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INTRODUCTION.
Nevertheless, the task of confronting all possible experience is beyond the power of any man; and we
should be foolish to embark on it, unless we are prepared to go slowly, searching for the elements which are
both simple and also universal. But not expecting to grasp their full significance. I can then hope gradually
to build up a world picture of ‘Starship Explorer’. At: first, in outline only, which I am doing, afterwards
filling in details where I can find possible time. This can be called the method of ‘progressive
approximation’, and it will be discussed in detail in all my documents. It’s chief character is that it starts
with a total concept that is necessarily vague and faulty, rather than with a concept that, though perhaps
precise and convincing, is necessarily abstract and incomplete.
I shall begin with the total given ness of all experience and without forgetting the limitations of our powers
of perception and thought. I must see that the totality as one. I shall not look therein for simplicity or clarity.
I shall not expect that I shall be able to express my intuitions in satisfactory language or to communicate
them otherwise than most inadequately, until the research is complete at the laboratory in California, U.S.A.
on the Searl Effect Generator (S.E.G.). I have, moreover, to accept the inevitability of error in present data,
also upon the structure data of the Inverse-Gravity-Vehicle (I.G.V.) data presented here, until it can be
remodeled and tested.
At this time, I take for granted that the data released in these documents are correct, but as yet not tested. I
feel certain that all data that has been released have been found to be correct. The immediacy of sense
perception and the reliability of logical deduction have little part in the attempt to penetrate to the form of
experience, which is in the true sense metaphysical – that is, beyond the senses and not subject to the
limitations of thought. The concrete form for which I search is a mockery to the empiricist – but it is also a
stumbling block to the rationalist. Moreover, I embark upon my task with the presupposition that it can
never be finally accomplished without help. Nevertheless, it is the search, and effort to complete this project
that matters. For it is the manifestation of the true human nature: the meaning of which I am striving to
understand.
The speed by which this project moves, does relate entirely to available funds, for the time being. Once the
generator is operating, the finance situation, we hope will change for the better.
Prof. John Roy Robert Searl.
Secretary General.
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As concorde life span is short and we must except that there will be no replacement for it; mainly due to the
shear cost involved. NASA cost is soaring to continue their present system will also have no replacement in
place at the end of the shuttle life.
The question now exists, which is; is this the time to look at possible solutions; that it is time that
commercial business should become part of the space research and development program; independent of
government sponsorship.
This division is to be researched and created for such a study for future flight requirements; both for air and
space.
Unfortunate, we are not the first company to get involved in flight – therefore we must fit into the system
already operating and, defined how we shall function as a R&D company.
The development shall be based upon a slender disc concept, which I have so often lectured upon. That is a
structure which shall be based upon a split beam design and defined as a fix solid construction and not a
flexible structure. This structure shall be braced by a column structure; thereby creating departments which
can be defined for precise functions.
The craft hereinafter, shall be defined as an Ezekiel class design, which uses 64 struts in its construction. As
the craft which is explained in Ezekiel chapter 2 of the ancient bible; as that chapter is almost word to word
precise as I explain this structure.
S.S. Ezekiel Mk V is the program now under study: mark V relates to its radius at this stage it is in meters.
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I have to state that by 1982 due to unforeseen events and lack of funding this program had to be terminated; due
to no suitable work shop or funds to meet the rising cost involved. Up to that date there was no problem accept
the fact that the power train was an advance SEG; which in those days being of no urgent needs took 3 months
or longer to produce it.
But after all; it was pure research and development only; therefore the time taken to make the power train had
no importance in the project program. The future requirements may well change this situation and the need to
re-think how to mass produce the S.E.G may become an urgent requirement.
Until that date I have to look for the idea place, workshop, tools and manpower to be able to consider re-starting
such a costly program. But, there is nothing impossible unless the state of your mind makes it so. In my case it
is not the mind but money that say if or if not it can be done.
We shall need a site containing living quarters, workshop, space to film all progress in the R&D stage of the
program. We shall need to register a company section to cover this section of R&D to manufacturing stage.
Such a company setup will cover design, materials, tooling, and medical, testing and training divisions. Staff
living quarters and catering section. To that end is my determination to bring to reality, from a boys dream to
the marketplace. It is not a technology problem – it is a finance problem.
So, Fernando Morris registered the company in the USA, first step in our goal to return to R&D in flight
technology. Its emblem shall be swallow command. Russell Anderson has been promoted to head that R&D.

SEARL AEROSPACE Inc. U.S.A.
It will take time due to shear cost for funds to allow any form of fast progress in this study work. One thing is
certain that Russell is studying the construction problems of the Ezekiel class design to understand problems
connected to the work and the solutions by which they can be solved.
One major problem is the cost of this special magnetizer which has to be develop for the power train that is
needed to power this vessel, as the raw materials are zooming up in price; like NASA rocket lifting off on a
mission; it is difficult to assess what the chances are to complete this study section so we can assess if these
days such a project can still be undertaken, or has cost overrun the value of constructing of such a craft – will it
just be another invention doomed by financial problems is lost to mankind. Or will mankind save it. I have
doubts upon that issue.
At least I shall try to wake up the world that a change is a must and it is now that change must be made.
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The first objective which is vital is to understand how flight systems now function; hereby termed conventional
flight requirements. Documents in this domain of science are vast in context, and somehow we have to slot into
their world without creating any danger to their establish domain.
Unfortunate, we intend to misunderstand what we read or are informed – the truth is always hard to accept
regardless what the subject content is. It is my duty in some way or form present the real world as it was, and as
it is and what the future could be if only we all work together to make it happen.
No one man, no matter how strong he is; cannot move a mountain by his self; he requires a team, tools and
knowhow and the most critical component is funds. Today, funds are actually a god; you’re either in favor or
you are not, and clearly I am not. That does not matter to me, determination and devotion will win.
Searl Aerospace Inc. is the section that deals with flight that includes everything known to man and much that
still remains unknown. For the present let us understand that you cannot create some kind of flying machine and
fly off just where you like. Other people are flying where over time many gave their lives to solve problems to
bring flying of conventional aircraft to today’s standards.
Therefore, Searl Aerospace has a major task to blend its future operations safely to match those functions that
exists in flight today. I therefore will commence these documents on a vital part of conventional flight.
FLIGHT EMERGENCY PROCEDURES FOR PILOTS.
Here I present a hypothetic situation which could happen to any pilot; for the sake of a realistic situation this
pilot name will be known herein as John Searl who had been flying three years or more – odd Sundays, the
occasional trip to Holland – nothing ambitious.
It had all been fairly uneventful until the day he invited Roy, his wife and daughter for a flight. The conditions
were splendid; blue sky broken by a scattering of fair weather and only a gentle breeze. Picture this, John had
made a perfect flight from Three Countries, Blackbushe airfield to Birmingham airport; this was an actual flight
and when John went to pay his landing fee he was shown the pilot who own that craft which John was using
who was about to depart on a flight. If you read these details you will know why I was shown him.
I collected Roy and his wife and child, and headed back to blackbushe airfield. If you think that is a made up
name let me assure you its real; Bradley Lockerman been there to film it where I train first on a tail wheel
aircraft then on a nose wheel aircraft with a few odds one thrown in. It is located at 51019’N 00050W 329 ft
AMSL.
In this actual flight both directions was perfect; for the sake of getting a point over to you that could happen to
anyone, I shall continue with my hypothetic case. Then, three thousand feet above Oxford county side the
engine suddenly stopped firing – no smoke, no rough running – nothing. Just silence as the propeller wind
milled round. Yes, in conventional flying that can be a problem which a few pilots have experienced; the worst
situation is at takeoff.
Carburetor icing! Announce Roy with a confident grin as he pulled out the heat control. Nothing happen. “Good
heavens we’ve a forced landing” he said in utter disbelief, “can you see any smoke Roy for a wind direction?”
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There was none (this is a condition that is far too common) and since John had forgotten take-off direction there
was nothing for it but to find a field and make a guess at the line of approach. John eyes wandered anxiously
from the wind milling propeller to the left, but never once to the right where a large green field lay within easy
gliding distance. (I have presented this situation because I know that this is a general case of action by many
pilots which is a failure in getting out of trouble).
I am quite aware of why this is the case; a pilot in command of an aircraft sits on the left, the co-pilot on his/her
right. Naturally looking to the left would be more common practice then to the right. The pilot; in command of
the aircraft normally follow his track in reference to the ground markers on his left. A roadway or a railway
track would be kept on his/her left side.
“There’s a likely one over on the left” John thought to himself, “few trees on the approach and a little orchard at
the end. Must get close to it (here I am presenting the mental state which is common in this situation) can’t
afford to under shoot.”
By now John was gliding along the boundary of his selected field, almost over it in fact, so that when John did
turn onto base leg it was only a matter of seconds before the approach was overflown and hasty “S” turn
followed to avoid the woods lying along the right hand side of the field. Too late John woke up to the fact that
he was high, very high. In near panic John clawed on full flap in one fumbling heave. Was he imagining it or
were the flaps not very effective to-day?
This case is a hypothetic situation which often becomes reality and here, I am attempting to explain normal
human behavior in such conditions – where the pilot has not continued practice training for such emergency.
Then it dawned on John – he was down wind and it was too late to do anything about it. That is the reality of
conventional flying.
You may wonder if I have ever been in that situation – I must admit that in all the aircraft which I have flown,
not once have I experience such a situation; only as a mock up training lesson to be prepared in the course of
action should ever such an event occurs. In reference; to whether I have found myself too high and two fast on
landing, which can happen if your mind is on something else at that time. I have to admit yes on one case only.
Often I would take the test examiner as co-pilot; so we could discuss the I-G-V flight operation on this
particular day I just took a local flight to Basingstoke and back to Blackbushe. We got so tied up with the I-G-V
that I happen to arrive at the approach end of the runway too fast and too high. Now with the test examiner
sitting next to me I had to think fast what to do. Under a different situation I would had done a flyby and gone
round the circuit again. But if I did that what would he say to me? I could not attempt to land as the runaway
was too short to stop.
So I took a gamble on a solution which I had never yet done before, to drop my left wing and fall towards the
runway, then level out and made a perfect landing to my surprise. Fortunate for me the examiner thought that I
had done this to show that I could handle any problem that came my way, he took over and a take-off followed
where he showed me what he could do in a landing like that. From that moment he really took a real interest in
my ability to fly. Where before the I-G-V was the key interest. If you think this test examiner is just a dream
then his name was Andy Aldridge then based at Blackbushe aero club – Hi Andy, hope you are still flying.
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I have to admit that soon after your transfer to another unit, the development program on the I-G-V had to be
ended due to team work failed to honor their commitment and the shear cost that was hitting the program. But I
continue my flying with Three Counties flying school; flying that heavy fast aircraft, the one my instructor
Laslett hate seeing me flying. Yes, I did some international flying and night flying as well. Of cause, now I
cannot afford the cost to fly. Flying the I-G-V is not available either at this time for me to fly.
I felt that I need to note this fact, as we see these great experts on the web that claim that I could never had
flown an aircraft. My task here is to lay the grounds for the operation of Searl Aerospace INC. this means
documents of its operations intentions and how it will fit into the present day conventional flying. This being
the first document of many – I have chosen to start with the problems of emergency procedures.
I shall continue with my hypothetic case: The edge of the field flashed by as John pushed into a frantic dive, a
last minute attempt at getting down. The ground came up, John held off the float – float – float: would she never
land. By now, half the field was behind John then, relief at last – the wheels touched and they ran along the
ground. “Brakes – must get the brakes on” John kept telling himself as the orchard raced towards him – filling
the wind screen, then – thump! He hit a small apple tree, the aircraft slewed around, coming to a halt with a
minor dent on one wing and hardly another scratch. It was unbelievable.
In this case, it was a rare case; as you know most emergency end up with fatal results and often complete loss of
the aircraft. Conventional flying is great, but has problems that sometimes happen that is while I made my
training to be prepared for the worst to happen; and if it ever happens I would automatically carry out the
correct known procedures for such event. Agree the other pilot students through I was mad by keeping doing
emergency training.
Back at the club, John, Roy and his wife were busy sinking scotch (reality it would be a Bailey) while the
members crowded around. John was the centre of attraction, an ace. After all he had pulled off a force landing
with hardly a mark to show for it. (I have presented this statement based upon my study of human behavior as to
what would have taken place in reality of such event).
The CFI came in. He had just returned from the field with an engineer. “Been looking at it” he announced to the
hushed clubroom. “You must be tired of life, John – you had left the fuel and ignition on”; which of cause is not
a problem of the I-G-V, only to conventional flying. In some odd way, the silence that followed reminded John
of that moment of not many hours ago when the engine had failed. Yes, this could happen to any pilot. I made it
my key issue to get the best known procedures for any event; well and truly installed in my mind that it
becomes an automatic function in any event, as it can make the difference between life and death.
Now I trust all these people who have communicated with me that they want to pilot the I-G-V will wake up to
reality that is impossible: as a vast amount of pertaining is required before you can even sit in a co-pilot seat.
Agree, as a passenger you can; once it has been given the certificate of airworthiness. This could take ten years
of R&D before that day arrives. So Freddie you need to work hard on flying rules and likewise you to JT.
Before Searl Aerospace INC become flight operational they are much to learn and develop its operations that its
future track records will be sound and without any loss of life or accidents during those years, which should in
reality never happen.
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A newcomer to the world of flying may, at first glance, find little comfort or encouragement in the contents of
these documents. Yet it was with a view to giving confidence to people to invest and engineers to join us to
create the world of tomorrow that I decided to write these document, which by law is required that all people
should understand a company’s operations, and understand the company’s policy on health and safety for its
workforce.
Flight emergency procedures for pilots: in the firm belief that a knowledgeable pilot is best equipped to deal
with an unscheduled incident. Conventional flying term herein relates to all forms of flight which depends upon
air as a medium for its operation.
The Inverse-Gravity-Vehicle (I.G.V) is so designed not to depend on air for its function, even though it can fly
both air and space. But the key is that the I.G.V must blend in with conventional flying, which now has long
been established at a cost. Safety therefore is a must and to ensure that status; we have to understand how
conventional flying functions. Their operational rules, unless we know them we would be operating like a drunk
driver becoming a danger to other road users.
Searl Aerospace INC shall never become a drunk driver in my life time. These documents if failed the public to
see will not be my fault. But those entrusted to see that they are posted for all to see as written, without chances,
which changes the legal side of it.
Searl Aerospace INC, pilots must understand problems of conventional flying such as detailed below:
How can a pilot deal with a failed undercarriage if he is completely unaware of how it works?
What are the chances of pulling off a damage free forced landing when the pilot has not tried one since he/she
was a student?
If an engine fails while taking off in a light twin when it is safe to carry on around the circuit and when should
one land ahead?
It is knowledge of this kind that ensures safety and safety brings peace of mind.
This first document will be divided into sections which will be divided into three parts. There is the story, in
most cases fictitious but based upon fact, where the pilot does everything wrong, as you have already seen an
example here. Then there is a section giving the correct procedure in step-by-step form, while part 3 of the
section provides background information based upon experience of the emergency together with subject
revision for the benefit of those who learned to fly long ago, like me.
Searl Aerospace INC. understands that one of the greatest insurances available to pilots is the ability to
recognize, at an early stage, that which is abnormal. This is vital to all pilots operating I-G-V on space missions.
In most cases this is largely a factor of experience, but experience is a time consuming commodity, today that is
costly.
Searl Aerospace INC. accepts that its absence can, to a large extent, be balanced by sound training, common
sense and the ability to adopt instinctively the correct drill when faced with an emergency.
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Searl Aerospace INC. accepts that a few emergencies in a conventional aeroplane are beyond cure. It is what
happens after the onset of trouble that so often makes the accident. This also will apply on missions in deep
space. Statistics prove this to be the case.
Searl Aerospace INC. staff earnestly hopes that these documents will help reduce the accident rate. Searl also
understands that what you know is useless unless you really understand its functions. We can at this time accept
that Searl Aerospace INC is just an acorn – but from that acorn grows the mighty oak.
Searl understands that communication is a major problem – in flight English is used – if you think that is easy
for air controllers or pilots everywhere you are wrong – track records shows that communications from air
controllers can be easy misunderstood by pilots due to their normal language slang not being English failing
them. This supports my statements from 1946 we need just one language which is clear and distinct would save
many lives. This applies right across the board of speech.
Unfortunate, everyone wants their own language; therefore, we have to accept that accidents that should never
happen will happen with loss of life and property. To Searl mind there is only one solution to this problem of
transport movement, that all operations of movement should be controlled by robots. Which will also controls
emergency events to obtain the best solution for the unexpected problem at a speed which the human mind
cannot match. Time is vital in all cases of emergency where life and property is involved. We, require speed to
reach our objective; for this to be safe Searl has to study how to make it so.
Searl accepts that human error is a major problem; it is one thing that the human mind is good at; is making
errors, from which it is claim we learn how to create safety in our operations. From where Searl sits, he has
doubts on that issue. Never mind, in this document Searl will look at emergency relating to flight as he
understood them back in 1968. For the benefits of clever dicks who know better.

THE PROCEDURE:
Date: First May 1977; it is an average day with moderate wind and broken cloud at 3500 feet. Searl has taken
off from Blackbush airfield on a cross country flight in a Condor G-AYZS with co-pilot Andy Aldridge which
is just a local flight, at 1220 hours. While over open terrain when, without warning, the engine fails. This was a
real flight, but the engine failed was due to Andy cutting the fuel supply without warning so he could study my
instant reaction to such an event becoming a reality. I hope you all understand that this was a real flight on that
date and everything stated is correct that the emergency was not a real one but an induce one as a part of my
training program to become a pilot.
WHAT WAS MY IMMEDIATE ACTION?
1. Hold the aircraft nose in the level attitude, thus conserving height while the speed is reduced to the best
gliding value.
2. Trim the aircraft at best gliding speed. Too high or too low airspeed will result in unnecessary loss of
height.
3. Look for a good field taking into account size, apparent surface, and distance from aircraft and if
possible, availability of a house or farm for after landing help; but this is of less importance than the
other considerations.
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Look for smoke to confirm wind speed and direction. Alternatively the broken cloud may cast shadows
on the ground and their movement will usually be within 150 of the surface wind which will back during
the descent. In the absence of any wind indication, use the takeoff direction for landing.

PLANNING THE CIRCUIT:
1. Plan a normal circuit around the chosen landing area, avoiding complicated patterns. Never turn away
from the field, which must be kept in sight at all times.
2. Select a 1000 feet point or area. This is the key to the success of the operation – Searl is quite aware
from his study of human behavior; yet it is true function and position is very often misunderstood which
all can view on YouTube and face book in relation to the S.E.G and I-G-V where they all keep asking
the same question which has been answered on the websites and air radio broadcast so often for all to
see and hear.
3. Without delay turn towards the 1000 feet point. Assess the ground elevation by visual judgment.
4. Be prepared to adjust the flight path so that the conventional aircraft will arrive over the point at 1000
feet above ground level.(see Figure 1)
You may wonder why I have presented this material – the answer is elementary – on my test flight I had
to land at Thruxton airfield which then only had two grass runways as the concrete runways have
deteriorated and are unusable and was operated by Western Air Training Ltd. Parachuting training is
carry on here, and on the ground car racing. Extreme caution is necessary when approaching Thruxton.
Pilots are warn to take all precautions to avoid flying over an area and at a height which would bring
your aircraft into conflict with aircraft approaching to land at Boscombe Down on ILS or GCA
Boscombe, freq. 125.33 call, if radio equipped, for essential traffic information.
Boscombe down is 6 NM SW of Thruxton and aircraft landing at Boscombe Down may be expected to
pass 1 NM N of Thruxton’s perimeter at a height of 1,600 feet AGL, although on occasions they may be
lower. That is not the only problem as caution when approaching Thruxton; avoid Danger Areas (Refer
U.K. Danger Area Map). Extreme caution is necessary to avoid Middle Wallop Airfield 4 NM S of
Thruxton.
Middle Wallop has intensive flying training both rotary and fixed wing and a continuous instrument
approach within sector 0700 / 0800 up to 8 NM. The perimeter track is permanently obstructed and is not
available for aircraft.
You may find it hard to understand why we need to understand all of this – the answer is elementary – the
Inverse-Gravity-Vehicle (I.G.V) is design to land anywhere. Should ever it need to land within that area and
you had no idea what operations were taking place there; you could land up with someone getting kill.
Searl Aerospace INC shall maintain a clean slate on it operations – Searl has a clean flight record he intends to
keep it that way, as same with his driving record. Searl is determined that his companies keep a clean record of
operations for safety and health.
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1968 Thruxton Airfield: This is the image
which I know from my test flight for my pilots
license, being the second airfield on that test
which forms a program that creates a triangle
with the intension that you will experience the
wind from different angles of flight; such as
head wind, tail wind and side wind effects.
Thruxton presents a problem as it comes in to
military control zone – it also had other
problems to watch out for but really test your
skill as a pilot.

This information has been released for the benefits of educating Flowbower and his students, and all those
people who actually wish to learn due to the fact that they never had a chance at school to understand such
subjects.
Parachuting, extreme caution is necessary Flowerbower when approaching Thruxton. Pilots are warned to take
all precautions to avoid flying over an area and at a height which would bring their aircraft into conflict with
aircraft approaching to land at Boscombe Down on ILS or GCA Boscombe Down, freq. 125.33. Call if radio
equipped, for essential traffic information.
Boscombe Down is 6 NM SW of Thruxton and aircraft landing at Boscombe Down may be expected to pass 1
NM N of Thruxton’s perimeter at a height of 1,600 feet. AGL although on occasions they may be even lower.
Caution when approaching Thruxton, avoid danger area (refer U.K. danger area map). Extreme caution is
necessary to avoid Middle Wallop Airfield 4 NM S of Thruxton. Middle Wallop has intensive flying training
both rotary and fixed wing and continuous instrument approach within section 0700/0800 up to 8 NM. The
perimeter track is permanently obstructed and is not available for aircraft.
Radio: c/s Thruxton. A/G, 130.45. Boscombe Down 125.33.

Fuel: 100LL. S.

I agree that I am talking about a long time ago, as long as 1968 – time moves forward, all things change and I
agree at this moment in time I have no idea what these airfields are like; or if they still exists. One day I may
find out what has happen to them – but once long ago they did exist and this was the information I had to use
for my test flight, which I perform perfect in every detail, even at this airfield where two aircraft with skill pilots
made a right mess up on landing there. Maybe I shall never live long enough to find out even though I am not so
far away from that area; but here there is a rare event if you see an aircraft overhead.
To update you about the requirements of my test flight; which involved starting from Blackbushe to Shoreham
then on to Thruxton from there you return to base which was Blackbushe; each landing had to be officially
stamped at what time you touch down and if you did everything correct. Agree at Andover I had a problem to
identify Thruxton as there were three airfields close to each other. It took me two orbits before I final identify
the one I wanted, even though two aircraft passed me by, but I had no idea which airfield they were heading for.
In a way that proved to be blessing if I had followed them I would had failed my test by landing on the wrong
runway; even though it was the correct airfield.
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1968 This is Shoreham airfield as I knew it.
50050’N 00018’W 6 feet AMSL. Yes, I had
landed there a number of times taking
visitors with me for a flight. Code: EGKA. It
has a restaurant, refreshments and club
facilities available, Landing fee: AOA rates.
Hangarage: available. Maintenance:
available. Lighting: Portable flare path O/R.
AAls, lBn. “SH’. That may sound a bit
complicated, but is important to understand
what you will have available at that airfield
on arrival there.

Shoreham has three grass strips 13/31, 759 x 50 m + 07/25, 907 x 50 m and 03/21, 909 x 50 m. which lies
immediately W of Shoreham-by-Sea. Customs: Full facilities (24 hours PN) Operating hours: 0900-2000 or SS
whichever is earlier.
Shoreham is operated by Brighton, Hove and Worthing joint Municipal Airport’s Committee. Runways 03, 21,
25 and 31 have permanently displayed landing thresholds marked by 100 feet arrows. PPO. To non-Radio
aircraft.
Radio: c/s Shoreham. TWR, 125.4

VDF/Hmr, 123.15. NDB 332 SHM. Fuel: 100LL, jet A1, Carnets Shell.

TEL: Shoreham-by-Sea 2303 (ATC) and 2304. Manager, (STD 07917): remember this is a long time ago and
the details that was in my days may now have changed. Everything changes, some for the better others for the
worst. Not only is this information to educate Flowerbower and his students it is also to educate those who want
to pilot the Inverse-Gravity-Vehicle (I.G.V) what they need to understand; knowing is not sufficient for flying.
Shoreham airfield was my first point of landing on my solo test flight, which presented no problem and touched
down on estimated time of arrival. Having my test flight record data filed in and stamped; I then continue on my
second leg of the test, which was Thruxton. Being deaf played an important issue here, as Boscombe Down was
calling me to guide me in; but I failed to hear them. A test pilot at Bournemouth airfield heard Boscombe Down
calling me but had no idea that I was flying that aircraft, otherwise he would had shouted me by name to draw
my attention to Boscombe Down calling me to help me. Regardless of that misfortune, I still got there and
landed perfect not quite on the expected time of arrival but just a couple of minutes late.
Being a few minutes late is better than landing in France, which has been known to happen to a few students
doing their test flight. Which; is far too easy to do, than not to do, so I understand. Let’s face the truth pilots
with thousands of hours on commercial flights make cockups, many are lucky to recover from the error without
damage to the aircraft, some were not so lucky. I agree there are two classes of errors, one mechanical and the
other pilot. I agree that if it’s mechanical that is unfortunate, them it is up to the pilot to try to save the day.
Quite a number of pilots today have been successful due to their training and quick response to the problem.
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Returning to flight emergency procedures for pilots
5. To take note that while gliding to the 1000 feet points try and find the cause of engine failure. The symptoms
of the failure will often provide a good indication of the cause – which I shall discuss a little later on. When
the power loss is accompanied by smoke, vibration and unusual noise there has almost certainly been a
mechanical failure. Fuel and ignition must be switched off immediately. Alternatively when the propeller
windmills without mechanical noise it may be possible to restart the engine.
CHECK:A
B
C
D
E

Fuel pressure and operate fuel booster pump.
Fuel content. If possible, change to another tank.
Position of ignition switches.
Position of mixture control.
Try carburetor heat.

6. When time and conditions permit, send out a “Mayday”, giving call sign, best known position and intention.
7. During practice, warm the engine with a good burst of power at intervals of 500 – 1000 feet according to the
outside air temperature.
8. Complete the usual downwind vital actions. These will include additional checks aimed at safe-guarding the
occupants in the event of a bad landing.
B
U
M
P
F
I
H
H

Brakes – off
Undercarriage – up
Mixture – idle cut off
Pitch – coarse (simulate in practice – I shall explain this later
Fuel – off
Ignition – off
Harness – tight
Hatches – ready for quick release

NOTE:
Some conventional aircraft become difficult to manage when the door is allowed to open slightly. At this stage
pilot action should therefore be confined to unlocking rather than taking off the latch.
9. Maintain a close check on progress towards the 1000 feet point. Avoid dissipating height by gliding at the
incorrect speed. Make full use of trim.
10. At the 1000 feet point turn onto base leg. Assess the strength of the wind by the amount of drift and adjust
the base leg accordingly.
11. Aim to overshoot slightly thus ensuring that the field is within gliding distance.
12. When certain the field can be reached, lower the undercarriage – if applicable – I shall discuss this later.
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Conventional aircraft having a flight emergency
requires this kind of procedure as shown to the left
side Flowerbower for your education.
Figure 1.
Adjusting the glide towards the 1000 feet point
according to circumstances.
NOTE:
The Inverse-Gravity-Vehicle (I-G-V) does not
require operating in this manner. Its function of
operation has been presented in other documents.

Continue statement 12.
Lower 10 – 150 of flap.
13. Turn onto the approach and look out for obstructions that may have gone undetected. Adjust the landing
path accordingly.
14. Use the flaps in stages to bring the touchdown point forward thus making the full length of the field
available for deceleration. Full flap should be applied as soon as it is certain the field can be reached. The lower
the touchdown speed the better.
15. Before landing turn off the battery master switch.
16. Avoid obstacles and land at the lowest possible touchdown speed which I shall disgust later.
17. During the landing run look ahead and avoid rough ground or obstacles.
18. Apply the brakes and bring the aircraft to a halt as soon as possible.
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19, Take steps to safeguard the aircraft and, if possible, put someone in charge while telephoning the base
airfield.
Yes, I agree that is easier to say then to do – as so often the news media inform you that there were no
survivors. Such statements make my mind ask WHY? A light aircraft should be able to touchdown with
reasonable safety unless the pilot made an error of judgment on the approach; or had a heart attack and flying
solo. I appreciate that the accident could be due to loss of stick control.
The Inverse-Gravity-Vehicle is a vertical takeoff and landing craft. Therefore, needs no runways. It still requires
pilot skills on landing if there should ever be a power failure. But a power failure is extremely doubtful due to
its powertrain functions and design. A solid rotating ring could disintegrate, that is why I segmented it into a
select number of units to represent a solid ring, which still equal that of a solid ring by weight. The loading then
is reduced to a point where the chances of disintegration becomes zero rated.
1968 This is Blackbushe airfield as I knew it.
This was my base airfield from where I was
trained as a pilot; by two different schools on
two entirely different aircraft on the same
days.
Which lies 51019’N 00050’W at 329 feet
AMSL. 2 NM W of Camberley. Customs
“BAUA” Code: EGLK. It was from this
airfield: I took off and returned to for my test
solo flight. Yes, Flowerbower you do not like
the truth; do you?

Operation hours: 0830 – sunset or 1800 or 0600 – 0830 by arrangement. Sunset – 2000 by arrangement. There
are three bituminous runways 08/26, 1,290 x 46 m. + 14/32. 884 x 46 m + 01/19, 931 x 46 m. Lighting: Electric
flare path O/R IBn. Gn. “BB” VASIS 26/08. Yes, on just one flight back from Holland rather late I had to pay
in advance an extra cost to the controller at the Tower for being back in time to turn them on for me – which he
was, bless him. He was working overtime so it was up to me to pay him what he considered as a fair price for
his time.
Maintenance: Available. Restaurant: Restaurant and club facilities available, which Bradley Lockerman used to
film where I was trained, before moving on to Mortimer to film. Blackbushe was operated then by Aviation
Service (Blackbushe). No non-radio aircraft. The Eastern limit of the licensed area is indicated by standard
boundary markers. Displaced threshold markings on runway 01.
Radar assistance will be given by ATC Farnborough to aircraft in IMC equipped with VHF R/T on a frequency
of 130.05 or 122.5 MHz. Variable circuits. Radio: c/s Blackbushe. A/G. 122.3
Fuel: 100LL. Jet A1. S.
Tel: Yateley 87 3331, 87 4444 or 87 3338 (ATC) Telex: 858662 today their number will have changed.
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Writing Documents; I try to present the facts from my own experience, in relationship to what we need to know.
Not just to know but understand that what we think we know Fartbower – in your case – there is no hope of you
ever being able to learn, as its capacity is full of shit. But out there throughout the world are thousands of brains
that want to learn to understand this technology. Because they are aware their future depends upon a massive
change in our thinking and actions.
Yet that future must now slowly blend in to that world which must be developed. Those days as a child in the
70s, you grew up with the likes of Thunderbirds, Joe 90, UFO and Captain Scarlet, happy absorbing whatever
producer Gerry Anderson (no not our Jonathan Anderson or Russell Anderson) wanted to throw at you.
I have to admit, at the age of 38 years old, I too was excited by Captain Scarlet; which was a good story well
film and Thunderbirds: but in a completely different light. One from a respective if that could become a reality
life on Earth might improve from the issue of emergencies by being able to race to problem points with the
energy needed to save life. But then, who are interested in such an International emergency unit?
Knowing that these were programs targeted at children. Anderson must have been mindful of the limitations of
a youngster’s attention span, and employed the trick of using a teaser at the beginning of each episode that
montaged some key elements of the action; not enough to spoil the ending, but more than enough to keep you
along for ride.
Since 1946, I have been using the same technology, but in print instead of film. But I could also do the same
with film. Fast forward three decades, and program makers are still going all out to get us to the end of their
offerings, but the strategies have changed. From where I am sitting, they sure aren’t changes for the better. We
have a wonderful video clip on this technology, but I have reasons to doubt; if the world will ever see it.
Today’s world is not my world; it has changed completely, 1932 I was born Disney releases first cartoon in
colour; 1949 Training for the navy, first jet, the De Havilland Comet, makes maiden flight; 1958 US congress
establishes NASA; 1964 Ranger 7 takes first close up photographs the moon. It was never like that in my day.
The big advantage for them is that hour-long TV programs don’t actually last an hour. Once you’ve allowed for
the ad breaks your episode now only needs to last 45 minutes. And for producers worried about the attention
spans for their audience, these little breaks are a godsend, ensuring that no viewer needs to concentrate for
anything more than 12 minutes at a time.
That is precisely what I have been doing in my books and newsletters, which I have stated so often those human
minds have human limits, and only so much can they hold. I appreciated then that information all at once was
far too much for them to hold, therefore, it’s far wiser to give information in little bits at a time so they can
digest it. And you see that I have done the same here. Whereby I can concentrate all day long, in fact I have no
other choice if this technology is to reach the marketplace.
When even twelve minutes might be a bit of a challenge, the producers get around this by spending the last
couple of minutes of any segment telling us what’s coming up after the break, and the first few minutes of any
segment reminding us what happened before the break. This is not beneficial for me; but is for the bulk of the
viewing public. Agree it gives you time for a good pee.
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That means that in any given hour-long slot, there’s probably only around 25 minutes of programed to absorb.
That shouldn’t be a problem for anyone. Should it?
Well, the various members of many households have taken to watching a particular makeover program on
channel 4, where some hapless lady who has aged before her time and lost all grip on the rules of fashion is put
through an intensive program of cosmetic surgery, full dental work, lessons in make-up use, a radical hair
restyling and a wardrobe upgrade. From where I sit that is pretty gruesome stuff and you’d think that fact alone
would keep viewers glued to their screens. This domain has the largest number of viewers in the world; while
the domain of reality has the least number of viewers.
But just in case, the producers have long employed all of the tricks I have discussed so far. And now they’ve
found one more: to reveal the ending of the program right at the very beginning. There’s more, too, because at
the end of the program they also show you the ending of next week’s show. Surely a line has been crossed here.
Why have I presented this article here? At a time when the UK is trying to set itself up as a global hub of
innovation and design excellence; which is in my mind just another dream of fantasy and not reality; as the
government is sure killing off such a success, this is pretty worrying stuff. From where I sit; we seem to be
suggesting a contradictory picture of a populace who can’t offer any project their full attention for more than ten
minutes at a time, and who demand instant results without any consideration for quality. Further, I reckon early
exposure to Anderson futuristic visions were not among the things that inspired me to take up a career in
engineering, but only played a part in my thinking process of what might improve life on Earth from the
technology which my dreams had sent me on. I so often wonder what today’s TV might inspire other than how
to kill people.
That is the end of the break; I shall now return you to the legal concept upon flight emergency procedures for
pilots.
BACKGROUND INFORMATION:
With the development of thoroughly reliable engines, the forced landing without power, once an everyday
experience for pioneer aviators, has now become a rare occurrence. However the likelihood of a forced landing
as a result of mechanical failure, remote as it may be, does not rule ot the possibility of unexpected power loss
due to pilot error and for this reason the emergency which forms the subject of this document should be fully
understood: it should also be practiced at regular intervals, as you are aware of I sure did practice often.
The benefits are obvious –
A. Ability to cope with the situation should it occur
B. An interesting and enjoyable exercise which must improve both the pilot’s general handling skill and
his/her judgment.
This document is for the education of you Flowerbower or fartbower and your students, if that is all possible to
achieve, and all those big companies who haven’t the guts to back this technology due to the vigor smell
emitted by FB.
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Possible cause of engine failure:
These may be divided into two categories.
A. Mechanical:
B. Pilot mismanagement.
A. Mechanical:
The chances of a major component failure – e.g. broken crank shaft, connection rod, etc. – are remote and the
most likely engine faults are as follows:
1. Blown cylinder-head gasket:
The gas tight seal between the cylinder and its head. This will produce a reduction in power
accompanied by a distinctive sound not unlike that of a leaking exhausts system on a car. Usually it is
possible to continue flying but a landing should be made as soon as possible since prolonged running
with a leaking gasket can damage both the cylinder and its head.
That is the problem with conventional aircraft. That is where the Inverse-Gravity-Vehicle (I-G-V)
wins; due to the fact that there are no Cylinders. Therefore, there is no need for Gaskets to be
used – meaning no blown gaskets to worry the pilot.
2. Mechanical fuel pump failure:
This being the final link between fuel tank and carburetor, it follows that an inoperative mechanical fuel
pump will cause the carburetor to run dry within a few seconds. The symptoms are easily recognized by
a sudden and decisive loss of power, the propeller wind-milling without unusual mechanical noise or
vibration, the fuel pressure gauge reading zero. The remedy is simple Flowerbower; switch on the
emergency fuel pump.
That is the problem with conventional aircraft. That is where the Inverse-Gravity-Vehicle (I-G-V)
wins; due to the fact that there are no mechanical fuel pumps. Therefore, there is no need for a
fuel loss – meaning there is no dead engine to worry the pilot. In fact it does not burn fuel, thus
there is no pollution generated by the Inverse-Gravity-Vehicle (I-G-V).
3. Fuel line blockage:
Either in the form of foreign matter in the fuel pipe: or an air lock caused by incorrect use of the fuel
cock. Symptoms are the same as in fuel pump failure. In each case the remedy is to augment fuel
pressure by switching on the electric fuel pump. Should this have no effect, change tanks.
That is the problem with conventional aircraft. That is where the Inverse-Gravity-Vehicle (I-G-V)
wins; due to the fact that there are no fuel lines. Therefore, there is no need for a fuel loss –
meaning there is no dead engine to worry the pilot. In fact it does not burn fuel, thus there is no
pollution generated by the Inverse-Gravity-Vehicle (I-G-V).
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4. Magneto failure:
May take several forms. An electric fault causing loss of spark is unlikely to occur in both magnetos
simultaneously unless the ignition switch develops a short in flight and this is an even more remote
possibility. Failure of one magneto will effect a small power reduction but even with fixed pitch propellers
this will probably go undetected by the pilot, hence the importance of a magneto check during after landing
rundown.
Of more serious consequence is failure of the magneto drive. It is not unknown for the engine drive coupling
to shear – when the magneto may continue to rotate, generating sparks and delivering them to the plugs at the
wrong time. Symptoms are unmistakable. The engine will misfire to the accompaniment of violent shaking
which is transmitted throughout the aircraft in a manner unlikely to be confused with rough running or
carburetor icing. If the engine is allowed to continue running while in this condition very serious damage can
result and immediate action must be taken to stop the misfiring. Again the remedy is simple – test the
switches then turn off the offending magneto. With the engine now dependent upon one ignition system an
early landing must be planned.
Thank heaven that the Inverse-Gravity-Vehicle (I.G.V) do not require the employment of magnetos in
its power train to function, Thus another issue of success in technology which I feel that pilots will
appreciate that there is no shake rattle and roll experience to handle.
5. Detached or faulty plug lead:
When; only one lead becomes detached from the sparking plug: little if anything will be noticed by the pilot;
unless the lead makes contact with another plug. The design of ignition harnesses makes this highly
improbable but in the unlikely event of it happening symptoms similar to magneto drive failure will occur.
Here again the cure is to find the faulty ignition system, switch it off without delay, revise the flight plan and
land as soon as possible.
Thank heaven that the Inverse-Gravity-Vehicle (I.G.V) do not require the employment of spark plugs
in its power train to function, Thus another issue of success in technology which I feel that pilots will
appreciate that there is no strange experiences to handle, that arrives without warning.
6. Sticking valve:
To achieve power, during the compression and ignition strokes both valves in the cylinder head must be
tightly closed. Occasionally, seizure of a valve in its guide, or a broken valve spring, may allow a valve to
remain open. In the case of an inlet valve, mixture will be pumped back through the carburetor in the reverse
direction to normal flow, thus affecting carburation to all cylinders and causing a general loss of power. In
this case it is usually possible to remain in the air until an airfield is reached.
An exhaust valve which remains open during compression and ignition will allow mixture to be pumped into
the exhaust manifold, when loud misfiring will be heard accompanied by rough running. This is not usually as
violent as magneto drive failure but serious nevertheless. Prolonged running under these conditions may cause
failure of the exhaust system with a risk of fire.
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Power should be reduced to the minimum possible and an early landing effected.
Thank heaven that the Inverse-Gravity-Vehicle (I-G-V) does not employ such systems within its concept
of structure and function; thereby reducing problems which can be encountered in conventional flying.
For the attention of all of you who wrote to say you would pilot the first I-G-V. Please note that first you
got to learn about present day laws and how private pilots operate then commercial operators. Then how
the space operators function because Searl Aerospace INC. must work within their functions; whereby
there will be no accidents generated by Searl Aerospace INC.
It is time for another commercial break:
Prof. Searl, head of the Searl Technology Ltd. having
spent research time studying industrial operations in
the UK industry for problems, which must not happen
within the Searl Technology group states: that he feels
that diplomas will fail pupils for the working world of
Searl Technology Limited. There are mixed views on
the latest raft of proposals, with detractors saying they
could undermine the integrity of traditional subjects,
and even arguing that their lack of practical work will
ultimately fail both students and employers. Prof.
Searl is determined to get his companies operating on
the best possible routes for success. As he has stated
so often that it is team work – that is the hardest part
to create “THE TEAM” which means a number of
workforce functioning around one person; namely the
LEADER. Unless that structure is generator progress
will take a vast amount of time to complete. But we
shall win Flowerbower regardless of you.

