication, Sea, Land and Air, the
official journal of the Australian Aero
Club.

Yours faithfully,
H. J. SLEEMAN,
Honorary Socre‘ra1y
© Australian Aero Club,
Melbourne, 17th December, 1918.
The Editor, Sea, Land and Air.
Dear Sir,—

You may be interested to hear that
when I interviewed the Governor of Sotith
Australia, he said that he counsidered he
knew a good deal about me, having read
an article which referred to me in Seeq,
Land and Air. :

Yours faithfully,
REGINALD LLOYD,

Manager Director, Aerial Services, Ltd.
(in course of registration),
Sydney.

December 9, 1918,

The Editor, Sea, Land and dir.
Dear Sir,

T beg to thank you for the notice in the
December issue of Sea, Land and Air,
which will be invaluable in assisting this
School to attain its object, that of becom-
ing widely known.

The facts are, in the main, correct. T

would like to point out, however, that I
do not, nor have T at any time pretended
to be one of the legions of claimants of
the honour of being the last to leave Gal-
lipoli, but merely of being amongst the
last shipload, a very different proposition.
The ship in which I left was the Prince
ADbbas, which sailed from Anzac just before
daylight on Sunday, 26th December, 1915.

As T would not like it to be tunought
that I had made any statement which was
incorrect I should esteem it a favour if
sonie remark to the above eifect could be
published in the subsequent issue, or if an
alteration could be made in further edi-
tions of the present issue.

Once niore thanking vou for the favour
shown, T am,

Yours most sincerely,
H. FIRTH

Superiutendent.

The Marconi School of Wireless,
422-424 Little Collins Street,
Melbourne, 16th December,

Corrigendum.

In a brief biographical sketeh of Mr.
{ex-lieutenant) H. Firth, which appeared
in our last issue, and to which the above
letter refers, we inadvertently stated:—

““He now took charge of the 4th
Brigade Signalling Squadron, *and
was the last to leave Gallipoli ai the
evacuation.”’

We hasten to explain that the word
*qnd was a misprint for which.—Fd.

115

EDITORIAL ANNOUNCEMENT

Arrangements have been made for the
continuation during 1919 of the series of
popular articles on Wireless Telegraphy
which have appeared in these colummns
during the previous year.

Future articles will be written in a
manner interesting to readers who have
no previous knowledge of wireless tech-
nique, and in whom a clearer understand-
ing of this mysterious science will be cul-
tivated from month to month. '

RETURN OF AN EXILE

The following cable has been received
in Sydney by Amalgamated Wireless
(Australasia) Ltd., from the Belgian Mar-
econi Company :—

““Pleased inform you our head office,
Brussels, recommence work 1st January.
Kindly address all correspondence there
from that date.

“‘Please accept expression our warmest
thanks for your assistance during our
long exile.”’ :
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GLOSSARY OF TERMS COMMONLY USED IN AVIATION ‘

Compiled by a Flight Commander.

Aerobatics.—Aerial manceuvres.

Aeroplane.—A heavier-than-air flying ma-
chine, supported by the action of air
on fixed planes.

Ailerons.—Hinged flaps let into the ex-
tremities of the main planes and oper-
ated by the control lever, to hank the
wachine and also to wmaintain its
lateral  level. (Origin, French:
wileron, a fin—Hd.)

Ailerons Balanced.—By connecting the
ailerons of each wing, so that when
one is pulled down and the other is
pulled up the surfaces are made to
balance.

Airbrake.—A flap that can be let down
so as to increase the resistance of the
machine to the air.

Air Pocket.—See Pocket.

Air Speed.—The speed of the machine
through the air.

Air Speed Indicator —An instrument for
registering the speed of the machine
through the air,

Altimeter.—An instrument for indicating

' the height of the machine above the
ground from which it started.

Angle of Incidence.—See Incidence.

Aspect Ratio.—The proportion of span
to chord of a plane.

Back.—A change of wind in an anti-
clockwise direction, i.e., from #. to N.

Backwash.-—The disturbed air in the wake
of a machine in flight.

Balloon, To.—The upward glide of a
machine near the ground caused by
the pilot descending too fast and pull-
ing the control lever back tno much
or too quickly.

Bank, To.——To raise one wing for the pnr-
pose of turning.

Bay.—The space enclosed by two struts
and their upper and lower adjoining
surfaces.

Belt.—The safety strap which secures the
pilot to his seat. '
Bessoneau.—A tent for storing aeroplanes
which can be erected and dismantled

in a few days.

Biplane.—An aeroplane with two pairs of
wings set one above the other.

Blimp.—Slang term referring to small air-
ships.

Blip, To.—To switch ou and off vapidly.

Body.-—That part of a machine which ac-
commodates the eugine, pilot, passen-
ger and probably the petrol and oil
tanks.