The new diplomas planned for the UK, due to be introduced in September 2008, from Prof. Searl opinion,
will be catastrophic for the education system and will not prepare students for working in any of the Searl
group of companies when vacancies become available.
Searl understanding is that five diplomas are being rolled out which will include construction and
engineering, but despite them being hailed as the qualification of choice by Children’s Secretary Ed Balls
many are already like Searl wary of their introduction, which Searl understands including top class
universities.
Prof. Searl, head of the Searl Technology companies, feels that “it is ludicrous that students can pass the
construction diploma without even stepping onto a building site! It is essential for students to have
experienced the practical side of the industry so what is the point in having these diplomas when they don’t
even take students in the field.
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Searl feels by allowing pupils to pass their diploma with work experience in a shop for example and not
even remotely relevant will be totally detrimental for Searl Technology companies.
Searl feels that not only will they have little practical experience, which would be of value to Searl
Technology companies, students who want to pursue a career in Swallow Command construction may not
even be accepted into their chosen university as far as Searl understand it that many universities have said
that they would not automatically accept diplomas as they would A levels.
Searl agrees upon the same line of action at his planned training schools, which will be run the same as
universities in the UK operates: but with more reality to the study from the hands on experience function.
Searl continues: “The government has made another huge mistake”. Searl is aware that some universities are
already thinking of introducing entrance exams as they feel that the new AS levels are easier than their
predecessors; so who knows what will happen to every student in the country that chooses to take these
diplomas.
Many of you; who have read my old newsletter and books will know that from 1968 Searl made it clear that
all applicants would have an entrance exams to complete; from which he can assess which section of the
organization they would suite: or if not suitable at all. That still stands today as a rule to all who wish to join
this set of companies.
Searl feels that we need to take a stand as there is already a skills shortage in the construction and
engineering industry within the UK, and with pupils not even having the right qualifications to carry out the
roles, Searl has many times stated that he see there are going to face great problems in the future. Today,
that feeling is even greater that creating the top team for this new technology development will not be easy.
Many retired engineers will have to be found who have the experience needed for this work – guess time
will find them.
Searl is aware that it is fair to say that there are mixed feelings on the diplomas across industry. Overall,
employers have backed the sector related diplomas as a parallel qualification to GCSEs and A levels. They
were created with substantial business input and retain the strong support of employers. But Searl
understand that employers are worried about the more recent proposals in the government’s diploma strategy
to introduce a new range of academic diplomas in areas including sciences. And Searl fear they would not
have any greater value to young people or to Searl Technology companies than the existing GCSEs or A
levels, and would instead be an unnecessary distraction.
Searl accepts that Searl Technology group of companies will have to be fully committed to supporting the
following priorities: improving school leavers basic skills; continuing to enhance GCSEs and A levels; and
making sure the more vocational sector specific diplomas are a real success. And Searl is also keen to work
with the governments of the world to ensure the business community understands the diploma grading
system properly. But Searl is urging policy makers to streamline the number of levels of diploma to two,
rather than increase it from three to seven as is proposed, which would simply be confusing.
Searl also have concerns that the over loaded education system could not cope with the planned reforms
given the lack of resources available, including too few specialist teachers in math’s and science, and a poor
careers advice service. Going ahead with these plans without tackling concerns, Searl fear, could lead to a
fractured two-tier education system with private schools opting for GCSEs and A levels, or even the
international Baccalaureate, while state schools use diplomas.
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Searl Aerospace INC, USA: comments “We know that our employers throughout the Searl organizations are
really keen to have a positive role to play in educating our young people. There has been genuine enthusiasm
throughout Searl organization specific, vocation diplomas as Searl staff recognize that they have the potential to
add real value to students who are keen to learn in depth about a particular sector and gain vital employability
skills. Searl understand and value GCSEs and A levels and firmly believe that these should remain a
cornerstone of the education system.
This is the end of the commercial break and I shall now return you to the education tank: Flight
emergency procedures for conventional pilots:
B. PILOT MISMANAGEMENT:
The best possible advice Prof. Searl can present is “know your aircraft”. Searl excepts that so often a forced
landing has resulted from pilot ignorance, some of it inexcusable, occasionally because the unexpected has
caught him off guard. Some of the most common pilot traps are as follows:1. Never trust a fuel gauge:
It may work to-day. It may work tomorrow but that is no guarantee it will not tell a lie next week. Even
when the aircraft is well known, never accept a gauge as working until its reading has been checked by
visual inspection of the fuel tank. Searl is aware that with some aircraft fuel cannot be seen from the
filling point and in these cases the dipstick (no not yours FB) but the one provided for the purpose
should be use.
Thank your blessings that the Inverse-Gravity-vehicle (I-G-V) has no fuel gauges for flight, but they
do have power gauges, water gauges, oxygen and hydrogen gauge. Each gauge need to be fully
checked before any mission can operate.
2. Incorrect use of fuel strainers:
The practice of ignoring fuel strainers before the first flight of the day is clearly a source of potential
danger. However, Searl is aware that it is perhaps less apparent that misuse of the fuel strainers may
create a hazard of another kind. There have been cases when the pilot has omitted to select fuel on
before straining the tank. The resultant back pressure has gradually prevented further draining, thus
giving the impression that the strainer has been closed correctly when in fact it is partly open. The
pilot’s first indication that a situation exists is when he becomes aware of what appears to be abnormal
fuel consumption followed by a dry tanks.
Thank your blessings that the Inverse-Gravity-Vehicle (I-G-V) do not have strainers for flight fuel
as no fuel as such is employed in the flight operation of the craft. But strainers are used on other
systems required for long missions in deep space. Such details will be found in documents on craft
design to be release later.
Clearly the Inverse-Gravity-Vehicle (I-G-V) has a lot to offer in technology and function that
improves future flights in space. Its disadvantage is that it is entirely a new concept in flight
technology. Thus it is class as a high risk project due to the shear cost in construction work.
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3. Engine seizure resulting from insufficient oil.
Most engines, irrespective of age or design, lose oil, either through minor leaks, burning or negative “g”
incurred during aerobatics. It therefore follows that an engine low on oil at the beginning of a flight may be
dangerously low towards the end of the detail.
In extreme cases, shortage of engine oil will produce a complete seizure with potentially dangerous and
invariably expensive results. Searl says that the lesson is clear – check the oil before flight.
Elementary airmanship.
Can you name me one drive system that can run without the use of oil? I can with a positive YES –
that is the Searl Effect Generator including the advance unit for flight requirements. No matter how
high the RPM are it never need oil. Therefore, it can never seize up. So there is nothing to burn and
therefore no pollution attached to its operations.
It is time for another commercial break:

We have one philosophy.
We have one identity.
We have one brand.
We are already contemplating tomorrow’s solutions today; we must be at one with the future. We have a
single objective: we want to make this planet more successful by creating cleaner air and water, better food,
thus better health which is the bonus points from the SEARL TECHNOLOGY; we use our products, ideas
and emotions to realize Searl visions of a better world. Many years of experience have helped Searl develop
a spirit for innovation and an uncompromising passion.
The result: SEARL is forming a group of companies to specialize with a clear philosophy that shall set
standards in outstanding power systems for energy and transportation requirements. High tech products
manufactured by these companies shall be launched into deep space, and shall win formula one class races,
and shall widen the boundaries of mechanical and electrical engineering and pave the way for advanced
medical technology – now united under one symbol worldwide – SEARL TECHNOLOGY.
This end the commercial break I shall return you to the studio program: Flight emergency procedures for
pilots.
NEVER FLY WITHOUT FIRST COMPLETING THE OUTSIDE CHECKS:
DURING FLIGHT:
1. Carburettor Icing:
I will commence this part on the next page.
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It should never be assumed at any time that conditions are such as to preclude the possibility of carburetor
icing. The most likely range of outside air temperature when icing may occur is generally quoted as between
+300C and -180C. Searl points out that the correct use of the carburetor heat control is complicated by a
number of variables and Searl will deal with the subject in greater detail later. That is the problem of
conventional flying.
Searl states that the beauty of the Inverse-Gravity-Vehicle (I.G.V) is that its rim is super cold. Due to that
function the I.G.V. goes superconducting, which in reality is precisely what is required within a good
spacecraft design. Thus no carburetor is required and therefore no carburetor heat control is required for its
operational functions. Thus no more misuse of the carburetor control by pilots.
2. Incorrect use of mixture control:
Will cause a decrease in power and overheating. Do not weaken the mixture below the minimum flight level
recommended in the operating manual. When one is fitted, make full use of the fuel / air ratio meter and never
weaken below the minimum setting which is usually ‘red lined’. When there is no meter; the mixture should
not be weakened to the point where a loss of power and rough running is apparent.
Searl repeats; how wonderful the Inverse-Gravity-Vehicle (I.G.V) is: as it requires no mixture control: thus
the pilot cannot get the mixture wrong, can he/she.
3. Mismanagement of fuel:
Avoid running a tank completely dry. Should this occur there will often be evidence of surging as the
remaining drops of fuel are drawn from the tank, followed by complete loss of power.
Searl says: when changing tanks always turn the fuel cock through the positions detailed in the flight manual.
If this recommends going from one tank to the other through the ‘off’ position make a habit of so doing.
On some aircraft a particular tank is to be used for taking-off and landing. If the manufacturer makes such a
recommendation take it as certain that special reasons exists and follow their advice without exception. It is
good practice to switch on the fuel booster pump when changing from one tank to another.
Again the Inverse-Gravity-Vehicle (I.G.V) wins, as there is no need to worry about mismanagement of fuel,
as no fuel is required for flight operations or flight functions.
4. Running out of fuel:
Possibly the most common cause of Forced landing without power, running out of fuel, usually results from
incorrect flight planning. With modern radio aids it is not usual for pilots to be uncertain of their position and
the most likely causes when running short of fuel are either:(a) Reliance on the readings of an inaccurate fuel gauge, or
(b) Failing to allow sufficient fuel for weather deterioration and a possible diversion.
When it is clear that fuel will be insufficient to reach the destination a Force landing with power (will disguss
this later) should be attempted in the best available field on the basis that it is better to be able to choose a
field, under power, while you can.
Here again the I-G-V wins; there is no fuel to run out of as its fuel is in all fabric throughout the universe.
Page 023

Swallow Command - start up R&D

DOC-SAI-SC1-1-24.

5. Misuse of engine controls:
It is not unknown for a pilot under stress to check for carburetor ice by mistakenly pulling out the mixture
control, thus operating the idle cut-off. When an engine does fail, naturally the position of the mixture
control is included in the checks for possible cause of power loss.
Yes I know that you know what I am about to state – here again the Inverse-Gravity-Vehicle (I.G.V) wins
over conventional aircraft, because we are not burning fuel. We therefore make all these control systems
as redundant. The power train of the Inverse-Gravity-Vehicle is based upon the Searl Effect Generator;
but a far more complicated unit. Its operational functions are basically the same effects with added effects
by making use of its gyro effects for flight path operations. All of which will be discuss later.
6. Ignition switches:
While it is remotely possible to accidentally knock off the ignition in flight most modern conventional aircraft
have an ignition key and although the position of this will naturally be checked in the event of engine failure it
is unlikely to be the cause of the trouble.
Agree that over the years flying of conventional aircraft has greatly improved; from the issue of accidents.
Nevertheless, they still do happen – at this point I have no intention to go into this matter until much later. It
should be clear that if the Inverse-Gravity-Vehicle does not burn fuel, then all related accidents relating to
fuel burning flying machines will not apply. In that case can we assume that the Invers-Gravity-Vehicle is
safer than the conventional aircraft in flight?
I believe that the answer to that question is a POSITIVE YES!
But there is nothing that can be done to examine any such process until some ingeniousthrough that century
people were excited by shows in musical hall etc. By late 1800 movies started using these effects to excite the
viewer. The only problem then was that they had no idea how to put such a motor together. It will take
another 200 years before that motor can appear in reality – machinery, test equipment, tools and materials
had to be invented first. And the most important material of all that had to be found was Nd 60. After that
was found there was one more urgent ingredient called the brain which had to wait until second day of May
1932 by which such a motor could become a reality.
Today, that man is here, today through these books on the web you can be with me, and join in with the
team. For the first time: you can sit in your home, in the office, and enter the mind of this man who have
dreamt up the concept, and is slowly but successfully pulling the C.P.A. together. For the first time, you can
see what he has to endure, the insults, the painful hurts from those whose minds are locked with just bare
facts of the pass. For the first time you can be a witness to that struggle to success, the begging the pleading.
For the first time you can enjoy each successful stepping stone that is won towards the final object the
creation of the Searl Effect Technology: the Searl Effect Generator (S.E.G). For the first time you can watch
photographical the success story as each stage of the program is completed.
All this you can do at home without moving one inch to find out the FACTS. All this has been made possible
by the fact that man is so determine to see that SPACE PROJECT SWALLOW will become reality in his
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Lifetime. Today, Searl cannot see that the Inverse-Gravity-Vehicle (I.G.V) will ever now take to the air again.
The shear cost alone blocks that possibility. Yet years ago that could had been achieved if only people helped
even without moving from their home, by financing towards the cost of the materials needed to complete this
work.
Should I die before this project is completed, it will not be my fault, but yours, those who keep stealing or
destroying my work because they cannot own it, they want to force me to sign over everything to them –
today, the position has not changed very much; but it is now difficult to steal the goods – but they are poising
the airways to stop people investing in this work, for I have done everything possible, and will continue to do
so, until STARSHIP EXPLORER is completed, or I have departed from your world.
Now I shall return you to the studio to your program FLIGHT EMERGENCY PROCEDURES FOR
PILOTS.
General consideration when engine fails:
When notwithstanding all checks and pre-flight preparations the engine fails in the air, safe landing of a single
engine aircraft is affected by the following factors:1. Extent of engine failure, i.e. partial or complete. In the case of a multi-engine aircraft failure of one
engine presents quite different problems and these will be dealt with later.
2. Type of aircraft and its handling characteristics.
3. Weather, particularly wind strength.
4. Nature of terrain below the aircraft.
5. Selecting the landing area.
6. Position of wheels in aircraft with retractable undercarriages.
7. Amount of light at time of engine failure.
Aer Lingus: Irish airlines: flies an all jet
fleet to Europe and the USA. Each jet is
8. Altitude at time of engine failure.
named after an Irish saint.

1. Extent of engine failure:
The procedure outline already in this document was based upon complete loss of power. Partial engine
failure, i.e. when sufficient power remains to maintain height at a reduce speed, raises the question of
whether to land immediately or seek a more suitable area. Over open country however it is usually better
to ignore the limited power available and get the aircraft down in the first suitable field rather than fly on
and risk complete failure when the ground below may be less hospitable.
You may well ask about the Inverse-Gravity-Vehicle (I.G.V), should ever it loose power – let us look
at the structure in question. First there is a massive weight in high speed rotation; do you really think
that power or partial engine power is possible?
That mass is divided into many sections and made into long circularly; as roller (cylinders) – Why Do
I go to that trouble? That answer is elementary – a solid ring at those RPM should ever get hit with a
sudden overload would fly apart. By splitting that mass into parts and those parts again split into
sections can safely absorb overloads without damage.
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I feel that I can safely state that the Inverse-Gravity-Vehicle (I-G-V) would not suddenly loose power,
partial or fully due to its structural functions operations. The power train employed within the I-G-V is
massive in weight.
2. Type of aircraft and its handling characteristics:
The gliding characteristics of the conventional aircraft must be fully understood as well the effect of lowering
flap and undercarriage. An emergency is not the time to discover that application of full flap with the engine
off results in a steeper than expected descent path.
When a constant speed propeller is fitted, glide performance may be improved by selecting “coarse” pitch,
this being the nearest equivalent to feathering. During practice procedures coarse pitch should only ne
simulated, otherwise engine damage may result when opening the throttle at intervals.
I appreciate that many readers do not understand why I am explaining details about conventional flying
when we are not involved in conventional flying? The answer is elementary – knowing is not enough –
understanding is vital to avoid accidents, which would create a bad track record for a new company just
stepping out onto the marketplace is not a good sign for the future.
The Inverse-Gravity-Vehicle (I-G-V): let us assume that the impossible does actually happen and engine
fails than what? During 1968 test undertaken on the design of the slender Disc proved that it will not glide
like conventional aircraft, due to its characteristics. But it does fall like a leaf from a tree. The design of
the flight cells is to take advantage of this function to assist in directing its descent to avoid buildings.
Like the conventional aircraft which requires a glide path to land, without power. The I-G-V needs a
descent funnel due to its characteristics. The larger the diameter of the I-G-V: the larger is the descent
funnel which is required. Not forget that the time factor of descent will also be affected by the diameter of
the I-G-V, The larger the diameter; the longer the time factor in landing without power.\
Base on the facts of R&D; the I-G-V is a winner for both air and space operations. Without doubt a
perfect device of commercial operations.
3. Weather and wind strength:
When the failing occurs in or above cloud a descent must be made away from known high ground. Full use
should be made of the radio, since ATC may be able to guide the aircraft away from obstructions.
The descent through cloud must be made as quickly as possible because unless there is an alternative vacuum
source or the gyro instruments are electrically driven, artificial horizon, direction indicator and eventually the
turn needle will cease to give reliable indications.
Appreciation of wind strength and direction is all important. It can mean the difference between success and
failure when committed to a force landing. Look for smoke – which is the best indication of surface wind –
but when none is available it is sometimes possible to use cloud shadows. Assuming the clouds to be at
approximately 2000 feet, wind direction will be some 150 less than the line of shadows.
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Here the I-G-V is committed to a force landing; the wind strength and direction will be critical; as it
swings into the wind it will be slowed down therefore will not reach so far as the swing before it. But on
the return swing it will swing further out then the swing before it. This effect continues until almost on the
ground here it appears to hover before coming to rest on the surface.
The beauty of the I.G.V. is that you will land safe, which creates another point up on conventional flying
which often ends in failure.
4. Nature of terrain:
Obviously this will determine the selection of landing area available. When the engine fails while in sight of
the ground it is a simple matter of choosing the best field, but a force landing which begins above cloud will
present the additional problem of terrain clearance mentioned under the previous sub-heading. When flying
above cloud in a single engine aircraft it is therefore prudent to keep a mental picture of the ground below by
reference to the map at intervals.
The Inverse-Gravity-Vehicle (I-G-V) will be extremely packed with measuring equipment due to its
planned future operations. Even above cloud it will have a detail map of the surface terrain by which
careful selection of flight cells will assist its endeavor to touch down, without creating too much damage to
the terrain or environment. Its eight legs are configured to land safely on any surface terrain. Agree, the
larger the diameter of the I-G-V the choice of landing site is reduced.
You may ask if it could land on water – that depends on the engineering standards – if perfection is
involved then there is no reason that it cannot force land on water. On restart there might result in loads
of fish dead from electrocution.
5. Selecting the landing area:
Of the many considerations likely to ensure a safe forced landing without power: none are more important
than the ability to judge height, distance and wind. To these must be added the intelligent selection of a
suitable landing area. Unlike a force landing with power – which I have already covered – there will be no
opportunity for close inspection of the approaches and surface of the chosen field, in fact an assessment will
usually have to be made from a height of at least 2000 feet with nothing more than colour and an overall
impression for guidance. Obviously a large field, free of obstructions and landing into wind would be a first
choice although it is usually better to land up hill and across wind when these conditions prevail. Also the
longer run may be preferable to landing into wind.
The I-G-V wins here because it only needs enough space to touch down on; as it does not have to roll to
stop. The Inverse-Gravity-Vehicle (I-G-V) is classed as a VTOVL vessel. That is a vertical takeoff craft
with vertical landing capabilities. Such conventional aircraft uses vast amount of fuel for such functions.
Where the Inverse-Gravity-Vehicle (I-G-V) does not burn fuel as we understand fuel operated systems
does.
Let us face reality; we cannot continue burning fuel in the manner to which we have been custom to for a
number of years now. We must find better ways for energy powered systems.
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The following notes will act as a guide when selecting a field from the air:QUALITIES REQUIRED:
1.
2.
3.
4.
5.

Large as possible.
Clear approaches.
As level as possible.
Good Surface.
For preference near a farm or a house so help may be obtained after landing.

Items 3, 4 and 5 are not important to the Inverse-Gravity-Vehicle (I-G-V) due to the fact that it is a vertical
landing craft and that it is assuming a situation which due to its functions may never happen would require
in a force landing situation. Again it is clear that it wins over conventional aircraft systems.
The first picture above I hope looks like the Blackburn of the R.A.F Beverley C1 could carry troops in the
upper fuselage and freight in the space below. The second picture above shows how the I-G-V will appear
like if one was flying above it from the front of it. The third picture is a press photo 1968 of John Searl at his
controls of the I-G-V under test in a day lecture to the press; the equipment was brought by the Rev. George
Nickolson, who then was living in Burghfield, Berkshire.
Size is easy to determine from the air and major obstructions – such as power lines, trees, etc. – can usually be
seen.
Level is not easy to detect until the later stages of the forced landing circuit but small undulations are of little
consequence.
Surface presents the biggest problem to conventional flying and this may be assessed as follows:Grassland
Stubble
Ripe Grain
Young Grain
Root Crops
Ploughed Fields
Marsh
Heath
Beach

Varying from dark green to brownish green according to dampness. Surface may be
mottled.
Generally buff colour. At lower altitudes regular lines may be visible.
Colour varies between buff and golden brown according to type of crop. A Distinctive
wave pattern is set up by the wind, indicating its direction.
dark green: varying in shade.
Regular lines visible: particularly when crops are young.
Dark to red-brown, according to area: If no other choice, land with the furrows.
Dark green with much darker areas: Streams and pools of water may be evident in the
vicinity. A last resort.
Usually on high ground: showing large areas of mottled brown green denoting gorse or
heather. Main roughness caused by rabbit holes. Look out for rocks during the approach.
Sand running within a few yards of the water’s edge is usually firm enough to provide a
good landing.

These conditions do not present any problems to the Inverse-gravity-Vehicle (I-G-V). Touching down on a
beach will generally mean some landing gear will be in water, as long as that level is at least greater than five
feet under the rim. It is the restart up that would be a problem that fish and people get instant cooked. I
appreciate that it is a shame to waste food, and no way would I be able to eat so much food in a year and
certainly not in a day or a meal.
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6. Position of wheels:
There has been some rethinking on this subject in recent years, primarily as a result of almost universal
adoption of the tricycle undercarriage.
Tail wheel aircraft with retractable undercarriages are now rare but in these cases it is still considered
preferable to land on an unknown surface with the wheels retracted, thus avoiding the possibility of nosing
over. When a conventional aircraft – nose or tail wheel type – is for any reason landed with the undercarriage
retracted it is imperative to make contact in a flat attitude, even if the speed is high. The alternative is to
reduce speed by holding up the nose and this invariably culminates in a tail first touchdown or a rapid sink in
the nose up attitude, in each case causing more damage than is necessary to the conventional aircraft.
With nose wheel aircraft it is now the practice to lower the undercarriage, thus holding the fuselage and its
occupants clear of minor obstacles which may have gone undetected at the time of selection. In any case the
undercarriage will very likely absorb the shock of landing on a rough surface and even if a collapse does
occur there is little likelihood of injury, bearing in mind the low touchdown speed of most light twin – and
single engine aircraft. I shall be dealing with the landing later.
By now you should understand some the problems of conventional flying and its disadvantages. Also: by
now the advantages of the Inverse-Gravity-Vehicle (I-G-V) over conventional flying. In the case of the IG-V the undercarriage is always down for touch down under all conditions.
7. Amount of light at time of engine failure:
This will obviously affect the ease or otherwise of completing the force landing with minimum damage to the
aircraft. The worst case is engine failure at night, although when there is a full moon it is usually possible to
see major obstacles and take avoiding action. Even the darkest night does not automatically mean disaster.
Remember that at the low speeds associated with light aircraft there is no reason why the occupants should
suffer injury, in theory that might be true; in reality the results can be quite the opposite. Provided the
following precautions are taken:1. Try and maintain a mental picture of the terrain below.
2. Turn into wind and trim at the lowest airspeed consistent with safety, thus minimizing the effects of
impact with trees, etc.
3. The landing light is of no value at 750 feet and the battery will rapidly discharge if care is not
exercised. Therefore only use the light during the final 150 feet to avoid major obstacles and effect the
best possible landing.
Yes these are the problems facing conventional flying and strange most of the news say plane crash no
survivors. Odd times they might be one – such an event of loss of power with the I-G-V is unthinkable due to
its function. And if it was possible by chance that it did fail to produce energy it would like the propeller of an
aircraft continue to rotate at a very high velocity and the I-G-V would continue to be stable; right down to
touch down. What an amazing machine created from dreams as a child – yes that is strange a child invented
it without knowing that the effects had been demonstrated early 1800 century but they could not engineer it
as a motor that took a boy to do.
You should thank heaven that I had no formal education or I would be just insane as them and no S.E.G or I-GV. Clearly these experts are not such experts after all, are they?
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8. Altitude at time of engine failure:
May or may not be an advantage. 5000 feet above unbroken cloud is a worst position to be in than 1500 feet
below it and in sight of the ground. Other things being equal – i.e. visual contact with the ground a minimum
of 2000 feet is convenient, and cross country flights should only be routed below that level for air traffic or
weather reasons.
Remember that when the altimeter is on QNH it is indicating altitude above the lowest forecast mean sea
level for that area. Although a glance at the map will give some idea of ground elevation it is preferable to
develop the ability of judging height above ground.
Safeguarding the aircraft and action to be taken after landing:
Having made a successful forced landing it would be inexcusable to incur damage to the aircraft through lack
of precautions on the ground.
Whenever possible push the aircraft to a sheltered position, first checking the ground ahead for ruts, holes,
etc. Position the aircraft into wind, put on the brakes and lock the controls. Cows have an affinity for
elevators and rudders so it is advisable to place someone in charge of the aircraft while a telephone call is
made to the base airfield or the destination.
You may now wonder how the I-G-V position in this same arena – first you will not be able to wheel 2000
tons or more from where it lands. Thus we have not added wheels to the legs so it could be pushed. I
accept that cows would love to chew the flight cells, so I have placed these at least 20 or more feet up so
they cannot possible reach them. So no one needs to watch over the I-G-V. Another reason is that on the
way down mayday call would be transmitted constant with location data. Therefore you do not need to go
walking to find a phone to call base.
Clearly, you can accept that the I-G-V is or will be well equip for any emergency either on route or in orbit
or landed on another unit within our universe, whether man made or natural. Therefore, we can honesty
state that we are the tomorrow people planning today for the future of humankind regardless. A new age
of clean technology and transportation and new education for the future generations, by which they can
survive.
Within this website: will be all the legal data regarding our objectives and how we are implementing them,
by which investors can feel safe to invest in your future wellbeing. All progress data is free for the sake for
your education and will eventually is termed Searl University – knowing is not understanding I trust you
will in the end understand the reality around you and what must be done to change the present state for a
much better one – the technology is available, the knowledge is available – all that is missing is you and
funds. There is nothing wrong with the technology therefore, the fault lies with you.
Watch what it takes to make the S.E.G for ground use. Then multiply that a million times to get the reality
which is involved in the flying domain of our operations to be.
Guess it is time for another commercial break. Sorry there is no ice cream or monkey nuts available here.
But you can make a cup of tea or coffee as you study the commercial break.
These breaks contain details which you may not be aware of, which are related to this technology.
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You may question what happen to that film? Well like so many other film producers they were stopped from
making it. This man Miller sat through the day lectures to see if there was anything of worth which could be
turn into a movie. And he made an assessment that my work needed to be pushed and through that night he
wrote his feature film and next day let me read it. I asked if I could have the front page which he gladly gave me
and signed it as you can witness here.
This technology is a new window in science and technology. For that to become reality mass publicity similar
to which I had in the 60s is urgently required; that is, if we want the technology now or the next century.
Searl Technology companies are no different to Boeing, NASA, and all space companies. It has to specialize in
many fields to be able to give birth to a new window in science. Therefore, investing with us we trust that our
customer satisfaction, through quality of service and value for money, is paramount to the continuing success of
my companies. R&D is the key factor at this stage to bring forth new technology which should had been out on
the market in 1968 and again in 2003. In both times the reason for failing to arrive upon the market was not the
problem of technology – but the problem of greed and ignorance of man. A mental condition: This is on the
increase. Two very bad states on their own but together it’s a killer.
They will do all they can to stop the success until you sign over the technology to them as owners, and then tell
them how to do it – that is the insanity level I have meet, in fact still is the same today. The question is WHY?
Is it related to the pollution in the air which is corrupting the Homo sapiens brain? If this is the case, it is clear
to my mind that the Homo sapiens will become extinct sooner than later.
Another case of the insanity I have meet – a very young lady requested me if I would do a lecture in Scotland.
Well I know that men take a long time to set up meetings for a day – so I humanize her by saying yes, if you
can set it up. She had explained that she would get the Scottish government and other Scottish officials there. I
could not see that happening.
She work hard and set up the date which I got Morris and Brad to prepare to come to film and demonstrate the
technology. Which they did. The problem was twofold: one was a mental ill person who followed this young
lady putting up notices of the pending meeting and a large board at the hall for all to see; and he removed them.
The other was another mental person was a freelance reporter, or imagines he was a reporter; who wrote an
article in the biggest Sunday paper in Scotland – The Scottish mail that was a libel, slander clearly a smear
campaign to stop this technology. Yes I agree it did greatly reduce the number who attended, but the key
government personal still attended. Who stated that grants for this kind of work was available but I had to live
in Scotland and employ Scottish labour.
But I was living in London and had no Scottish workforce, so the issue stopped there. Years later under force to
move to a bigger place, Scotland was the cheapest on offer, thus I move the cost was unbelievable and damage
to my electrical gear was a shock. But when it came to the issue of a Scottish grant the present government had
not heard of the S.E.G. technology. The stuff had changed, now their interest was wave power – that is bolting
generators to the sea floor for the movement of the tides to generate energy. From the times that lecture was
completed to the time I moved into Scotland a number of wind power units had been set up. So that is the end of
Scotland in relation to the S.E.G. technology.
So I have said farewell to Scotland, which kindly presented me with frostbite which was not happy so it went,
infected; and I return to England, who do not want the S.E.G they want nuclear power instead as it is more
exciting due to the danger involved than the S.E.G. To me that means the S.E.G. is far too good for humankind
to have as they could not make any profit from it.
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Yes, this is yet another bit of proof that this meeting was held and the demonstration claim to have been
performed is true. That girl: who set this lecture up in two weeks; was none other than Debbie Knights. Who
went where no man dare to go. In fact Hollywood has it filed on film, so it cannot be denied that it never
happened.
So where do we go – no mass publicity – therefore no big investment – so progress moves like a snail – slow
and hopeful steady. In my case I am in the wrong place and lost extremely amount of equipment and data. The
cost moving here was extremely high. The doctor doesn’t want to come here as I am too far away and difficult
to reach. Really no one to help, I had to cancel my help as cannot afford to pay, as this work comes first I have
always came second. No way can I move again until the spring 2012 – then it depends on funds and state of
health. The cost will be high to move. So it is now up to Morris in California to make the best of the funds
available to do the work. We all wish him success – except the evil ones, who are glad that I am in a slow state.
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Points to cover my first video clip for YouTube:

GYRO-FLYWHEEL-HIGH ENERGY DENSITY-MECHANICAL-MAGNETIC
DEVICE:
1. EXPERT – there are no experts in the world upon this technology except those who are working in this
field.
2. Without working experience, it is very foolish to pretend to be an expert. That just confirms a personal
ignorance about the subject matter.
3. These experts claim that I am breaking all the laws of physics.
4. Really let see if their claims are correct or are they wrong.
5. Let me use an expert whose assumptions which are used every day; how do my work compare?
6. Let me take Sir Isaac Newton 1643 – 1727; an English scientists. First let me point out that science had
not reach todays level. He had only a mass of expert claims to study and his own experiments during the
Black Death period. He did a great job with limited proof. He clean up lot of the crap out there and
defined gravity what effects it had on objects. He did not prove what gravity is, but what it does. Today
are we any wiser on gravity – not really. A number of assumptions are on the marketplace.
7. What his studies achieve was the SI unit of force was accepted as a force that imparts an acceleration of
one meter per second to a mass of one kilogram is one Newton.
8. Sir Isaac Newton assumption of gravitation was based upon the principle that two particles attract each
other with forces directly proportional to the product of their masses divided by the square of the
distance between them. Agree, that Sir Newton was 99% right, but on occasions 1% could be wrong.
Why? The answer is elementary – a new window had been open which has to be investigated to create
the basic formulas by which progress can be made.
9. Let me look at Sir Isaac assumption of motion as a brief reference – he produced to my knowledge three
assumptions of mechanics describing the motion of a body and I shall before your eyes put them to the
test to see if these experts are right that I do break the laws of physics.
10. The first law or assumption: states that a body remains at rest or in uniform motion unless acted upon by
a force. – is that correct?
Definite YES – the mockup demonstrates this assumption absolute.
In fact, which you may not be aware of is nothing more than a mere restatement of the Galilean principle
of inertia. Galileo Galilei 1564 – 1642: Italian astronomer and physicist. He discovered the constancy of
a pendulum’s swing, formulated the law of uniform acceleration of falling bodies, and described the
parabolic trajectory of projectiles. He applied the telescope to astronomy and observed craters on the
Moon, sunspots, Jupiter’s moons, and the phases of Venus.
What did Galileo stated before Sir Isaac Newton rearranged it as his first assumption term law?
He stated in plain language if an object if left alone, is not disturbed, it continues to move with a
constant velocity in a straight line as if it was originally moving, or it continues to stand still if it was
just standing still.
The mockup demonstrates this as absolutely correct – Sir Isaac Newton first assumption is clearly
Galileo’s statement which he just rephrased but still the same results. Maybe had Galileo not made
that statement Newton would not have produce his first law? That is also my assumption of the
situation. He was indeed a cleaver man because he never had the technology or science around him
as we have today to work our observations from.
Yes the S.E.G roller sets travel in a straight line at constant velocity in relation to the load being
drawn. Agree, to us they are moving in a circular fashion – but continue to maintain the same height,
as gravity acts upon the mass at a constant force, which means that the mass is falling towards the
plate at a constant rate. Therefore it cannot fly off into space.
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11. Of cause this appears to be the case in nature, for if we force the roller set to move across the plate and turn
the force off it stops WHY? That is because it is not left to itself – it is rubbing against the plate.
12. What was Sir Isaac Newton second law or assumption? States; that a body’s rate of change of momentum is
proportional to the force causing it. This second law or assumption give a specific way of determining how
the velocity changes under different influences called forces.
Surely that is precisely what happens in the operation of the Searl Effect Generator (S.E.G), Assume that
a current of 5 amps is in motion generates 200 RPM – then you switch on another product which
increase that current draw to 10 amps this in turn generates 400 RPM. So this second law or assumption
holds true – velocity changes under different influences we call forces. Again no law or assumptions have
been broken.
13. So what is Sir Isaac Newton third law or more precise assumption? States that when a force acts on a body
an equal and opposite force acts simultaneously on another body. This third law describes the forces to some
extent, as I have stated in Sir Isaac Newton days his assumptions were no doubt 100% correct. But time
marches on and today’s technology this assumption may only hold true 99% of the time, and 1% it does not
hold true, for instance the Searl Effect Generator (S.E.G) and weather conditions.. I shall discuss that at
another time.
14. Galileo 1564 – 1642 Italian astronomer and physicist takes credit for discovered the principle of inertia.
15. In the first short film 1968 I discuss the second law which I understand then asserts that the motion of an
object is changed by forces in this way: the time-rate-of-change of a quantity called momentum is
proportional to the force. That will be discussed later,
16, Momentum is not the same the same as velocity.
17. Searl agrees that a lot of words used in physics, and they all have precise meanings in physics, which I am
aware that they may not have such precise meanings in everyday language.
18. Momentum is an example, and I must define it precisely and that is just one of many headaches that I have
to handle.
19. I feel that I should now explain what the law of the squares has to say about this project; but this
commercial break has been long enough so I shall return you to the studio; back to your program.

Flight emergency procedures for pilots:
Common faults during force landing procedures:
1. The Circuit:
Avoid complicated circuits and try as far as possible to conform to the normal glide approach pattern –
Figure 1; Page 13.
2. Selection of the 1000 feet area:
So often the correct positioning of the 1000 feet area is misunderstood yet its intelligent selection can be
the difference between failure or success when committed to a Forced landing without power.
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Reject all complicated advice Searl states such as “450 from the centre of the field, etc.’ because there is no time
to play guessing games, trying to judge 450 in perspective unless the aircraft is directly over the field. This, in
any case is a difficult position to initiate a force landing says Searl.
The correct position of this vital 1000 feet point is simple to define. Searl states that it is the beginning of the
Base Leg, no more, no less. A common error in positioning is illustrated in Figure 2 where it can be seen that
the 1000 feet point is too far down wind and much too close to the approach path. Searl states that such a choice
is likely to result in:Figure 2.
Common faults in position the 1000 feet
point.

This is the possible results of error.

1. A bad overshoot when the wind is light, necessitating last minute “S” turns – which are to be avoided
unless absolutely essential.
2. An irretrievable undershoots when the wind is strong.
The ideal 1000 feet point is shown in Figure 3. From this position a proper Base Leg may be developed which
in turn will provide valuable information on wind strength which will be indicated by the amount of drift. The
aim should be to overshoot slightly. It is always possible to lose surplus height; whereas nothing can be done
about any undershoot when the engine has stopped. Adjustments can be made on the Base Leg and, in extreme
cases when a serious overshoot seems likely, height may be lost in a sideslip away from the field – Figure 4.
I agree that I enjoyed those days when I was able to fly – I flew more hours each day than most students did,
and one thing they never did was to train on two different aircraft in the same day. The reason I was allowed to
do that was due to my Inverse-Gravity-Vehicle (I-G-V) project which was receiving massive amount of daily
publicity. Skill pilots of fighter and bomber squadrons refused to fly it as being too fast and turn far too sharply
on the grounds that it would create a massive G force which the body would not survive.
But they were wrong – just like the experts are upon their claims of physics that the rollers would not stay on
the plate, they would fly off – but they don’t.
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Figure 3. Advantage of establishing a proper Base Leg.

We have come a long way in flight
technology in a short space of time. The
impossible made possible by human
minds. The future in flight looks great,
once man accepts that the impossible is
possible if you have the money and time.
The I-G-V is not impossible. It’s humans
that make things impossible, as they do
not wish to have to use their brains.

Well Done NASA, sad it’s over now. But
the future is yet to come NASA be there.
Figure 4. Method of correcting a serious overshoot situation.
These documents are presented upon what I understand not what I know which is much more than I actually
understand but I am still learning to understand, that is the difference between me and you. You take for
granted what you hear is true – where I question what you say to see if it is true. Strange how often I find
what you say is true is in reality false.
3. Failure to turn off the fuel and ignition:
There are two important reasons in conventional flying for turning off fuel and ignition and these actions
must always be simulated during practice:(i)
Reduction of fire risk in the event of damage during landing:
(ii)
There must be no possibility of the engine bursting into life, so tempting the pilot to climb away.
The next failure may occur when conditions for a force landing are less favourable.
This is a problem which the Inverse-Gravity-Vehicle do not suffer from these unfortunate conditions.
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4. Misunderstanding the touchdown point:
In the more recent years it has become the practice to advice pupils to “land 1/3 of the way into the field.”
Searl says that this is misleading and dangerous because unless the field is large, landing anywhere other
than near the boundary is a potentially expensive luxury, even under power; I should know as I used
Bembridge airfield many times to get experience to land a fast heavier aircraft in a small field with or
without power. Searl agrees that by all means aim initially to land 1/3 of the way into the field but on the
approach, use the flaps to bring forward the touchdown point.
Bembridge – Isle of Wight. EGHJ
Here at this airfield I did a lot of
landings both with the Condor tail
wheel and the 177 nose wheel. It then
only had grass runway. Since those
days it has change to a concrete
runway – sorry I never got around to
test that concrete runway. The picture
of it as I knew it may not now be
available will check. I have been lucky
to uncover my old drawing when I
used this airfield for training. I will
include it on the next page.
BEMBRIDGE Isle of Wight which changed from a grass runway to a concrete runway. Guess that is
progress in flight technology. Everything is on a change, even us, we never appreciate changes.
This information is based on my knowledge 1985 – and may have change again since then.
Runway 12/30 Dimension 837 x 23 surface concrete Take-off in meters 12-837 30-837.
Landing 12-837 30-775 (D)
30-699 (N)
Lighting NIL
Position: 50 40 32N 01 06 25W 55 feet AMSL.
MID 114.0 225 29
2.5 NM NE of Sandown which I have often used.
IBY 114.4 124 27.5
c/s Bembridge Radio. A/G 123.25
NDB ‘IW’ 276.5 (Nav only).
Operation winter 0800 to 1600. Summer 0730 to 2000. Customs: Nil Landing fee: on application.
Hangarage: Nil
Maintenance: Nil
Operated by Pilatus Britten-Norman Ltd: Circuit direction RH for runway 30: LH for runway 12.
Outside published operation hour’s airfield operates as unlicensed strip. Visitors most welcome.
Grass taxiway to the threshold Runway 30 may be unusable during winter months.
Restaurant: Propeller Inn – bar snacks. I have to admit that I do not recalled that when I used that airfield.
But I do recall the fisherman café where you got a good meal cheap. Maybe that has gone like so many
places which I knew. Like so many people now gone for good, and I still remaining mostly because I was
in the right place when the heart create problems. But now I am not in the right place should that happen
again.
Fuel: PNR. 100LL & Jet A1.
Tel: 098387 2511, Ext.34
Bear in mind that may have changed or this airfield has shut down – or even enlarged in contents. But I
can give you a run down as I knew it. Everything changes as you will see, so now in 2011 they most
likely have changed yet again. This will not surprise me at all.
This is mainly to show these experts on the web; that knocks my statements as untrue, now it is up to you
who you believe them who have no idea of what they are saying, or the man who has done it?
The choice is yours to make; as far as I go the marketplace is my target. In the end I shall win.
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Bembridge (Isle of Wight) EGHJ
This is the airfield which I did so many
landings and take-offs in my training as a
pilot. I shall only quote what was different
then which has changed you has already
seen; before the concrete runway was
introduced there. I am glad that I proved
the chance to prove the homes experts who
had help me failed in their duty, forever
knocking me down that I would never be a
pilot. I will never make an electrical
engineer – how wrong were they?

Bembridge as I knew it which must have been around 1977, 50041’N 01007’W 57 AMSL.
Grass strip 12/30: 934 x 91 meters Operating hours: PP0. (RT during summer: Telephone during winter).
Maintenance: Limited.
Fuel: 100LL. BP.
Tel: Bembridge 2511 (STD 098387).
Landing fee: Private and club aircraft 1.00 BP Note that I was flying private.
Operated: by Britten-Norman (Bembridge) Ltd. Grass aerodrome has undulating surface. Aerodrome: liable
to flooding in winter. The tarmac strip to the NE of the grass runway is strictly for use by Britten-Norman
(Bembridge) ltd. only.
Aviation Centre: 3612 & 2112
Radio: c/s Bembridge A/G 122.2 advisory only. These are the FACTS as they were.
The I-G-V would not consider this airfield suitable for landings, as it is far too small.

Man has progress in flight, yes, there were
failures in designs due to the fact that engines
were not powerful enough for the job.
Figure 5: Use of flap to bring touchdown point towards the field boundary; thus making available most of
the force landing field for the post landing run.
5. Damage during landing:
It is of course impossible to check the surface of the field thoroughly before landing. Indeed the first close
look at the touchdown area will occur during the final stages of the approach when these considerations
should be born in mind:(i)
(ii)
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Keep a sharp lookout for ruts, ditches, rocks or other obstacles and take avoiding action as
necessary:
Aim to land at the lowest possible touchdown speed by prolonging the hold off. It is important
to get the tail down, even in a nose wheel aircraft, the only exception being when landing with
the undercarriage retracted. Then it is advisable to make contact in the level attitude.
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Time for another commercial break:
The scientist and the philosopher have tried to discard from their language such words as rather, somewhat,
perhaps and to avoid all forms of adjectives that end with ish. They may not object to saying this colour is
greyish, but they will not tolerate such expressions as this proposition is true-ish or rather true or even
somewhat true. Yet such words that draw attention to the uncertainty and relativity of all our possible
knowledge are indispensable if we are not to deceive ourselves, and mislead others in what we say.
That is a vital question; and this is a major issue with the Searl Technology is if Searl made the S.E.G. in
1946 why can’t he do it now? Now this is 2011 – I was under the impression that people were all now
intelligent, but these emails say that I am wrong, they are not intelligent, and they still think it’s 1946. Of
course if it was still 1946 the S.E.G. would be here, because I would have been in the right place at the right
time at the right cost – instead of being in the wrong place at the wrong time at the wrong cost.
Sample: just received a scanner which was order two months ago from America, in fact the company was
Adorama and it cost you Americans less then I paid because banks here charge for handling transactions
from overseas. So that cost me 40.01 BP, that is not all the cost there was customs bill of 50.01BP now you
think that was the end over 90.00BP which means over twice the price which you in the states would had
paid. I expected that would be the end of the cost, but today I found I was wrong. USP phone to say that they
could not deliver goods because they could not find me – So after some minutes explaining how to find me
they actually arrived with a shock that they was more to pay cash, in fact I gave them a 20.00BP note.
So you think that this scanner cost me 110.00 BP odd – yes if we only look at it from that respective – but
the reality is somewhat different as it replaces a scanner which was completely damaged by those who
collected it from Scotland to put it into stores near me, which cost Morris well over $1000 more towards
$2000: then it had cost me to move it from London To Scotland 5000.00BP. So this scanner just to do the
work for this technology which is now over 12 months behind is indeed an extremely expensive bit of
equipment. This one item has cost me more than the cost of making the S.E.G. in 1946. And idiots waste my
time on stupid statements.
The world of reality is rarely considered by the Homo sapiens, only because they do not pay the bills in
relation to the work or its required goods. Reality to them just exists for that moment in time. Problem time
is indeed running out for them, and they have no knowledge of the problems even when TV and news media
show then the facts which are going on in the world today – the reality is far from good for the Homo
sapiens.
Throughout the past five hundred years the spiritual history of mankind has been a quest for the absolute.
The ultimate values – truth, beauty and the rest – have been pursued in absolute term. Philosophy has
demanded of its doctrines absolute self-consistency, completeness and adequacy. Science has sought for
final principles of explanation and rigorous laws of nature possessing universal validity. Religious devotees
could not bring themselves to believe in a god whom they could not regard as absolutely incomprehensible
and, yet absolutely good – absolutely powerful and yet absolutely merciful. Art looked for the ideal of an
absolute beauty, and for forms that should be final and imperishable. In political and social life, men and
women have looked for ideal forms of society in which absolute justice could be combined with perfect
equality and complete freedom.
Searl has made it clear so often that his belief in the possibility of discovering absolute values has been his
guiding principle not only of the Graeco-Roman civilization and those that have descended from it. But also
of the Islamic, Hindu and Eastern civilizations. Searl has accepted that the reality that this has been a dogma
throughout the megalantropic epoch. The motive behind the unquestioning acceptance of this dogma has
been the desire to sustain men and women illusion that he / her stands at the centre of a world which he/she
can know and master.
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REALITY:
This will never happen because this period in time families cannot live happy together, how on earth can any
person create a paradise for all if we cannot work together to make it happen. In the past I thought I had a
team; how many times I prayed for such a team, only to find that greed has set in with ignorance to back that
up. Two terrible diseases in combination means death to the project regardless how hard I try to make it
work.
In the past 60s Starship Ezekiel MK. V. a craft capable to move thousands of people and livestock from
danger, or undertake deep space exploration, yet such a massive amount of publicity failed to complete the
project because one man in the team secretly was stealing the knowhow and getting the rest of the team to
do what he said. Results we lost out a backer who would made it happen unfortunate I had no option but to
dismiss the whole team. So they failed so as from then there was no more data to steal.
Today, if such a project was to be restarted then a much smaller craft would have to be deigned, and in
principle I am looking at that possibility. Even then the cost to undertake such a venture will be extremely
high I guess outside of those who take on risk factors as a gamble. Nevertheless, what I undertook in study
work in the 60s can be made public today just as an example what it takes to design the perfect craft for deep
space missions.
1968 the product which I took on was known in the media as Starship Ezekiel MK V. What they showed
you and told you was just the glamour side of the project. The reality is quite different; in reality this was no
simple task. Likewise today’s smaller version known as Starship Explorer will not be a simple task either as
you will see from the data which I shall be releasing on this website.
1968: Starship Ezekiel MK. V. was planned to represent the best in control and operation; its workshops on
automation and ground support will be just as well planned. Robots are a must within a real time space
business – unions are out – sorry old boy – work committees are in – and no smoking will be the order of the
day, which means every day. Personnel for Starship Explorer will have to be checked for aids, VD, heart and
cancer.
To link all systems up will take every bit of skill Searl can master. It will be no simple task to put together
the robotic automation research vehicles, which will carry out program routines upon another planet surface.
But everything we do/make will be discussed these days on my website and maybe exhibition at big
business shows.
2011: The design of Starship Explorer is only limited by our own imagination – its internal décor – its outer
shell technology – its functions – all of which must be defined by the limits of one’s brain capability to
imagine and reason upon that imagination. These so-called imagination periods generally presents a series of
building blocks, as a flowchart with the interfaces shown. The prime task is to relate each part of that
flowchart to its mechanical representation – there are occasions where we cannot relate parts of that
flowchart to component parts, thus we cannot produce the item. This does not mean the person is mad – all it
means there is a lot more work to do; to invent and create that part needed. Which has been taking place in
the USA with China – there is nothing impossible except that the state of your mind makes it so.
The Searl Effect Technology has bump into many walls due to the fact that we had not yet reached that stage
in technology or engineering – but we are creating that technology and engineering, the future looks good.
Are you with us – that is the prime question as there are only two prime answers available according to the
law of the square, which is YES or NO.
I think it is time to return you to the studio to your program Flight Emergency procedures for pilots:
These breaks are important that I do not overload the brain capacity – a change breaks up the strain
which I hope you enjoy reading.
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Force landing with power:
The situation:
What started as a little experiment in the land lady home, has now developed into a research lab and
Headquarters into a fair enough works within a modern building, and agree; not a payroll of several
hundred. Searl had good reasons to be satisfied with the results of Morris hard work and after 15 years
struggle he has managed to obtain progress addition of modern machinery, unfortunate it has not been seen
any signs of the acquisition of a small company aircraft. But we are not worried upon that issue we can wait
for the I-G-V to come online.

FB please notes we do not have to bullshit the public like you do. What we say we do – this is the latest
CNC machine produced in China for us and not in FB kitchen.
The truth, part of the reason for this addition to the family was a long nurtured ambition to become a pilot –
you might wonder WHY – It became clear to Searl that no fighter or bomber pilots would fly the I-G-V on
the grounds that it flew too fast and turn to sharp. Searl understands they assumption is based upon
conventional flying condition, very fast velocity and sharp turns generate high G forces which can kill. Searl
then did the only thing he could do that was to train as a pilot, which took Searl a lot of effort on his part to
get accepted for training due to age. When Searl wants to win – he sure wins against all odds. Only when he
wants to lose; he deliberately loses out.
Searl agrees that at this time there is not enough business on a national scale to justify a light aircraft,
monoplane or helicopter, not even a glider. But things will change given time.
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At this time in the year 1973, here in the UK, many are being brainwashed that just around the corner was
the common market presenting new horizons. Where if they are no better off than the UK.
That morning Searl had flown to the U.S.A. on business, in answer to a request to lecture there, as usual
promises of investment. It was an ideal opportunity to impress these potentially important people by
demonstrating the 1946 magnetic results. How often had a supplier visited Searl: in their own aircraft, only
twice during his adult life so far. This so called deal in the U.S.A was done that is on the face of it, a legal
man who would write up the contract to send to Searl to sign and a not so jubilant Searl arrived back at the
airfield in LA ready for the flight back to London. This is not a story but the facts of reality.
For your information Searl had flown back from Holland a couple of times as part of his international airport
training. Under these flights; Searl always arrive back in the dark hours of the night – which gives him a bit
of night flying feeling. Based on these facts, let us assume that he now had to decide if he should re-fuel? As
you see from his records in his real flight he did refuel each time. In this assume case of course he should
but if he left now there would be time to get home before dark and this was important because he had never
before flown at night. It is like a baby screams to have the light put on because it is frighten of the dark
before it urinates.
It is not until he crosses the English coast line that he suddenly recognized his plight. The wind was far
stronger than expected and the trip was taking longer than planned. It would be dark before he reached
London and even this was in doubt because by now the fuel was running uncomfortable low. Even as he
thought about it the light was fading and he was left with the chilling thought that the nearest airfield was
probably beyond his near-empty tanks.
Just to the right was a large, green meadow, big as Bembridge airfield he told himself. An obliging farmer
was burning rubbish nearby and the smoke confirmed that he was more or less into wind, the very wind that
caught him unprepared. In reality, force landings often have no smoke around to give you some indication of
wind direction or force, but in this case this flight is assumed. It all looked ideal for Searl and in an instant
he had made up his mind – it was here in one piece or the chance of running out of fuel over a forest. Or at
best, his first attempt at a night landing and a lot of awkward questions to be answered.
He turn downwind, hurriedly part completed his checks, made a tight circuit around the field, fearful of
losing it in the fading light, then came in to land. Speed much too high – must get below the usual seventy
knots – flaps! – Nearby forgot full flaps. He shot across the edge of the field, much too fast and rather high,
the throttle closed and his legs trembling. At least he was in and it was a very large meadow.
It wasn’t a bad landing and the ground was surprisingly smooth but by the time he saw it nothing could be
done. The meadow was really two large fields divided by a low iron fence and Searl went through it like an
express train. He stood in the dusk examining the company aircraft; a broken nose wheel strut, the prop
twisted, a battered right wing. £3,000.00 may cover the repairs he thought to himself and all for a few
gallons of petrol and a little more daylight. Petrol maybe, but need he left Holland so late with insufficient
fuel? And having created the situation that followed need he have made a mess of the forced landing with
power?
Those of you who wrote me to say you would test flight the I-G-V could you list all the faults Searl made
on this assumed flight. For the benefit of those who like to know Searl flight history; Searl never
damaged any aircraft which he flew because he had two of the best instructor’s one could wish for who I
thank for putting up with my constant talk about the I-G-V – readers my wonder if I bored them – NO –
in fact I excited them. It was a great time Jim Steggles and Mr. Aldridge to have spent so much time
flying with you and putting up with me. I hope that you both are still flying, unfortunate for me
conventional flying is out due to age and cost. I guess it is time for another commercial break.
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I now have an update to correct a payment for a scanner which still has not been open – it is worst then
stated in this document.
Invoice 10639010:
XEX76007 Xerox X76007D – WU flatbed colour scanner subtotal 59.99, this is above the advertise value.
Shipping cost 74.95 see this cost more than the item. I was debit the cost of £134.94; that was Adorama of
42 West 18th Street. New York NY 10011. But that was not the end of the cost as there was tax and customs
bill to pay of £50.04 and behold that still was not the finish cost the driver of UPS I had to pay with a £20.00
cash. That is only one piece of equipment needed for this work which is above the cost of making the S.E.G
in 1946; that is wrong as you living in the States most likely only pay about $35.00 for it. Well in future
before ordering any equipment I shall make certain it is not Adorama of America. The advert cost in the UK
was £55.00 delivery free. This is the world of reality. Somewhat different to your world of fantasy.
I would like to know what the actual price is in the USA, for this unit.
I like to present an e mail that I received in response to a lady who sent an email to John Thomas saying that
I do not meet people to discuss this technology – REALLY?
03 August 2007.
Dear Professor Searl.
I deeply thank you for your kind hospitality during our visit to your laboratory on July 24th 2007. During the
meeting I had the chance to listen to one of your savvy speeches. Your struggles reminded me how my
family suffered similarly due to greedy and mischievous people. Though experiences though help us grow
stronger while keeping our integrity and respect for people (also the malicious)
In your eyes I read the good heartedness of my parents who, betrayed and robbed, have been able to revive
their dreams after many years. There is no white without black. Good people are such since they are
distinguished from evil people. They also hold the responsibility of containing and converting the bad ones.
My email might sound too philosophical, but I often think of you as a good man who helps humanity in the
difficult struggle to achieve a moral responsibility and realize that there is no humanity without nature, while
nature can exist without humanity. We need to introduce a new development model that can rely on a fair
use (and moral) of energetic resources.
THANK TO PROF. SEARL, THE S.E.G. WILL HELP HUMANITY GROW AND KEEP EVOLVING IN
THE RESPECT OF NATURE AND IN SYMBIOSIS WITH IT.
I am honored to be part of the S.E.G. adventure. I sincerely thank you for giving me the opportunity to
developing a R&D facility in Italy. I promise to manage the facility under the precious and complete
supervision of Prof. Searl. Our common friend Gianluca D’Aniello (Luca) will take care of triaging
communications from Italy to the rest of the world.
I am willing therefore to undertake any effort to anticipate the day when the S.E.G. will be presented to
humanity. Please let me know when you are considering visiting the facility near Verona. I hope my family
will be able to convey the warmth you need to spend few relaxing days in the land of Romeo and Juliet.
Yours
Ing. Mirco Gregon and family.
You may wonder what happen here; you should know that I will show you the truth.
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Indeed Ing. Mico Gregon and family gave me a great welcome when I visited them.
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Dr. Robert Lipman had been invited to go with me, unfortunate he could not get the time off from work. So
he missed out on this visit. We show around and I must agree it was quite interesting and to me instructive.

Yes; he took us to see his vines which they make their wines. Sadly to say a few years back I was informed
that his father had passed on. My opinion of setting up there to make the S.E.G looked rather thin on the
grounds the amount of space needed and the shear cost which is forever rising. Major problem Morris was
trying to get the magnetic side up and running in Thailand, which at that time was making great progress.
Not only that Israel want Morris over there to set up site – clearly too all readers; Morris cannot slice himself
in 3 parts or can he? In fact no work on the S.E.G has taken place to my knowledge except in the U.S.A
under Morris control. But there are those who lay claim that they have made the S.E.G. but it don’t work; I
can assure you that they have not done so, as they neither have the equipment to do it or the expertise. And if
you believe them; then you must believe that there is only day and no night. But we all should understand
that there is a night and mostly it is dark.
These breaks are mainly to give you the insight of reality as to what has taken place in this technology, and
what plans that we have for the technology and make corrections to those who mislead the public with lies
to impress you with their knowledge of nothing. It is a free world everyone is free to believe what they want
to believe. Remember at the end of the road, no good crying because we do not listen to you. There are so
many millions of units needed and those who believed and helped will get served first.
All great inventors all suffered abuse at the start – which is the first signs of future success. Today
inventions appear to be pouring out of the labs faster than any time in history – so tomorrow looks bright.
I shall now return you back to the studio to your program Flight emergency procedures for pilots.
Commanders of I-G-Vs must understand what to expect in the operation of a conventional aircraft which
appears to be in trouble.
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THE PROCEDURE:
Due to shortage of fuel, deteriorating weather or failing light it has been decided to land as soon as possible
before the situation becomes worse.
1. Reduce to low safe cruising speed and lower 10 – 150 of flap.
2. Select the best possible landing area and determine the wind direction as in a force landing without
power.
3. Check the approaches to the field from a height of 100 feet or so, flying to the right of the intended
landing path. Look out for high trees, power cables or any tall structures in line with the approach.
4. Maintain height and fly the length of the field checking for drift. At the same time determine if the
field will be long enough for the landing and subsequent take-off. Look out for animals and any fixed
obstacles.
5. If the visibility is poor set the direction indicator to zero while lined up with the landing direction.
6. After the field has been overflown climb to circuit height, remaining clear of cloud.
7. Maintain low safe cruising speed and fly around the circuit, opening the throttle slightly for the
turns. Aim to keep the field in sight at all times. Position the aircraft on the base leg.
8. Having inspected the approach and overshoot from a safe height, plan another run over the field,
this time for the purpose of checking the surface. Reduce to approach speed and lower the aircraft to
about hold-off position. Look for holes, ruts, large stones or steep inclines, all of which must be
avoided during the landing.
9. After the surface has been inspected climb to circuit height and provided the field is considered
satisfactory fly downwind a little further than for a normal engine assisted approach. Complete the
vital actions:B Brakes off.
Man first flight – a
U Undercarriage down and locked.
Montgoffier hot air
M Mixture rich, carb heat cold (check for ice).
balloon 21 November
P Pitch fine (or as recommended for type).
1783. Boy what a change.
F Fuel on, sufficient for overshoot, boost pump on.
H Harness tight. Hatches open (if type allows).
This is the problem of conventional flying. Where the Inverse-Gravity-Vehicle (I-G-V): has no
such problem. Main reason for this it is a vertical landing craft and is equipped with a mass of
sensors to seek out problems which are very few as it lands on an eight leg system. Each leg can
see and sense surface conditions beneath it. Each leg has a large range of length choice to suite
the terrain condition. Only vertical aircraft have this advantage under power even though their
landing system is a fix length.
10. Establish a base leg and prepare for the landing which must be at the lowest possible speed
consistent with safety. Use a little extra power for the turn onto the approach or if too high, depress
the nose and gain 5 knots or so.
11. On the approach slacken the throttle nut and lower more flap leaving the final stage until certain of
landing. Control the airspeed with elevators and the rate of descent with throttle. Correct for drift in
the usual way.
12. If the approach looks good for a landing lower full flap. Aim to cross the boundary of the field as
low and as slowly as possible, always with safety in mind.
13. Look out for obstructions that may have been missed on the inspection run and as the touchdown
point comes near reduce the power, closing the throttle completely just before landing.
14. Bring the aircraft to a halt, avoiding rough ground or anything likely to cause damage. Hold the stick
back to keep the weight off the nose wheel (or to keep the tail wheel down when the aircraft is of the
tail wheel type).
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15. After the aircraft has stopped make no attempt to taxi before the ground ahead has been inspected on
foot. If necessary, man handle the aircraft to a more sheltered position, lock the controls and the doors,
then report the incident to the base airfield or, if more convenient, the destination.
What problems conventional flying generates – blessed be the I-G-V crew for they will have no such
problems to endure, that is for certain – no more grey hair – no more loss of hair – what a blessing to
mankind – but given time it may make you look like gold – why worry if it does – if others do not care
if they looking black – gold is just as good as being white even if not better.
It’s time for another commercial break:
The story of a scanner – yes, that story has not ended yet – more surprises has arrived: today Wednesday
30th November 2011, as normal thing for me to do is to check if the post has arrived – for me a complicated
task standing up and walking to the front door – it is both time consuming and painful task. But the mail box
is fixed on the outside of the front door to the right side of its left side opening and I have to somehow lean
out the door without falling to unlock the box for any mail.
Today, that process stopped on opening the door, for behold there sitting on the door step was the overdue
cancelled Xerox scanner. Strangely: without the delivery person. The only difference between the first one
and this second one is the wrapping, which is that this one had no outer strong wrapping compared to the
first one – thank heaven that this morning it was not raining for a change. Or this scanner would have a
good washing. Why no outer wrapping is it a secondhand one? The attached invoiced stated that 66.00 BP
had been debited from my account. Which was 55.00 BP cost plus Tax of 11.00 BP – what a difference
between the cost of these same model scanners.
That is OK, which means that 333 and 999 will now have its own scanner system instead of sharing a
system. Thus each will have its own computer and 36 inch screen – but only 999 can be switch to the 50
inch 3D screen for showing our videos to visitors and investors. This laptop will become the mathematical
table unit will end up will masses of tables that will be needed in my research and development work.
The major problem is finding a 19 inch 50u rack standing on 4 heavy duty casters with the front two casters
being brake, and 6 full size shelves so the mass of equipment can be mounted and return to use, And
material to create the workbenches for computers and external HD, scanners, printer, test equipment,
cameras, which are needed to plug in to obtain photos of the work being done to be used in documents to
show and explain our findings; whether you like it or not do not make any difference, as it will be the truth,
the whole truth and nothing but the truth Flowerbower and anyone else who have been brainwashed into
insanity over anything relating to life, or its relationship to life without that knowledge man will not be
going to Mars or any other deep space reference point.
Searl Aerospace INC will have to study many subjects before Starship Explorer can become reality. Anyone
can draw some lines on paper and excite people that this is their spaceship that with go to Mars in half the
time at half the cost of NASA. How can any person make that claim when the time factor or cost for NASA
to get man there is unknown at this date?
Searl Aerospace INC: states that one of our main objectives is to study the concept of the Inverse-GravityVehicle (I-G-V) as a possible spacecraft for commercial operation of exploration of outer space. That all of
its research and development will be made public as an education study of the human mind. Such
information will be posted on my website which will eventually become active for the business world.
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This will examine every legal requirements of flight at least in the UK. Not only that we shall study every
issue in the development of the perfect spacecraft for commercial use. Define what such a craft requires for
what a kind of mission it needs to cover. Example would Planet Mars be of value – what would be value –
what kind of crew plus work force be required for what investigation. The economics for such venture will
play a major problem.
If our aim is a two month flight path – water, food, oxygen requirements for said number of workforce has
to be supplied. Not only the input needs but the output needs are a problem too – toilet needs including
washing, laundry and all these odd things which we have been brainwashed we need.
But there is the return flight which has to be accounted for in the flight plan. The biggest part of the plan is
what needs to be achieved to make the economics worth the cost – not one day – nor one week – but two to
five years of investigating Mars. In which time the work force must be house, feed, and toilet needs must be
meet. Tools to preform workloads requirements may have to be invented for the task Data obtained has to be
sent to Earth.
Where do I start investigating as to what such a craft will have to be design for – today we can look and
study what has been done in space from which the mind can function to create that design. Which is urgent
to start as it may take as long as ten years to create that concept and bring It into the world of reality.
In 1968 such a study was started in 1968 but lack of funds, rising cost and untrustworthy team the study
work stopped at a critical point, That study project was Demo one only a few photos still remain of that
study program.

The future trips to Mars may be by this system of travel which has been understudy in the 60s.
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This document is not intended to discuss the problems of Mars for mankind but about conventional flying on
planet Earth. These breaks are intended to give you the facts of the reality of this work in reference to that
which we use and understand here on Earth – that understanding in my case is what I understand from what
I know.
All these documents are education in their own rights and mostly a record of my life work in full detail with
photos or films as backup. And those who with faith and skills help me to create this world of reality of what
the future could be like for the next generation who will follow us. It is up to them to take this knowledge
and apply it for the benefits of planet Earth, so all shall benefit in health.
Health is an important issue on long deep space missions. Therefore much writings will cover all issues that
must be considered on space mission taking 10 or more year’s duration in time. Agree, you think that you
know it all – maybe that is true, but you clearly do not understand what you know. There is a big difference
between knowing and understanding.
I know what health problems are, better still from hands on experience I understand what pain is. The whole
of this year 2011 pain has made certain that I know what it is. Today, medical science has had to split up
into a number of skill division. Searl Technology has also done likewise if it is every going to succeed on
the marketplace. Likewise has the electronic domain, the world has changed so much that my world has
passed I too have to change into your world which is becoming extremely complex in nature and we have to
re-learn what we thought we knew.
But for the sake of a few evil minds which have and are determine to halt this development unless they own
it, I left with no option but to present how I learnt what I know and how I study it to understand why it
functions at all. Example you shove food in one end and then push it out at the other end what do you
understand about the chemical actions which must start at the mouth to the gut, then from the gut to the
outside of the anus. Food, do we have our sums right – or are we wrong on what is good and what is not. I
need to know and fast – deep space exploration requires that issue to be solved – another issue that concerns
me is a fact that appears to be over looked is how bad is food suffering from radiation levels which can be
harmful to humans if continue eating such products.
Because science has succeeded to extend human life span, does not to me mean that we understand
everything about ourselves – in fact a road test done recent with women show that they did not know what
was what in reference to their sexual organs and this is the year 2011 a number of doctors had no idea how
to treat a patient who has a heart attack in their surgery. More shocking careers in nursing homes had no idea
how to give an enema they had to be shown.
To me, that spells out a fact that education got a long way to go yet; for basic education, and NASA experts
on TV talk about us all going to Mars in a decade time – REALLY? Someone is dreaming and that is not I.
Agree, that does not say NASA or any other institution will not send a rocket to Mars again – but not
manned – I agree, robots and automation has come a long way in a short time – yes, in a decade we could
still learn much about that planet; but there are no Martians to be found.
One thing I wish to make clear, that is that I am not anti towards Mars, I too would like to know the truth,
has life ever existed there or not; if so; how far did it reach before it was wiped out - but time is against me
now to ever know the facts. I have just to except assumptions, for me, that is hard to do.
It is time to end this commercial break; and return you to the studio for your program Flight emergency
procedures for pilots. I trust that you do enjoy seeing the world through my eyes and how my brain works
upon that data my eyes see. It is your eyes which do the most work in your learning process.
This page completes the first block of this book – the book continues in the next block.
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BACKGROUND INFORMATION:
Avoiding the situation:
The factors generally regarded as likely to cause a force landing with power are as follows:(i)
(ii)
(iii)
(iv)

Shortage of fuel:
Approaching nightfall:
Uncertainty of position.
Unexpected deterioration of the weather.

An example of item (i) couple with item (ii) was given on page 42 of this section of this document. These
days item (iii) is usually associated with radio failure or misinterpretation of radio information. Unexpected
weather deterioration has long been a part of conventional flying but it is usually possible to divert or return
to the point of departure. Clearly avoidance of the situation is a matter of correct flight planning.
Never take off without sufficient reserves of fuel for a diversion; never leave insufficient time for the
destination to be reached in daylight, unless there are night facilities available for the landing and the pilot’s
license includes a night rating; never allow a position uncertainty to continue. Make full use of the radar
service or when outside radar coverage, use whatever VDF facilities exist near the required track.
Most radio navigational equipment incorporates a test button and pilots should form the habit of ensuring
that their radio aids are working correctly. That rock steady VOR needle may be good for the ego. It may
also be stuck or the set may be off for some reason or other!
When the weather becomes unpleasant never carry on into conditions beyond the capabilities of the aircraft
or the pilot. To turn back or en-route is not an admission of lack of skill. It is usually good airmanship unless
of course the bad weather is known to be local in nature with good conditions ahead. However, when the
point is reached where continuance of the flight may entail real risk, a force landing with power should be
decided upon without delay, certainly while light and visibility remain and there is sufficient fuel to
complete the procedure.
Now in reference to the Inverse-Gravity-Vehicle (I-G-V): which I have not been saying nothing about it
for some time, due to the fact that there was nothing of worth to say. But the above statement opens the
door to explain an interesting FACT which I have pointed out so many times before, that the structure of
this craft and its function are perfect for such weather conditions.
By cutting into the front of the storm to break it up absorbing its stored energy and releasing its stored
water content; which is far better done out at sea or over large lakes. By this action, vast amount of
damage can be saved from materializing at the cost of higher insurances premiums one would otherwise
have to pay. For some of you this sounds bad because mass damage means mass work to repair; which
results in big wages. Which means: a better life for those who gain from destruction: and, losses for those
who homes are gone or damaged.
From where I sit nothing is really gain from destruction of property but a setback in progress unless it’s
actually clears away dangerous items to the Homo sapiens or its food chain. The Inverse-Gravity-Vehicle
(I-G-V) due to its structure and function can meet man’s needs either way, in the hands of those who
want a paradise he can create it – for those who are ignorant and greedy it can destroy, to every coin
there is two sides – the law of the squares makes that issue clear. There has never been anything made by
man which cannot destroy if it falls in the wrong hands, even though the inventor created it for the good
of mankind. Example: the rocket was intended for space exploration – but was used to destroy cities and
people plus cattle – The atom was intended to power the world instead it destroyed the world. It is the
people who make the world what it is – not nature.
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FIGURE 6.
Use of part flap to improve the view
ahead while flying at low safe cruising
speed.

The I.G.V. does not have those
problems. A winner of technology!
LOW SAFE CRUISING SPEED:
It does without saying that a reduction in speed will assist the pilot to think more clearly while planning the
landing and selecting a field. When rain is present forward vision will be impaired and when available, full
use should be made of the clear vision panel(s). Some 10 – 150 of flap should be lower when flying at low
safe cruising speed because:(i)
(ii)

For any airspeed the nose will be lower, thus improving visibility forward (Figure 6):
Since the flaps cause additional drag, power will be higher for any given airspeed and the
increased slipstream will improve ruddy and elevator response.

Thank heaven for I-G-Vs for they have none of these problems that conventional flying has. I can accept
that the flight cells of the I-G-V is basically the same as the rudder and elevator controls of a
conventional aircraft in their functions if power fails on the I.G.V. but under power they are equal to
thrusters on a conventional spacecraft, they play a major role in changing the flight path direction.
As one can clearly see that there are similar functions with the I-G-V construction; to that of a
conventional aircraft even though the pilot has far less to do than a pilot of a conventional aircraft has to
do. I like to make it clear now that the flight cells in reality need not have to move to preform direction
change. It was design to meet with Civil Aviation requirements in the event of power failure. So the pilot
has an option to use the air to direct his decent point.
I agree, based upon a rare possible event of power failure, they could act as rudders, being the only
aircraft with 64 rudders, is indeed something to see. I term it as an aircraft because it can fly air and
space states. Yes, it can fly supersonic and hypersonic if required. It needs no prepared runways. But a
hard pad similar to that of a helicopter pad for docking purposes is ideal.
The I.G.V. was deign in the first place as a deep space transporter or an emergency supply ship to cope
with serious case of earthquakes flooding and volcano disasters – unfortunate cost soar so sharply that
the idea was dropped of an international emergency unit. Today there is an argument that the cost of the
I-G-V. Is still worth it, So far interest from the big boys funding such a craft appears to be zero rated. Its
power horse is an advance type of Searl Effect Generator (S.E.G). A powertrain technology. Unfortunate
the S.E.G for domestic surface use is under development for mass production mode. Thus the I-G-V will
have to wait until the mass production of domestic units is well under way.
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Because of the low speed, power should be increased slightly during turns. When a constant speed propeller
is fitted, the rpm should be increased to 2400 – or as recommended in the operating manual - thus allowing
full use of the throttle should the situation warrant.
SELECTING THE LANDING AREA:
Broadly speaking the considerations are very similar to those listed under forced landings without power.
However with the engine still running the pilot is therefore able to search for the best available landing area
and having found it he may then make a detail examination of the approaches and surface. To this extent he /
she are better placed than when engine fails. Obviously an airfield would be ideal for the landing, even one
that is disused, and a glance at the map will indicate the best direction for a search which, in any case, must
be away from high ground or obstructions known to be in the vicinity.
This is particularly important in conditions of low cloud and / or poor visibility. A disused airfield with
white bars painted below the usual white crosses marked on the runway thresholds will have been inspected
within the last six months and found fit for emergency landings. Never land on a runway marked with the
letters EX. It is being used to store explosives!
In making the searches notify ATC of the situation. They are often in a position to help, but when radio
contact is lost and an airfield cannot be found choose the best field available – for preference one near
buildings so that assistance may be obtained after the landing.
LANDING DIRECTION:
FIGURE 7:
Importance of flying to the right of the
intended landing path during the
inspection runs over the field.

Demo 1 the future unfolds: them and us!
While a landing into wind is always desirable there are occasions when the longest run would be better even
when it is out of wind. When there is an incline it is usually best to land uphill regardless of wind. The
determination of wind direction has been discussed earlier.
CHECKING THE APPROACH AND OVERSHOOT:
Before any attempt is made to examine the surface of the field at low level the approach and overshoot paths
must be checked from a safe height. In most conventional aircraft it is difficult to see directly ahead and
impossible to look directly below, therefore the examination should be made by lowering the aircraft to 100
feet or so above the ground and flying to the right of the intended landing path – Figure 7. Look out to the
left and be quite satisfied that no telephone wires, power cables, high trees or tall structures are likely to
endanger the approach. While over the field this is an opportunity to check for drift and generally assess the
area for size and suitability.
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Drift at low levels can give the illusion of slipping or skidding during turns. Guard against this by checking
the turn and slip indicator. During the climb out, the overshoot area must likewise be checked for
obstructions.
Inverse-Gravity-Vehicle (I-G-V) does not suffer from this kind of problems which conventional flying
does. In FACT flying the Inverse-Gravity-Vehicle (I-G-V) is a completely different kind of flying to
conventional flying. First once powered up you are at ½ G so you are a wee bit lighter then you were.
Secondly you are isolated to all outside sound effects. There is no noise from the drive system – a strange
world for your brain to cope with. The only noise is your comrades and yourself breathing and farting
plus tummy rolls, a world which will feel odd and could take time to get use too.
There is no doubt that it is only time before the slender Disc will become a reality as the conventional
aircraft has done, and the train etc. The question that concerns me is; will it be in time to save
humankind or not. I know that was also a problem that worried albert Einstein. He like me can see man
destroying this planet in ignorance and greed.
CHECKING THE SURFACE:
While the surface can only be checked at a low level and a low airspeed, neither height nor speed should be
so low that the attention is fully committed to flying at the limit rather than seeing what lies along the
projected landing run. Having proved the approach and overshoot on the previous run over the field, a
descent to hold-off height may now be made with confidence.
Look out for stones, tree trunks, holes and ditches. And remember those low, frail looking iron fences of the
kind that I quoted earlier in this document. During the run across the field – again positioned to the right of
the intended landing path – any animals present will normally move away from the selected landing area,
but be prepared for them when coming in to land – like humans, animals are prone to change their minds.
In this document I am trying to present the world of reality, the world which I understand, and the world
which I had to learn and understand. A world I grew to love even though it carried risks, more so in my
case due to health problems, which unfortunate are not suitable for flying, yet I did fly regardless of the
risks.
By now the Inverse-Gravity-Vehicle (I-G-V) should be appreciated as an advance technology in flight
technology: which has to come as part of man’s progress curve. For man never stops trying to beat
himself in skills and knowledge, which represent one function that no other animal appears to process at
this stage.
BAD WEATHER CIRCUIT:
The advantages of low safe cruising speed and the need for extra power during turns have already been
explained in this document. It is easy to lose the selected field, particularly when visibility is poor and the
following advice should be of value to pilots (as it was for me) who may find themselves planning an
unscheduled landing in a field.
1.
2.
3.
4.

Keep below cloud at all times:
During the first approach and run over the field set direction indicator to zero:
Check the drift and note whether it is port or starboard:
Find prominent features on the ground and use those to fix the circuit in relation to the field.
Ideal positions for these turning points would be:(i)
At the top of the climb out and before the first turn:
(ii)
At the start of the downwind leg:
(iii)
At the end of the downwind leg:
(iv)
At the beginning of the approach, in line with the landing area - these are illustrated Fig 8
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FIGURE 8:
Using turning points as an aid to
keeping the field in view. Circuit should
be flown at low safe cruising speed.

We have come a long way in a short
time, travelling faster and higher than
any other creature.

But we still have a long way to go in
flight technology, before we have
conquest of space and then to conquer
time. It will be done if man does not
destroy this planet first. This is more
likely to become FACT!
5. Aim to keep the field in sight or, at worst, just outside visual range. This will entail planning a compact
circuit and it will probably be better to abandon the usual square pattern for a racetrack utilising two 1800
Turns – see Figure 9. For the aircraft to arrive back at the approach after completing such a circuit it is
imperative that the two turns are flown at the same rate and airspeed. Drift can distort the circuit, not only
by displacing the downward leg but also during the two 1800 turns which, because of the wind, will alter
in radius relative to the ground.
To compensate for the combined effects of drift during the downwind leg and the two turns, find the drift
and its direction during the first inspection run, treble it and apply to the downward heading in the
opposite sense. I am only applying the law of the squares to this problem. Bad weather procedure when
drift is present is illustrated in Figure 10. It is important to make full use of the direction indicator when
flying a bad weather circuit.
The Inverse-Gravity-Vehicle (I-G-V) under power, due to its structure and functions are not affected
by bad weather conditions. Which is without a doubt a blessing. But agree, if it was possible to have a
power failure, which would indeed be extremely unlikely; bad weather to a small degree might create a
tiny drift affects, but it sure would be small in content to the pendulum effects of the descent. Not like
conventional flying which calls for approach and touchdown based upon motion by its structure and
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FIGURE 9:
Racetrack pattern to be flown around forced
landing field in condition of poor visibility.

R. J. Mitchell deigned the super marine
stranroer flying boat which entered RAF
service in 1936. I was then only 4 years old.
FIGURE 10:
Compensating for drift in a strong cross wind.
Broken line shows effect on aircraft when no
drift corrections are made.

5, Aim to keep the field in sight or, at worst, just outside visual range. This will entail planning a compact
circuit and it will probably be better to abandon the usual square pattern for a racetrack utilizing two 1800
turns – Figure 9.
For the aircraft to arrive back at the approach after completing such a circuit it is imperative that the two
turns are flown at the same rate and airspeed. Drift can distort the circuit, not only by displacing the
downwind leg but also during the two 1800 turns which, because of the wind, will alter in radius relative
to the ground. To compensate for the combined effects of drift during the downwind leg and the two
turns, find the drift and its direction during the first inspection run, treble it and apply to the downwind
heading in the opposite sense. Bad weather procedure when drift is present is illustrated in Figure 10. It is
important to make full use of the direction indicator when flying a bad weather circuit.
The Inverse-Gravity-Vehicle (I-G-V) under power has no problem with the weather as conventional
aircraft has; but if ever power fails the disc would fall at such a rate in relation to it pendulum length of
function. As it closing in onto the surface of the ground; a bow wave effects shows it down for a gentle
touch down.
Therefore, the Inverse-Gravity-Vehicle (I-G-V) has little chance of suffering any damage if landing
without power – that is, if it is possible to be without power. Its prime set of interest relates to it being
pollution free and therefor creates no global heating; instead it cools the atmosphere by a degree around
itself. It needs no oiling and no maintenance. It generates a massive amount of negative ions, which is
good for you. As it actually cleans the air as it functions means if you suffer from breathing problems you
will feel better by breathing the cleaner air the S.E.G. generates.
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THE APPROACH:
The downwind leg will have to be extended a little to ensure a good, straight-in approach and to allow
sufficient time for both pilot and conventional aircraft to settle.
After turning onto base leg, throttle back to, say and 1,500 rpm and settle the conventional aircraft at the
usual powered-approach speed. Lower 200 or so of flap, re-trim and slacken the throttle nut to allow easy
power adjustment.
With the airspeed by now rather low a little extra power should be added for the final turn in, although a too
high situation can be rectified by depressing the nose and adding five knots for safety.
The technique of controlling the airspeed with throttle is likely to produce the best results with single and
twin piston-engine aircraft. Continue the approach until committed to the landing, then lower full flap and
reduce speed to the lowest possible consistent with safety. Considerations governing this speed are:(i)
(ii)
(iii)
(iv)

Pilot ability:
Wind strength:
Degree of gustiness:
Weight of aircraft.

Figure 11A, Creeper method – poor vision – not good FB to attempt.
Pilot ability may be cultivated by practicing slow flying with full flap and at a safe height, gradually
reducing speed until the first symptoms of the stall are recognized when back pressure on the elevators must
be released and the power increased. A higher approach speed must be allowed for conditions (ii), (iii) and
(iv) above, and while the operating manual will be of guidance here there is no substitute for knowing the
aircraft really well.