Boom.—See Tail Boom.

Boss of a Propeller—The centre portion
by which it is attached to the engine.
(Readers of this jouwrnal mav have
noticed that a regular contributor on
aviation matters has adopted the
nom-de-plime ““Prop Boss. " —Fd.)

Bounce.—The upward and forward move-
ment of a machine whieh has struck
the ground without flattening out
sufficiently.

Brevet.—A certificate showing that a pilot
has passed certain elementary flying
tests and may be considered a quali.
fied pilot. (French term for license.)

Bumps.— Disturbances or roughuness in the
air due either to changes of tempera-
ture, clouds or .wind.

Cabane.--The projecting arrangewent of
strnts above the pilot’s head on a
mounoplane to which the anti-lift
wires are attached. (French {erm
for hut or shed.) :

Cabre.—Tail down. (French.)

Camber.—The maximun depth of curva-
ture of the npper and lower surtaces
of a wing.

Cartwheel. —A particular type of aerial
manceuvre.

Cell.—The whole of the lower suvface of
a plane and the whole of the top sur-
face of the plane above it, with the
struts and wires holding them to-
gether.

Cellule.—The box-like réctangular com-
partments in a bi-plane formed by
the upper and lower planes and the
interplane struts.

Centre of Gravity.—Centre of weight.
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Forced Landing.—Sece Landing.

Formation Flying.—The practice of a
group of machines keeping station in
the air.

Fuselage—The body of a tractor machine.

Gap.—The distance between the ,upper
and lower wings of a biplane.

Gas Bag.—Slang term for airship.

Glide.—To descend with the engine cut
off with the machine under control
and at approximately the flying level
speed.

Gliding Angle.—The angle that the fore-
and-aft line of the -machine makes
with the horizon in order to make a
correct gliding descent,

Ground Speed.—The speed of the mach-
ine relative to the ground, which may
be equal to, greater, or less than the
air speed; therefore, ground speed is

equal to air speed -+ or — wind
speed.

Hangar.—An aeroplane shed. (Origin,
French term for ‘““outhouse.”’—Hd.)

Hate, to Commit.—To be extreme in doing
a thing, 4., excessive ‘‘stunting’’
near the ground,

Heavy-Handed.—Refers to a pilot who is
clumsy with his controls and inclined
to over-correct.

Height Indicator.—See Altimeter.

Hoik, To.—To nrake the machine climb

~ steeply and suddenly.

Horizon.—The limit of ground in view.

Hun.—Slang term for a person learning
to fly.

Angle of Incidence.—The angle that the
chord of a wing makes with the direc-
tion of motion relative to the air. A
particularly muddling term, as it is
often measured as the distance in
inches that the front spar is above the
rear spar when the machine is in the
flying-level position.

Inclinometer.—An instrument for show-
ing the angle of the machine relative
to the ground.

Induction.—The inlet stroke of the engine.

Joy-Stick.—See Control Lever.

Kathedral Angle.—A machine is said to
possess a ‘kathedral angle when the
wings slope downwards from the
centre of the machine.

Keel Surface..—The side surface of a

“machine as opposed to the head-on
surface.
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King Post.—A bracing strut generally
found on the top of controlling sur-
faces, such as rudder, ailerons and
elevator, in which case it also acts as
a lever,

Knock.—A peculiar noise emanating from
the engine and indicating some kind
of mechanical trouble.

Knot.—A nautical mile per hour; n.b., it
is wrong to speak of knots per hour.

Landing.—The action: of a machine in
coming to earth.

Landing, Forced.—The action of a ma-
chine in coming to earth other than
at the will of the pilot, e.g., in the
case of the engine failing.

Leading Edge.—The point or enter lng
position of a wing.

Leeward.—Away from the wind.

Leeway.—Lateral drift to leeward.

Left and Right.—Always refer to the left
and right of the miachine and engine
as seen by the pilot sitting in his
seat.

Lift.—The forece exerted by the air on a
plane in a direction perpendicular, or
nearly so, to the motion.

Log Book.—A book kept by pilots giving
details of each flight.

Longerons.-—The longitudinal members of
the fuselage.

Loop.—A mancuvre in which the ma-
chine, after flying straight, does an
upward and backward turn or circle,
and then continues in the same direc-
tion as before.

Lubber Line or Lubbers’ Point.—A mark
on the body of a compass correspond-
ing with the fore and aft line of the
machine,

Machine.-—The aeroplane, as apart from
the engine.

Motor.—An incorrect term for the power
unit or engine, :

M.P.H.—Miles per hour.

Nacelle.—The body of a pusher machine.
(Origin, French—the car of a bal-
loon.—Fd.)

Nose.—The front part of a machine.