Figure 11B A Searl approach – a good approach FB – you should try it someday!
Agree, that there is no substitute or excuse for not knowing the facts of the inverse-Gravity-Vehicle (I-GV) operational functions now before it comes into everyday transport operations – but not just knowing
that is not good enough – you must understand what you think you know! I agree that someone has to
teach you; and that is precisely what I am trying to do – but can you learn, that is a different question.
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Correct use of trim is an important aid to holding a steady airspeed but it should be remembered that
changes of power for the purpose of adjusting the glide path will upset the trim.
Avoid long, flat approaches with a lot of power. Searl knows this as the creeper method – Figure 11A and
the penalty is poor forward visibility and reduced obstacle clearance when compared with a descending
glide path – Figure 11B.
THE SHORT LANDING:

Figure 12. The importance of maintaining a little power until the aircraft is in the hold-off position.
The black / white photos are the part of the team who worked on the Demo one project – the impossible
being made possible – the future dream of mankind.
If it has been executed correctly the last few hundred yards of the approach will be at a low airspeed with the
aircraft at the back of the drag curve, i.e. to fly more slowly will require higher power. Under these
conditions the throttle must on no account be closed until the aircraft is in the hold-off position and ready to
land, otherwise it will sink rapidly, probably stall and the subsequent landing will very likely be heavy
enough to cause unnecessary damage – Figure 12.
With practice it is possible to position the actual touchdown with great accuracy, making contact with the
ground within seconds of closing the throttle. Yes on my test even though the first attempt of landing was
perfect, I rolled and took off, I was not happy with just OK because an evil mind was watching me to fault
me. Agree, he couldn’t fault that one.
A passenger airliner waiting to take off notice I was rolling to take off – he decided to wait to see what I was
going to do, as the landing was ok so he held position to watch me land again. This time I came in to be
certain that my wheels would not pass that line before touching the ground. They sure never passed that line
on touch, even the pilot who held to see me land congratulated me on that landing, this time I return to park
happy now that evil mind would say nothing. And he never did for that was most likely the best landing he
had seen from a student.
No doubt the test examiner wonder why I rolled as it was a perfect pass, nothing wrong with it, no doubt he
looked back at the cabin and guess why I was rolling for: so he waited to see what I would do to beat that
first landing – and he was not disappointed – he knew the answer why I rolled again but it was something
worth watching. He knew those eyes failed to get what they wanted: a fail pass and, he was happy too that I
stood up against evil minds and knock them for six. Yes Handy, I will never accept second best in anything
which I do, and it must be perfect for me to pass it. Bradley knows that by now I am always nagging him
about the video clips not being up to standard. Good yes that is true, but perfection is missing.
I have written much without giving you a commercial break so it is time for a break from flying. Before I
do that let me make it clear that on returning from a flight before the test my instructor told me he would
be watching me if I past that marker he would get me failed.. The wheels most likely did hit that line but I
made up my mind to do something trickier by landing on the threshold which is closer to the fence. The
major problem with this plane for me that made it extremely hard to fly was the fact that I had to be
backed up with a number of pillows under my arse so my neck was bent forward so I could see the
runway at touchdown to make a 3 point landing; otherwise it would be bounce, that was not a problem.
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Sorry to say that I cannot show an image of the Condor no matter how Brad send me the image there is
no way on this HP laptop I can include it in this document and unfortunate my photos taken at
Blackbushe were burnt by my family of that time.
Unfortunate no one understands what my part of the overall picture is – this to me is hard to understand
– I had the understanding that people were educated expect me – from this seat it appears to be the other
way around. My job is to design the organization into groups to specialize on select parts of the whole in
the same manner by which Concorde was produced. I guess I have to forgive them as they may have no
idea how Concorde was created. Or the shuttle. Setting up an organization to meet the marketplace of this
nature is a massive task because of the skills which is required means the whole has to be broken down
into divisions; which again needs to be broken down into sections with each section broken down into
precise domains of skills.
Due to the fact: that I have no filing system here mainly due to cost the data that could be produced here
is not available as its hiding from me: which here it is not unusual case.

This was in London which show progress around ½ completed before the robbery took place on Monday
August 25th 2003; will need to be replaced so I can undertake my tasks of filing data and writing the
documents of operations and how each division will function. Most importation on how the Searl
Technology fits into today’s technology without creating problems. People fear new technology, fear of
losing their jobs: which are strange enough as millions have already lost their jobs, because the Searl
Technology is not in place to save them.
Since 1946 to this date towards the end of 2011, the cost totals over £2m and I do not have even one share
certificate for any part of this massive loss, we need over £1m just to set my side of the work up today.
This is the 6th time by which I have tried to set my side of the work up but we have to add the cost of the
site to set up this section SEARL AUDIO VISION COMMUNICATION DIVISION. This is the IT part of
the functions that plays vital part of all large companies. Without communication there is no investment,
with no investment there is no product for sale. The longer we wait the greater the cost and the harder to
find the parts that is the reality of the world that we live in today.
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Unless I can rack up this equipment here I will have no idea what has gone missing between Glasgow
and here. Nor can this massive cost create anything until it is racked up toward recovering its value to the
project whatsoever to pay for the suffering undergone to save to re-buy it again. What they do not
understand is that for every £1,000.00 an item cost which they steal takes me 3 - 4 years to save and many
items cost thousands and each year that cost goes up. Intelligence where? Those are mainly ones who
think the S.E.G. will be on the market next year – yet they are the ones who stop it coming on the market
next year or the year after.
This is term by Searl as
racking. The photo beneath
show my 5th time in rebuying
goods to replace those stolen
from me the equipment I need
to use for professor CDs,
DVDs and other forms of
storage.
Now even that rack has had
two of the panels stolen – sad
to say the firm from whom I
brought it from no longer deal
with racks.
It is term a 19 inch rack with a
height of 50U, that is the size I
actually need here, in a format
like the second one shown here
as a V8726. The holdup is a
GOD called money and at this
date there is tons of equipment
up for sale as firms is shutting
down as no one wants to buy
their goods, which leaves them
in debt. Now is the time to buy,
sadly I too am like them no
MONEY.
I shall be showing more facts
about racking in this book the
better. Then the question will
be seen why steal from an old
man coming 80 years, who is
listed as serve disabled; surely
that clearly shows the lack of
human being on planet Earth.
God help those who help
themselves is true!
This last picture is the backside of the rack I was rebuilding again at Grahame Park Estate. This is now
here with missing parts. Even here, besides have to re-buy a kitchen and food to see me through the
winter; I have had to buy some items to set up the internet and phone line – just seen the new cost I may
have to let them go; based upon the massive increase cost in food. Then without the phone I am dead as
the phone is the only means I have to order food. Thus I am in the wrong place at the wrong time – but
the USA is out for me due to the shear cost that would be involved if I could reach there alive.
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This rack system is a dual
rack cabinet workstation
I borrowed the man so
you can see the height of
this unit. It is not big
enough to meet my needs
now even with the 19
inch 50U rack fully
loaded.
The photo below is a five
boy 19.3/8”D (492mm)
corner console again we
borrow the man so you
can see the height of this
unit.
This unit offers a better
setup but is it large
enough for my needs of
this project?
Searl Technology is a
massive organization
whose target is to expand
into the space domain the
data storage will become
a massive subject which
the world will need to
expand its needs to
survive. This report has
been added into this
section of the company
which will be responsible
to data release to the
business world and the
public Bradley
Lockerman will deal with
what data will be
released to them. I prefer
people to be by real
things so the size can be
judge by all to see its
real.
Yes, these pictures relate to a long time ago – you may wonder if I have been in touch with them of late –
the answer is YES – and I am waiting for their reply as to the cost of the 19 inch rack at 50U high. These are
purely to give you an insight of my problems to set up a base from which top rate DVDs and CDs can be
produce as document class education units of teaching. I have included the catalogue number of the units in
case you need to order one. At least I have got the chair thanks to Morris. It was on casters but Morris
replaced that chair with one without casters so it would not move as I try to get off or on it. There are of
cause other combinations to valuate for the needs of the technology. The critical issue here is that the finish
setup must look professional as does Searl Magnetics INC does, and there is lots of work here to be done
before that is the results.
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Could Swallow Command
appear like this, again
borrowed the chap to give a
true image of the height of
this unit.
The photo below is my built
unit only ½ done before I
was robbed of it by a group
of five people why I was in
hospital – where the
mastermind had drug my
drink to put out of the way
while they robbed me.
All of which; was restarted;
then had to move costing me
losses in damage and goods
stolen. From Scotland to
here again goods damaged
and some missing. All of
which has to be replace at a
much higher cost. But we
must win over evil at all cost
to survive.

My problem is that time for me goes quick, just if the grave is in hurry to collect me; talking about having
one foot in the grave, I have two of them in the grave and the rest of me struggling hard not to get drawn in
with them. But sooner or later it has to be so; you cannot win forever no matter how you try.
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In my books I try to present the past as it was; and the present as it is, the future that I represent: I hope
will become reality – but for that to be so, requires your effort to make it so.

This is my world of 2003, a completely different world to that of 1946. These are just some of the
components being tested for the project Star Ship Explorer. In fact there are 100 of these units here
waiting to be rewired and put into operation to extend the testing period; but lack of the racking
components this work is held up. They have had 3 years of testing without malfunction, and that gives a
thumb up for their intended operations. But it took an inventor plus a team to create this component and
money, tools, equipment, all of which cost money. Not forgetting the hours of labour which was applied to
that task. Some of the parts tested were:-

The three photos above where scan in via Canon Lide 700F, which was supplied by Frenando Morris
Searl Magnetics INC. USA. At least it shows how good that scanner is.
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I cannot help hearing those who claim that I do not tell them what I am doing; funny we seem to be the
only ones who do tell you not only that show you what we are doing.

They are box in set of 10 units and there are 5 packs in a sealed unit. The world of 2000 had changed
from 1946 to 2000 so has the cost and the size of components. I shall show you a set unit which represents
50 units. I will not at this stage tip the box out to show how many sets are there. Because, of all that small
packing stuff protecting them from getting damage in transit. I may be able to get a shot of the box which
holds them. You see FB and gang; I can back up what I state in full details to the point of protecting the
technology as no patent is planned upon the technology. Greed has never been my intentions that all good
people should be fairly treated in respect of energy and transport not forgetting they health to which this
technology is a blessing if only people would allow it to arrive on the marketplace. I am only one you are
many – if you want it – then you need to help or lose it.
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That is the Finder container box on top is a strip of five boxes
containing ten relays as shown on the left – therefore, there are
50 relays sitting on top of the container. You can guess how
many there are within that box, sorry no prizes if you get the
figure right.

That day will come, as the aircraft and the rocket came, so will
this image came from Thailand. The past, the present and the
future are all in these books free for all to see. You make life
what it is; each and every one who does not care for the planet is
helping to speed up its death. Every war and every terrorist
action helps to end this planet life. Yet we can do something
about terrorist, yet the governments will not act to put them out
of circulation for good it’s a pity that I am not the President of
the U.S.A. they would be a massive cleanup done for the total
benefit of the Earth my home and also yours. There is no other
home on offer. I am what I am not by desire or choice but by
nature’s commands that needs my help to survive. At 80 years my
days are gone now it is up to you to carry the burden to survive!
Sorry to have given you a long commercial break, got carried away on the job so to speak. So I will return
you now to the studio to continue your program FLIGHT EMERGENCY PROCERDURES FOR
PILOTS:
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POST LANDING RUN:
The emergency is not over until the aircraft stops rolling over the unknown ground. Keep a good lookout for
rough areas ahead or minor obstacles too small to have been seen from the air. Take avoiding action and use
the brakes firmly to bring the aircraft to a halt.
When the field is very small and it seems likely the far side will be hit, pull back the idle cut-off, switch off
the ignition and, if time, turn off the fuel. Should the landing run terminate in a hedge or some bushes less
damage will result with the propeller stationary and in any case the aircraft will be rolling more slowly. A
surprising amount of thrust is generated by the propeller, even at idling speed.
Assuming that the landing has been effected without damage – and there is no reason why it should be
otherwise – it would be a poor end to a skillful performance were the aircraft to hit a concealed tree stump
or the like while taxing. Never attempt to taxi across a strange field without first inspecting the surface on
foot. Better by far to get help and push rather than risk avoidable and expensive repairs to the propeller or
undercarriage. (That relates to the 60s, so today you can multiply that value by 10 and you still may be
under the cost to repair) And having got the aircraft to a sheltered position on the field it is just as
important to safeguard it – as I have already stated. Remember – you hope to fly out when conditions
permit.
TAKING-OFF FROM THE EMERGENCY AREA:
When the landing has been made from a disused airfield there will be no particular problems other than the
possibility of animals grazing along the runways or farm equipment near the take-off path. The take-off
must therefore be planned with more than usual care. A strange field is another matter and the factors to
consider are as follow:1. SURFACE:
It is vital to inspect the take-off run on feet so that small hazards – stones, etc. – can be removed.
When the ground undulates, avoid – if possible – taking off uphill. Inclines and / or long grass will
lengthen the takeoff run.
Thank heaven for I-G-Vs which has no problems with long grass, uphill or inclines it’s all in a
day’s work as if it’s just a concrete runway; it simply lifts off the ground and reaches for the sky
with the minimum amount of sound. What more can you ever wish for accept the cash to buy one.
2. WIND:
The same conditions apply as for the landing. While a take-off into wind is usually ideal, a longer,
clear run, cross wind may be better. For take-off performance consult the operating manual.
Thank heaven for IGVs they have no problems with the external wind, which is a blessing to all
pilots; but unfortunate there is one major technical problem which is, that there are no portholes
by which one can open up to allow old Johns wind go free that often blows a hurricane.
3. OBSTACLES:
Avoid having to clear high trees, etc., even if this means taking-off out of wind. Remember that
rolling friction on an unprepared grass surface is considerably greater than a hard runway and due
allowance must be made when there are obstacles on the climb out.
What a blessing I-G-Vs will be to pilots everywhere; when there is no worries on taking-off or
landing anywhere.
4. WEIGHT:
Unless the field is very large, the lighter the aircraft the better – for obvious reasons – and it will be
wise to remove all unnecessary load – suitcases, etc. – before flying out solo.
Now you know why I want to fly the Cessna 177 GBEBN, to know that I could land it anywhere in
an emergency for that was my baby out of all the aircraft which I flew.
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5. LENGTH OF RUN:
Pace out the field and check with the operating manual to see if the aircraft will clear the far boundary
under the prevailing wind conditions. When the take-off distances is marginal, taxi to the downwind end
of the field then pushes the aircraft as far towards the boundary as possible so that every metre of the field
is available. One metre may be the difference between flying out safely and hitting something at the other
end.
Agree, the I-G-V is a dream world of the future, just like the American flying wing, with a big
difference that it does not require air for its function, nor a runway – thus no such problems which
conventional aircraft have to face. A massive saving on fuel each year and runway charges such as
landing fees.
6. USE OF FLAP:
Most operating manuals claim shorter take-off runs and steeper climb paths when optimum flap is set.
Measured tests tend to reveal that with most light aircraft the benefit is more psychological than real.
However when 200 or so of flap is used the aircraft may be firmly rotated at a slightly lower than normal
speed and provided the airspeed is held to a low value the climb path will be a little steeper. Here again, it
is a case of getting to know your aircraft by practicing short take-off techniques.
It’s time for another commercial break, so you can digest the facts presented here. As I stated in my first
newsletter of 1946: that all life in an essay of individualization stands true today, even more so than in my
time when life was a family. As I have stated so often since 1968 the real leader has no need to lead – he
is content to point the way, which I have tried so hard to do since then, but no one listens, which still
remains the same today.
Newsletter no.40: Date 01.11.1987.
The modes of thought held by Kant and his successors to be native to the Human reason have proven to be
largely historical accidents. To Searl understanding; it is now widely acknowledged that the strictly
mechanistic explanation of the natural order that held sway in the eighteenth and nineteenth centuries are no
longer tenable.
Many books have been written to show that a scientific outlook is compatible with a religious conviction.
Many scientists are ready to believe that the data of psychical research and, even religious mysticism, must
be taken into account in any attempt to construct a comprehensive world-picture. Nevertheless, these very
data are commonly described and discussed in terms that belong to the middle ages and are quite foreign to
the philosophy of modern science.
Few people doubt that the universe is more interesting and more mysterious than it appeared to Auguste
Comte or Herbert Spencer, but they still speak of it in much the same terms. In these present newsletters I
shall be concerned not so much with the ordering of facts nor even with their interpretation, but primarily
with the need to reconstruct language in such a manner that all Human experience, whatever may be its
nature, can be spoken of in consistent and coherent terms.
This calls first of all for a far-reaching reconstruction of the categories of thought. In place of the arbitrary
schemes: that has been propounded by philosophers, from Aristotle 384 – 322 BC, Greek philosopher and
scientist. To Searl knowledge; a pupil of Plato and tutor to Alexander the great, he founded a school - the
Lyceum – outside Athens. He is one of the most influential thinkers in the history of Western thought and
his work was central to Islamic and Christian medieval philosophy. His surviving works cover a vast range
of subjects, including logic, ethics, metaphysics, politics, natural science, and physics.
Today, you may think that was nothing, but you forget he had to learn what he ended up teaching us.
Likewise we shall teach what we know to the next century to be; if there still is one existing at that time.
They will no doubt think what we done as being nothing much – that is the way of life – progress will
continue to the end of time – how long that will be is now in question – it is up to you what you do now
which creates the future; as the future cannot create itself.
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Herbert Spencer 1820 – 1903: English philosopher and sociologist. To Searl understanding; he sought to
apply the theory of natural selection to human societies, developing social Darwinism and coining the phrase
the survival of the fittest – 1864. Which of course Searl accepts as the solution of what we see today, based
upon what he seen and heard no his way through life. This book does not go into the facts which will appear
in books covering that subject.
Kant: the only name which comes to my mind is Immanuel Kant 1724 – 1804: German philosopher. In the
Critique of pure reason – 1781 – all you with all this formal education which I do not have – should had
been able to inform me of this matter – but you never – did you? Let me see: did he not countered Hume’s
skeptical empiricism by arguing that any affirmation or denial regarding the ultimate nature of reality –
noumenon – makes no sense. All we can know are the objects of experience – phenomena - , interpreted by
space and time and ordered according to twelve key concepts. Kant’s Critique of practical reason – 1788
affirms the existence of an absolute moral law – the categorical imperative. Guess that not much knowledge
about this man: unfortunate I never got around meeting him.
Hegel: now here is another name which come to mind is Georg Wilhelm Friedrich Hegel 1770 – 1831:
German philosopher. In his science of logic – 1812 – 1816 - Hegel described the three-stage process of
dialectical reasoning, on which Marx based his theory of dialectical materialism. He believed that history,
the evolution of ideas, and human consciousness all develop through idealist, dialectical processes as part of
the absolute or god coming to know itself.
Now let me see there was another name I mention, o yes, Alexander there are five names that come to mind
and Alexander the great might been the one in question in this book time period I believe was 336 – 323 BC
– but that relates to a time period of a ruler and to my knowledge was not a philosopher. But conquered
Persia, Egypt, Syria, Mesopotamia, Bactria, and the Punjab, in Egypt he founded the city of Alexandria.
There was another name I quoted in this newsletter, which was Whitehead, now there spring to my mind
four such names; the one that I referred to was Alfred North Whitehead 1861 – 1947: sadly I missed him as I
had started work then. English philosopher and mathematician – 1910 – 1913 – He is remembered chiefly
for principia mathematica – 1910 – 1913, on which he collaborated with his pupil Bertrand Russell.
As stated; from Aristotle, Kant and Hegel to Alexander and Whitehead, we shall seek in experience itself for
categories and principles that are capable of development progressively with the advance of science. The
static system, regarded in the past as settled once and for all by the nature of human reason, must be replaced
by a dynamic system the movement of which will add a new dimension to our thinking and forms of
language.
The aim of these newsletters is, however, not solely to reconstruct language, but to show that it is possible to
go beyond the distinction of ‘what and how’ to the ‘thus and so’ of all experience. It would not be sufficient,
even if it were possible, to find answers to the questions, ‘what are we and our world?’ and ‘how do we and
the world behave?’ We need even more to understand the relationship of ‘what’ to ‘how’ because upon this
relationship depends the possibility of ordering and directing the course of our lives and perhaps of
influencing the future of our world.
There is an equally false subjectivism that assumes, without weighing the evidence, that the law of the
universe can be discovered in our own habits of thought. Plato recognized that there must be some
correspondence between the knower and the known; but the significance of this conclusion differs entirely
according to the views a philosopher may hold as to the nature of substance. If knower and known were
made of different stuffs, there could be no direct relationship between the two. Knowledge would have then
to be treated as some kind of hybrid substance able to participate in the nature of both subject and object.
In this issue I shall take a look across a large selection of subjects that we should give much thought to – so
the best is employed within our programed.
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I wish you a merry Christmas, as we say goodbye to 2011 in a few days’ time, let us not forget the five
million who are not here today, to enjoy it that should have been – but because we don’t care about planet
Earth they are gone for good and are now just a memory in few peoples mind. I will not be having a merry
Christmas, but this year I shall have a roof over my head and I am still kicking against all odds. For that I
must accept as a blessing.
2012 will have some bad times; millions may die, but for those who survive I wish you good health and may
2012 be kind to you, for me, I have to accept each day as it comes as a bonus and stop dreaming about a
paradise on Earth, for that will never happen now. People are determining to end this planet life for greed
and ignorance, and they are doing a great job. But if it was possible to repair it now, we could not; due to the
fact that we neither have the manpower or the cash to do it.
January 1st 1968: Searl commenced his program SPACE PROJECT SWALLOW – a new concept in S.V.T.
– SPACE VEHILCE TECHNOLOGY – Demo one became the first phase of the STARSHIP EZEKIEL
PROJECT. It collected much publicity. We are now at PHASE TWO but this time we need far better
publicity then we got during the PHASE ONE period. By October 1.1968 Searl made this information
available, I shall repeat it, as it gives a good account as to what was achieved in 10 years when the effort is
put behind it – this is what is lacking in our project…EFFORT. Another reason: why we have not completed
this program to date.
He who has never learned to obey cannot be a good commander. Which is one of the key issues in creating a
team is a good leader where everything revolves around him / her. For this to be reality there must be rules
which cannot be broken, if broken then there is no team. A team is like a Gog, if one tooth breaks that Gog
is useless – a team is like a chain it is only strong if no link breaks – but if one and only one breaks the rules
then the chain is useless. Please take NOTE; William Groarke who were accepted in the top level of the
organization and therefore expected you not to break the rules, which I tried hard to make you understand,
but you would not listen you were determine to break the chain therefore, I had no choice but to drop you for
the sake of the chain; it was a hard choice as you had some great qualities for that position of trust.
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Dear William, you were accepted in that role due to that wonderful personality you processed; the team all
loved you which also includes me. But rules are set to protect the organization from harm, to change them in
the way you were demanding would open the flood gate for past members to demand the same rights who
take over and dump you. In your case you were dropped because clearly your right hand failed to know what
the left hand was doing – which means that you were talking with a fork tongue – which cannot be accepted
in a company trying to get set up. You see William it’s a mental condition where one day you vote to sake
her and the next day re-instate her: after she had redrawn her services from the organization. She knew the
rules that you have been given a post in an organization, and you withdraw yourself from it you cannot just
walk back next day in command.
You were the key person shouting sack her – but you could not because she had resigned – if the next day
she is crying to you to get re-instated that she was unfairly dismissed. How could she be unfairly dismissed
when she had resigned and I accepted her demands. Rules, if you leave the organization you cannot return.
In the case of women, if they are shortly going to give birth, it is accepted that they have not terminated their
contract for membership.
In your case; because outside of the mental issue, you show the signs of a good team member then, and
though I had to drop you at that time – I had hope that sometime in the future you could had been excepted
back in the team. There is of course the matter of that Japanese fellow and the contract which you were
undertaking at that time; is in question.
So William, be a good boy and back off before I release the contents of your last 3 phone calls to me, which
show your mental state at that time. Just remind you that you were a member of a team – records shall
remain in tack to prove at any future date that you were a member, which shall apply to any court case in the
future. Please note that you are also on film, which clearly shows your personality was precisely as I have
stated here.
This is just a sample of my life, not pretty but is a true reality of life where you try to create a future which
as a member can feel proud that success was a part of their effort and the fortunes it creates is their bonus for
their input, without an input there cannot be any output – the law of the squares holds true.
It is time to return to the studio to your program Flight emergency procedures for pilots:
ENGINE FAILURE DURING AND AFTER TAKE-OFF – single engine aircraft:
THE SITUATION:
Searl agrees; that they make such a big deal out of all these check it’s a wonder to me some people ever fly,
a comment which I make from time to time. Searl accepts that there are cases pilots without pausing to
think, no run up, no vital actions, no check to see if the approach was clear. You will see them turn onto the
runway and take off. True the electric fuel pump was off but that was no consequence to the pilot – note that
pilot was not John – And equally true the tank selected for take-off was all but empty. John says the only
tank which he hopes is empty is the one where he kisses ladies bums, as earthlings find it strange to see a
body walking around without a head.
Searl accepts that this means nothing to the pilot both because vital actions were a big deal and this included
a visual check of the fuel tanks before entering the aircraft.
Thank heaven that these classes of checks do not apply to the Inverse-Gravity-Vehicle (I-G-V) but there
are checks regardless to be done before you think of lifting off on a mission, which will be discussed in
another document.
Some pilots can be like some car drivers – careless: of others, until they find that they are in trouble.
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The problem here is that at about three hundred feet the engine makes strange noise which we identify as
spluttering then to our surprise it stops – which in reality is quite normal thing to do. Now ahead of you lay a
small wood and to the left, wreathed in low lying smoke stood a factory, hopeless for a force landing. Some
450 to the right was a clear area made up of biggish fields divided by thin hedges but the pilot had already
decided to get back to the airfield because, as he / she said afterwards “it would have been more convenient”
and “I thought I could make it.” Searl agrees that is a common case, which can end up as pilot error.
In the racing seconds that flashed across that pilot’s mind the value of pre-flight and cockpit checks stood
out in stark relief. At least he / she had the presence of mind to switch off the ignition and turn off the fuel.
Out of the corner of the pilot’s eye he / she caught sight of the airfield, a very long way to the left. By now
he / she were getting rather low and every instinct urged him / her to hold the nose up and tighten the turn
but this was a different pilot and whatever his / her shortcomings he / she had no intention of spinning in.
Within sight of the airfield he / she ran out of height and landed in a rather liquid part of the sewage farm –
which was all rather appropriate. You have watched the film I think was called those men of the flying
machines the part taken at Hendon airfield – I guess you know which film I speak of. Let us face the facts,
there was no need to have been an engine failure and there was a good landing area available if only he / she
had looked more carefully. Now the airplane was seriously damaged. The pilot had a sprained wrist and a
fractured rib and the pilot’s friend swore that he would stick to football in future.
THE PROCEDURE: before lift-off:
Shortly before lift-off the engine fails. Carry out the following actions:
1.
2.
3.
4.

Close the throttle:
Brake firmly.
At the same time switch off the ignition, turn off the fuel and pull back the idle cut-off:
If the aircraft seems likely to run out of runway and there is no overshoot area beyond, turn onto
the grass:
5. If necessary take violent avoiding action.
AFTER TAKE-OFF:
At a height of 300 feet the engine fails. Carry out the following actions:
1. Adopt the gliding attitude:
2. Close the throttle.
3. Look through an arc of some 600 left and right of centre and select the best available force landing
area.
4. Avoid obstacles by making gentle to medium turns.
5. Only if time permits, select another fuel tank, If the engine will not re-start:6. Switch off the ignition, turn off the fuel and pull back the idle cut-off. Raise the undercarriage if it
is a tail wheel type, otherwise leave the wheels locked down.
7. Delay using flap until it is certain the landing area can be reached. If there is a risk of overshoot,
sideslip to increase the rate of descent but prevent the speed building up.
8. Just before landing unlatch the cabin door/s.
9. Never attempt to turn back to the field.
BACKGROUND INFORMATION: Likelihood of engine failure during take-off:
The developed modern engine has reached quite remarkable standards of reliability and it is rare for power
failure to occur at any phase of flight, even during take-off when maximum power is being used. Searl
agrees, that isolated cases of engine failure during take-off that do occur are invariably the results of careless
or non-existent pre-flight checks or vital actions.
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The former were dealt with in the section on force landing without power and vital actions really are vital.
The true value of this advice would certainly be appreciated were the emergency to occur and the aircraft
finished the take-off in, say, a ditch. The occupants would have good reason to be thankful that the harness
had in fact been tightened during the “Harness and hatches” check which forms part of these vital actions.
Since an early engine failure may provide an opportunity to land ahead and still remain on the runway the
practice of only using part of the available take-off run must be avoided.
Agree that the Inverse-Gravity-Vehicle (I-G-V) does not have these problems; nevertheless all personnel
on mission must wear the seat harness for both take-off and landing stages of the mission.
PROBLEMS TO BE FACED:
The circumstances of an engine failure during take-off make it apparent that the pilot should be able to take
actions that are not only correct but also instant. In most activities it has long been recognized that complex
functions may be perform without conscious effort when they have been practiced to the point where they
become automatic – the way a typist can use her machine without watching the keys, or a pianist can play at
a speed beyond deliberate thought controlled action.
Many emergency aspects of flying depend upon the success of time limited actions which are only attainable
when they have been perfected in the form of well-practiced drills. At no time is this more true than during
an engine failure on what is perhaps the most critical phase of flight, the take-off. The pilot wishing to insure
himself / herself against the consequences of an emergency, with little time to spare, should practice the
safety drills, learn the location of every switch and control in the aircraft and be able to find them without
thinking but – remember – prevention is better than cure.
The Inverse-Gravity-Vehicle (I-G-V) is a complex flying machine which is not design just to fly through
any atmosphere but through the domain of space vacuum. Flying from one point to another over the
surface of planet Earth is no problem. The problem comes when we need to reach supplies to the ISS or if
man establish observation post on the Moon to be able to supply them. As it are we finding it hard to
supply the ISS with only Russia to depend upon. We certainly need to rethink on a better system. It is not
the ISS that is the problem it’s man. That problem increase when we place him on the Moon.
When it comes to man going to Mars; it would be wiser to let another ten years to pass for man to send
robots there to search and find what is worth there for man to go there. Aliens there: you can forget that
issue, just hoping we can find one bacteria alive would in itself be a miracle. But the planet may prove to
be a good observation post – but I see problems that Mars may be getting hit with space particles far more
than Earth gets hit. Earth has still got a protecting layer, where Mars has lost its cover.
But this book is not about Mars, that is another book, this book deals with earth bound flying emergences
procedures or that is the intention I had.
ENGINE FAILURE BEFORE LIFT-OFF:
During the early stages of the take-off run it is standard practice to scan the engine instruments, checking
that the expected rpm are being achieved and that temperatures and pressure are ‘in the green’ – within
normal limits. It is a check to be taken seriously and not dismissed as a mere formality for this is the time
when zero oil pressure or a temperature off the clock may be the prologue to complete or partial engine
failure.
As I have had the pleasure to have flown a number of different aircraft, I became aware how important it is
to know where each switch position is, as there can be set out in different positions. Yet look about the same
at a glance. Therefore, when I am going to fly an aircraft I like to read it up as to where the switches are
placed.
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In the very unlikely event of power failure due to an engine fault nothing should be allowed to jeopardize
the safe abandonment of the take-off. The fault may be intermittent and a failed engine that bursts into life
while trying to stop the aircraft running off the airfield can only add to the problem. Therefore at the first
sign of engine malfunction the throttle must be closed without delay.
Searl accepts; that light aircraft field performance is such that when the abandoned take-off terminates in a
hedge or over rough ground little airframe damage and no injury to the occupants need occur.
I hope they are right;
In this case it was
pilot error. A new
aircraft to be
delivered. Humans
cannot be 100%
perfect; maybe robots
can do better than us!
However the risk of fire must always be taken seriously. It is minimized by switching off the ignition,
turning off the fuel and pulling back the idle cut-off. These actions must be developed as a drill so that, if the
time ever came, they would be completed without thought while the brakes were applied and action was
taken to avoid collision with objects on the ground.
When it seems imminent that the runway will be overrun turn onto the grass in an effort to increase rolling
friction and shorten the deceleration period. At one point pilots were advised to retract the undercarriage as
an additional means of stopping the aircraft but modern thinking is that a tricycle undercarriage will best
protect the aircraft and its occupants when it is in the down position.
The ground stability of an aircraft with a tricycle undercarriage is very considerable and the pilot should be
prepared if necessary to make drastic changes of direction in order to prevent the aircraft from departing the
airfield or hitting an obstruction. Minor damage to the undercarriage is preferable to a written off aircraft.
The foregoing should not be interpreted as meaning that engine failure during takeoff run must necessity
prove dramatic; quite the reverse. Indeed, on all but the smallest airfields it should be possible to abandon a
takeoff and stop a light aircraft without damage or injury.
Bear in mind that should ever an impossible event become possible, such as an engine failure on any
Inverse-Gravity-Vehicle (I-G-V) you have no problem with rolling or stopping it moving, and there is not
a fire risk from engine fuel as no engine fuel is required. But the I-G-V generates a high level of oxygen
for breathing and lots of hydrogen for cooking and heating. These two gases can generate a fire if
conditions are right and therefore should such event ever occur where the I-G-V is falling on to a planet
surface which has no environment atmosphere to act as cushion to the impact the shock wave on impact
could nut not necessary ignite one or both gasses.
This is a design engineer problem, and I feel that we have the answer to control such event happening –
and should it happen have the design control structure in place to control its movement and damage
should be minimum. Human injury should not happen within SWALLOW COMMAND operations.
Compliance to Searl instructions is vital to both time and cost. Safety is Searl first requirements in
everything. Searl understands accidents will happen most of which are human error such as failure to
undertake ones task in the order of functions which are demanded; or risk taking short cuts. Therefore
for the safety of his staff: robots will be used to operate dangerous functions, much of which was
undertaken at Grahame Parke address in a study program on energy control.
Much study work has been untaken by Searl in the task of assessment requirements of the I-G-V.
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ENGINE FAILURE AFTER TALE-OFF:
All the safety consideration mentioned under the previous heading applies after the aircraft has left the
ground but there are of course additional problems and the actions to be taken are affected by the following
factors:
(i)
(ii)
(iii)
(iv)
(v)

Height above ground at the time of engine failure:
Nature of the area ahead:
Type of aircraft:
Wind strength:
Amount of light.

←◄ Figure 13: use of the 600 scan to
find a safe landing area. Searl
teachers you as he learnt, as it proved
good enough for him it should be good
enough for you. I understand many of
you have no education in this subject
and that is why I am giving time free
to help you to understand the reality
around you; including legal
requirements, technology and science
from which you can enjoy reading and
seeing what I am doing. I am an open
book for all to see. Some will like me
others will hate me that’s the law of
the squares is confirm correct yet
again!
Such are the variables involved that it is only possible to give general guidance.
HEIGHT ABOVE GROUND:
It does not follow that an abundance of height is an advantage when an engine fails. There may be open
fields just outside the airfield perimeter and a built up area beyond. It is therefore best to consider factors A
and B together.
When the engine fails immediately after lift off the aircraft may not have attained optimum gliding speed
and there will be no alternative to lowering the nose and landing ahead, probably on the airfield unless it is
very small. Assuming the airfield boundary has been crossed and the engine failure occurs at a height of
several hundred feet there should be time to scan left and right of the takeoff heading within a combined arc
of 1200 or in other words 600 either side of centre – FIGURE 13.
While it is usually possible to put the aircraft down in open country with little damage, buildings and power
lines must, for obvious reasons, be avoided at all cost, even when the alternative is a landing in the trees.
There have, in fact, been cases when even quite large aircraft have been put down between two lines of
trees, allowing the wings to take the shock, the occupants being able to escape without serious injury.
Remember that only seconds remain for a landing area to be selected while the safety checks are completed.
Remember that this is one problem, which you will never have to face with, the I-G-V – there is no way
you could possible get an engine failure. Mass times velocity at three different settings; atoms are being
drawn tighter together; result in higher energy output, greater bonding between atoms.
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In principle an 1800 turn back to the airfield should never be considered. The danger of turning while
descending near the ground is a natural desire to hold up the nose and add rudder in order to reach the field:
ideal conditions for a spin from which there can be no recovery, because of insufficient height. The true
nature of the problem may best be illustrated by a few simple figures. Bear in mind that in a medium turn of
about rate 2 time required to go through a heading change of 1800 is 30 seconds. In that time the average
light aircraft will descend some 500 – 600 feet. To this loss of height must be added a margin to cover the
distance back to the airfield. The gliding turn could of course be tightened to a rate 3 or 4 but safety would
then demand an increase in airspeed and a higher rate of descent would result. And this leads to factor C.
Of course the Inverse-Gravity-Vehicle (I-G-V) can perform a 1800 turn within two seconds, without any
loss of height. Now you work out why?
TYPE OF AIRCRAFT:
The importance of knowing the aircraft thoroughly has already been stressed in previous pages. This
emergency is no exception. The pilot should know what his / her aircraft will tolerate, how it will react when
pushed beyond the limit and what can be done to recover from a new situation.
Modern high performance monoplanes have higher stalling speeds than older designs but at the same time
they have a better lift / drag ratio and so display an improved gliding performance. This could be an
advantage when trying to reach an open space some distance away.
Whatever the aircraft type, practice the drills and how to attain the optimum glide without delay. Learn how
the aircraft behaves in medium and steep gliding turns and get some idea of the rate of descent during these
manoeuvres. These exercises can be practice at a height.
WIND STRENGTH:
While a strong wind may prevent the aircraft reaching an ideal landing area ahead, it will at least reduce
ground speed and the eventual touchdown speed. When impact is unavoidable its effects will be minimized
in proportion to wind strength. For example a 20 knot wind will reduce a 50 knot impact (airspeed) to 30
Knots, hardly sufficient to cause serious injury to the occupants unless the pilot has contrived to fly into a
brick wall!
THE LANDING:
Only when it is certain the chosen landing area can be reached should the laps be fully lowered. If an
overshoot then seems likely the rate of descent may be increased by slide slipping but remember that unless
the nose is held up as the wing is lowered the airspeed will increase and this in turn will cause the aircraft to
float during the hold off.
If the type permits, open the door(s) to ensure safe exit in the event of a heavy landing. Some types of
aircraft become difficult to control when the door is allowed to open, but it is at least advisable to unlatch
the door. When the design is known to be sensitive to door opening this may be delayed until the roll out but
impaired flying characteristics are preferable to being unstable to leave the aircraft when the door has
jammed following a heavy landing.
Aim to touch down at the lowest possible speed. After the landing apply the brakes firmly. At this stage
speed is the enemy and it is no time to worry about tyres or even the undercarriage itself. Therefore if the
situation warrants, take violent avoiding action.
AMOUNT OF LIGHT:
The advice given so far is related to engine failure in daylight. At night all considerations mentioned will
apply and although darkness must obviously add a serious difficulty to the procedure, built up areas are
usually well lighted at night and can therefore be avoided. Alternatively when the environs are well known,
lighted buildings will aid the recognition of a likely landing area. At night; it is particularly important to
make a Mayday call if at possible. The landing light will assist during the final descent and the actual
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Touchdown.
PRACTISING ENGINE FAILURE AFTER TAKE-OFF:
While the message throughout this document is proficiency through practice a word of warning must be
introduced here. Some engines have better throttle response than others and there have been cases when an
engine failure has been simulated followed by a well-positioned glide into an open area. If, however, putting
on the power is left to the last second most pilots have a natural tendency to slam open the throttle and it is
not unknown for the engine to falter – when a real forced landing is almost bound to follow. It has happen.
Then again carburetor heat, if applied, will inhibit throttle response. The moral is clear: it is not necessary to
count the blades of grass in order to prove success.
It is time for another commercial break – happy are those who dream dreams and are ready to pay the
price to make them come true. Well you may think that is true, unfortunate in my case it has not been
happy – yes, I have always been ready to pay the price for those two dreams – and my happiness has cost
me over one million of unhappiness in hard earn cash. And I am still searching for happiness and each
year that cost goes up and still without that happiness.
Success is the sum of small efforts, repeated day in and day out; yes its true I have stated this issue a
million times, yet during 1965 to 1968 it looked like that would become reality; but evil minds soon
stopped that success, today, I cannot see a repeat of those great times the cost now is far too high. But
dreams can continue in hope that somewhere, someday they will become reality yet again. But where or
when I will never know for I will not be around.
As Searl has always stated; that we are all inventors, each sailing out on a voyage of discovery, guided
each by a private chart of which there is no duplicate. The world is all gates, all opportunities: some will
invent lies, others will give up half way through due to insults and threats; and then there will be those
few remaining who are the real inventors of tomorrow; to them we owe a lot of thanks – for without them
there would be no tomorrows, just one continue day only; with seasons changes.
Searl states in 1963; that there exists a class of occasions in which entities atomic in nature exercise a
free creative power within their own presence. This was an answer to a reporter at a 10 hour show given
to the media upon the Searl Effect Generator on show. Searl also stated that there was a sine wave of
magnetic bubbles around the running surface of both the plate and roller sets. In reality these waves
represents a Gog in concept; in which the teeth must match too run.
Searl also reminded the experts present at this ten hour lecture that surely the history of science would
appear more scientific, if it was able to rid itself of this personality complex. As stated; I am not interested
as to what past experts have done at this time, but what the experts of the future will do.
I shall now return you to the studio, back to your program Flight emergency procedures for pilots.
ENGINE FAILURE DURING AND AFTER TAKEOFF: multi-engine aircraft:
THE SITUATION:
There is nothing in flying twins said the smooth dealer who had just sold John a rather nice second hand
twin Comanche. And of course he was right in as far as there is nothing to doing anything – when you know
how. I will show you the taps and give you two or three hours, then we fill in this little form here and get a
multi rating on your PPL. It all sounded fine to John who by the way had hitherto flown nothing more potent
than a Cessna 150. NOTE: I too have flown the Cessna 150, not a bad craft but slow takeoff and landing;
it is the aircraft that three countries flying school used for training pilots. In my case it was not for
training but to obtain experience of handling various aircraft. But I never flown the twin Comanche and
therefore in no position to make an assessment upon it from a pilot’s point of view.
Just to let you know that I am talking from experience and not from a book.
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It was all done one morning, three hours in the aeroplane including the test, and then a somewhat bewildered
John found himself the owner driver of a fast, complex mini-airliner which was more than a little beyond
him because the gap between a Cessna 150 and any light twin cannot be bridge in three hours, certainly not
by a pilot of his very strange ability.
NOTE: Likewise the gap between the Cessna 150 and even the Boeing 747 and the Inverse-GravityVehicle (I-G-V) cannot be bridge in three hours. That was one key issue which Searl appreciated that was
to get experience on as many conventional aircraft as possible so he could understand the system in use
for operations as he had to slot the I-G-V operations into the existing flying system without upsetting the
present day system of operations. Transition from conventional flying will take years, therefore space
operations is clearly the best option for the I-G-V.
On his second solo flight John fumbled. What he really meant to do was reduce the starboard throttle setting
and bring it into line with the port engine. Instead he had hold of the mixture control and was unable to
fathom why it made no difference to the manifold pressure on the right hand engine. It seems inconceivable
that anyone would move an engine control back to the stops during the climb out but John was confused and
he did just that, the engine stopped and the aeroplane immediately swung to the right.
Keep straight at all cost he told himself after an initial attempt with the wrong rudder. For a few seconds the
situation was under control, then John notice he was losing height. Without thinking to open up the live
engine he lifted the noise – 115 – 110 – 100 – 90 mph – then swing to the right was developing again and so
was panic.
Ahead lay a golf course. John took one look at its long, inviting fairways and gave in. Back with the
throttles, a gentle turn and he was heading in with no thought of lowering flap or the undercarriage, just an
urge to get his uncontrollable aeroplane safely on the ground in one piece.
Landing with undercarriage up is no joke, there are instance where skill pilots have forgotten to lower
them, but for the quick eye of the Tower operator shouting at them get your wheels down. In my
experience most light aircraft which I have flown had fixed undercarriage. But I still perform operations
as if they were not fixed.
In the belly landing that followed surprisingly little damage was done to the twin Comanche or the golf
course. They gave him a double scotch, instead of a jolly good spanking, and then told him to sign the
visitor’s book, and then phoned his wife. John was a silent and wiser man during his drive home. True he
did not really understood why it had happened but one thing was certain. He would get some proper
instructions before flying his twin again.
These situation reports: are to explain the worst things which a pilot can do and, what the results will be.
Unfortunate in reality they have happened, and based on human behavior; one can expect to see such
odd events happening, which will natural appear on the news.
I will give you a break to think about this last situation, as I give you a picture of early 1967 with the I-GV studied. In which I wrote to the Queen to ask if I could have the right to name the first I-G-V as the
S.S, QUEEN ELIZABETH II. In the Queen’s reply she stated that she had no control on what we named
it, but wishes me every success with the development.
Never before in the history of man has the Royal family had the opportunity available to them, to be able
to fly from their backyard to any point on Earth or space in less time them it takes them to travel from
Buckingham Palace to Windsor Castle.
Let us all pray that The Queen’s most excellent majesty, her Royal Highness Queen Elizabeth II, shall
live to experience a trip on the Inverse-Gravity-Vehicle in the 21st century, to any point on Earth that her
Majesty so request.
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First of the new line of
aircrafts in the Royal
Fleet: H.R.H. Queen
Elizabeth II.
Faster than Concorde.
Faster than a stealth
bomber B-2
Faster than a Saturn
rocket.
No runways needed.
Flies safely in all weather
conditions.
What more do you want?
Into the 21st century: from Buckingham Palace. London. England. To any point on planet Earth in 30
minutes or less.
Your Obedient Servant.
Prof. J. R. Searl, consultant engineer.
That would be my greatest life’s wish, to welcome Her Majesty, or any member of the Royal family on
board the Inverse-Gravity-Vehicle, to experience the joys of flying by time and not by wire.
I am what I repeatedly do, excellence, then, is not an act but a habit, which makes me what I am, being
an explorer of physics for the future technology that hopefully will give the future generations a better
life; but alas I guess ignorance and greed will still be the controlling hand that wreaks the good which
man creates.
As Searl has stated so many times; Knowing is not enough; we must apply. Willing is not enough; we
must do - I think I have made a major issue clear here. Unfortunate there is much talking going on in
this ordination; but appears to the naked eye nothing doing. I know that Fernando Morris is trying to do
the work of many by him-self; he is only now getting some help. My task is to assess every member upon
their action not on words; as to whether she or he are suitable for such a post once we go to the
marketplace.
The significance of a man is not in what he attains but in what he longs to attain. What Searl means here
is that being a professor is not important; but what he aims to attain is important to the planet and you. If
he fails then all is lost, from this seat there is clearly none or very little interest in the Searl Effect
Generator (S.E.G).
Searl Lives up to the best that is in him; and you too should live up to the best in you: Live noble lives, as
you all may, in whatever condition you may find yourself; as Searl does, he works but do not get paid for
his hours. Nor anything towards the massive cost over the years to develop this technology, except that
evil minds destroys his efforts because they cannot own it. Again the greed of man stands out as a kind of
mental illness, which there is no cure – yet there may be an answer, like 25 strokes of the bitch each week
until that greed has vanished: for more human actions. There is a growing support for birching bad
people in the effort to clean up their mess which has allowed them to develop.
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Searl states: that if we all worked on the assumptions that what we hear and what is accepted as true were
really true, there would be little hope of advance – in science since the time of Orville Wright is that not
true FlowerBower or fartblower whichever is the correct name that if everyone believe you there would be
no progress in science of technology – but thank heaven only a few believe you the rest ignore you so
there is hope after all for future generations to develop advance technology.
Let me return you to your program Flight emergency procedures for pilots:
THE PROCEDURE:
Engine failure below Vmca (minimum control speed, Take-off).
During the take-off run an engine fails before attaining Vmca. Take action as follows:
1.
2.
3.
4.
5.

Close the throttles to both engines:
Keep straight:
Brake firmly:
At the same time switch off the ignition, turn off the fuel and pull back the idle cut-off controls.
If the aircraft seems likely to run out of runway and there is no overshoot area beyond, turn on the
grass.

Engine failure after take-off but below V2 (safety speed):
Shortly after take-off but before V2 has been attained an engine fails. Take action as follow:
1.
2.
3.
4.

Prevent yaw, if necessary using aileron to assist rudder:
Lower the nose and maintain airspeed:
Identify the failed engine. Dead leg – Dead engine:
If above minimum control speed, feather the dead engine, raise the undercarriage, allow the speed
to build up, and then climb away:
5. When direction cannot be maintained, leave the undercarriage down, reduce power on the live
engine and if sufficient runway remains ahead, lower the flaps and land in the usual way:
6. If the airfield has been departed look through an arc of some 600 both left and right of centre and
select the best available forced landing area:
7. Avoid obstacles by making gentle to medium turns:
8. If time permits advise ATC of the situation:
9. If the chosen landing area is outside gliding distance use the live engine to reduce the rate of
descent. Power must never be added to the point where direction cannot be maintained:
10. When certain of reaching the forced landing area:(i)
Close the throttle”
(ii)
Switch off the ignition:
(iii)
Turn off the fuel:
(iv)
Pull back the idle cut-off controls:
11. Apply flaps as required, lowering them fully for the landing.
12. Just before landing, open the cabin door(s):
13. Never attempt to turn back to the field.
For all light conventional aircraft: it is unwise to attempt to return to airfield if you have engine failure,
whereas, the I-G-V having a swinging action if an engine failure is possible; needs only an area large
enough to sit down upon; as there is no rolling action after touchdown.
The S.E.G. is not like a wind or gas turbine; where an Aluminum blade can rip off and fly into the
generator proper and stop it dead, causing the stored energy to lift the unit out of its mountings. In
principle, the roller sets represent a solid ring in motion – if it actually was it could disintegrate if a
sudden load occurred
Page 79

Engine failure after V2:
The aircraft has become airborne, and then shortly after reaching V2 an engine fails. Take action as follows:
1.
2.
3.
4.

Prevent yaw, if necessary using aileron to assist rudder:
Maintain safety speed, if necessary by lowering the nose:
Identify the failed engine Dead leg-Dead engine:
Raise the undercarriage if not already retracted, feather the propeller on the failed engine then
switch off its ignition, turn off its fuel and pull back its idle cut-off:
5. Check for fire and if required operate the extinguisher:
6. Climb at the recommended single engine climbing speed (blue line speed), checking the
temperature and pressures on the live engine for signs of strain:
7. Complete the circuit advises ATC of your circumstances and prepare for a single engine landing –
which I shall describe later in this book.
I can understand that you are confused as to why I am writing this material for. The answer is simple; to
show I understand conventional flying rules and regulations – secondly how the I-G-V differs to
conventional flying: so money people will feel safe to invest in this development. Which due to the fact
that the crap on the internet puts them off? May be it’s time to take another break; so the experts and
finance folks can have time to study what I have to say.
Searl states that men spend their lives in anticipation, in determining to be vastly happy of some period
when they have time. But the present time has one advantage over every other – it is our own. Past
opportunities have been killed off by evil minds have gone, the future opportunities have yet to come, will
man destroy them also?
Searl ask: that if it is true that you’re happiest while you’re making the greatest contribution to save this
planet our home from dying: but from where he sits there are not many people who are very happy. Searl
admits that to him there is very little interest in the S.E.G technology at this time. The reason is clear that
the bulk of the masses have already got electricity; so they cannot see why they need an S.E.G. That I can
understand, that sounds logic.
Searl states: our minds are all different as our faces. Yet we are all traveling to one destination:
happiness, but few are going by the same road: of the Searl Effect Generator (S.E.G) that leaves Searl
wondering who will be happy at the end of the day? If all power fails at any time; which today is more of
a possibility to become a reality then it has been for the last 50 years or so.
Searl states: that he is aware of the free energy claims since 1989 and all this zero point energy stuff. He
can only wish them luck as he is not involved within that field of study. Within Searl study is how to use
wasted energy to top up normal production of energy. If everything is atoms – them everything must be
electrical and the base of the atom structure defines what energy which can be drawn from it. Therefore
the atom is energy under compression; depending upon this compression we obtain a state of gas.
As compression increases it becomes a liquid, if this compression continues to increase then it switches to
a solid. Therefore in each stage the amount of energy stored increases. Thus Searl uses solids to develop
his energy flow as the best line of investigation, as plasma is limited amount on this planet, we have to
make it.
Searl States: that is, if we claim that an electron in the orbit shell around the hydrogen atom does not go
below its so called ground state; because of the influence of this space energy which permeates all space
stands to reason to hold true. Searl has so often stated that the energy employed on the I-G-V does not
quite go to ground: because it cannot due to the fact of the space energy in which it is. Water can only go
to the level the water is to which it is allowed to go, it is not possible for it to go any lower. This Searl
understood when he was a child and never needed any formal edition to understand that issue. So what is
wrong with our education, if something so simple is so difficult for education to understand?
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Searl has always stated: That the electron is constantly exchanging minute amounts of energy with space
energy and the result is that the electron does not spiral into the nucleus. As Searl explains that the same
function goes on with you every minute of the day: if this was not true you would not survive as long as
you do. Searl termed this space energy: as energy within the fabric of space to which the S.E.G. sits. This
also applies to you as well. This effect makes matter and life possible.
Way back in time Searl recalls the news that scientists had found 4 particles in the atom, 2 of which were
strong forces and 2 were weak forces – this findings will be the subject of another book. What is
important: Are the facts that square four plays a vital part of this universe structures and functions. But
for now I must return you to your program flight emergency procedures for pilots.
BACKGROUND INFORMATION:
For practical purposes there is little difference between failure of one engine on a twin and failure of two
engines on one side of a four. In so far as the loss of one engine on a twin represents a power decrease of 50
per cent, while one engine failed on a four is a reduction of only 25 per cent the latter is a less serious
situation.
However although the title of this section includes the term multi engine aircraft, for convenience all the
explanations are confined to aircraft with two engines arranged in the conventional layout – that being port
and starboard of aircraft centre.
Failure of an engine during take-off before attaining V1:
An aircraft accelerating during take-off will reach a speed and a point down the runway beyond which it will
not be possible to abandon the take-off and stop within the remaining distance. This is known as DECISION
SPEED or V1. Beyond that speed a pilot is committed to the take-off or he may attempt to abandon it in the
knowledge that he / she will depart the end of the runway and possibly the airfield itself. However while the
V1 concept is of prime importance to large, high performance transport aircraft it does not apply to
aeroplanes to 12,500 lb maximum weight or less. Readers of this report will most likely be concerned with
the operation of aircraft of this class, and to them the most important factors are whether the engine has
failed while still on the ground or after lift-off.
In reference to the I-G-V the V1 marker does not apply. Once the pilot has committed him or herself to
launch, there is no stopping or turning back. As it is a vertical take-off vehicle, it is simply up and away.
There is of course the factor of the RPM of the SEG which reduces the temperature to superconductor
state to reach the DECISION SPEED for lift off. At this RPM the flight engineer gives the green light to
the Flight Commander that he or she is primed for lift off. Then it is only for the flight commander to get
clearance for lift-off. The tower will give that signal once the flight path is clear of all traffic.
Failure of an engine before lift-off:
Whether or not the take-off should be abandoned will depend upon:(i)
(ii)

How much take-off distance remains:
Whether or not the aircraft can be kept straight with maximum power on one engine.

Consideration (ii) is a matter of rudder power which in turn depends upon air speed and this will be more
fully explained in the following paragraphs. At this stage it is sufficient to say that the minimum speed at
which the aircraft can be held on a required heading against the full power of the live engine is quoted in the
owner’s manual – Vmca – and this must be regarded as the GO / NO GO on even the largest airfields while
distance may be the deciding factor on more modest take-off runs. Here again the owner’s manual will give
details of take-off performance under varying circumstances and these should be fully understood.
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Possibly the worst case is engine failure below minimum control speed – to be explained latter – while
taking-off from a small airfield. The position is that the power loss has occurred when the aircraft is going
too fast to stop within the confines of the runway, but not fast enough to lift off and climb away with safety.
Obviously the aircraft has to be stopped with as little damage as possible. The question is, HOW?
While it was once the practice to advise retracting the undercarriage in a determined effort to stop the
aircraft, present day thinking is that modern brakes are very effective and tricycle undercarriages allow full
application of brake without the risk of nosing over. Furthermore a tricycle undercarriage in the down
position will offer good protection to the occupants, holding them clear of rough ground and minor
obstacles. In any case many aircraft have a built in safety device which prevents the undercarriage being
inadvertently retracted while on the ground so there can be no question of raising the wheels in an
emergency.
Yes, that is a question I have been waiting to answer in reference to the I-G-V about its eight landing legs.
On landing gear down control, each foot has a set of sensors which measures its load which is set for
maximum, as each leg meets its load setting on solid ground it locks it. This reference is set to the equator
of the craft in a horizontal plane. Each leg will continue to extend until the foot has its load that locks
that leg. Should any leg fail to lock due to lack of its load the craft will climb and legs retract and seek
another site to land. Therefore the eight feet sets the landing status of the craft.
Assuming the failure occurs while operating out of a small airfield, it must be recognized that the take-off
area will be overrun. It is best to aim for a hedge or small bushes; these will bring the aircraft to a halt with
little damage. Impact can still further be reduced by stopping the live engine. The usual fire precautions
apply – ignition and fuel off, idle cut-off operated.
It is time for another commercial break, while you study the data presented here.
Peace is a word which keeps coming up in my emails: peace does not dwell in outward things, but within
the soul, we may preserve it in the midst of the bitterness pain, if our will remains firm and submissive.
Peace in this life springs from acquiescence to, not in an exemption from suffering.
Unfortunate, we have found no evidence of a soul as a device within the Homo sapiens structure
therefore it’s just another assumption than a reality: to create a false feeling of happiness and security.
Searl agrees nevertheless, that not only is there a right to be happy; there is a duty to be happy. So much
sadness exists in the world that we are all under obligation to contribute as much joy as lies within our
powers. Searl has only known unhappiness since he had to leave 31 Crawley Road, Turnpike Lane in
London – since that time he tries to put on a front to all that he is happy – where in his heart is crying for
you.
The only happiness he has; is the work that he does for you and planet Earth – that none but he can see.
The pain, the suffering, the insults, the threats and the robberies are the price he has to bear – for the
sake of planet Earth and the future generations yet to come. It is far greater job for one man to do – yet
he gave his life to try to help you all – alas he finds that you have eyes which are blind and cannot see the
truth, to which there is no answer. As the two books in the bible states, so is the same which exists today,
there is no change within the Homo sapiens.
Searl agrees that an individual has not started living until he / she can rise above the narrow confines of
his / her individualistic concerns to the broader concerns of all humanity. Searl also accepts that
happiness comes most to persons who seek it least, and think least about it. It is not an object to be
sought; it is a state to be induced. It must follow and not lead. It must overtake you, and you overtake it.
Sadly to say that happiness has never overtaken me so I cannot overtake it. I am aware of the millions
who are too unhappy, for want of food and water – which issue saddens me; as there is nothing that I can
do to help them on my pension.
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Today, the most common word is compliance; soon everything will come under that term. I wonder if
your poo will have to come under a compliance of a certain length and diameter or you get find a
1,000.00 BP and what about having a pee will that too come under compliance rule that you have just 2
minutes to perform or get find for every minute you take longer. What a life even with a wife who also
comes under the rule of compliance that she has to have a day off every week with pay, and she got to
have two weeks holiday with pay; what a life, what a life!
Due to the finance situation of millions kicking the bucket; without paying their bills, the governments
are going to make a compliance rule that you cannot kick the bucket before you pay your bills and taxes
too, what a life, what a life, as compliance becomes the law of the world.
Searl accepts that safety and production are often dealt with separately that is where things differ within
Searl Technology complex they well be combined as there are many benefits from doing so. Searl has
always stated that a fundamental of efficiency is to understand that the output of a production machine is
the key element in a successful production operation. All other machines and departments must act as
services to that final machine.
That in itself presents an interesting case, what is the final machine to which all other machines are
slaves, for that is the one that surely completes the assembly of the Searl Effect Generator for ground
base use. Of course it will also be the one for the power train of the: I-G-V- which is only a section of the
whole project.
Searl has always stated; when identifying areas of inefficiency, it is important to understand the balance
that exists between input services and the production element. For mass production of the Searl Effect
Generator regardless what it’s for 3 x CNC machines just for the plates and 4 for the layers. Then you
need 3 magnetizers for the plates and 2 for the roller sets if they can keep up to demand. Then there are
the pick and place robots for the assembly of the S.E.G. not forgetting the vision inspection and
measurements of each and every part. Which have to be mounted on a conveyor belt. Then the tool room
where staff does repairs and sharpen up the cutters. To this there are the cleaning, toilet goods and soap
to add and cost of power and phone bills all to pay. Clearly the mass production S.E.G is still a long way
off to become reality. Today, it is that shear cost that will delay it.
In days of old when I was young it was great fun to create and test that which you created, the price was
cheap but tools were not so many to use. It was great if you got employment with a company who had the
tools and skill staff available even if it took time to make: but still it was fun that the human mind can
create such things from nothing to something, which the future of mankind will need without knowing
what you had done. Alas, time has change and also with it, man attitude to life has change. Greed has
replaced interest and love to create and the cost has now become a burden to the few who care about
planet earth and its future.
Yet there is no compliance rule as yet that says that I cannot dream of the world that could had been, and
would had been if only man had listen. His failure to listen is his down fall to a better world. To me that
world was of great excitement for it would had change the way we live, travel and work our pleasure time
and the reduction in illness, with improvement of our health, cleaner water, cleaner air less bacteria, less
viruses due to less pollution. With the effects of dropping taxes: and cost including transportation and
energy. Clearly you do not want this better world, you are happy with what you have got. To me I am not
happy, for I have tasted the tomorrow’s world and love it. Like Moses who saw the Promised Land but
never live long enough to live in it and I guess the same will happen to me.
What appears to me is that people are not aware that we are a company whose aim is to mass produce
clean energy devices across the whole spectrum. It will take time to begin that objective, and it will take
time before any other system in use will feel any effects from our output. If we could only meet demand of
new buildings under construction would indeed be a miracle. But time will tell if we win or lose.
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1968: first time I had heard the name Robert Adams, certainly not in a context which a so call inventor
needs others to see. Some good person in New Zealand sent me a newspaper cutting which they felt would
interest me. It sure did, he was crying to the press that I was stealing his invention – what invention? I
had never heard of him. A couple years later I was invited to Australia with John Thomas to lecture, and
by shear chance was invited to another inventor’s home. Strange: that this inventor had brought one of
Adams engines to test it.
His remarks upon it were that it was noisy and they were trying to improve its output. And I can assure
you that it is nothing like the Searl Effect Generator. Adams was clearly mentally ill things must not have
been going well for his engine. That told me all I needed to know as truth always come in strange ways.
As far as I know I have never ever meet Robert Adams, this does not prove that he had never attended any
lecture or show that I have been involved in. As no one has to meet me just drop in and listen. Now that I
had been wrongfully accused of stealing his invention – I needed to find out more about this fool. Hold
and behold a statement came INVENTOR OF THE YEAR AWARD; and here is what it states:
Robert Adams has been selected as the New Energy News inventor of the year 1993 award (Wow – clearly
something is wrong with that claim – it should had stated that he had won the baby inventor of the year
award – clearly some fools were drunk when they made that award available to him – fools are born every
minute) Adams, at his tender young 73 years of age, not yet matured, has been developing a special type
of magnetic motor, which we can guess where that came from; that apparently taps the energy of space.
That is a familiar statement by another person through 1946 up to this time. Nothing new there yet.
Although he had a patented technology with current patent rights, he elected to make his technology
available to the world. Strange man this Adams is; if that is true, why trouble to make it available to the
world – as the patent already tells the world how to make it.
In the December/January 1993 issue of NEXUS, he told the world of the story of his magnetic motor
development. Recently (as reported in December 1993 NEN (p.8) by Harold Aspden) he had a special
public demonstration of one of his motors hooked up to a table saw and used it to cut wood – well I never
– do I know Harold Aspden – yes I do indeed by attending his lectures, and to talk to him in the next seat
to me on a flight from the USA to London – not only that he also came and interview me in London on
film. But Harold is not the subject of this investigation.
Adams current developments are producing about 400% energy output. The theoretical limits are much
higher – REALLY that is questionable based the one which was being attempted to improve the output to
be of value in the USA. Dr. Harold Aspden has recently joined with Robert Adams both to help with the
theory and to help with the improvement patents that are sure to result from this exciting work.
Here in 2011 and the 29th day thereof December so where is this improved Adams motor that such great
brains as Adams and Aspden that was about to be developed in 1994?
That article continued with; the world has scoffed at many of our best scientists, engineers, and inventors
who have had the intellectual skills to create things that are new and different.( In reality Adams and my
work though quite different are based upon scientific findings early 18th century and are therefore not
truly new, but being engineered so these early demonstrations could be useful to mankind.) Adams has
bourn his burden of disbelief. (Every person who claims to be an inventor gets the same treatment and
always will there is nothing new there). The rewards of the world may be slow in coming but they seem to
go to people like Robert Adams who find new and better ways of solving problems – REALLY – someone
has been hitting the bottle of hard stuff rather hard – I would love some of that stuff. Based upon the
facts that I have recovered I cannot see Robert Adams getting awarded for anything – in my eyes he fails
to come into the top 5 people who are on R&D in the energy field. Well Adams good dreams keep them
going we love you! YES, crying to the press that I stole his work what a lot of bullshit – inventor - don’t
make me cry Argentina. Agree you made something that needs much more to be done to it.
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I will now leave Adams to cry alone, while I return you back to your program Flight emergency
procedures for pilots.
Failure of an engine after lift-off:
Figure 14: engine failure on a twin engine
aircraft. Total thrust and total drag move away
from the centre line and causes a Yaw towards
the dead engine.

Before considering the problem to be faced in this emergency it is important to be quite clear about the
forces involved when an engine fails on a twin engine aircraft. In normal flight total thrust may be regarded
as acting through the craft’s centre line and balance by total drag. In that case: what about the I-G-V of the
Ezekiel design contains not one or two engines but 64 engines to power it. What about total thrust if each
engine of thrust is accepted as going through the centre of the craft will result in a cancel out of total drag.
Agree if one flight cell is open then there will be Yaw towards that point instant. If that engine is activated
the I.G.V will continue its flight on the new course.
When an engine fails all thrust is then concentrated on the side of the live motor. Furthermore while ceasing
to contribute thrust the failed engine, with its now wind milling propeller, will it self cause drag and, in
effect, move total drag away from the aircraft’s centre line – FIGURE 14. Now the I-G-V has no propellers,
due to that fact there is no wind milling taking place, therefore total drag cannot be moved – surely total
drag is in uniform motion at all times, orbiting at the central of the craft, thus its effects has no direct effects
upon the craft flight path.
Put another way, when an engine fails and the aircraft is in Asymmetric flight, Total thrust and total drag
diverge. If the forces illustrated in Figure 14 are regarded as lengths of string attached to a model aircraft,
then pulled in the directions indicated a swing towards the dead engine is bound to follow.
On thinking back to early training one of the first demonstration in the air was entitled “further Effects of
Controls” when it was shown that the application of rudder caused yaw and yaw in turn produced roll when
the nose would follow the lower wing into a spiral dive below the horizon. Failure of an engine on a twin
will engender a similar chain of events to harsh application of rudder in the direction of the dead motor. The
amount of yaw resulting from engine failure will depend upon:(i)
(ii)

Power of the live engine:
Design of the aircraft, particularly the distance between the centre of thrust and the aircraft
centre line. Condition (ii) determines the amount of leverage available under asymmetric flight
conditions and aircraft with widely spaced engines will suffer greater yaw effect than those
with engines installed close to the fuselage centre line.
I trust that you are beginning to understand the difference between conventional flying and the I-G-V
flying.
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Before I continue I wish to make it clear that I was listed in the New Energy News Volume 1. Number 9
date January 1994. Page 9 Which at the time I did write and thank them for the clip. Please note that this
journal is outstanding on the grounds that it does inform people of what is taking place around the world
by a few in the effort to make a change in energy production. To each I wish them success in their efforts
regardless of how they are attempting to create energy. As I have stated within my books there are 5 key
ways to create energy from which only one system has proven to meet our needs, which is magnetism.
Unfortunate this book is not about magnetism instead it is about flying, as you might have seen so-call
experts lay claim that I am not a pilot on the web – clearly they need a damn good spanking and that is
what I am giving them – EXPERTS, what a laugh, please don’t make me cry Argentina, forgive me if I
am hurting your image or profits but after all; I am a better man than you by far.
Controlling the effect of asymmetric thrust:
If asymmetric thrust is responsible for the yaw that starts the roll / spiral drive chain of events then clearly
the yaw must be prevented at all costs if a disaster is to be avoided. Throttling back the live engine would of
course remove the offset thrust responsible for this yaw but then the aircraft would lose height, perhaps at a
time when there was no height to lose. Engine failure after take-off is indeed not a good time for it to
happen. On the other hand use of rudder in operation to yaw will maintain direction, prevent the roll and
avoid the potentially dangerous spiral dive. At the same time it will allow the live engine to maintain height.
There is, however, a limiting factor – the airspeed.
Searl like to make it clear that this problem cannot happen with the INVERSE-GRAVITY-VEHICLE (IG-V) instead he uses that very effect which is dangerous in conventional aircraft: as a flight path
correcting force. How strange that within Searl Technology the forces we do not need in our conventional
systems are in fact the key forces used in his developments. Note: that this do not make Searl an Alien
from planet Mars. Searl is aware that there are those who believe that men came from planet Mars and
women from planet Venus. Agree that there is a difference in both which suggest they might have
originated from a different source – but that is another book.
Use of rudder in correcting yaw:
On the principle that all flying controls are only as effective as the airflow over them it follows that as
airspeed decreases the rudder will progressively lose its power to balance asymmetric thrust, until a speed is
reached where full rudder must be applied to maintain direction. Any further reduction in airspeed will result
in asymmetric thrust overpowering corrective rudder when the usual yaw / roll / spiral dive sequence would
develop. The effectiveness of the rudder in dealing with asymmetric thrust depends upon rudder area and its
distance from the aircraft’s centre of gravity; the longer the rear fuselage, the greater the leverage through
which the rudder can exert its balancing force.
To some extent the use of rudder to maintaining direction after an engine failure may be assisted by aileron.
Up to 15 degrees of bank towards the live engine can be beneficial but excessive bank will adversely affect
the ability of the aircraft to climb under marginal conditions.
Searl agrees that flying has come a long way in a very short time; we have found ways to overcome
problems; yet there is still loss of life. It is to this problem Searl has devoted time and money to find a
solution like others around the world are doing. But time cost money, lack of money slows down the
efforts being made. Now time and cost has gone into a spiral spin to which I can see no end to it. Searl
wonders when men will ever learn that money will not buy paradise; you have to earn it with hard work,
sweat, tears and blood. Evil minds have created the crisis we face today. Greed and ignorance rules the
world today. Searl ask why do we spend so much money on education when its results lie more in
destruction than creation. In fact is our attitude to those who create crime for gain right or have we gone
insane about how to correct them? A gardener pulls out the weeds from the flowers so the beauty of
nature can be admired – surely that is the answer to crime!
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Critical speed:
For any given conditions when full rudder has been applied to maintain direction against the yawing effect
of the live engine the aircraft is said to have reached its Critical speed. This is affected by the amount of
power set on the live engine: the higher the power, the faster the airflow required by the rudder to balance
yaw. It therefore follows that any operational factor calling for more power – heavy load, drag from
undercarriage, flaps, wind milling propeller, etc. will raise the critical speed.
Critical engine:
While some twin engine aircraft are fitted with opposite rotating propellers, usually they turn in the same
direction. In these cases one engine will produce a slightly higher critical speed than the other but since the
difference amounts to little more than a few knots there is no need for the pilot to fully understand the
aerodynamics involved. In any case, all important speeds relating to asymmetric flight are based upon
failure the worst or Critical Engine.
Minimum control speed after take-off (Vmca):
Having revised the reader’s knowledge of asymmetric flight it is now opportune to relate this information to
the take-off, a phase of flight when maximum power is being developed by the live engine and a low
airspeed is curtailing the effectiveness of the rudder. The critical speed under these very adverse conditions
is known as Vmca, Minimum control speed in the airborne configuration. The figure quoted in the operating
manual will have been determined from tests under the following conditions:(i)
(ii)
(iii)
(iv)
(v)
(vi)

Aircraft at maximum take-off weight:
Live engine at maximum power:
Failure of critical engine:
Propeller wind milling on the dead engine:
Undercarriage not yet retracted:
Flaps at the take - off setting.

When conditions (i) to (vi) apply Vmca leaves no margin for error. It is without qualification the minimum
speed at which direction can be maintain. Indeed as an operating figure for take-off safety purposes is of
little value. Instead it is the practice to use a slightly higher figure called V2 (take-off safety speed). The
safety speed quoted in the operating manual will take into account all the factors listed for Minimum
Control Speed with the addition of a safety margin to allow for:(vii)
(viii)
(ix)

Element of surprise:
Pilot of average physique and ability:
Ability of the pilot to maintain control without, i.e. with the application of rudder and aileron
only.

V2 should therefore be regarded as a safe speed that must be attained as soon as possible during take-off,
otherwise it may be difficult to maintain direction in the event of an engine failure.
Let us take another break while you digest the information above, as human minds have human limits
only so much can they hold, it is therefore, its wiser to give large amount of information in small parts so
one can consume it.
Searl states that no man / woman can live happily who regard himself / herself alone, who turns
everything to his / her advantage. They must live for another if thou wishest to live for thyself. How true
is life, so many of us live alone, in the end we accept that we are on the scrapheap no longer accepted as
being useful to life. Searl above all understands that from experience, for he has lived alone for a long
time. Yes, he agrees people promises to come but then don’t – why do they waist time making promises.
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Searl states that the most satisfying thing in life is to have been able to give a large part of him self to
others, over the years he gave everything he could books, newsletter charged under the actual cost to do,
in the end cost increases where it was impossible to continue to print them. Yes there were those who
demanded all data including the bill – but their money none existed and they were introduced by a
solicitor. That sure tarnishes solicitors and people distrust them which Searl can understand from
experience not just from hearsay.
Searl states: that happiness comes only when we push our brains and hearts to the farthest reaches of
which we are capable – unfortunate for Searl he has stretched far beyond his capability to find happiness
and failed to find even one soul which he could be happy with. Way back in his time happiness could be
found as no financial tag was attached. The world had changed as happiness has a massive price tag
attached today with the motto which state: if you don’t have the cash then you don’t get the goods. Agree
in past if you had a dozen wife’s you were important person. How true, for most people they can only
afford to keep one, today that remains a problem, as cost increases faster than most can earn, a wife may
have to go.
I think it is time to return you to your program: Flight emergency procedures for pilots:
Identifying the failed engine:
The title of this section may read like a case of stating the obvious, yet experience has shown that a pilot
acting under the stress of a power failure may react to a situation by closing down the live engine. On the
face of it the suggestion that any pilot should, for example, feather the port propeller after the starboard
engine has failed may sound like some kind of flying joke but the likelihood of this happening is apparent to
anyone regularly testing pilots for their multi-engine ratings.
On a twin engine aircraft identifying the failed engine is simply a matter of checking the yaw, then saying
out loud “dead leg – dead engine”. This means that the leg checking the yaw will be doing all the work – in
some cases quite hard work – while the other leg is relaxed, inactive or to use the word in the check phase,
“dead”. And the dead engine is adjacent to the pilot’s dead leg.
Failure of an engine below V2:
Although in these cases the engine failure may have occurred below V2 or safety speed this does not
automatically mean that a force landing is unavoidable. Provided Minimum control speed has been reached,
very prompt action will enable the aircraft to accelerate to safety speed. For example the difference between
Minimum Control speed – Vmca and V2 on a PA 30 twin Comanche is only seven knots.
For the benefit of those who have no idea what this aircraft which I speak of here; looks like, let me
present you with some information in photos.

This is a true presentation upon the PA 30 Twin – The IGV will be somewhat more complex.
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This for now will cover the aircraft which I have been stating here – remember I cannot give any
assessment upon this craft as I have never flown one of them – but from my optical assessment I feel that
it is a nice craft to fly. But that is just my opinion.
Searl states: Money, or even power, can never yield happiness unless it is accompanied by the goodwill of
others, how true – so many want to grab money – even if that means a massive lost to the masses in help –
by greed and ignorance.
Furthermore there is a body of opinion that favours holding the aircraft on the ground until it has accelerated
to Minimum Control Speed, and provided the available take-off run is long enough there is a lot to be said
for the practice. After lift-off no attempt should be made to force the aircraft into a climb, rather it should be
allowed to accelerate to V2 while still near the ground. Most modern light twins will rapidly accelerate
through V2 and attain their climbing speed but a failure following a low speed lift-off may mean that the
direction cannot be maintained with full power on the live engine.
At an average size airfield it will often be possible to closed both throttles, lower full flap and land ahead but
when the airfield boundary has been cross the situation must be treated as a failure on a single engine
aircraft and a landing made in the best available space within the usual 600 arc either side of aircraft
heading. Because of the good acceleration and engine out characteristics of modern twins this is a situation
most likely to affect older designs where a longer time is required to attain V2. While in these cases
restricted use of the live engine may help the glide towards the forced landing area this assumes that when
power failure occurs sufficient height has been gained for a descending powered approach on one engine.
However a modern light twin will at that height have exceeded V2 and the problem of insufficient rudder
control would not apply. The deciding factor is “will it keep straight”. If so, gain speed, and climb away. If
not treat the situation as a forced landing.
I-G-V does not have these problems – nevertheless, when landing the flight commander must certify that
a circumference whose radius is 1000 feet is clear of all other traffic within the intended landing area. Or
someone will be getting a surprised to find they are not landing where they planned to land. A
conventional aircraft requires air. Without air they do not perform quite precisely to manual instructions.
Clearly flight commanders of I-G-Vs must understand what other conventional aircraft are doing, more
so if they lose radio contact with ground stations, or the surrounding aircraft. This does not mean that
other members of the flight crew are not responsible – they are for the success of any mission is based
upon the effort of all members regardless. It is all about team work and deep space exploration must
function on teamwork for a mission to succeed – no doubt things will go wrong on occasion, that is where
teamwork kicks in and make a success of what would otherwise had been a failure. Going to Mars on the
first few missions will never be a joy ride, pioneers pave the pathways to the stars, solve the problems so
others can follow them in safety – therefore, that makes us the tomorrows people the future to be!
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Failure of an engine after V2:
The importance of attaining V2 as soon as possible during the take-off has already been mentioned. However
assuming the take-off has progressed through V1, Vr, lift off, then V2 after which an engine fails, the
procedure which I have already have listed should be enacted without haste but also without delay. Haste
breeds fumbles. Delay can cause danger. What is required is a balance between speed and accuracy of
action. Provided direction is maintained and the air speed is kept above V2 there is no immediate danger.
The air speed must be maintained even when lowering the nose entails a slight loss of height. Drag must be
reduced without delay and it requires only a few seconds to raise the undercarriage and flaps, then identify
the failed engine and feather. Having done this the main problem is over and there should now be little
difficulty in flying the circuit.
Naturally the rate of climb will be low, particularly when fully loaded and it is very important to use the
correct engine-out climbing speed. This is normally marked with a blue line on the ASL. It should not be
necessary to use maximum rpm and full throttle to climb on the live engine but be prepared to do so if the
aircraft refuses to attain a safe circuit height, reducing power at the first opportunity. Remember that all your
eggs are now in one basket and the instruments for the live engine should be checked, particularly during the
climb.
The engine-out landing will be dealt with later, but it is appropriate to end this section by reminding the
reader that like most others the emergencies just described are best insured against by regular practice. In
this case practice will be of greater value when accompanied by a competent check pilot or flying instructor.
Those private pilots who consider such check rides a reflection on their ability would do well to remember
that professionals, civil and military, do this all the time. Or would you rather join John, wheels up on the
golf course!
Time for another commercial break:
To act with common sense, according to the moment, is the best wisdom; and the best philosophy is to do
one’s duties, to take the world as it comes, submit respectfully to one’s lot, and bless the goodness that has
given us so much happiness with it, whatever it is. Yes, I guess that is true in some ways for me as I do
have a roof over my head this Christmas, but it is not a home. Likewise the S.E.G. now has a roof over its
head but not a home yet. In both cases a home is what we need.
I shall use the word FACT to denote the content of knowledge both actual and potential. FACT for us is,
therefore, all that we know and all that we could know. By making use of the connection that we have
found between knowledge and function, the definition can be made independent of our private
experience. If knowledge is the ordering of function and FACT is the content of knowledge, then we can
say that FACT is the experience of functional order.
FACT is in two respects poorer in content than experience. The content of consciousness and
understanding is not FACT, and even our experience of function is only FACT in so far as it is reduced
to order and becomes knowledge. Nevertheless, the content of all knowledge is the world of FACT, and
what is not FACT cannot be known, experience teaches us that we never know a simple FACT. The
nature of FUNCTION is such that it is complex and composite. FACT is composed of FACTS, and each
experience of order on any scale is an atomic FACT.
I shall present details what I mean on the next page – I understand that many people think that they have
knowledge; in reality, it turns out to be assumption – we are taught mainly assumptions as FACT at
school. Why? Because we have not proven that what we state is in FACT true. Digs in these last few years
have now corrected some of those assumptions, which have proven to be opposite to that which we have
been taught. I am trying in my documents to correct those errors. Some of you will not be happy with that.
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Let me take an example of an event in my life, about 50 years ago in which I draws two struts of Demo
One, being the mockup of Star Ship Ezekiel MK. V. at random from a lorry containing sixty-four struts,
each labeled and numbered. The Law of the Squares states that this event comprises THREE MOMENTS
and it’s ACTUAL and POTENTIAL content can be represented by the following diagram:
Figure FEPFP12-1: POTENTIAL and ACTUAL STATES:

Potential.

Moment 1.
Any one of 64 may be drawn,

Actual.

Lorry with 64 struts.
Past.

Potential.

Moment 2,
Any one of 63 struts may be drawn.

Actual.

One strut numbered 50 drawn out.
Present.

Potential.

Moment 3.
Any one of 62 struts can be drawn.

Actual,

Strut numbered 21 drawn out.
Future.

Struts of Demo One. Modeling
Starship Ezekiel MK. V.