Nose Dive.—A very steep descent, with
or without engine.

Nose Heavy-—-Backward pressure re-
quired on the control lever to make
the machine fly level.

Nose Piece.—The front central portion of
a rotary engine.
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Soggy—Slow on the control and heavy
to handle.

Span.—The measurement of a machine
transversely from wing tip to wing
tip.

Spar, Main, Front and Rear.—The main
members on which the wing is built.
The front spar is generally considered
the main spar, and sometimes also
Torms the leading edge of the wing.

Spider—The front bearing supports and
plate of a rotary engine.

Spin, or Spinning Nose Dive.—To go
round in a small cirele with the nose

of the machine pointing directly
downwards. A corkscrew descent.
Spiral.—A steeply-banked, continuous-

eliding turn (with engine off).

Splice—To unite the ends of two pieces
of wire, rope or wood. In splicing
cable wire or rope the strands arve
interlaced.

Squadron.——An organisation consisting of
several flights of nmachines.

Stability—The property of a machine
whereby it tends to return to its
normal flying position if left nncon-
trolled.

Stagger.—The amount that the leading
edge of one wing is set in advance or
behind the leading edge of the other
plane, measured with the machine in
the flying-level position.

Stall.—To lose flying speed.

Strainer.—See Turnbuckle. The word
can also refer to gauge or chamois
leather used to strain petrol through
before refilling the tanks.

Streamline.—A shape of a body that offers
the least resistance to its path
through the air.

Struts.—Vertical members uniting spars
in upper aud lower planes.

Stunts.—Unusual or exaggerated evolu-
tions in the air. (Origin, American.—
Ed.)

“®’ Turns.—A series of steeplv-banked
right and left-hand gliding turns
(with engine off). :

Switch.—A device for allowing or inter-
rupting the passage of electric eunr-
rent generally to the sparking plugs.

Tachometer.—Engine vevolution counter.

Tail.—A group of planes set behind the
main planes, and consisting of both
vertical and horizontal surfaces, used
to control the halance of the machine.
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Tail Boom.~—The long spar connecting
the main plane with the tail on a
pusher machine.

Tail Heavy.—Forward pressure required
on the control lever to make the
machine fly level.

Tail Plane.—A fixed plane fitted parallel
with the main plane, to which the
elevator is attached.

Tail Plane Lifting.—A fixed planc fitted
parallel with the main plane to which
the elevator is attached. It also car-
ries some of the weight of the
machine.

Tail Skid.—See Skid.

Taxying.—The progress of a machine on
the ground with the engine running,
though not fast enough to give flying
speed.

Tee—A ground sign indicating the dirvec-
tion of the wind.  Originally an ar-
row, but it was found to be an im-
provement to widen the tip of the
arvow unti] it became a T. The wind
blows from the cross-piece down the
body of the T.

Tender.— A light motor lorry.

Throttle Lever.—Controls the amount of
explosive mixture entering the en-
gine.

Ticket, To take.—To pass an elementary
flying test, and thus be vegistered as
a certified aviator.

Torque, Engine.—The reaction of a pro-
peller which tends to cause the ma-
chine to turn about its longitudinal
axis in a direetiou opposite to that
it which the propeller is revolving.

Tractor.—A machine in which the propel-

ler is fitted 1u frout of the main
planes.
Trailing Edge.—The rear edge of the

wing.

Trestle.—Wooden frames or scaffolds de-
signed to support the tail or wings of
a machine when rcpairs are being
carried out.
Triplane.—An acroplane with three pairs
of wings, set one above the other,
Trueing Up.—Adjusting the vigging of
a machine so as to correct its balance
in the air,

Turnbuckle.—A fitting used to adjust the.
tension of wires to which it is at-.
tached. Also called Strainer.
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-LABOUR SAVING INVENTIONS
’ FOR TELEGRAPHISTS

In the Adelaide G.P.0. are two inventors
of no mean ability. Both are telegraphists,
and both are the designers of instruments
which lessen the fatigue of operating the
modern telegraph key, thereby obviating
what is termed ‘‘telegraphists’ cramp.’’

The first, Mr. Albert MacDonald, who
in his youth attained fame by riding a
bicycle across Australia from Port Darwin
to Adelaide, is responsible for an instru-
ment known as ‘‘The Pendograph,”’
which, on pressing a small lever to the
right, produces an unlimited number of
firm dots, these in the ordinary way, being
made by a pressure to the left. This in-
strument is used extensively throughout
Australasia, and is also popular with many
wireless men,

The seeond inventor, Mr. N. Thomas, has
gone one further and produced an instra-
ment that not only makes the dots auto-
matically, but in a similar manner also
malkes the dashes, the ‘‘man behind”’
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merely having to regulate the spacing. In
this instrument, which is known as ‘‘The
Auto-Morse,”” an extra lever is supplied,
thus permitting the use of the machine
either as an ordinary key, a dot maker, or
a dot-and-dash maker as required.