I can suppose that my inquiry is taking place at moment 2, when the first strut is being drawn. Moment 1
is now past and moment 3 is the future. The event as a whole can be known as a single FACT. But it can
also be known in terms of six different FACTS – yet again the Law of the Squares has been proven
absolute correct – three actual and three potential. From the standpoint of FACT as I have defined I. all
six have exactly the same status, although they have quite different status in terms of the sense experience
of the man who is drawing the struts.
For example – assuming that I am not clairvoyant – which of course I am not – the potentialities of all
three moments are unperceived and I am aware only what I see and touch. This does not mean, however,
that I know what I see, nor does it mean that I do not know what I do not see. In either case, knowledge is
not direct and immediate, but indirect and mediated by my functions. Facts are never given directly in
sense experience, for they arise only after an ordering process has been accomplished. Moreover, I can
know not only the present FACTS, but past and future FACTS; I can know potential FACTS as well as
those that are actual.
The instruments whereby we attain knowledge of FACT are various. They include Sense experience,
introspection, memory, reflection, inference, imagination, hallucination, and dreaming. But all FACTS,
however they may be known, are always of the same kind. An event of yesterday is a FACT in so far as we
INFER from memory that it occurred; our recollection of the event is another FACT because we can
isolate it from the first.
At any given moment there are FACTS already completely actualized from the past. FACTS in the course
of actualization, and there are FACTS with potentiality of actualization in the future .Tomorrow’s sunrise
is a FACT, although it has not yet been actualized, and may even not be actualized if in the meantime the
Earth should happen to be destroyed. A condition; which worried Albert Einstein and not forgetting me.
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Mirages in the desert are FACTS are FACTS and so are the castles in Spain of our fantasy. Even the
wildest ravings of delirium are FACTS, for they can be known. Again, twice four is eight are a FACT,
even though there may be no particular even potential, potential or actual to which the statement refers.
In the domain of FACT there is a twofold multiplicity. There are many knowers of FACT and there are
many FACTS known. No one knower knows all FACTS; of this I can be certain. It is also probable, but
not certain, that no one FACT is known to all knowers. Searl understands that what a FACT is for one
knower may either be a different FACT for another or even can be no FACT at all. Hence, with FACT
there arises always the problem of communication.
FACT: From 1946 to this present date 26th May 1986, Searl has never stated that he knows it all. In
FACT, to all press, radio and television media he has pointed out the FACT that his success was the
efforts of many people from many walks of life. Even visitors here were shown the vast amount of data
which had to be used within his technology. Though many of the visitors, and still do, claim to know it all,
and can make the S.E.G. themselves. Of course Searl laughs at such statements; as what they really are
saying is that they do not have the slightest ability to produce it.
Searl can confirm that this year, to the above date, he has meet over 400 firms to start the work on Star
Ship Ezekiel MK. V. and still he has got to meet hundreds more before he can start just this one program.
Just like any other university has to contact many firms before they can start the work of investigating the
S.E.G.
I will return you to your program Flight emergency procedures for pilots
ENGINE FAILURE IN CRUISING FLIGHT –multi-engine aircraft: The situation:
Peter was quite an old hand really. Although there had been a gap in his flying between leaving Bomber
Command at the end of the war and joining the flying club he never lost touch with aviation. He would read
his flying magazines from cover to cover and occasionally meet up with an old squadron friend who had
become an airline pilot. One way or another Peter managed to convince himself that he was still a pilot and
the illusion became stronger when the licensing department granted him a PPL more or less for the asking.
Business was booming for Peter King and although from time to time he went through periods of wanting
to buy a company aircraft, always the idea faded when he did the sums – there really wasn’t enough work to
justify a company airplane and he could put less money to better advantage by hiring a twin whenever the
urge took him into the air.
The local club had a well-equipped Aztec and perhaps once a month Peter would climb aboard with his
family and head to Ostend or Le Touquet, or such places, for Sunday lunch. You may wonder if I have ever
flown to those two places. Sad to say only twice I have flown to Le Touquet, a nice airfield and the place is
so clean, or at least it was on those two occasions I took passengers there. Sitting behind the controls and
thinking back to his days on wellingtons he would tell himself “flying hasn’t changed much” which of
course was not strictly true; flying changes, at times very rapidly, and techniques improve as well as
aeroplanes. Which also applies to the I-G-V techniques has major changes of flight control, structure control
and test equipment.
It was the belief that wartime methods held good twenty-five years later which caused Peter many minutes
of quite unnecessary anxiety and frightened his wife and children in the bargain. They were returning from
Amsterdam to their local flying club in Essex. Yes, I have flown passengers to Amsterdam a very nice
airfield and a busy one below sea level. I shall talk about that airport in another book. Peter had beautiful
weather and it had been a splendid trip. They were over the North Sea with some thirty minutes to go before
landfall when, without warning the starboard engine quit. Flowerbower that means the Right engine; that is
to help his education along, which is about zero rated – you have heard of zero energy, well that is him!
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At first couldn’t believe it. “Motors just don’t stop these days he told himself, then without further ado,
wellington days submerging all other thoughts, he went through the drills of a quarter-century ago and
feathered the starboard engine.
Ostend was nearer than base but there was a strong head wind blowing off the Belgian coast so he opted
for an emergency landing at southend. Yes, I do know Southend airport that is where I get customs
clearance to depart for Amsterdam, but I normally fly back via Gatwick for customs clearance. But it cost
more to land there. Amsterdam airport welcomes private fliers or did in my days, whereas Gatwick and
Heathrow never like private fliers so they made a heavy charge to land there.
Funny thing about single engine flying over water is the old noises one can imagine. It is so easy to
believe that a plug is out or a cylinder head is loose and Peter spent the next twenty five minutes
convinced he was about to lose the other engine when in fact it was running perfectly. I must state never
once over water have I heard any strange noises, or engine failures, then I have never been good at
imagination. Peter was obviously worried, it showed and the atmosphere was becoming a little tense. The
youngest was crying and the older girl looked white.
To make matters worse, in his haste to make an early start Peter had forgotten the life jackets – some pilot
who should know that its compulsory to wear life jackets before taking-off when you are crossing water –
now he could only sit and sweat while his wife tried to calm the little girl. At least the Aztec was
maintaining height nicely without the need to push the other engine which by now was sounding sweeter,
perhaps because land was in sight – sorry there was no sad ending; like it crash in the sea and they were
swallow up by big whale for dinner.
Safely on the ground at Southend an engineer took off the cowlings and examined the offending engine.
It looked perfect. He got in, started up the engine went like a sewing machine. “You must like single
engine flying” he told Peter. “All you had to do was put the electric fuel pump on – the mechanical one
has packed up.”
Thirty minutes of anguish – for what? To this day his wife doesn’t know it need never have happen. Sorry
I do not have a photo of this aircraft. I have a guess that it is a piper aircraft.
Let us take a commercial break to study that assumption, which could happen I guess to anyone who is
not a real pilot.
If you are wondering what the project Star Ship Ezekiel MK. V design data measurements was; I shall now
represent them which are in Metres unless stated otherwise:
Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

1
Flame Barrier
20
Metres
20
Metres
5.2661
Metres
20.1725792 Metres
3141.5927
Metres
49.087386
Metres
49.0676
Metres
64
1

Clearly not enough space for the next block to fit in – I do not like splitting blocks of data, so will continue
on the next page, Of course today such a project has no hope due to the cost involved and space needed to
construct it. The media termed it A CITY ON LEGS. That’s for sure it would have made a great city on legs
housing over 3,000 people.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections
Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=

2
Flight Cells
20
Metres
40
Metres
10.5322
Metres
40.3451585 Metres
3015.92899 Metres
47.1238905 Metres
47.104896
Metres
64
1
1
Flame Barrier
20
Metres
20
Metres
5.2661
Metres
20.1725792 Metres
3141.5927
Metres
49.087386
Metres
49.0676
Metres
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

4
Flight Cell Control
5
Metres
46
Metres
12.11203
Metres
46.3969322 Metres
2883.9821
Metres
45.0622203 Metres
45.0440568 Metres
64
3

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

5
Wall 2.
1
47
12.375335
47.4055612
2852.56617
44.5713465
44.5533808
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres
Tomorrow’s world by Swallow
Command Future in the making!

Clearly there is not enough room for another block of data here, so I shall continue with the data on the next
page. You are free to model this and take photos from different angles and send them to me with your name
and they will get fixed into a document as a matter of interest. You can model any section and send photos I
shall be glad to add them to a document as a matter of interest. After all, it’s modeling parts thereof, which
excites interest to see it constructed – today cost is extremely high thus the need for good design and
operation techniques to attract investment is vital. It is going to take more than one man to make it reality.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=
=

6
Corridor No. 1.
2
Metres
49
Metres
12.901945
Metres
49.4228191 Metres
2846.28299 Metres
44.4731717 Metres
5
Wall 2.
1
Metres
47
Metres
12.375335
Metres
47.4055612 Metres
2852.56617 Metres
44.5713465 Metres
44.5533808 Metres
64
1
44.4.552456 Metres
64
3

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

8
Generator.
10
62
16.32491
62.5349956
2814.86706
43.9822978
43.9645696
1
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

9.
Wall 4.
3.
65
17.114825
65.5608825
2752.03521
43.0005501
42.9832176
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Tomorrow’s world is in the making – so is
Swallow Command like an acorn it will
grow into a mighty oak and spread its
wings around the globe to bring peace and
happiness to all humankind regardless.
One man cannot do this massive task alone
he needs you to help for success – it is up to
you to bring this dream home to reality!

I am what I am not by choice or desire but by nature’s commands; trouble times lie ahead most created by
man; but a reasonable man adapts himself to the world; the unreasonable one persists in trying to adapt the
world to himself. There is a great difference between these two states, and that is another book to be. We
few are the tomorrow’s world, without us there would be no change for anyone – and yet we are the most
neglected ones on Earth. For me that no longer matters as I will gain nothing from success as I am far too
old now to benefit from it. Thus it makes no difference if you want it, or you don’t.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

10.
Corridor No. 2.
3.
Metres
68.
Metres
17.90474
Metres
68.5867693 Metres
2733.18565 Metres
42.7060258 Metres
42.688812
Metres
64
4

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

11.
Wall 5.
2.
70.
18.43135
70.6040273
2714.33609
42.4115015
42.3944064
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

12.
Laboratory No. 1.
10.
Metres
80.
Metres
21.0644
Metres
80.6903169 Metres
2701.76972 Metres
42.2151519 Metres
42.198136
Metres
64
5

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

13.
Wall 6.
1
81
21.327705
81.6989459
2638.93787
41.2334042
41.216784
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

To day you have been blessed to see and understanding what Searl Magnetics Inc. is all about. But you have
very little information what Searl Aerospace Inc. is about. The pictures shown here; all but one shot is
FACT the odd one is asking a question will “Swallow Command” appear like that, I cannot at this time state
if that will be the image – but it could be, but it will have to be enlarge far greater in detail than that to meet
the task which will grow as R&D develops. We are creating the future and not the present time.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

14.
Laboratory N0.2.
10
Metres
91
Metres
23.960755
Metres
91.7852355 Metres
2632.65468 Metres
41.1352294 Metres
41.1186488 Metres
64
5

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

15.
Wall 7.
1
92
24.22406
92.7938647
2569.82283
40.1534817
40.1372968
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

16.
Corridor No. 3.
2
Metres
94
Metres
24.75067
Metres
94.8111224 Metres
2563.53964 Metres
40.0553069 Metres
40.0391616 Metres
64
6

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

17.
Wall 8.
1
95
25.013975
95.8197513
2550.97327
39.8589574
39.8428912
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

We are the tomorrow’s people – creating the
future energy and transportation
technology that is meant to be.

All photos here are FACTS all this data is FACT worked out by hand and square paper without aid of
computers or calculators in 1968 and added to this is the model paper cut out to show what the craft would
look like and when the right people come and see it they will invest. If it is not on show then you will never
find that real investor. Yes, it did take a few days to work out, as the cut out was being done once each
section had been worked out to check that it was correct. That cut out is now at Searl Magnetic Inc. USA.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

18.
Laboratory No. 3
10
Metres
105
Metres
27.647025
Metres
105.906041 Metres
2544.69009 Metres
39.7607826 Metres
39.744756
Metres
64
6

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

19.
Wall 9.
1
106
27.91033
106.91467
2481.85823
38.7790349
38.763404
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

20.
Laboratory No.4
10
Metres
116
Metres
30.54338
Metres
117.00096
Metres
2475.57505 Metres
38.6808601 Metres
38.6652688 Metres
64
7

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

21.
Wall 10.
2
118
31.06999
119.018218
2412.74319
37.6991124
37.6839168
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

You never know where you will find me
watching you watching me watching
you. I know more about you then you
know about yourself that is a FACT I
can gamble on – if you can exist, so can
the S.E.G!

One of the signs of maturity is a healthy respect for reality – a respect that manifests itself in the level of
one’s aspirations and in the accuracy of one’s assessment of the difficulties which separate the facts of today
from the bright hopes of tomorrow. How true, the bright hopes of tomorrow needs Y.O.U. before that
assessment can become a reality, your input must come first to obtain that output from which you can call it
a paradise shift. Without your input there will never be a paradise shift.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

22.
Corridor N0.4
3
Metres
121
Metres
31.859905
Metres
122.044104 Metres
2400.17682 Metres
37.5027629 Metres
37.4876464 Metres
64
8

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

23.
Wall 11.
2
123
32.386515
124.061362
2381.32727
37.2082385
37.1932408
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

24.
General stores No.1
15
Metres
138
Metres
36.33609
Metres
139.190797 Metres
2368.7609
Metres
37.011889
Metres
336.9969704 Metres
64
7

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

25.
Wall 12.
1
139
36.599395
140199426
2274.51312
35.5392674
35.5249424
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Last photo taken at Grahame Park Estate
before the massive robbery took place.
The other photos are goods here now in
stock, for rebuilding Swallow Command
Audio Vision Division.

The point is to dwell upon the brightest parts in every prospect, to call off the thoughts when turning upon
disagreeable objects, and strive to be pleased with the present circumstances. Yes, I am pleased to have a
roof over my head but it’s not a home. I glad for all these inventors who have cars running on better engines
than the SEG. Funny there are not one car registered that runs on any such engines so far to date. The mental
status of the planet is on the increase which is clearly seen on the websites. We do not have as yet any car
under development that will use the S.E.G for its power source. When we do: it will be registered.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

30.
Stores No.1
10
168
44.23524
169.449666
2148.84941
33.575772
33.5622384
64
10

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

31.
Wall No. 15
1
169
44.498545
170.458294
2086.01755
32.5940243
32.5808864
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

32.
Stores No.2
10
179
47.131595
180.544584
2079.73437
32.4958495
32.4827512
64
11

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

33.
Wall No.16
1
180
47.3949
181.553213
2016.90251
31.5141018
31.5013992
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Every 4 years most of our atoms are
replaced and our looks will change,
sometimes in small amount other times in
large amounts but it is still you regardless.
It’s not the looks; but you that count!

I cannot change anything unless I accept it. Condemnation does not liberate, it oppresses. How can you cure
mental ill people who thinks their mate has a car running on an over unity generator which is better than an
S.E.G. he cannot produce such a car – clearly there is not one to show. Would the old fashion electric shock
treatment be the best cure for him or 25 slashes of the birch for seven days? This kind of illness in on the
increase – how many cars are actually running on free energy to day? Solar power panels could do the trick?
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

34.
Corridor No.6
2
Metres
182
Metres
47.92151
Metres
183.570471 Metres
2010.61933 Metres
31.415927
Metres
31.403264
Metres
64
12

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

35.
Wall No.17
1
183
48.184815
184.5791
1998.05296
31.2195775
31.2069936
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

36.
Stores No.3
10
193
50.817865
194.665389
1991.76977
31.1214027
31.1088584
64
12

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

37.
Wall No.18
1
194
51.08117
195.674019
1928.93792
30.139655
30.1275064
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

We are here now helping us to achieve!

I have accepted fear as a part of life – specifically the fear of change. I have gone ahead with the Searl Effect
Generator despite my pounding in my heart that says turn back as no one wants the S.E.G. The pounding is
fact I am on medication to try to steady it. Why have I spent well over 1m through my lifetime to create
something no one wants? No one even cares what I have gone without to undertake this work. Does that
make me a saint or a fool; I guess the latter is the truth. What a fool am I, who tried to make the world a
better place for all humankind, where others are destroying it faster than we can repair it.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

38.
Stores No.4
10
204
53.71422
205.760308
1922.65473
30.0414802
30.0293712
64
12

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

39.
Wall No.19
1
205
53.977525
206.768937
1859.82288
29.0597325
29.0480192
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

40.
Corridor No.7
2
Metres
207
Metres
54.504135
Metres
208.786195 Metres
1853.53969 Metres
28.9615577 Metres
28.949884
Metres
64
14

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

41.
Wall No.20
1
208
54.76744
209.794824
1840.97332
28.7652082
28.7536136
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

There is an answer to everything, agree
some takes time to find – but in the end
determination wins the day.

To have that sense of one’s intrinsic worth which constitutes self-respect is potentially to have everything.
Unfortunate today you need to be born with a silver spoon in your mouth to reach any state that matches
those conditions. Agree at 80 years you would expect that I had reached such state – unfortunate due to evil
minds that robbed me of all; a number of times, places me at the bottom of the ladder than the top where I
should had been – the bible carry stories which proves that life has never changed and never will – greed
will always try to win.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

42.
Stores No.5
10
218
57.40049
219.881114
1834.69014
28.6670334
28.6554784
64
14

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

43.
Wall No.21
1
219
57.663795
220.889743
1771.85828
27.6852857
27.6741264
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

44.
Stores No.6
10
229
60.296845
230.976032
1765.5751
27.5871109
27.5759912
64
14

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

45.
Wall No.22
1
230
60.56015
231.984661
1702.74324
26.6053632
26.5946392
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

All photos shown here are issues of
FACT, This was London. UK. Before the
380,000.00 BP robbery on Monday
August 25th 2003 between 0600 and 1100
hours AM. 4 of the 5 gang was identified
the 5th one was unknown to the witness.
That was my personal money devoted to
this project. Much of it was pension
money.

My success depends mainly upon what I think of myself and whether I believe in myself. That also is a fact.
As I look back over time, and comparing this time I feel that I have made a terrible mistake by giving
everything I could to this work – it has brought me unhappiness at every point of my life. Loyalty in love
was my problem: if not for that; I would had left and seek a better future. The S.E.G. will always block my
happiness, now age adds to that issue as well. Those who would have made me a better wife were not
available.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

46.
Corridor No.8
2
Metres
232
Metres
61.08676
Metres
234.001919 Metres
1696.46006 Metres
26.5071884 Metres
26.496504
Metres
64
15

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

47.
Wall No.23
1
233
61.350065
235.010548
1683.89369
26.3108389
26.3002336
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

48.
Stores No.7
10
243
63.983115
245.096838
1677.6105
26.2126641
26.2020984
64
15

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

49.
Wall No.24
1
244
64.24642
246.105467
1614.77865
25.2309164
25.2207464
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

All these pictures are FACTS frozen split
second of time gone. I have no idea what
Sue does these days; she was top model for
the media in the 60s. Sue we miss you. And
Demo One – I guess there will never be
another Demo One to show, but it gave the
biggest amount of publicity that any
individual has ever had to me!

Searl states that if he advances confidently, as he did in the 60s, in the direction of his dreams, and
endeavors to live the life which he has imagined, he will meet with a success unexpected in common hours.
Today that is a dream that will never be again; first I will never find that special woman which I require to
make it work. The cost is far beyond our reach, without mass publicity there will be no big money man to
make it a reality – agree if time is not important than funds can be slow in coming – but remember time wait
for no man, there is always a hole waiting for you to fill and it don’t take long to reach it.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

50.
Stores No.8
10
254
66.87947
256.191756
1608.49546
25.1327416
25.1226112
64
16

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

51.
Wall No.25
1
255
67.142775
257.200385
1545.66361
24.1509939
24.1412592
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

52.
Corridor No.9
2
Metres
257
Metres
67.669385
Metres
259.217643 Metres
1539.38042 Metres
24.0528191 Metres
24.043124
Metres
64
17

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

53.
Wall No.26
1
258
67.93269
260.226272
1526.81405
23.8564696
23.8468536
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Here again are FACTS, It proves that I do
met people and show people the technology
concepts and progress. What appears to be
lacking is education of the masses – lack of
knowledge what scientists proved years ago,
but was unable to produce the finished
generator – a problem that can happen with
new technology at any time effects first, then
the product to follow with the technology stuff

Search and you will find that the base and birth of every great business organization was an enthusiast, a
man / woman consumed with earnestness of purpose, with confidence in his / her powers, with faith in the
worthwhileness of his / her endeavors. Yes back there in time I was – but due to evil minds and hate I feel
that the time has come to hand up my boots and rest – like the 2 books in the bible God say find a handful of
men and I shall save the world – but alas they were no such numbers of good men. So God destroyed the
world he will soon do the same again for the same reasons.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

54.
Stores No.9
10
268
70.56574
270.312562
1520.53087
23.7582948
23.7487184
64
17

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

55.
Wall No.27
1
269
70.829045
271.321191
1457.69901
22.7765471
22.7673664
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

56.
Stores No.10
10
279
73.462095
281.40748
1451.41583
22.6783723
22.6692312
64
18

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

57.
Wall No.28
1
280
73.7254
282.416109
1388.58397
21.6966246
21.6878792
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

FACT: time frozen of actual events for
the records that can never be replaced as
it has passed with no return, you can
make copies, but not the same as the
first.

Searl states that the confidence which he has in himself gives birth too much of that which I have in others.
Unfortunate Searl always looks for the best in others and let them show him the worst in them. Searl accepts
that there will always be good and bad in all persons – the question is: which will dominate that person’s
life? It is the case that all things which glitter may not be gold. Searl has over the years learnt this the hard
way. Searl does not claim to be an angel not does he claim to be the devil, he only claims to be human.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

58.
Corridor No.10
2
Metres
282
Metres
74.25201
Metres
284.433367 Metres
1382.30079 Metres
21.5984498 Metres
21.589744
Metres
64
18

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

59.
Wall No.29
1
283
74.515315
285.441996
1369.73442
21.4021003
21.3934736
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

60.
Stores No.11
10
293
77.148365
295.528286
1363.45123
21.3039255
21.2953384
64
20

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

61.
Wall No.30
1
294
77.41167
296.536915
1300.61938
20.3221778
20.3139864
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres
Behold the FACTS cannot lie!

Measure yourself by your best moments, not by your worst. Searl knows that we are too prone to judge
ourselves by our moments of despondency and depression. This statement: Searl base upon his emails which
he gets from mentally ill persons who think that they are experts – where in fact they are lazy good for
nothing creatures from hell. They have inventor who runs their car on a better engine than the S.E.G – where
is this car, is it in heaven or is it in hell – these damn exclusive cars which do not exists!
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

62.
Stores No.12
10
304
80.04472
306.623204
1294.33619
20.224003
20.2158512
64
20

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

63.
Wall No.31
1
305
80.308025
307.631833
1231.50434
19.2422553
19.2344992
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

64.
Corridor No.11
2
Metres
307
Metres
80.834635
Metres
309.649091 Metres
1225.22115 Metres
19.1440805 Metres
19.136364
Metres
64
20

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

65.
Wall No.32
1
308
81.09794
310.65772
1212.65478
18.947731
18.9400936
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres
FACTS!

Searl Motto is: never bend your head. Hold it high. Look the world straight in the eye. He does more than
that he looks through your eyes into your mind and see what you are not saying to him. People get so use to
fooling others that they believe that they can fool everyone, unfortunate you have a hard job to fool Searl.
Many sure have tried but failed to win, but they never learn do they? Together we are strong, individually
we are weak- then why are we so determined to be individuals if that makes us weak?
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

66.
Stores No.13
15
323
85.047515
325.787155
1206.3716
18.8495562
18.8419584
64
21

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

67.
Wall No.33
1
324
85.31082
326.795784
1112.12382
17.3769346
17.3699304
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

68.
Stores No.14
15
339
89.260395
341.925218
1105.84063
17.2787599
17.2717952
64
22

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

69.
Wall No.34
1
340
89.5237
342.933847
1011.59285
15.8061383
15.7997672
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres
Where you find me – no one knows!

Searl understands that a secure individual - knows that the responsibility for anything concerning his life
remains with himself – and accepts that responsibility. Unfortunate for Searl this technology involves
powerful magnetic waves which can do so much damage to electronics if allowed to escape. Thus all those
employed within this field must be screen for mental status as a balance person and shows no connection to
terrorist organizations or any other con groups on the websites.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

70.
Corridor No.12
2
Metres
342
Metres
90.05031
Metres
344.951105 Metres
1005.30966 Metres
15.7079635 Metres
15.701632
Metres
64
22

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

71.
Wall No.35
2
344
90.57692
346.968363
992.743293
15.511614
15.5053616
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

72.
Dormitory No.1
6
Metres
350
Metres
92.15675
Metres
353.020137 Metres
980.176923 Metres
15.3152644 Metres
15.3090912 Metres
64
22

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

73.
Wall No.36
1
351
92.420055
354.028766
942.47781
14.7262158
14.72028
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres
Facts time record frozen for all to see.

Searl States: that no one can really pull you up very high; you lose your grip on the rope. But on your own
two feet you can climb mountains. Well to be precise that was a long time ago, today I have to struggle to
climb onto the loo thus mountains don’t stand a chance to get a climb out of me. It has been no fun for me
during 2011 which has past me by with great pain and 2012 is doing well to keep that pain flowing so I
never forget what it’s like to sleep upon the streets of Glasgow when it’s snowing fast and -17C – but for
Mars that is good training, if you survive as I have done.
Page 111.

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

74.
Dormitory No.2
6
Metres
357
Metres
93.999885
Metres
360.08054
Metres
936.194625 Metres
14.628041
Metres
14.6221448 Metres
64
23

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

75.
Wall No.37
2
359
94.526495
362.097797
898.495513
14.0389924
14.0333336
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

76.
Corridor No.13
2
Metres
361
Metres
95.053105
Metres
364.115055 Metres
885.929142 Metres
13.8426428 Metres
13.8370632 Metres
64
23

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

77.
Wall No.38
1
363
95.579715
366.132313
873.362771
13.6462933
13.6407928
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Searl Agrees that men are made stronger on realization that the helping hand they need is at the end of their
own arm. Yes Searl can certify that is true that helping hand he has is the one at the end of his own arm. Has
to move tonnage of goods searching for some item he needs. Sometimes not available either it’s gone to the
States or done a walk to some one’s home – gone absent without leave. Each time I have to rebuy it cost
more, more delivery and tax to pay – don’t help the S.E.G to reach the marketplace, and that sure is a Fact!
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

78.
Dormitory No.3
6
Metres
369
Metres
97.159545
Metres
372.184087 Metres
860.7964
Metres
13.4499438 Metres
13.4445224 Metres
64
23

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

79.
Wall No.39
1
370
97.42285
373.192716
823.097288
12.8608951
12.8557112
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

80.
Dormitory No.4
6
Metres
376
Metres
99.00268
Metres
379.24449
Metres
816.814103 Metres
12.7627204 Metres
12.757576
Metres
64
24

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

81.
Wall No.40
2
378
99.52929
381.261748
779.11499
12.1736717
12.1687648
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

FACTS come in all sorts of forms and
sizes – FACT is the reality of time – But
there is a difference between Fact and
fantasy. One is real the other just a
dream being unreal in reality. Like cars
running on free energy better than SEG!

The best things in life must come by effort from within, not by gifts from the outside. Every man / woman is
his / her own future and he / she inherits his / her own past. This is why we must all work together to be able
to get rewarded with a better world than today. But that option is yours to take or refuse. So far only a few
wants that change to be. So for now the power people have no fear that they will be out of work for some
years to come. I only hope that they will be able to meet world demand over the next decade.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

82.
Corridor No.14
2
Metres
380
Metres
100.279005 Metres
383.279005 Metres
766.548619 Metres
11.9773222 Metres
11.9724944 Metres
64
24

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

83.
Wall No.41
2
382
100.58251
385.296263
753.982248
11.7809726
11.776224
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

84.
DormitoryNo.5
6
Metres
388
Metres
102.16234
Metres
391.348037 Metres
741.415878 Metres
11.5846231 Metres
11.5799536 Metres
64
25

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

85.
Wall No.42
1
389
102.425645
392.356666
703.716765
10.9955745
10.9911424
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

FACTS split second of time frozen for
all to see even though a long time ago.

Searl declares that all men dream, but not equally. Those who dream by night in the dusty recesses of their
minds wake up in the day to find that it was vanity; but the dreamers of the day are dangerous men, for they
may act their dream with open eyes to make it possible. How true – in Searl case the dreams were instructive
in a way to make him search the squares for some unknown answer which was hidden there. With devotion
and determination he found it, only to find that it was well over 5,000 years old. WHY?
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

86.
Dormitory No.6
6
Metres
395
Metres
104.005475 Metres
398.40844
Metres
697.433579 Metres
10.8973997 Metres
10.8930072 Metres
64
25

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

87.
Wall No.43
2
397
104.532085
400.425698
659.734469
10.3083511
10.304196
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

88.
Corridor No.15
2
Metres
399
Metres
105.058695 Metres
402.442956 Metres
647.168097 Metres
10.1120015 Metres
10.1079256 Metres
64
25

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

89.
Wall No.44
2
401
105.585305
404.460214
634.601726
9.91565197
9.9116552
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

FACT you will never know where or
when you will meet me, watching you
watching me watching you. Out of all
your parts it is your brain which interests
me these days is the capacity that worries
me!

Searl states that life is raw material. We are artisans. We can sculpt our existence into something beautiful.
Or debase it into ugliness. It’s in our hands to choose. Yes indeed I have seen some beautiful places due to
the hard work of the community to make it so. I have also seen more ugliness in many places due to lack of
community efforts and good will – in FACT the lack of human effort create those slums. The S.E.G. likes
beautiful places where people respect nature and property. It works best where love is greatest.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

90.
Dormitory No.7
6
Metres
407
Metres
107.165135 Metres
410.511987 Metres
622.035355 Metres
9.71930242 Metres
9.7153848
Metres
64
27

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

91.
Wall No.45
1
408
107.42844
411.520616
584.336242
9.13025378
9.12657361
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

92.
Dormitory No.8
6
Metres
414
Metres
109.00827
Metres
417.57239
Metres
578.0530568 Metres
9.0320790125 Metres
9.0284384
Metres
64
27

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

93.
Wall No.46
2
Metres
416
Metres
109.53488
Metres
419.589648 Metres
540.3539444 Metres
8.4430303812 Metres
8.4396272
Metres
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

The top photo is the HP 45 calculator my
first one supplied to me by the Rev.
George Nicholson as a thank you for
extending his life by 10 years. The media
look upon him as a trouble maker – yet
he did so much to help me to win this
battle of science and he never lost faith in
its success, He was the first to test the
S.E.G as a health unit.

Searl states: man while he loves, is never quite depraved. Maybe that is also true, which is the problem Searl
has not being loved: at 80 years there no hope of love. This technology has been the only tool which has
kept him going through the years where others would had given up, he like a fool continued on and missed
out on love which could had been for him. Now it is far too late to make a change. He came and went
without knowing what real happiness was about. Promises flow like a river to the sea, not one fish was ever
caught.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

94.
Corridor No.16
2
Metres
418
Metres
110.06149
Metres
421.606906 Metres
527.7875736 Metres
8.2466808375 Metres
8.2433568
Metres
64
27

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

95.
Wall No,47
2
Metres
420
Metres
110.5881
Metres
423.624164 Metres
515.2212028 Metres
8.0503312937 Metres
8.0470864
Metres
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

96.
Dormitory No.9
6
Metres
426
Metres
112.16793
Metres
429.675938 Metres
502.654832 Metres
7.85398175 Metres
7.850816
Metres
64
27

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

97.
Wall No.48
1
Metres
427
Metres
112.431235 Metres
430.684567 Metres
464.9557196 Metres
7.2649331187 Metres
7.2620048
Metres
64
1

2012 the aliens are coming again as they
forgot us in 2000 people are packing their
bags ready to go – God bless the poor
buggers and I wish them goodbye!

We should be too big to take offense and too noble to give it. For the last few years we have been hammered
about 2012 aliens are coming planet X on direct path for Earth to hit this year. Like the scare of the year
2000 aliens would be collecting the good people to take them to their planet which is far better than ours. So
they sold their homes – what fools are they. Again another major laugh, again a large number of fools are
ready to go, let’s hope the grass is greener there than it is here. It is only polite to wave them goodbye and
please for heaven sake don’t return.
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Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

98.
Dormitory No.10
6
Metres
433
Metres
114.011065 Metres
436.73634
Metres
458.6725342 Metres
7.1667583468 Metres
7.1638696
Metres
64
28

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

99.
Wall No.49
2
435
114.537675
438.753598
420.9734218
6.577709715
6.5750584
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

100.
Corridor No.17
3
Metres
438
Metres
115.32759
Metres
441.779485 Metres
408.407051 Metres
6.381360171 Metres
6.378788
Metres
64
28

Section number
Section Title
Section Length
Base Length
Full Height
Hypotenuse
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=
=

101.
Wall No.50
2
440
115.7225475
443.796743
389.5574948
6.086835856
6.0843824
64
1

Metres
Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres
Metres

FACTs time frozen for all to see, yes I am
in the U.S.A. you will never know where I
shall be watching you watching me
watching you it’s your image which I’m
studying for future requirements!

Searl agrees: the amount of satisfaction you get from life depends largely on your own ingenuity, selfsufficiency, and resourcefulness. People who wait around for life to supply their satisfaction usually find
boredom instead. How true that is; as I do know a few of them, thank heaven I spent time as a nurse on the
wards of mental ill people and therefore got use to their ways and understanding. Some of which were more
sound than their family were who placed them there: and a number of people who send me emails are.
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Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

102.
Cookhouse etc.
12
Metres
452
Metres
117.3023775 Metres
376.991124 Metres
5.8904863125 Metres
5.888112
Metres
64
28

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

103.
Wall No.51
2
454
117.5656825
301.5928992
4.71238905
4.7104896
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

104.
Corridor No.18
2
Metres
456
Metres
117.8289875 Metres
289.0265284 Metres
4.516039506 Metres
4.5142192
Metres
64
28

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

105.
Wall No.52
2
Metres
458
Metres
118.0922925 Metres
276.4601576 Metres
4.3196899625 Metres
4.3179488
Metres
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections
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=
=
=
=
=
=
=
=
=
=

106.
Cabin
12
470
119.6721225
263.8937868
4.123340418
4.1216784
64
30

Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres

I am watching you – FACTS – here are
more clips of frozen time for you to see!

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

107.
Wall No.53
4
474
120.1987325
188.495562
2.945243156
2.944056
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

108.
Corridor No.19
2
Metres
476
Metres
120.4620375 Metres
163.3628204 Metres
2.5525440687Metres
2.5515152
Metres
64
30

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

109.
Wall No.54
4
480
120.9886475
150.7964496
2.356194525
2.3552448
64
1

Section number
Section Title
Section Length
Base Length
Full Height
Circumference
Segment circumference
Unit Chord
Horizontal prime sections
Vertical sections

=
=
=
=
=
=
=
=
=
=

110.
½ centre column.
20
Metres
500
Metres
123.6216975 Metres
125.663708 Metres
1.96349544 Metres
1.962704
Metres
0
1

Metres
Metres
Metres
Metres
Metres
Metres

Metres
Metres
Metres
Metres
Metres
Metres

This completes the full amount of structural data available. So far to date Searl has released a very large
amount of data. Unfortunate; the new Canon Scanner: CanoScan Lide 700F. It scanned just 5 photos most
were Black and white but refuses to scan any more. It shows a scanner bar operating but no software bar
being collected, thus you just got a small square dark image, which has no value at all to anyone. This is the
data from newsletter no.12 date. 8th September 1986 when I had no colour printer Mr. Sainsbury of New
Zealand sent me help to buy equipment , with his money I purchased the Commodore 1570 Disc drive and
the Commodore 128 computer on the 29th May 1986. I have transferred all these twelve newsletters from
cassette tapes onto discs. The model C2N 1530 datassette of Commodore will be kept, in case any readers
undertake work on this technology and can only write it on tape.
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In 1946, these two test equipment was not even a dream and no way could you have brought one; yet today
you can buy them: the cost is only £6,990.40 plus VAT now at 20% plus delivery charge for the left hand
unit. The order number is 302-916CE-IE with 172-000-104 and 965014 (x2). It’s the PJ3005F-100
PROJECTOR WITH QUADRA-CHEK 220E DRO and deals with 2D features. And the right hand unit cost
£4,720.00 Plus 20% VAT and Delivery it’s the LHN600 LINEAR HEIGHT GAUGE WITH GRANITE
TABLE order no: 518-321E with 517-909-0SP – as I am not in the finance position to get it, I will not load
you all up with the details.
As stated on page before if readers wish to send me data on cassette I can transfer it so I can use it. This
applied to the time slot of 1986 to 1990, as this mode became outdated. The Commodores vanished and had
to be replaced, which also vanished within days, all the police would say was you better move, this is a bad
place for you.
Phenomena are thus the experience of the ordinary man in his ordinary states of consciousness. Using the
conclusions reached in this run of newsletters, we can say that the phenomenal world is present in space,
successive in time, potential in eternity, and held together by its hyparchic recurrence. I extend my
knowledge of this world by reducing phenomena to facts, combining this knowledge with our intuition of
existential levels and forms of will. I can arrive at more or less adequate schemes for the exploration of our
ordinary experience.
Phenomena are relative to our ordinary level of consciousness, and they have therefore no fixed status. A
landscape painter and a meteorologist looking at the same sunset perceive different phenomena; a taxonomic
botanist and a farmer looking at the same field will notice different plants growing in it.
This applies also to the S.E.G. all people will see it in a different light. But by the end of 1986, we trust we
shall then have enough knowledge to at least be able to explain what phenomena are acting within the
S.E.G. the Searl Effect.
I shall now return you to your program Flight emergency procedures for pilots.
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THE PROCEDURE:
While flying a twin-engine aircraft in the cruise an engine fails. Carry out the following drills:Immediate actions using the mnemonicPAID OFF:
PREVENT
ATTAIN
IDENTIFY
DECIDE
OPEN
FIND

yaw with rudder. If necessary assist with aileron:
recommended engine out speed:
the failed engine:
whether or not to feather. When there are obvious signs of mechanical failure or fire,
feather without delay, if not:
up power on the live engine to maintain height.
the cause of engine failure;
CHECK –
Ignition “ON”
Fuel contents:
Electric fuel pump “ON”
Carburettor heat on or select alternate air source:
Change fuel tanks to failed engine:
Close the throttle and slowly open.

If the engine will not start:FEATHER

and switch off the ignition, turn off the fuel and operate the idle cut-off and then say the
Lord’s Prayer.

Subsequent actions using the mnemonic:STAR
SAFEGUARD
TANKS
AIRFRAME
REVISE

vacuum and electrics:
select for asymmetric flight as required:
clean-up. Windows and cooling gills closed. Re-trim.
flight plan and inform Air Traffic Control of changed circumstances. Watch
temperature on the live engine.

As a Professor; which means I teach people upon the accepted modes of operation across all the domains
of this technology which is involved to achieve the objectives of this set of companies. Including all new
knowledge which is gain from the research and development being undertaking?
A professor does not have to be employed by a University just to teach. There are occasions where he / she
can serve industry better acting within the industrial complex than that of a university complex. I accept
that teaching in a university complex makes you an image of respect maybe so – but why should they be
less respected because they choose to work in R&D at the forefront of man’s progress; within an
industrial complex.
An actor is no less an actor because he / she prefers to work musical halls instead of television or films.
The right upon how you employ your skill and knowledge is yours: and yours alone. You could state that
my website is in fact a university within its own rights; it teaches everyone who wish to learn there is no
age limit applied or visa card requirements to join. The website proves I teach – but English, grammar
and spelling I do not teach that is for the schools to do. I teach technology and science which they
normally do not teach. I trust that my position has now been made clear to all, including Farttblower.
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BACKGROUND INFORMATION:
There was a time that was within my time when engine out performance of multi-engine aircraft could best
be described as ‘marginal’. The subsequent introduction of feathering propellers improved their performance
to the point where height could be maintained under all but the most adverse conditions and, in some cases,
a modest rate of climb was possible. During the Second World War aircraft were required to operate in overload conditions and consequently the improvements conferred by feathering propellers were sacrificed to the
needs of the time, asymmetric performance suffered accordingly and it is hardly surprising that it became
the practice to feather immediately a power failure occurred.
The Douglas DC-3 was in its day a great aircraft. With a normal
maximum gross weight of 27,500 lbs., was often flown during
the war at 32,000 – 36,000 lbs.
I have never flown one but been a passenger on one in 1953,
from Northolt to Dublin in Ireland. It was a rough day. On
landing I understood why we said the Lord’s Prayer before
takeoff, as a safety measure.

Things age and pass on – like all of us will do likewise. Following on the post war introduction by many
civil aviation authorities of very stringent airworthiness requirements for multi-engine aircraft, the engine
failure procedure that caused Peter such unnecessary anguish in this situation has now been supplanted by a
different line of thinking, based upon the premise that a modern aircraft will continue to fly well after an
engine has failed.
Therefore, when in cruising flight there is no need to make hasty decisions and feather what may prove to be
a restartable engine. Whereas an engine failure after takeoff demands immediate feather action, in the cruise
there is plenty of speed, height and therefore time to investigate the situation with no need to say the Lord’s
Prayer before takeoff.
THE USE OF MNEMONICS:
An emergency of any kind is no time to be turning the pages of a checklist and in common with most of the
situations described in this document the value of drills applies to an engine failure in cruising flight. In this
emergency there are quite a number of actions to be taken and these are best remembered by learning a
simple mnemonic. By all means use a checklist to confirm that every action has been completed but only
after the situation has been brought under control from memory.
Searl has given much study to the problems that are related to motion, which not only includes flight by
the I-G-V. but rail and road transportation by the use of mnemonics would make pilots and rail / road
drivers of S.E.G powered units to correctly manage the functions which will be involved, which differs to
present day technology systems.
In conventional flying we might say to the Tower that we shall touch and roll. Informing the tower: that
on that touch down you will not be terminating the flight. Whereby with the I-G-V, there is no roll action
involved. It’s docking – therefore one can expect the flight commander to call the tower request docking
point. In which case the tower might reply you are clear to docking station 16.There will be changes in
the communication system, but really no different to the military.
ACTIONS TO BE TAKEN:
For convenience it has become the practice to deal with engine failure in cruising flight in two stages:
1. Immediate action:
These required safeguarding the aircraft while attempt is made to diagnose the cause of failure
and if possible affect a remedy.
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2. Subsequent Action:
These are taken to make the aircraft fly efficiently when the flight has to be continued with an
engine feathered.
Practical aspects of immediate actions:
In going through these or any other emergency drills it may be of assistance to recite the appropriate
mnemonic out loud, the one recommended for this stage of ‘engine failure in cruising flight’ being
PAID OFF:
These actions have already been listed, which most of them are self-evident the matter of deciding whether
or not to feather involves a number of considerations which should be examined.
Remember that the Inverse-Gravity-Vehicle (I-G-V) do not suffer from these classes of problems, thus the
flight crew are better position to concentrate on the mission requirements. Plus the added advantage that
there are no risk of fuel tanks exploding, or heat shields falling off – thus if we gave an I-G-V. To NASA
yard there will be no more exploding in the sky and no more scrape falling on our towns, what a peace of
mind it would be for all of mankind. There remains only one main problem: you miss all the fun that
comes from fear of something exploding in the sky and falling on our heads. Well you cannot please
everyone.
When feathering action should be carried out immediately?
Clearly when there is evidence of fire, visible loss of oil, smoke even without fire, or unusual mechanical
noises. In any of these events rotation of the faulty engine must be stopped without delay. On the other hand
violent misfiring could be nothing more serious than a magneto that has gone out of timing, while a quietly
wind milling propeller is often some kind of fuel starvation – a fault that will be confirmed by the fuel
pressure gauge.
O to be a member of the flight crew of an I-G-V with no worries of engine failure, or fire, of course there
is always a problem, like human wind. We shall have to invent an after burner to attach to the anus to
deal with that problem. Or plumb you to the cooker for fresh gas supply. But we shall find the answer to
all problems in the end.
The value of being able to recognize engine failure symptoms has already been mentioned in the section
devoted to force landing without power, and many of these symptoms are listed. In a light twin the
immediate actions can be completed within half a minute.
It’s time for a commercial break, so you have time to digest the FACTS above.
Searl states that you should know the true value of time: snatch, seize, and enjoy every moment of it, like
Martin, Ken, Luis, Peter and one other who the witness could not identify when they stole £380.000.00 of
my equipment to force me to give them the secret of the magnetization process. Yes they enjoyed every
minutes of the event, they had pulled off the perfect crime. Except that Searl never gave them the secret of
the know-how. No idleness, no laziness, and no procrastination: never put of till tomorrow what you can
do today this has always been Searl motto and will always be so.
For this organization to achieve its objectives today; require costly equipment, this is not 1946, it is 2012
where everyone wants to be multi-millionaires, except me – who everyone thinks god looks after me; they
must be blind, or they have eyes that cannot see, or more precisely don’t want to see. Another issue: the
publicity on how long that I have been trying to give this technology to the world was from 1946 to 2012
represents 66 years of trying where 44 years I have been pushed out of the running.
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By those who issue slanderous statements on the internet – why do they do such evil? One of the main
courses relates to them being failures and resent those who work to achieve success. Another key issue is
hate – when you want to seize another’s person project as theirs; and fail to achieve it, will automatically
turn to being a poison pen writer in an attack upon that person to stop the project reaching the marketplace.
Key points relating to those who resort to hate, clearly have no real technical background, they suffer what I
term as a mental illness that is ignorance and greed when these two states combine there is no other
combination that can match it for hate!
The marketplace is a damn hard place to get new technology to – without hate soming into that equation –
this technology will be harder to get to the marketplace due to the fact people have energy already – there
are other systems filling gaps. Today the cost to set this technology up is beyond our means, and as far as I
can see there is little hope of that happening in my life time. We urgently need mass publicity which is not
coming that leaves me only with an option to do road shows. COST:
I had hoped to display the type of studio transporters which Swallow Command A/V communication
division will require for road shows and to cover big exhibitions places shows are not handy to present here,
which is a shame. Nevertheless, I can show you how Swallow Command A/V Communication set will in the
end look like and it is FACT, simply because if the money was here the work could be completed, which
evil minds have stopped 4 times before by thief of my equipment.