PROPOSED WIRELESS COMMUNICATION
BETWEEN NORTH AND SOUTH
ISLANDS OF NEW ZEALAND

At a conference of the Chambers of Com-
merce in New Zealand recently, the follow-
ing proposal from the Canterbury Cham-
ber was cousidered :—

““That in view ot the dislocation of busi-
ness generally, caused to the present tele-
graplic communication by storms, the Gov-
ernment be asked to place a sum o the Es-
timates at the next session of Parliament
to provide for direet commuuication be-
tween Wellington and Lyttleton, either by
a cable or wireless installation,”
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South America.—Wireless activities have also
been rife in South America. A new radio station
has been instituted at Viacha, near La Paz, in
Bolivia. The Peruvian Government has author-
ised the construction of a number of installations
at various points in the basin of the Amazon, as
well as an installation at Cachendo, lying be-
tween Mollendo and Arequipa. The Chilian
Government voted $175,000 towards the erection
in the Magellan territory of three wireless
stations.

Brazil and Argentina have both been busy.
The latter republic, however, felt itself obliged,
in its indignation against the infamy of the
spurlos wversenkt message despatched by Count
Luxburg through the intermediary of the
Swedish Diplomatic Service, to put a  stop to
progress with an important Teutonic station in
the course of erection, through the intermediary
of the.German Siemens-Schuckert Company at
Plomar in Argentina.

Africa Purged of German Wireless.—The purg-
ing of Africa from enemy wireless influence
was rounded off by the adhesion to the Allied
cause of the Liberian republic. Liberia had a
German long-distance wireless station estab-
lished at Monrovia, the capital of this Black -re-
public, erected as part of the Teutonic world-
wide plot for “peaceful penetration.”

Scandinavidc—Nor have radio activities been
confined to eXtra BEuropean countries. The es-
tablishment of wireless has been going on very
rapidly in Scandinavia. At the close of the year
Norway announced the proximate opening at
Stavanger of an extremely powerful installation;
Rundemand Station, near Bergen, was opened
in the early part of the year, and Frywand Sta-
tion, near Christiania, is expected to be ready
in the near future, whilst Denmark has not only
been increasing her radio-telegraphy plant in
the Mother Country, and established a school of
radiotelegraphy at Svenborg, but has also ex-
tended the boon of wireless to her dependencies
of Iceland and the Farbe Islands. Sweden also
recently erected a long-distance station at Karls-
borg.

Netherlands.—Amongst the various other ac-
tivities of the Dutch Government, we may in-
stance the establishment of two new radiotele-
graphic stations on lightships at the Dogger
Bank, one situated at the north and one at the
south thereof.

British Government.—At the Dbeginning of
August the British Government found it ad-
visable, in national interests, to suspend the
Transatlantic Commercial Wireless Service
both eastbound and westbound.

—The Wireless Year Book, 1918.
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WIRELESS FOR AMATEURS -

Navy Department to Restore Interned
Apparatus.

Interviewed in Melbourne on the above
subject, the Naval Secretary, Mr. G. L.
Macandie, stated that the official view is
that conditions are not yet normal. All
we have at present, said he, is an Armis-
tice, and until peace is finally declared the
provisions of the War Precautions Act
cannot be entirely relaxed.

The Naval Secretary made a further
statement which we are authorised to pub-
lish, Said Mr. Macandie to the writer:
““It is understood that there will be no
vital departure from the conditions which
obtained under the administration of the
Postmaster-General ; that is, that licenses
will be issued to the public who desire to
possess wireless apparatus for experi-
niental and other. purposes, and that no
irksome conditions are likely to be imn-
posed.

- ““Tideensees will be officially notified and
their gear handed back to them imme-
diately these ean be released.”’

i

THE WIRELESS INSTITUTE OF
N.S.W. TO MEET IN JANUARY

A meeting of the Wireless Instsitiite of
New South Wales and of all amateurs
interested in wireless telegraphy will be
held early in January.

The primary objeets of this meeting
well be a discussion of preliminary ar-
rangements for obtaining a re-issue of ex-
perimental licenses and the release of
““interned’’ apparatus which were dis-
mantled by the Postmaster-General’s De-
partment in 1914 undev orders issued by
the Department of Defence.

The number of licensed experimental
stations thus affected exceeds four hum-
dred, while the execution of this order
brought to light 208 sets of unlicensed
apparatus.

Readers interested in this meeting are
invited to communicate with the Homno-
rary Secretary, Mr. Malcolm Perry, Box
2, King Street Post Office, Sydney.
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