I commence with building the racks again, unfortunate lack of cash holds up the work my pension is about
useless today to buy equipment which has been stolen. This is FACT the materials are available to go ahead
and I can create space here for it. But this time: as a double unit instead of two single units as before. I have
20 drums of wire in stock ready to wire up again. I have replaced much of the equipment which was stolen
for the fourth time, the cost doubled on many items than before. The price for this material can be obtained
once funds are available. The wiring system which I always use and will continue too is termed HARD
WIRE which is far more complicated to undertake – there is a good reason for doing so – it test to the limits
the wiring system to be used on the I-G-Vs as to its safety and maintenance requirements.
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Searl Technology is not a one man company – nor is it actually just one company. It is divided up into units
to specialize in each prime section of the technology just in the same manner in which Concorde was
achieved.
Searl Technology

Receive orders for power units, its staff will design the unit, and machine the mass
production parts. Study home designs for better energy control. It will be responsible
for road show and exhibitions. And the release of data: via the media / CDs or DVDs.

Searl Magnetics Inc. Well research and develop the magnetizers, and undertake all magnetic requirements.
Which will include testing various elements and compounds: in the search for cheaper
materials.
Searl Aerospace Inc. Will deal: with flight requirements: from base design through to flight requirements
and operations. Will file all R&D data relating to flight and space operations
Swallow Command will be the division on flight.
Medical will be cover by that section.
All training relating to or connected to flight will be part of this unit.
Searl Transportation: unit has not yet been registered. But once set up: will deal with road / rail
transportation. Data may still be release under this file.
Swallow command will contain
an auditorium section for
lecturers and demonstrations. It
will also have a film production
unit which at this stage has only
HD cameras, but 3D ones will
come along to be used. The old
days where I release videos in
PAL only on VHS are now gone
and CDs and DVDs will replace
the source of information. Racks
will again be constructed for
vision and sound of top
standards. And Buss Bars, DIN
rails using DIN rail mounted
components will be used, most of
which is here in stock. This are
FACTS not fantasy dreams but
reality waiting to start work,
creating tomorrow technology!
Human Factors: planning and design of a control and operation rooms. Yes, Searl agrees that there is a
changing face of console design. Searl accepts that the emergence of new technologies, new ergonomic
standards, and increase public awareness of workplace health issues has combined to inspire a dramatic shift
in console design. Searl accepts that compare to his 1946 to 1968 equipment; today’s control workstations
are smaller, more functional, and more aesthetically appealing than earlier generations. But they cost much
more in hard cash.
What I can do here is present how I see Swallow Command Audio Vision Communication division could
look like, section by section if cash was here today. That is FACT as the goods are available to buy today
from the point of the console. In reference to the rack, much of the goods are here but one of the old racks
still here has a problem that one of the 4 heavy duty casters will not screw in, and the two sides are mission.
The insert is OK; it’s the caster itself that thread has been damaged. The world of tomorrow will change!
Page 126

Is this the future Swallow Command Audio Vision Communication Division DVDs production centre? The
FACT is that it could be; only the right place and the right finance being available is all that stops this dream
from becoming reality. With the right tools you can engineer the future which I can see but none of you can
see. A future without pollution, a future of good food and clean water; creates a better health condition to all
creatures. Controlling nature: to reduce destruction. Protect our coastlines from flooding. There is work for
everyone to do, without creating war against one another, destroying this planet.
SWALLOW COMMAND duty is to create well designed control rooms balanced efficiency with
ergonomics – a tall order – yes, indeed – but in today’s world efficiency is vital for success. The flying
machine is one thing which has to be of the highest order requires a sound infrastructure by which to
function. Which mean the ground bases must be of the highest standards possible by today’s materials and
knowledge. This shall also apply to all other division of the Searl Technology.
Searl had to learn and understand basic concepts of control room design and console placement; not only
that he must understand basic criteria for visual ergonomics. It is not good enough just to know what is
needed, but understanding how to obtain maximum workload from the system is vital. Not only that Searl
need to be familiar with the criteria for ensuring both efficient workflow and operator comfort in
architectural spaces designed for systems control operations.
Searl also needs to understand the structuring of a film creation; it’s workflow to prevent jerks and jumps in
visual content. Remember that the eye is far better as a sensor than the ears are in most people. But eyes and
ears is another book to be; including film production. Searl is not just an inventor; he is a business man who
is determining to create a company structure that will last a thousand years.
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I shall now return you to your program Flight emergency procedures for pilots:
Practical aspects of subsequent actions:
The mnemonic recommended for this stage of the emergency drill is:
STAR:
While the drill associated with this mnemonic was listed earlier in this document; some clarification may be
needed and each action is now explained in greater detail.
Safeguard vacuum and electrics – this is a matter of selecting an alternative vacuum source when the only
pump is on the failed engine although most aircraft these days have dual systems, either pump being capable
of operating the flight panel. Some aircraft have a multi-position selector adjacent to the vacuum gauge for
the purpose of reading the level of vacuum from each pump. It does not change the supply to the instruments
and assuming the port engine fails the purpose of turning the selector to starboard source is only to check
that vacuum pump for serviceability.
Searl understands that it is also the practice to fit a generator or alternator to each engine so that in the event
of a power failure, electric services will continue normally. However, Searl understands in cases where there
is only one generator and it is fitted to the failed engine, steps must be taken to reduce electrical load to a
minimum before the battery is exhausted and the radios fail. Emergencies limiting the use of radio as a result
of generator or electric failure will be explain much later in this document.
Tanks – select for asymmetric flight as required. This action will depend upon fuel state at the time of
failure and the distance to go before landing. When there is plenty of fuel and the nearest suitable airfield is
well within range there is little point in changing from the fuel tank in use.
Should the failure occur when some considerable distance must be flown before landing then all the fuel in
the aircraft may be required. Although only one engine is in use its power has been increased to maintain a
reduced cruising speed and air miles per gallon will very probably be less than when cruising normally on
two engines.
Searl understands that the ability to cross feed fuel from the tanks normally supplying the dead engine to the
live engine is common to all twin engine aircraft but details of fuel system management may differ from one
type to another. Searl agrees that an emergency is no time to find out how the system works; learn how to
cross feed and be quite sure the fuel system is fully understood.
Thank heaven for I-G-Vs you have no problems of engine failure or of switching fuel tanks – thank
heaven that I-G-Vs have no problems like the shuttle had of parts falling off or gasses escaping which
ends up in disasters. And there is no need to say the Lord’s Prayer before takeoff. Peace of mind makes
finer crews, contended in the work they have to do.
Airframe clean up – This is the time to tidy up the situation and trim out the rudder load. It is likely to
become fatiguing over a lengthy period.
Drag must be kept to a minimum and while in some aircraft there is little the pilot can do to influence drag,
these are the areas worthy of attention:Windows should be closed.
Flaps and undercarriage should be fully retracted and their position carefully checked.
This is an issue which some pilots forget to check.
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Cooling gills or vents – should be closed unless there is a danger of overheating the live engine.
Trim to fly “hands off” and so ensure accurate flying.
Revise – the flight plan. While ATC will render every assistance which they can; only do so, if they have
been informed of the situation.
Even when the destination is the nearest suitable airfield it may be necessary to revise the flight plan because
the loss of an engine will entail a drastic reduction in ceiling. Unless it is lightly loaded any attempt to hold
the aircraft at a cruising level above its single engine ceiling will entail operating the live engine at an
rpm/throttle setting higher than recommended maximum continuous power.
There can be little point in jeopardizing the live engine and an attempt should be made to route around high
ground when this has to be crossed in order to reach the selected airfield..
Factors to Searl understanding affecting single engine ceiling are:(i)

All up weight:
In an emergency entailing the crossing of high ground it may be possible to jettison removable
and unnecessary load although the problem here may be controlling the aircraft while the
open door disturbs the airflow over the tail. Closing it afterwards may prove very difficult since
with some aircraft the door tends to remain open several inches and a slide slip towards it will
very likely be necessary. It is as well to obtain advice on the particular aircraft type.

(ii)

Outside air temperature:
Conditions known as “hot and high” are well known detractors of takeoff performance, a high
altitude being associated with decrease air density. When this is compounded by a high
temperature the still further reduced air density can seriously diminish the lifting power of the
wing. So it is in other phases flight, and a 100C increase in outside air temperature will have a
similar effect on ceiling performance to a 3 per cent increase in all up weight, i.e. the
equivalent of another passenger in a 5000 lb light twin.

Nevertheless difficulties (i) and (ii) should be put in perspective since the engine out cruise performance of
most modern aircraft is excellent and problems with single engine ceiling will only occur under conditions
of ‘hot and high’. This is not intended to imply that there is no need for caution. Even when the emergency
has occurred, say, over the flat areas of Holland it is important to make regular checks of the live engine
instruments.
While two engine failures would, under normal circumstances, be an unusual and unhappy coincidence,
good fortune need not be left entirely to luck and a cylinder head temperature rising above normal limits
accompanied by a decreasing oil pressure is a sure warning that too much is being taken out of the live
engine. Power should be reduced even when this means descending to a lower flight level. Alternatively it
may be possible to maintain the existing altitude at a reduced power setting by using a slightly lower single
engine cruising speed.
Notwithstanding the foregoing which refers to a situation where the live engine is exhibiting signs of strain,
the aim should be to make full use of the available fuel by flying at the recommended weak mixture engine
out cruise. In this way maximum rang for asymmetric flight will be achieved.
Engine failure can at no time be regarded as a pleasant experience but if the recommendation of this
document are learned, practiced at intervals and fully understood, at least the situation, should it ever occur,
will be handled with a minimum of anxiety. After all, who wants to emulate Peter in this day and age,
Time for another commercial break.
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Searl states that we shall never have more time. We have, and have always had; all the time there is to
produce the S.E.G. Then where is the S.E.G? Does it have to be evil minds that stop you from having a
better world? Can we not stand up to them and say we shall not tolerate your evil ways any longer, go to
where you belong to the gutter and rot. After all, no object is served in waiting until next week or even
tomorrow. Keep going concentrate on something useful like how can we mangle FB testacies into a ball
burger to feed him with added baked beans.
Searl wants a company split up into four major sections to develop extreme high standards of products
covering across the whole demand of energy and transportation. A mighty big order, yet possible under the
right direction. The success is related to the infrastructure must be right from the start. Searl believes in the
ergonomic approach to designing consoles into the layout of a control room should contribute to achieving
the performance objectives established for the space in question, while ensuring that every aspect of
interaction between human, robots, machine, and the environment – from raised flooring to acoustical
concerns, from indirect lighting to the overall wellbeing, health, and safety of each operator – is taken into
account.
I appreciate that to date you have been hearing about Searl Magnetics INC as the key item of operation. This
is because funds do not allow other sections to start being prepared. Searl Magnetics is a vital part to be
developed for mass production function. All materials other than the magnetic material is already defined
and can be obtain as and when we are ready to get moving – that means when funds are available to obtain
them.
My operation is complicated in as much as I am responsible for the outcome of results, from buildings,
equipment, materials, testing finish components to confirm that they are precise to requirements. Testing:
mean checking weights and measuring sizes, recording the results and writing the reports including making
the technical films. Where Bradley Lockerman creates film clips which he feels suitable for the internet and
to send out to TV, Radio and news media to interest mass publicity to bring to the masses the FACTS of
what we are engaged upon. My work is aimed at the skill personality and finance bodies. Bradley aim is the
mass public side to get the news out there.
The new site which Morris is responsible for is indeed a nice point by which the research and development
of the magnetic side can move forward slowly so the learning process does not create unnecessary stress.
Step by step learning is being achieved that is targeted for the marketplace. It will take time due to lack of
funds, but we shall get there with the perfect unit to be proud of. We have started to push things along faster
than it was intended to be. Will this result in failure or success only time will prove, I had nothing to do with
it as the news came as a surprise to me to hear. Any case we can look at it as part of the learning curve and
wish them well in the work.
Searl has other problems he must considered, and I guess you can call them a Searl approach which Searl
hopes will provide a framework for ensuring that decisions on such matters as equipment selection,
operating practices, working environments, and furniture choices all derive from operating demands.
Searl accepts that no matter how well designed a workstation might be, the overall system will fail if
operators are overlooked, undertaking tasks for which they are poorly trained, or straining to read displays
that are illegible. With Searl approach, the limitations of the operator are automatically included and
potential mismatches between operator capabilities and system demands are minimized.
The international standard known as ISO 11064 is the backbone of ergonomic design of control rooms. The
essence of this approach can be defined within term: user-centered design. You can expect to read much on
the plans of the infrastructure of the four sections to be developed and the functions in which they have to
develop to perfection. Searl has been an inspector in checking vital equipment for problems for government
contacts in the atomic works, naval sub tubes, and flight. Including: inspecting bearings, bushes for
transport. Not forgetting his hospital training and lab training. Not only wired aircraft but also flown them.
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Ergonomics:
Ergonomics is the study of the relationship between workers and their environment. Most original console
standards were set back in the 1960s, and for the benefit of those who think that they are still living in the
1946 period I like to inform you that since that time things has changed and been revised to accommodate
both new technologies and new understanding of how our head, neck, and eyes operate.. Which: means we
talk in millions and no longer in thousands. Now I trust your questions on the subject if Searl made the SEG
in 1946 why can’t he do it now – UNFORTUNATE IT TAKES INTELLIGENCE TO UNDERSTAND
WHY – IT IS NOT THE QUESTION CAN’T MAKE IT – IT IS THE QUESTION OF YOU DO NOT
PAY THE COST TO DO IT – SIMPLE – IN ANY CASE THE WAY IT WAS DONE IS NOT
SOMETHING THAT CAN BE MASS PRODUCED – THAT HAS TO BE RE-DESIGNED – COST
SLOW DOWN THINGS. NEXT A PROPER SITE TO WORK HAS ONLY JUST BEEN OBTAINED
AGAIN COST IS HIGH – EQUIPMENT HAS TO BE FOUND TO MAKE IT – COST IS MANY TIMES
HIGHER AND MATERIALS NEED TO BE MADE SPECIAL FOR IT – COST OF MATERIALS HAS
NEVER BEEN SO HIGH – SURELY A CHILD OF 10 YEARS COULD TELL YOU THAT. It’s time to
return you to your program Flight emergency procedures for pilots.
Asymmetric landing and overshoot procedure:
The situation:
Martin had always displayed a tendency towards overconfidence. There was a long list of bent motor cars to
his credit and while friends could not but marvel that he was still alive, his nearest and dearest had good
reason to fear for him when he took up flying. Yet strangely enough the demanding nature of the art seemed
to bring out the best in Martin and while he did not exactly treat flying with appropriate respect, at least
there was no exhibitionism of the kind that had made him the most unwanted name in motor insurance.
They say the most dangerous times in any pilot’s life occur at three hours solo, three hundred hours and
three thousand. For Martin trouble arrived at around the three hundred mark, in fact just after he had got
himself a group B rating. He had done a good twin conversion course with a responsible flying school and
all seemed well until the day when the old overconfident Martin awoke from uneasy slumber while he was
practicing asymmetric landings at the local airfield.
The instructor had shown him information circular 75/1972 – this is the one warning pilots not to feather
engines below 3000 feet unless there was a real emergency - and he knew all about ‘zero thrust’ procedures
which were meant to simulate a feathered engine without risk. Simulation was not good enough for Martin.
After all had he not seen those demonstration pilots at air displays, flying past the crowd as an engine came
to a halt, followed by a zoom up, almost as though full power was on? “If they can do it so can I” he told
himself, conveniently forgetting that he was a very average part time pilot with barely 300 hours while they
were exceptionally skilled with five thousand or more logged on umpteen types. And they were doing it all
the time.
The idea was to feather an engine on the downwind leg and pull off a perfect landing opposite the club
where members were sitting out in the sun having tea. And just in case anyone missed the brilliance of his
performance he was going to stop the engine nearest the club which meant feathering the port one. This was
fine because the more knowledgeable members would realize that this was the critical engine and he would
be recognized for what he was, the club ace. No doubt Martin would have pulled it off but overconfidence
cannot disguise a lack of ability or the fact that he had forgotten one important thing; the only hydraulic
pump happened to be on the port engine, the one he had just feathered,
Searl states that in every walk of life you will find a Martin in one way or another that must show off a
false image and in the medical field doctors have those who every week turns up with some other disease
to which they have to humanize them with a prescription to make them happy, even if the prescription is
false. Like myself – I try to please all even those who are mentally ill.
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It wasn’t until the tower called him on finals and said ‘check three greens’ that he realized the wheels were
not locked down. Confidence a little strained he pulled out the hand pump, gave it a few strokes expecting
the wheels lights to come up immediately. When they didn’t oblige he began to panic. Although decision
height had come and gone he elected to overshoot on the live engine. It was one of those often quoted
moments that sorts the men out from the boys.
Actually it all should have been easy because the undercarriage and flaps were up and the port engine was
feathered but at this point Martin pushed his luck just a little too far – he decided to unfeather the port
engine and try to re-start it. Searl understand Martin course in his frame of mind and with only six hours on
the type it was the worst thing he could have done because while martin fiddled with the switches and levers
up shot the nose and down slid the airspeed. Martin’s private Farnborough ended more spectacularly than it
began. There was a spiral descent behind the club and when the members got to the crash most of the bits
were up in the trees with Martin. Fortunately there was no fire but the only recognizable part of the
aeroplane was the rudder bar.
Martin is out of hospital now and progressing so well that his nearest and dearest are determined to persuade
him that flying is for the birds.
Which Searl says: aviation’s loss will be aviation’s relief.
All these cases presenting a situation are to expose what you should not do under such a situation.
Followed by the correct procedure that should have been taken I shall now give you a few seconds to
digest this bloc and see if you can understand what he should had done.
Searl states: The power of a man’s virtue should not be measured by his special efforts, but by his
ordinary doing. Searl studies everything you say and that what you do not say; which you should be
saying; and do not, and the promises that you make he knows if you are real or false. It is second nature
to him now, to understand where you are coming from; he will lead you on to talk until he is sure that
you are nothing more than a walking bag of crap, then like a good Christian he will tell you what to do in
a language that is easy understood by all regardless who they are!
As Searl states so often: There exists a class of occasions in which entities atomic in nature exercise a free
creative power within their own presence – that is why the Searl Effect Generator is functional – practical but may not at this time be a financial practical option, due to forever rising costs. With other options
establish on the marketplace; working to fill the gaps available.
Searl massive problem is how you sell something which no one really wants, without mass publicity to
interest the public to want such a device is worthy of; if they don’t know what it is or what it’s for.
Searl accepts that consciousness has incalculable range of variation, and we human beings who still remain
on Earth can experience directly only a narrow band within this range. I can see here an analogy with
electro-magnetic radiation, which has an immense range of intensities within which we can experience
directly only a narrow band as visible light. Carrying the analogy further, I can compare the onset of
visibility to that stage in the development of consciousness at which beings became aware of the need to
understand themselves and also the world in which they live.
This twofold need – which is in reality one and indivisible – is even more important for beings than the
struggle for existence. The struggle for existence is only one aspect of adaptation. It may appear to be an
active self-affirmation, but in truth it is closer to passive automatic reaction to the stimulus of the
environment. The search for understanding is more than the struggle to live. It is the struggle to live
fruitfully, fulfilling the aim and purpose of existence.
As a matter of interest Searl has always stated that the magnetic band is equal to the light band, that each
colour band has its own magnetic band; clearly the S.E.G uses one of those magnetic bands.
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Searl accepts that the desire to know the future springs from the instinct of self-preservation rather than from
the impulse of service. Man / women distrusts the future because he / she does not understand time, and
especially because he / she takes it for granted that he / she lives in one time only and that hence there is
only one future that contains, not only all his / her hopes, but also all his / her fears.
Searl has commonly overlooked the obvious fact that any predictable future is already determined and
nothing can alter it, all that we can do is create a counterbalance reaction to protect ourselves, with a positive
result. This is the future of the physical world, and it unquestionably exists; for innumerable predictions
about it have been made and fulfilled, and Searl have no doubt that similar predictions will be equally
reliable in the future. There are, however, side by side with the predictable future many unpredictable
futures resulting from the influence of conscious, and even of sensitive, intervention in the physical world.
Such futures concern primarily the relationships between sensitive beings and their environment.
The above is still true today – man has gain experience over the years and we can predict some events –
even though we do not prepare for them, so as to reduce the loss involved. With our technology we could do
much to change the future, Searl agree that we cannot stop what is going to happen – but we can reduce the
total loss involved. We know that each winter the old age stand a great chance of dying from the cold – this
prediction can be changed by supplying the energy needed to keep them warm during this period, thus
changing the cause of the future for that person.
Searl is aware how many of you think, they are old, they have had their time, so why not allow nature to end
their lives? This is not a human viewpoint – you are either a human or you are not. Life is something to fight
for – life is something that must be won – each time we win – we have gained knowledge and experience in
the art of existence.
I shall now return you to your program flight emergency procedures for pilots:
The procedure:
Asymmetric landing:
Following an engine failure the aircraft is on the downwind leg, the propeller is feathered and the post
feathering action have been completed. Proceed with the landing as follows:1. Plan a normal circuit:
2. When on the downwind leg complete the usual pre-landing vital actions B U M P F:
Brakes off:
Undercarriage down and locked:
Mixture rich and check for ice using carburetter heat (live engine):
Pitch fine or as recommended (live engine):
Fuel and electric pump on (live engine) and sufficient fuel for an overshoot:
3. Check temperatures and pressures on the live engine:
4. Turn onto the base leg and plan a rather steeper than usual engine assisted approach, then reduce
speed, lower half flap and re-trim:
Avoid losing too much height at this stage:
5. Turn onto approach and continue the descent at a slightly higher than normal airspeed. Control
the rate of descent on the live engine by watching the appearance of the runway in the usual way:
6. Correct for drift:
7. Continue the approach until decision height has been reached. If the situation looks good lower
full flap, then cross the airfield boundary gradually reducing airspeed and the power on the live
engine:
8. Land in the normal way. Be prepared for a tendency to swing towards the live engine as the
throttle is closed.
9. If unable to taxi on one engine wait for assistance rather than risk damage to the aircraft.
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Let me stop for a minute so you can understand the section just defined.
Searl is aware of that saying: do your best every day and your life will gradually expand into satisfying
fullness – how wrong they are – should read – the more you do your best – the more evil minds will rob you
and the more you try to replace that loss the more they kick you in the head. The more you try to help your
country the more the Government will stop you by increasing taxes. Why suffer if they will not let you win?
The asymmetric overshoot:
The aircraft is on finals with the failed engine feathered. The undercarriage is down and locked and half flap
has been lowered. Shortly before decision height it seems clear that the approach has been misjudged and
the aircraft is too high for a landing.
Carry out the following procedures:Check that the airspeed is above Vmc1 and if necessary lower the nose to attain it:
Apply full on the live engine. Keep straight with the rudder and if necessary assist with aileron:
Raise the undercarriage:
Raise the flaps in stages, checking the airspeed and adjusting the trim control, Continue the
process until the flaps are up:
5. Concentrate on maintaining a safe airspeed even if this entails some loss of height in the initial
stages.
6. When the undercarriage and flaps are up, adopt the correct asymmetric climbing speed. Reduce
power slightly if the single engine climb performance allows.
7. At the correct height level off, complete the circuit and try another landing, or better still say the
Lord’s Prayer first, than land.
1.
2.
3.
4.

It may be a good time to take another commercial break to digest the above details.
Searl states; Choose always the way that seems the best, however rough it may be; custom will soon
render it easy and agreeable. Searl does, others change his advice to what they think is better – verdict –
loss of support from those who are important to the success. When Searl was asked to look at the Victor
Bomber MK,II. He had to work out how he was going to be able to undertake that wiring program within
the time factor they set for that assured payment. It meant designing tools to speed up the work, but the
tool room produce the goods Searl produced the products in record time.
In Searl dictionary the term CAN’T BE DONE do not exists – only IT CAN BE DONE exist. The term
that it cannot be done comes out of mouths of lazy people – or people without education to the higher
level. History has shown the FACTS – look at before the WWII Hitler wanted the V2 rocket so he could
hit Washington – for years it looked impossible to do, But Hitler believe it could be done and ordered it to
be done, and it was done, just took longer to do and saved Washington DC from being destroyed. Look at
Henry Ford with his 8 cylinder engine – impossible said his experts – Henry replied, in that cases do it.
Human history is full of such events. Records shows that it was a dangerous life to say something that
was opposite to the church, it meant that you would become an entertainment project on Sundays to be
burnt at the state which all enjoy watching – as it was more entertaining than watching TV.
Returning back to Flight emergency procedures for pilots:
Background information:
Many of the considerations explained in the previous asymmetric exercise are applicable to the landing.
Provided these are understood and certain precautions are taken, landing with an inoperative engine does not
these days present much of a challenge. However, like any other skill there are certain tricks of the trade
applicable to asymmetric landings which can make the procedure safer and easier to accomplish with
complete success.
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Rudder trim:
When an engine fails in cruising flight it is part of the subsequent actions (STAR) to trim out the rudder
loads and while this certainly relieves the pilot of fatigue it should be remembered that the amount of rudder
trim required will alter as the power of the live engine is adjusted. Taking the case of port engine failure,
right rudder trim would have to be applied to hold on right rudder against the asymmetric power of the
starboard engine.
Remove the power, for example during the landing, and the rudder will take over, the result being a swing to
the right. It is of course within the capabilities of the pilot to control the swing but when the type is known to
possess a somewhat heavy rudder it may be preferable to wind off at least part of the trim before landing. An
ideal time to do this would be on the approach while some power is on the live engine. The advantages are:(i)
(ii)

Swing towards the live engine during a landing will be less after the throttle is closed than with
full rudder trim:
Should an overshoot be necessary at least part rudder trim will be available to help maintain
direction. The remainder can be wound on as the aircraft is cleaned up for the climb.

The use of rudder trim is a matter of personal choice which can only be found during practice. Some pilots
prefer the method suggested while others believe in returning the rudder trim to neutral.
Downwind checks:
The good asymmetric performance of modern light twins has often been mentioned in these pages but there
may be a combination of circumstances - e.g. hot and high airfields, fully loaded aircraft, etc. – which make
it advisable to delay lowering the undercarriage until just before turning onto the base leg. In these cases it is
preferable to delay the entire downwind check rather than recite BUMPF in the usual position and say
undercarriage – better leave that until later – because later it may be forgotten.
When the aircraft has a hydraulic retracting undercarriage and hydraulic flaps, be quite sure that the pump is
in fact on the live engine. If there are two pumps then obviously the problem does not arise but guard against
the situation that faced Martin which has been covered in this document, and if the hand pump must to be
used, keep pumping until the green undercarriage lights appear. And of course remember to select wheels
down before using the pump. Obvious as this advice may seem there have been cases where a pilot under
stress has expected the hand pump to lower the flaps or undercarriage without first making the correct
selection.
While it used to be universal practice to move the pitch control to fully fine on the downwind leg, with some
types of aircraft a figure is recommended usually 2400 rpm and the operating manual should be consulted if
in any doubt.
Let’s take a commercial break, so you can digest the details above:
Searl states: that regret for the things you did can be tempered by time; is that not true Martin, Ken, Luis,
Peter, Richard, but in reality it is regret for the things which you did not do that is inconsolable; like an
honest business plan – honest team work – not robbery – by which you have lost out on everything that
could had been – your evil act will be known by all and the final price you will have to pay will be high.
One thing I shall make clear that the 13 old age pensioners plus Rev. George Nicholson of the 40s and
50s never ever considered stealing the technology – they wanted to see it happen and enjoy the fun that
followed – they gave – but never took – their pleasure was seeing what next I would do. Today’s human
beings are not human beings. Agree that they look like human beings, they smell like human beings, they
talk like human beings; but they don’t act like human beings. So I guess what they claim that aliens have
taken over them could be true what other explanation can you give for this massive change in behavior?
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Searl states: that he can do with the past only as he can make it useful to the present and the future, for
what evil minds have destroyed cannot be replaced the cost and time that would be involved is now outside
our reach. Therefore, like a river running to the sea that water has gone for good. We just have to watch
what that river produces over future time that is yet to come.
Searl has watch the change of time, from his time of music with the comb and paper, to today’s college
courses for anyone interested in hi-tech music making has exploded over the last decade. Midi and
computer musicians and producers have never had it so good. You can take anything from GCSEs right
up to PhDs in all manner of practical theoretical and academic music subjects in a huge number and
variety of educational establishments. But what exactly are the courses?
Searl points out that issue, which is a good question and it is based upon the last 20 years of his life,
where so many wonderful musical members; told him, send us the words and I will produce the music
that I want, and the years pass by; like water running to the sea – thus the work is held up the very life of
a new technology don’t exists. Searl never had the tools to create that music – now he don’t have the
place set up to create that music; thus there is no life by which one can create that atmosphere of living
and the creation of new technology being born – death is all I see – not life of joy and blessings, which
should be there.
What Searl needs is a good band which can rock the public to the lecture places. To create excitement for
what they are about to hear and see – but no – even that is too hard for them to do – they bugger up the
openings and the endings leaving the speaker feeling like a fool – we should be experts –what experts –
can’t even put a show on which should had been tops. No wonder the two shows have failed to send me
copies of it – they must be embarrassed by their failure to do a simple job.
Such simple things that end up completely spoiling what should have been a very entertaining event.
Never again will I talk at a show that cannot do a simple thing of presenting a good opening and a good
ending. In the days I set up shows of 10 hours long never was there any cock ups made. So I ask again
what it like studying on one of these courses? And more importantly, can you get a decent job at the end
of any of them?
Searl says: that he accepts the course study at a college or university will not make you a pop star or land
you that dream record contract. Nor will it guarantee that you will become a top record producer in a
stunning studio complex out in the Bahamas. Searl agrees that many of the courses on offer will
introduce you to a large slice of what music technology is all about and can help you get a foot up the
ladder towards an interesting career. Searl has no problems in accepting as a fact that music making and
the technology behind it has never been so exciting – that is clearly missing in this technology.
KEY items in all new technology is; lighting, sound, Sound effects, vision effects, good picture quality,
and the film flow runs smooth as IT is the key today for a successful company. Lectures and exhibits are
vital and TV interviews in our case are the pathway to success. Today that represents hard work which
done correctly pays off.
In the UK there are many schools offering music training the cost of which I must admit I have no idea.
For me I need to start practicing on an instrument to get used to it, then consider training having some
real idea what we are talking about, being death makes music very difficult to follow. Thus reading music
clearly is my option. My hearing is by feeling on my bones if they feel good then that is good music, if not
that is bad music. Now having informed you upon my feelings towards music for this work as being a
requirement in my film making side and how I see the importance of a band at shows in future.
It now leaves me to return you to your program Flight emergency procedures for pilots: Yes it is
important to understand what other flyers are doing around you if your communication system happens
to be down – communications systems are good to day but they can fail without warning.
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Planning the approach:
Avoid losing too much height on the base leg. It is better to aim for a slightly steeper glide path using
moderate power on the live engine rather than attempt a normal engine assisted approach with high
asymmetric power.
The importance of Vmc1:
An aircraft on a normal approach will eventually be in the landing configuration, i.e. undercarriage down,
flaps fully down and propellers in fine or recommended pitch. Should at this stage the critical engine fail and
for some reason the pilot have to initiate an overshoot with full power on the live engine the lowest speed at
which he / she can maintain direction is known as MINIMUM CONTROL SPEED, LANDING
CONFIGURATION or Vmc1.
In the case of an asymmetric landing when the engine failure has occurred perhaps before joining the circuit,
feather action will have been completed so that to this extent the overshoot situation – should the need arise
– is better than the conditions laid down for VMC1 because the dead engine is not causing wind milling drag.
However the possibility of having to overshoot must always be borne in mind. There could be various
reasons for doing this. The approach could be misjudged; someone could taxi onto the runway during short
finals; bad weather may cause a missed approach. Therefore at all times on the approach the airspeed must
be kept above Vmc1, the value of which will be found in the operating manual.
Decision height:

Figure 15.

Typical asymmetric circuit and landing: Note that with modern aircraft the circuit is very
similar to one flown under normal conditions both engines functioning.

In the event of an asymmetric overshoot the drill listed a few pages back may entail some loss of height
during the transition from powered descent to asymmetric climb. It is of the greatest importance that
direction is maintained during the application of full power on the live engine and with some types of
aircraft this will call for a determined effect.
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Like all asymmetric flying the success of the exercise is dependent upon maintaining sufficient airflow over
the rudder but during an overshoot with the undercarriage down and part flap lowered much of the available
power will be absorbed in overcoming drag. It may therefore be necessary to lower the nose in order to
maintain airspeed during the transitional period and the extent of any height loss incurred will vary from
type to type. To cater for this height loss a Decision height is usually recommended below which an
overshoot should not be attempted.
It is good practice to delay lowering full flaps until decision height has been reached – usually in the region
of 300 – 500 feet for most light twin engine aircraft – and there is no doubt that a satisfactory landing is
possible. When the flaps are particularly effective in the drag phase it may be advisable to further delay full
application until the airfield boundary is being crossed. By limiting the amount of flap until after decision
height the added difficulty of contending with maximum drag will be avoided in the event of an overshoot.
The asymmetric circuit, approach and landing are illustrated in Figure 15 on page 137.
Let’s take a break to study what has just been stated, so we can understand the subject, not just to know.
This is not good enough for our business to be.
Searl States: The present moment is significant, not as the bridge between past and future, but by reason
of its contents, which can fill our emptiness and become ours, if we are capable of receiving them. That is
the problem that not only Albert Einstein had but Searl has too – can all human minds contain such
amounts of data each day that is generated – Searl like Einstein do not think so.
Human minds have human limits and only so much can they hold – in cases such as the S.E.G or flying:
it is far better to present it; in small bits at a time; then to give it all in one shot! Throughout my
documents I shall use this mode of communication, so as not to cause your brain getting fatigue; in
trying to keep up with me.
The asymmetric overshoot:
The principal aims when overshooting with a failed engine are:(i)
(ii)
(iii)
(iv)

Maintenance of airspeed to ensure:
Maintenance of direction:
Reduction of drag to allow:
Climb to circuit height.

Requirements (i) and (ii) have been discussed at some length in the previous pages but item (iii) will perhaps
require further explanation.
Reducing drag for the overshoot:
The areas under the control of the pilot are:The undercarriage – which may be raised immediately:
The flaps: – which should be raised in stages to avoid large changes of trim. Trim may be adjusted after
each lift of flap, particular care being exercised during the last 150 – 200 when an appreciable sink may
occur. Some aircraft have a design feature limiting the rate of retraction and in these cases the flaps may be
raised in one movement.
Please note: that some of these details may appear to be the same – and you are right – but they relate
to a different problem or condition and are key functions in all cases. Therefore it is wise to get to
know them as to which problems they apply too.
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Wind milling propeller:
When feathering action has been completed an asymmetric overshoot will present little difficulty provided it
is started at or before decision height. On the other hand an overshoot following the sudden failure of an
engine and the resulting introduction of asymmetric drag will call for immediate feathering action as a
priority. A wind milling propeller not only adds to total drag, it also contributes to the yaw. When the
aircraft has been cleaned up and settled into the climb at the correct engine out speed the live motor should
be throttle back as soon as possible and its instruments checked to ensure that it is operating within pressure
and temperature limits.
Practicing the asymmetric landing and overshoot:
After reading the story of Martin and his feathered landing the reader could be excused for not feeling
encouraged to practice this emergency. But it can be practiced in complete safety by using the zero thrust
technique. Briefly the thought behind zero thrust is that while practice flying an engine failure may be
reproduced by closing a throttle. Feathering may then be simulated by opening the throttle again to the point
where the engine is providing neither drag nor thrust, hence the term zero thrust.
The correct throttle setting for zero thrust is quoted in the operating manual but on average figure for most
light twins would be 11 to 12 in. manifold pressure. Zero thrust procedure has the advantage that, since
feathering is only simulated, the throttled back engine is available for use should for any reason the
asymmetric exercise become out of hand. Furthermore in providing safety, realism is not sacrificed in any
way, therefore during training pilots are strongly advised to limit actual feathering to flights above 3000 feet.
For asymmetric exercises around the circuit use zero thrust. That is unless you wish to join Martin in the
trees.
It’s time for a commercial break so you can digest the above details.
Searl states: if I am ever to enjoy life, now is the time, not tomorrow or next year – today should always be
my most wonderful day. Unfortunate in reality that will never be, humanity has eroded to a point that
those of my age group are no longer of value and are scrapped, unwanted, discarded, and untouchable.
So we live alone to die alone is the price we pay for being old.
Searl Aerospace INC will be a massive set up to cover everything that will relate to missions, and to
remind you the progress man has made in flight and the future that could be if we are not greedy over the
funds to achieve it. But knowing the ways of men, any success to be will be a long time off. I watch, I see,
I hear but it is just a waste of time trying to get them to listen. It is wiser to let them go their own way
which in many cases leads to nowhere.
Searl says: In his darkest hours the soul is replenished and given strength to continue and endure like a
fool the sufferings to remind him that he is still kicking.
Searl reminds you: it takes time to succeed because success is merely the natural reward of taking time to
do anything well – Searl gives heartily thanks to Fernando Morris for his time and devotion to duty in
recreating the device termed the Searl Effect Generator and those who have given time to him and those
who in faith given funds so he can undertake that job step by step to success. What is clear to me is that
people cannot understand that the S.E.G had to be redesign so it can be mass produced – something
which had never been done before. So we have to learn what every material actual does in the S.E.G.
WHICH HAS LEAD TO THE DISCOVERING OF SOME INTERESTING FACTS. The time factor
relates to Finance factor. If we had millions we could employ more skill people thus cut down the time
factor to getting to the marketplace – but without the millions it will take time, in FACT lots of TIME!
But we shall not retreat from our war on want – we shall fight until the S.E.G is in production all over the
world. So shall it be a dream of a better world for all of humankind regardless, until reality takes its
place.
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That day will come when Swallow Command Vision / Audio communication division will look like this:
This is an illustration of what is today possible if you got the money to do it.
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Now that you have seen the FACTS that today is possible that was not possible in 1946. It is only money
which stops us from racing into the unknown: so that it can be made known to all with intelligence. I
shall now return you to your program Flight emergency procedures for pilots.
FIRE IN THE AIR:
The situation:
Flying is littered with milestones, the first solo, the first thousand hours and scores of other firsts. Naturally
the issue of a private pilot’s license is a particularly important milestone towards flying an Inverse-GravityVehicle but that is just the first step up that ladder for it marks the culmination of hours spent learning a new
skill in unfamiliar surroundings, to say nothing of all the necessary study, some of it tedious. One of the final
hurdles is the qualifying solo cross country with its two intermediate landings on the way round. At this
stage I must state that for me this was the most easy part of my training, everything went perfect, only at
Andover I had to circular a couple of times to spot which of the three airfields was Thruxton airfield.
Once I identified it there was no problem. If I had hearing, I would had found it quicker as Boscombe
Down was calling me to guide me in, unfortunate I could not hear them.
It was a warm, sunny afternoon in August when Peter embarked on his test. As he let down into the circuit at
Bristol (Filton) 51031’N 020.35’W at 226 ft. AMSL, his first landing, a glance at the fuel gauge told him that
he was using rather a lot of petrol for a Cessna 150; which is the key aircraft used for training by three
countries flying school, it’s a high wing nose wheel aircraft and quite pleasant to fly.
Perhaps Peter had misread the gauges before take-off or possibly the gauges were not working properly.
Then again, it was a hot day and this was bound to increase the fuel consumption – thus Peter convinced
himself that all was well, for there is no end to the ingenuity of the human mind when it is determined to
believe what it wants to believe.
They signed Peter’s log book at Bristol, then he booked out for the next leg and clambered aboard eager to
press on. Getting back into the cabin after those few moments in the fresh air he was conscious of a strong
smell of petrol. Knowing Peter would dismiss as the effect of a hot day.
The engine refused to start – which was very odd because usually this one was particularly eager to awaken
at the first pull of the starter - agree, I have never flown one that failed to start on the first pull of the starter.
When repeated pumping of the throttle failed to produce any response Peter tried the primer and this did the
trick. Searl states that a more experienced pilot would at that point have become suspicious, as from what
had occurred the likely indications were that the carburetor and its accelerator pump were bone dry and
therefore it needed the primer to get fuel to the engine before it could start.
Peter opened the window to clear away the petrol fumes and taxied to the holding point. Ahead of him in the
queue was an HS 125 which I do not know it, but there was a Viscount which I do know. To Peter’s
annoyance: neither seemed in a hurry to take off, which is fully understandable by Searl, because a few
moments later another 125 whistled in and landed.
Vital actions completed, the Cessna took off and climbed out to the planned cruising altitude of 2500 feet
than, as Peter leveled out, and became aware that the smell of petrol had given way to an ominous one of
burning, which jerked him into an acute sense of alertness. Then, to confirm his worst suspicion came a
telltale wisp of smoke. Somewhere in the engine bay there was a fire! Peter glanced at the fire extinguisher
in its clip behind the seats and asked himself how in heaven’s name it could be used to good effect.
Under normal circumstances Peter was a quick thinking lad, now with his survival threated on that glorious
summer day he thought harder and even quicker. This is not the Peter who masterminded that £380.000.00
robbery of my property, which has delayed the work since 2003 to this present day.
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At the back of Peter’s mind a message kept repeating itself like a faulty gramophone record – “this is no
time to admire the countryside or wish I stayed home and washed the car.” Something had to be done, and
quickly! Even louder than the “faulty record”: was the voice of his instructor, urgent, insistent and almost as
though he was sitting beside him in the right hand seat. “-THROTTLE – FUEL – SWITCHES“- he did it
all without panic.
Peter turn towards a large green field that was ideal in every way for a forced landing and a stream of
greyish black smoke escaped from the cowling, fortunately without any flames.
Over the hedge, a touch of brake, stop, and then off with the straps and out of the cabin. The nightmare was
over.
Outside the aircraft there was evidence of intense heat; the cowlings were blackened and twisted although
now the situation seemed dormant, with only a little smoke to remind him of the drama of a few moments
past. Peter got the fire extinguisher out of the cabin and discharged it into the air intake for good measure.
Several days later the now dismantled Cessna stood looking sorry for itself in the club hangar. Very soon
they discovered a leak at the union where the fuel line from the engine pump joins the carburetor. It seemed
obvious that, with the engine running, fuel under pressure from the mechanical pump was soaking the
engine bay with a fine spray of petrol – this all tied in with the high fuel consumption and the smell of fuel,
both dismissed by Peter as the effects of a hot day. The long wait at the holding point before taking off from
Bristol would have put up the cylinder head and exhaust temperatures and the climb out with the engine at
high power spraying fuel from a leaking union was the last straw.
Peter and his many friends at the flying club have now developed a keen sense of smell – particularly when
the flavor is petrol.
While you study Peter’s actions, let us take a commercial break.
Let me see if I can remember the year 2002 the type of equipment that I could lease or buy

Then the cost had started to grow you can guess what the cost is today, but auctions might create a bonus
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Today, in the year of our Lord 2012; we are bless in the UK with many auctions of machinery and test
equipment where you can save thousands of pound BP. That is if you got the money and the transport means
to collect the goods. For Searl Technology set up what would cost Three million could cost only two
million. A road transporter to cover filming of the work we are undertaking and be able to visit places to
give shows could be obtain for 15,000.00 BP, a massive savings. Now is the time where we should be
buying. Yes the goods would need stripping and cleaning. Electronics fully checked out and power cables
replaced. Yes time in maintenance required but the savings are worth it.
As Searl: has always referred to: genius is nothing but a greater aptitude for patience. That is something
Searl has learnt over time. Today he knows that from his pension he cannot buy equipment. That for every
£1000.00 he will now take three years to save and if you can buy equipment for £1000.00 you are sure
lucky. £15,000.00 or more is nearer reality price. So simple maths: Searl is shortly now become 80 years of
age, it does not take a math’s prof. to know that Searl has no hopes on Earth to replace all the goods which
was stolen on Monday 25th August 2003. He can tell you what his objective was and how he had plan to
carry it through; but it will take a massive handshake to bring it into reality.
Let’s face reality; you cannot build a Boeing 747 in your bedroom or kitchen. Nor can you build an S.E.G in
your bedroom or kitchen. Nor can I carry out the work needed from testing component parts, making DVDs
on the technology and operate a website for industry and investors on nothing – but I can try at least to set
up a website for industry – the rest will depend on you and your support to make it happen. We have during
the last year come a long way by your support and investment to Searl Magnetics INC. Without that help we
could not had reach that position. Thank you for your faith in this work; it may be some time before the
production version of the S.E.G is ready for official certification to go into mass production. But given time
it will go into mass production.
The problem remains is what will the Inverse-Gravity-Vehicle (I-G-V) end up being term other than a
spaceship. At this stage it’s a slender Disc – but if its employment becomes space orientated that is; spends
more time on space missions, then by the virtue of its operation it would be defined as a spaceship the first
of the line would be Starship Explorer, but it would not be the flagship of the Swallow Command Space
station. That would have to follow at a much later date would no doubt be Starship Ezekiel MK.V. Which
no doubt would become a crusader of the fleet. Space exploration will advance as did conventional flying,
but at a much slower rate due to cost then the technology. Whatever happens I will not be around to witness
it. But unless man can slow down this dying planet he will not be going anywhere. Thus the first task to do
is clean up the planet and tries to slow down its death rate; find out why its magnetic field is becoming less
strong, is it related to the Earth liquid core becoming more solid in nature; or is it something outside of this
planet which is affecting it? Our survival on planet Earth relies on our magnetic field to protect us – when
that is gone, so have we.
Searl Never had the former education like millions of others never had. The difference with Searl is that at
the age of 12 years he enters a naval school, where he was forced to learn, and he did learn even though he
has no real mends to hear the hearing bone is missing. No one was interested in his problems he was now a
machine number A83, no longer a name. A machine of war. If you can hold a gun then you are fit enough to
use it. You were just a uniform that moved. Yes, Searl agrees that as a young person a uniform is exciting
regardless what it stands for, which in his case was the navy.
Searl says that all uniforms which he has seen carries symbols of the persons capabilities. To that issue Searl
has no problems. Swallow Command has got a descent symbol that should cover every section of Searl
Aerospace INC., naming the division of that command beneath it. This command section is audio / vision
communication division. A vital part of the whole complex. Slogan saying we go where no man has been
before to pave the way for future man to follow. Progress has been block not by governments but sadly to
say by those who I trusted most.
I shall now return you to your program Flight emergency procedures for pilots:
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The Procedure:
If while in the air, there are unmistakable signs of a fire in the engine bay, take these immediate actions to
contain the situation:
Single engine aircraft:
1.
2.
3.
4.
5.
6.
7.

Close the throttle:
Turn off the fuel:
Check that the fuel booster pump is off:
Turn off the cabin air intake or heater to prevent smoke and fumes entering the cabin:
When the fire stops, switch off the ignition and operate the idle cut-off:
Carry out a forced landing informing Air Traffic Control of the situation and your intentions:
If flames enter the cabin, use the cabin fire extinguisher.

Multi-engine aircraft (without an extinguisher system):
1.
2.
3.
4.

Close the throttle for the affected engine:
Turn off the fuel supply to the affected engine:
Check that the relevant fuel booster pump is off:
As the engine stops running feather the propeller, then turn off the switches and operate the idle
cut-off.
5. Land at the nearest airfield, or carry out a forced landing according to circumstances, informing
Air Traffic Control of the situation and intentions.
Multi-engine aircraft (with an extinguisher system):
1. Confirm that there is a fire and not a circuit fault in the warning system. If there is evidence of a
fire:2. Close the throttle to the affected engine:
3. Turn off the fuel and electric fuel pump:
4. When the engine stops running feather the propeller, switch off the ignition and operate the idle
cut-off.
5. Wait for engine rotation to stop then press the extinguisher button.
6. After the fire has ceased, land at the nearest airfield or carry out a forced landing according to
circumstances, informing Air Traffic Control of the situation and pilot’s intentions,
Well there is something to think upon by which you can see what errors Peter made – in the meantime let
us have a commercial break.
Searl states: Hope and patience are two sovereign remedies for all, the surest reposals, and the softest
cushions to lean on in adversity. Dream lofty dreams, and as you dream, so shall you become your vision
is the promise of what you shall at last unveil. Dreams have made vast changes in our knowledge base,
one can laugh as such FACTS that dreams have value – agree, only certain ones often termed as work
dreams, because they actually solve problems.
Searl accepts that HD is without a doubt a cheaper option than film. In fact Searl thinks that the more
you shoot, the bigger the savings. Searl also considered that 3D will play a vital part of this companies
operation in filing data. Therefore Searl is looking forward to the day that he can afford to get a good 3D
camcorder he has a 3D still camera years old now. Actually from 1953 how about that?
Searl States: To his mind optical disc is the first viable commercial solution to the idea of acquiring on a
digital format that can then be immediately accessed by a computer: that is only my opinion.
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Hardness tester in 2002 it cost £2,800 + VAT and Delivery; what would that cost today of a new unit? An
interesting question. I have to admit that I do not know, by 2006 I not seen it listed again but a newer version
appeared costing £3,200.00 with a choice of 3 options which started at £1590.00 and £1650.00 and £1990.00
these are options add VAT plus Delivery gives some idea of cost for R&D.

Morris purchases this scale whose measurements are tip top accuracy which is needed in this work.
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This is the RA114 Round test order
no: 211-711E in 2002 the cost was
£8,350.00 plus Delivery + VAT. What
I do know is that by 2006 the cost was
£9000.00 + delivery + VAT. Based
upon that information: that cost must
be well over £10,000.00 today.
I get idiots writing me saying if you
could make it in 1946 why can’t you
do it now – the answer is simple you
keep forgetting to send me the
£4,000,000.00 so I can do it. That is
how simple it is. You are stopping it –
all your great talk of crap stops the
S.E.G getting into production.
The S.E.G unfortunate God do not
supply the materials free, as some of
you believe – reality; he don’t care if
you have one or not – it is up to you to
choose. So I give you this warning for
every year that passes the cost will
increase by thousands of pounds (£)
and that is nothing to do with God, it’s
all to do with you!
Before you insult me – remember you
are actually insulting yourself,
presenting to the world a false image
of being an expert, where in reality
you are a failure which stands out like
a man without a head, certainly
without education is clearly displayed.
The Searl Effect Generator is a very precise product whose accuracy defines its output. Top equipment
therefore is required to certify that each unit coming off the production line is absolute the best that can be
obtained in technology. Nevertheless we reserve the rights to make changes in materials used: if we can find
ways to make cheaper materials give the same output. That is the task of Searl Magnetic INC to research and
defined and it is up to Searl Technology to prepare the documents for release to the public.
We are the only animal that has a major problem, which is strangely enough created by him; is term
MONEY! No other animal yet to my knowledge have invented such a disease that has spread around the
world so fast that it has become a GOD in its own rights. It kills more people than it actually saves. Money
has stopped this work by greed of criminal minds, each time they robbed me in reality they also robbed you
of your human rights to a better life – but you are blind to reality – as always you try to push the blame on
another person with famous words: I understood that so and so was dealing with the matter. Where so and
so; had no intensions to do anything about it, but talk.
Reality today gives an indication of the hell that will come in the future. I feel sorry for the next generation
to come. Will they have a future – if so, what will that be like? I dread to think of what it will be like, you
only have to look at these last 80 years and see the downward drive that has appeared. Yes here and there
technology has advanced in giant leaps. We now know more about our past then we used to know. We know
more about how other animals survive. We have found more new creatures than we knew existed.
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Other problem which is involved to be able to mass produce the S.E.G is creating the tools to do it. This site
will show you the problems and suggestions as to their solutions; results are that China is the best place to
have them made. Then you get hit my customs charges – where will it ever end?
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That photo is the latest out of our lab, showing the making of the pole cap, a slow task to undertake.

The first pole cap made – it takes time as it is not set up as a mass production system – first we prove it can
be done – then work out how to mass produce it. It is all about creating things which are not there in the first
place – then all can see the results of nothing becoming something. This creates something else that is
nothing into something that is something for all to see. What I am saying is that nothing exists until you
create it. The S.E.G. don’t exist you have to create it. Even you did not exist until someone created you.
On top of all these problems there are others which you may never heard of – some brilliant inventor created
a new swear word which I shall repeat here – ECONOMICS – now suddenly you can’t run a company
without economics, how funny in the past we always did – you could get 4 large fruit buns for a penny, you
could get a nice warm large loaf of bread to eat for 3 pennies. You could send a letter by airmail from
England to Australia for 3 pennies. And then along came ECONOMICS and then these delights ceased by a
sudden increase in cost. So why did they do it for?
But that was bad enough until another fool invented another swear word termed – STATISTICS – now you
cannot run a company without statistics yet before we could run a company without statistics as a boy I
could get a haircut just for two pennies, and I could have a wee for free – now ECONOMICS and
STATISTICS makes me pay 30 pence for a wee that was free. If you complain they simply say that you
could had a poo at no extra charge, what a world we have created, and you wonder why the S.E.G. is not
available today, it is all because of ECONOMICS and STATISTICS which you all accepted as the way to
go to get rich. Well you got what you wanted so why complain that you don’t have an S.E.G. If your brain
stupidly tells you if Searl made the S.E.G. in 1946 why can’t he do it now – it is ECONOMICS and
STATISTICS that says NO you cannot have the S.E.G unless you pay the cost up front that includes the
taxes all the way down to it arriving at your home or car. That states that you are holding up the works not
Prof. Searl by not paying the cost to manufacture the S.E.G. Which is not a technical but finance problem.
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People who have education come to investigate the claims: from which they join the force to make it
happen, this photo just taken a few days ago at Searl Magnetics INC. HQ. From the ashes of the past will
grow the mighty S.E.G. from which the Earth will be released from the bonds of manmade pollution – but
that day depends on you and not planet Earth. It is you who make the future, not nature it only offer you the
tools by which you can make the changes for the better. Searl Magnetics INC. is working towards making
positive changes, which is hope will help to save the planet from dying.
Searl has so often stated that it will take a long time to put right the damage which man has inflicted upon
planet Earth. The wars that destroy nature’s structure, takes a long time to repair. So why do we do that, is it
just greed or is it a mental state which has been passed on over time. If so how do we cure it? Searl has a
couple of suggestions which he has passed on to Prime ministers over the years and also to the Presidents of
America who knows what I would do if I was elected as President.
The damage has been done the question which remains how we are going to correct that damage, while we
are still damaging the planet – The number of wind power units and solar cells will never meet our needs.
Every flight operations create problems, not forgetting in the excitement of space missions we forget the
problems to nature which may be created. This entire framework has to be explored and corrected wherever
possible.
The S.E.G can only do so much, the rest is up to you, as you created that mess then it is up to you to clean it
up; for the sake of your children and their children if they lucky to have some. It is this future Searl sees the
problems by studying the Homo sapiens, he wonders how long it will take before they have exterminated
themselves. Did Albert Einstein notice the same problems; after all he was living in the early part of my
lifetime. He had to enjoy the time of no ECONOMICS and STATISTICS then seeing it moving into the
marketplace must also had concerned him.
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Searl states: speak when you are angry and you will make the best speech you will ever regret – how true.
We would never been in this mess if this technology had been backed, instead of robbing me and insulting
me due to your ignorance. Like other great men and women who suffered the same fate. If you can see
something which others cannot see? Should you spread the news around for others to learn about what you
can see, if the results create these anti behavior patterns? Or do you keep silent? If you keep silent then how
will you raise the funds to undertake such study so as to prove that it is feasible for the market place
product?
Searl states: that spreading the news as fast as possible to millions will yield the funds to produce the project
now that the cost runs into millions to undertake. Searl accepts that many will believe that they can make the
S.E.G without Searl. Agree, by all means go ahead and let me know when you are out of money with no
S.E.G to show for the cost spent. Where had you had commonsense and place that funds in the hands of
those who know what is needed to make it; then at the end of the day you would had been part of the team
that made it happen, instead of being a loser!
Searl states: All that he does outwardly on the S.E.G. is but the expression and completion of his inward
thought. For him to work effectively on the S.E.G. he must think clearly; to act nobly, he must think nobly.
The question which I put to you is: how can he fulfill such a massive task if his mind is looking for his
seventh home with work accommodation to meet his work load which will be his sixth attempt to succeed to
make his dreams come true. But, unfortunate that appears still to be a long way off.

Searl in the U.S.A. 2011: Not a happy time as pain of legs, feet and both sides of the groan was very bad.
But he tried to hide the facts when people took photos, and a strawberry helped him to succeed even if it was
a prop – he ate it before they had a chance to put it back and said that if it was a wooden prop it still taste
bloody good, so they gave him a large plateful of them with a bulk of strawberry ice cream to help them
slide down. As you can guess that the next day; as the wind cleared in the bathroom to every one surprise a
wonderful strong rich smell of strawberries rose upon the air, then they all knew who had just used the loo,
as he smiled as he passed out of the loo he said, you should eat some too.
We have much to study, and that is what your brains are for. By studying we learn to understand the reality
around us, so we can put it to good use. Not only to benefit from it, but to help this planet as a whole. We all
think different because we are different. There is nothing wrong in that, but what is wrong is how you treat
the planet as a whole. May well give clues as to how you treat yourself in the same disrespect. No matter
how poor we are, there is no need to throw one’s rubbish on the ground, where rubbish bins are everywhere
to put it in. Clothing is just an image; it is not you – its fake – you are not – what you do with your rubbish
say all I need to know. When you are poor, you carry on naturally existing – life will have its up and downs
but if we ride those waves with our hearts towards a goal who knows those wave may take us to our goal.
Agree that I am still riding those waves, but I still have my heart set on a goal. If that goal never comes at
least I tried to win that goal regardless of the problems which has befallen me. Some were my fault rushing
to please my needs of company, instead of stopping and study what the outcome would be.
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I will now return you to your program Flight emergency procedures for pilots:
Background information:
Fire in the air must surely appear high on the list of pilot’s enemies and almost since the beginning of flying,
aircraft designers have devoted much thought and ingenuity to its prevention. Some of the devices used in
fire protection, particularly as related to the light aeroplane, are explained in this section.
Aircraft fires may be classified under these conditions:
(a) Fuel fires:
(b) Oil and hydraulic fluid fires:
(c) Electrical fires.
Fuel fires:
The most obvious cause of fire was illustrated earlier in this document, i.e. leakage of fuel onto a hot engine.
This is clearly not possible in the Inverse-Gravity-Vehicle as oil is not used for engine power and secondly
the S.E.G. runs extremely cold, it does not get hot. – Fuel is conveyed from tank to carburetor by a system
of corrosion resisting pipes, with lengths of flexible hose in the vicinity of the engine to allow movement
within its vibration damping mountings. Other than the unlikely event of a split fuel line of flexible hose the
only leaks that could occur are at the union joints or the carburetor itself.
Alternatively a sticking float needle valve would allow the carburetor to flood. Without turning this
document into a technical manual it is not possible to detail the various design precautions incorporated in
an engine installation. Sufficient to say that it is common aeronautical engineering practice to safeguard all
nuts, screws and unions with some form of locking device which effectively prevents slackening due to
vibration.
Behind the engine is a fireproof bulkhead designed to prevent the spread of fire outside the engine bay. In
most aircraft with a single engine the motor is installed within a few feet of the occupants and in this case
the value of a fireproof bulkhead will be obvious. Less evident are the merits of containing an engine fire
when the installation is on the wing. However, without a fireproof bulkhead a serious fire would most likely
spread to the wing, affect the main spar and threaten the fuel tanks.
Fortunately serious fuel fires – as opposed to minor fires in the induction or exhaust manifold – which are
rarely of consequence – are, due to good design and engineering, very unlikely, although should one occur
the procedure outlined in my last section is intended to:
(i)
(ii)
(iii)

Reduce the flow of slipstream through the fire by throttling back:
Cut off the fuel supply to the engine bay:
Burn the fuel remaining within the engine bay as safely as possible.

This is why the ignition is left on until the engine stops running.
Generally it is best to glide normally, making correctly balanced turns towards the force landing area. This
will ensure that the fire is contained within the engine bay, shielded from the fuselage or wing by the
fireproof bulkhead. Only when smoke or flames threaten the cabin or a wing tank should a gentle slide slip
be made to divert the danger in an appropriate direction.
The purpose of these documents are education as Searl had to learn and understand what he had been
taught which was easy as he taught himself. IMPORTANT is the FACTS that he exposes these experts on
YouTube and other sites as expert idiots and not what they want you to believe they are. Searl not only
show what he has done but more important his plans for the future how a company should be set up.
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This is an illustration of what Swallow Command Audio / Vision communication power station will look
like. The five sections contain a number of Searl Effect Generators mounted in vertical columns to meet
energy requirements to the front of them will be the legal switchgear requirements. Of cause if more
energy is required; another section can be added. Searl states that we could say that the S.E.G. is of a
pancake structure and can be mounted in the vertical plane as high as you wish, thereby saving space.
Being able to create all the power which will be needed for the function of Swallow Command, one has to
consider long term effects. We have polluted our atmosphere to a dangerous level. And now the
atmosphere hits an area not producing any form of pollution – now the atmosphere has a major problem,
suddenly a massive transition of electrons take place towards this structure as a train function. The
effects may well be like lighting or even a blue glow around such a tall structure; if a large number of
S.E.G. is mounted vertical. The air slows down picks up pollution hits the wall what is now highly
negative and the particles, including bacteria etc. sticks to the wall, the atmosphere continues on it way
minus pollution, which over time will change its state.
We should be planet designer – recreating a planet that is completely useful for all creatures great and
small; and not destroying it for gain. Please remember you are reading what and how Searl see things; as
it knows that as long as no one sees the same, there is no problem of man taking over control.
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Here I am showing you an illustration of what the
switch gear for the energy control of Searl
Technology will look like – all things shown in these
documents are available if you have the cash, except
the S.E.G. which is under development for mass
production mode; which has never been done
before.
Designing and constructing the magnetizer’s is a
major task and sure is the most costly part of the
work. If you take any notice what these experts tell
you its all cheap materials and cheap magnetizer
you sure are going to lose all your money and time
on nothing, which of because Searl is quite happy
about your lost as it is your money and not his.
In this work one million is just a child’s pocket
money for the day. My members yet got to appreciate
that point which yet will take time before the S.E.G
is ready for mass production, then they will
appreciate that it did cost a few million to do.
This product is available today, but not the S.E.G. that is still a long way away to be able to mass produce it;
the equipment has yet to be produce which will be a time consuming period to get that right – which was
supposed to have been done in Thailand, but today’s evidence here on record suggest that it has not been
done. I can only base my opinion on the evidence which I have on file.
One major problem is that fools think it took just one man to make the S.E.G. in 1946 – where it took a
factory staff of 30 years engineering experience and teens of scientists over the years and chemists to make
it possible for Searl to create the S.E.G. technology. As Searl keeps saying he only created the concept by
which all the scientific knowledge proven of early 18th century, came together to form the motor. But that
was more luck than success, it took ancient mathematics that ceased to be used for over 5,000 years, which
this inventor had as dreams as a school boy. But then it was his first job that showed him what the dreams
were saying. But: between the years of 18th century other inventors invented the tools; the machinery, the
materials and the most important part the element was discover that allowed Searl to put that dream in to
reality.
Searl is only just a human being, who stands up for those who are unjustly treated, and for the age and
handicap who are refused help when they need it the most. The destruction of this planet for greed, the
flooding which in most cases should not had happen, but for ignorance of those who hold the rank of
control; who should had protected such areas from flooding. There is so much that man can do today to
make this planet a better place, but they are too lazy to perform the actions needed to achieve it.
Searl states: you cannot escape the results of your thoughts – whatever your present environment may be,
you will fall, remain, or rise with your thoughts, you vision, your ideal. You will become as small as your
controlling desire, as great as your dominant aspiration. Remember those words; you are not here by desire
or wish, but by an act of two people that failed to take necessary protection. And Searl is absolutely certain
that you will also repeat the same errors.
Searl states: one thing that the internet has shown him is man’s lack of education; so how is education
failing and why? How come those scientists don’t know their own history? How come they cannot read
English? If they could they would have no need to keep asking me the same questions.
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Searl states: my best friends and my worst enemies are my thoughts. Searl agrees that a thought can do us
more good than a doctor or a banker or a faithful friend. It can also do us more harm than a brick. As you are
aware that your own family can harm you by robbing you of your life’s work or your team mates will rob
you for gain – and they are supposed to be your friends, then who need enemies?
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The two last pictures were a 10 way distribution board, which is just one of five units, one of which cost
more than the others; as that one switches the power step by step to the ten outlets. I was lucky to have saved
them from London to Scotland, and hopeful they also have arrived here safe. We know one has because I
just took the photos which are shown on the last page. So that was over the cost £1,000.00 prices will be
shown later. That is part of Swallow Command Audio / Vision Communication division which had to be
brought after the third robbery that took place. Lucky Peter King and gang did not have time to steal them
with all the other goods he stole. But today they will cost more due to tax and delivery charges increases and
the product itself.
Learning what is going on and the cost involved is a necessary requirement to correct the crap being
presented to the public by so call experts, who by their stupidly are forcing the cost upwards by delaying
this work. Searl says: moral virtues we acquire through practice, like the arts, and Searl has had a long
time of practice and that issue you all appear to forgotten. Searl says that he don’t know about the arts
but can confirm there has been a lot of farting on the internet whether you call that the arts I have no
idea, but it sure makes a stink.
I will now return you to your program Flight emergency procedures for pilots:
Oil and hydraulic fluid fires:
Modern engine oil has a low flashpoint; therefore it is extremely unlikely that an oil leak will be the cause of
a fire. Rather, an engine oil fire – if one occurs – will probably have resulted from a fuel fire. Such a fire will
be accompanied by prolific black smoke quite unmistakable in appearance. A fire involving hydraulic fluid
is equally unlikely, unless precipitated by a serious fuel fire.
Here we have an interesting case – you know that the eight landing legs, and sixty-four flight cells and
embankments and dismemberment hatches of the Inverse-Gravity-Vehicle (I.G.V.) are operated by
hydraulic fluid as the primary source of energy for their functions. Therefore, there is no concern in
reference to a fire, which is extremely unlikely, as no other fluid is involved with in these functions. The
secondary source of energy for their functions is electric-magnetic. You can now sleep in peace.
Engine oil or hydraulic fluid will continue burning until the engine stops rotating and pumping the burning
liquid. For this reason, when a fire is recognized to be non-petrol in origin, rotation must be stopped as
quickly as possible.
Whenever there has been a fire, whatever the cause, never be tempted to restart the engine. It could all
happen again!
While you think about this issue, let see what Searl has to state: Have you ever stop to think that the
wisdom of all ages and cultures emphasizes the tremendous power our thoughts have over our character
and circumstances. That issue interest Searl who wonders if you have studied dog’s behavior when they
meet for the first time. The sniff each other’s anus, and some signal tells them who is the boss. That
makes me wonder if that is the secret of FB who has spent time sniffing dog’s anuses and discovered he
was the boss he could create more stink then the dogs could, so he is right to call himself an expert.
Electric fire:
Fire caused by faulty electrical circuits or equipment are readily discernible by the pungent acrid odour
which usually precedes, then accompanies the fire. They may occur in the engine bay, wings or within the
fuselage. To the extent that a faulty circuit will normally blow its protecting fuse or circuit breaker electrical
fire are very unlikely. Those that do occur may usually be detected and the circuit isolated without difficulty.
Searl understands that many of you will not understand what a circuit is; most now know what a breaker
is. Many of you younger ones may not know what a fuse is - so let’s try solving this issue.
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Searl feels that to explain a circuit in the context which he teaches it would take a few pages and therefore
should be a separate book so he can explain every point which is vital if you are going to understand far
more complicated circuits which have been and will be again used within Searl Technology. There is
another issue Searl wants to expose here that affects everything in technology and sciences.
What is the name of this person?
What was his employment, and why was
this photo taken for?
If I ask 1000 people in the high street,
bet none would be able to tell me. This
problem is memory issue – we nearly all
remember the bad things – and many of
the good things in our life. But things in
between them we intend to forget.
Event dates in our lives are easy
forgotten, as life today is just a rat race.
Everyone worries about their existence
for that day.
Yes, this man is easy to forget – but not
for me as he paved the way for my
technology requirements saving me both
time and money having to repeat the
same tests.
His name was Astronaut Gene Cernan in
the Apollo 17 command module. Yes
time does surely fly. One of the few who
pave the pathway to the stars.
It is easy to boost that your spacecraft can reach Mars in half the time and half the cost that NASA can do.
And it’s due to be launch in two week’s time – really – and they do not even have a space craft built. Here
we see that there is lots of insanity around the world. FACTS – On 14th December 1972 Gene Cernan
became the last human to stand on the surface of the Moon. He did not expect that more than three decades
later that he would still be the last, but the fact that mankind has not yet returned there means that his last
has become an even more historic landmark than it was at that time.
Not only has his departure from the Moon the end of an era but, because it was the last, it also served to
emphasize just what a great leap the Moon landings had been for the human race. And that is why lasts are
important: because they invite us to reflect on everything that went before them – the things without which
they would not be lasts.
1968 robbery was the last time that news items were a daily issue on the Demo one project. A last because it
is extremely doubtful due to the shear cost that it can be repeated again. But evil minds cannot be allow to
win the day, and we must fight on in whatever way we can to arrive at the marketplace with a product that is
needed.
As time appears to move fast for us old hands, so does the cost increase in step, if today’s prices were the
same as 1946, the chances of re-creating the pass would be feasible. But that does not stop me telling you
the FACTS which was involved and would still be involved if this development program get under way. It is
your lack of education that needs to be improved and this site aim to give that to you. The reality of life is a
bit different than your world accepts; which is more fantasy than reality.
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Searl states: optimism is essential to achievement and is also the foundation of courage and of true progress:
Do you agree on that statement Bradley Lockerman and Fernando Morris? I shall now return you to your
program Flight emergency procedures for pilots:
I appreciate that I stated about presenting a circuit fuse and breakers but on second thoughts that will take
some pages so I will show you something that I have never shown before the circuit boards used by me so
long ago.

This is one side of a circuit board being one of ten units for Swallow Command. Mortimer. there was 4
Types of boards used why this last set failed to be wired was the fact that all the components for them got
stolen by a member of the family, I guess I could work out all the parts again and rebuild this last set. On the
next page I will show the other side of the printed board. I want you to see actual what I did so long ago for
this project. The other boards will appear in other documents.
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Here is the other side of that printed board- we shall term that as board one. As stated this is the first time I
have release this part of my Mortimer life. Before this change took place everything was hand wired, which
you will notice as books appear on this channel. I shall carry on from where I left off on page 155.
Should for any reason the origin of an electrical fire prove impossible to determine, turn off the master
switch or put the ground flight switch to ground. This will isolate the battery from the electrical circuits.
When it is possible to do so, switch off the generator(s). Only when the cause of the fire has been established
may the faulty circuit or equipment be isolated by the relevant circuit breaker.
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This is likely to be switch since a thermal overload or capsule fuse would have acted automatically under the
circumstances. Having taken these steps the remaining services can then be brought back on line.
Other fires:
It is an airworthiness requirement for NO SMOKING notices to be affixed in the cabin of all aircraft and
I.G.Vs. NOTE: where in conventional flying the pilot section is termed a cabin, because it is a small
sealed section from the main part of the aircraft, whereas, in the I.G.V. it’s a complete circle near the
centre of the vehicle therefore, I term it the FLIGHT DECK. I hope that issue is clear. Agree that notice
really only applies to conventional aircraft deemed unsuitable for smoking. But it applies to all I-G-Vs,
regrettable there are always those who cannot pass the time for more than a few moments without lighting a
cigarette while others seem to derive pleasure from disregarding the advice of the airworthiness authorities
or indeed the manufacturers. When smoking is prohibited there is always a very good reason.
Possibly the fuel cock itself, not just the selector, is situated within the cabin that is but no means fireproof
and it only requires the act of a careless smoker to ignite whatever petrol vapour may have collected near the
floor when a serious fire could result, which would of course have to be brought under control with the cabin
fire extinguisher,
Fire detection and warning systems:
Warning systems are rarely fitted to civil types of light single and twin engine aircraft. In these cases the
detection, recognition and location of a fire, whatever its type, will be a matter of common sense using type
of smoke, its odour and position within the aircraft to determine the course of action. More difficult may be
the task of finding the specific cause of the fire.
Searl states: the electrical wiring of all his units and consoles, racks shall conform to his system which
under normal use will not generate a fire. But fire warning systems; nether the less shall be installed,
there will always be someone who just love a fire, and I love to give them a treat a true big surprise that
will teach them never to do that again. Be prepared has always been my motto.
Searl understands that larger and more comprehensively equipped multi-engine aircraft usually have a fire
warning system consisting of one or more automatic flame switches and a red fire warning light prominently
positioned on the instrument panel. There may also be an aural warning.
The flame switches are situated in the engine bay(s). When they are subjected to heat beyond a pre-set
temperature an electric circuit is completed and the relevant fire warning light will appear. A NOTE of
caution is appropriate here. When a fire warning light illuminates it must not immediately be taken at face
value. Electrical circuits themselves sometimes develop faults, like you and me and, before action is taken to
deal with a fire that may not exists, the red warning light should be confirmed by a visual check of the
engine and its instruments.
Searl states: I hope that statement will make you understand: which since 1968 he has been testing every
key component of the flying side day in and day out to approve it suitable for the flying side and not only
that side, but for the total whole operation structures of the company. Over protection – at today’s cost
NO anything that protects failure of operation or damage to equipment is a must. It is a fool that no
longer protect his / her equipment from failure. It cost to protect equipment from the power of nature –
but that damage cost many times more; and time down is loss of finance in any business, whatever it is.
On this site I give you the FACTS no ifs or buts – if you don’t like it; that’s hard luck – what was, and
what is and what will be is the reality of the world in which you exists – you see my reality though this
website – it will differ to you because you are different to me. That is a major problem with earthlings, if
we all were clone; they would be no problem as we would all see the same regardless.
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Facts: John Thomas received an e mail from a lady student in a Scottish university telling him that I do not
meet people and tell them about this project – REALLY?

January 7th to May 7th 2011 my stay in LA. USA, this lady dished me up fantasic soups and other meals, not
only that she brought me medical stockings and shirts. She enjoy watching the work which we are doing.
She also spent evening with talks with us. For all who think that I do not meet people and talk to them about
this technology have no idea what my world is like. Since 1946 no one has been able to shut me up about
this technology, no matter what they do, like stealing my goods, giving out crap on the internet, still has not
stop me telling people about this work. In fact, today I can do even better I have the internet by which to talk
to you about my life, my world, my love. Including my understanding of all I know.
This is term teaching, the way in which I learnt the things I know, but better still understand what I know is
even more important. But today, when you insult me it is not me who you insult, but a legal company and
those companies which are involved in this re-development.
Searl States: think positively and masterfully, with confidence and faith, and life becomes more secure,
more fraught with action, richer in achievement and experience, but unfortunate not richer financially.
Those who are having an illusion that I am better off then they are; sure need glasses and a brain
replacement is hightly recommended. But what I can do is to try and overcome the evil that has delayed
this work for so long. By pen I can show you how I achieved this success, the way by which I achieved it
and the many hundreds that made it all possible, without them such technology would had remain the
show piece of the 18th century only.
Searl agrees that the world is changing and that some of that change is very bad, while technology and
science is still moving down the same pathway, showing some success, nevertheless, we are not making
much headway in creating that pollution free world. Strange lots of talk very little do. The 60s was
shouting its head off about free energy from nuclear power – why Searl was shouting that it will be more
costly and far more dangerous. They are extremely costly to build but cost far more to close them down.
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While in LA during 2011; this lady feed me on tubs of strawberry ice cream, so if I look fat you will
understand. She is indeed a great fan of the Searl Effect Generator (S.E.G).
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This is the man who houses me during that time in LA, who did the dirty work like collecting all the bits of
me that fell off, so they can clone me in the future; cut my hair and shave me, but only the face. Had to
follow me with the mop to wipe up my footprints, which I deposited everywhere as water bubbles shaping
my foot in practice to produce my footprints on the pavements in Hollywood some day in the future.
Running behind me with the ram to help the subs on their way when I leave the loo, and washing me to
discourage flies invading me. Yes, indeed a perfect valet who did my laundry to perfection. But sadly that
was not my home but accommodation, which was greatly appreciated, without question.
But a man who has created 6 homes, all of which the cost to do was lost to him, needs a home that he can be
proud of – a home that is fit for a man who has given his all to help this planet for each and every person to
have a better world to live in – but he cannot make you take it – he can only offer it to you – but it’s up to
you to take it; then you have to help to make it happen now; as he is too old to do it all alone.
I960 you had the chance to make it happen, alas greed took over and stopped it happening. Today, we have a
place to develop a mass production unit; but now the cost is very high, we are trying to make the prototype
unit as cheap as possible to demonstrate that the technology for mass production is feasible. But that could
prove to give the wrong impression that we are ready to mass produce the S.E.G. when we are not ready to
do so. From making something work is one thing; but when it comes to mass production is entirely a
different situation. First you have to produce that mass production unit for official testing until they issue a
certificate that it’s safe to sell on the marketplace then we are ready to mass produce.
Just one production line today is a damn costly event to construct – so time will pass before they are
available to obtain from your warehouse.
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May 2nd 2011, a surprise on my 79th birthday in LA. USA. Just a few days before returning to the UK. It was
nice of those who went out of their way to make a cake for me. Try to make the day, something special
which in the UK never happens. The dinner is one of the specials which our lady makes for me. So you
students at university; do not have to think that you are being clever when you tell the world what you think
bad about me; in reality, you are telling the world how stupid you are. So if that is what you want the world
to know – good luck to you. I am aware that it is only odd students who needs a jolly good spanking and I
am always free to give a helping hand.
The S.E.G to mass production is extremely complicated subject – but it will become part of our lifestyle in
the near future. Because the future will make it so – it will not be you that make it so – but nature that will
force you to. I have shown you how to put all this 18th century scientific facts together as a motor. It is now
up to you to decide if you want it or not. Understand there are lots of talk about other devices which are
better than the S.E.G. that is good to know the question is when are we going to see them? Always
remember that a dream is a dream and always shall be so, until you open the door and let your dream go
free.
Our door is open, my dream is already under research and development, you can watch it that is more then I
can see of these wonderful devices already being sold and in operation – but where – guess it must be on
planet Mars the aliens must came and stolen them. Clearly that is sad news for planet Earth; the good news
is that the S.E.G. is still on this planet Earth being processed for mass production and no alien will be
coming to take it as they already have enough of these wonderful generators there.
The S.E.G is a prime mover, it kick starts and will not stop until force too by some other force outside of
itself. The S.E.G magnets are not magnets but magnetic devices like a transisor – but instead of its power
being on all the time it switches on and off at a set frequency depending on the drain load. For the switching
fequency to change the drain load has to increase or decrease. Therefore the drain load follows the demand
and the frequency switches almost instant. So nothing is created or destroyed the circuit is complete. What
are we waiting for? GOD!
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Yes, this is a family who invited us to a high class dinner every week, if they had a special guess in the week
they would invite us to another exclusive dinner. At every meal they never forgot the one important thing a
bailey. It never matter if I could not stand after the meal; because dear old Brad proudly push me home. I
cannot say that his driving of a wheel chair was that perfect, at least my balls did not think so. But I guess
we have to forgive him; as he had been drinking too.
So all you doubtful Thomas, I trust you now understand, just because you have not seen me, don’t mean that
others have not meet me, and shook hands and even paid to sit and have a meal with me. I have talk to
members of royalty on the phone; not just for a minute or two, but even been invited to move into a castle to
work, not only that I would have a royal passport and a special versa to travel anywhere. I have
communicated with just about every member of the British throne in my days and letters by the score. To
top it all: the Presidents of the USA have all in their time; communicated by mail to me. Bless them all.
I have meet members of parliament and spent time explaining the S.E.G to them, so it is not a question that I
do not meet people and tell them about the S.E.G for no one has done so much through the press media and
personally meeting top people, so there was nothing more which I could do. So please don’t cry for the
S.E.G. Argentina, you are not alone with this problem, for the rest of the world is just the same. So if you
need to cry just think of me Argentina, who has given everything to make a dream come true that no one
actually wants. What can I do – what can I do – I struggle to give you hope – but what do you do? You make
promise that you know you cannot fulfill – why act so insane to me – do you really think that I believe you –
if you did; then I am afraid you are terribly wrong and in need of medical attention. Once you try to fool me
you will never be allow in to the team. We cannot make promises about when will the S.E.G. be in mass
production. This we shall not know until the prototype has been officially approved to be sold on the
market.\Everything which we do will be approved by official people before production starts up.
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Yes, still in the USA at the lab, with the man in charge of the lab, Fernando Morris who has been doing the
hard work of creating my talks into reality of working demos. One thing which he is learning fast is the time
it takes to handle official business, paperwork. Then the learning to use this new equipment needed to speed
up the work.
Searl states: opportunities multiply as they are seized, they die when neglected. Life is a long line of
opportunities. How true, but most let opportunities pass them by; too lazy to chase after them thus new
life is lost. Morris has indeed chased after opportunities; some were failures while others were winners.
That is what reality is all about. An opportunity is a wave by which you tune into and ride it, if you want
success, if not get off the wave and loss out.
Searl agrees that man / woman does not simply exist, but always decides what his / her existence will be,
what he / she will become in the next moment. This is normally done via the subconscious mind.
Searl states: that there is a very real relationship, both quantitatively and qualitatively, between what you
contribute and what you get out of this world – unfortunate we are demanding from the earth more than
it can meet, and somehow it has to end. – are we prepare to make those changes or has nature got to do it
for us the hard way. The choice is ours!
Searl agrees that the quality of our expectations determines the quality of our actions. Searl states that he
can succeed at almost anything for which he has unlimited enthusiasm. And the difference between Searl
And another man is not mere ability – it is energy.
One of Searl oldest statement of 1963: Nothing of worth may be achieved without a proportionate level of
commitment – how true; Demo one show what could be done if people only work together to make it
happen. Yes, 1968 was the tip of the summit of success – I do not know if I shall live long enough to see
another tip of a summit that means that the S.E.G now has all downhill to go – the uphill climb is
completed – such a possibility looks feasible today.
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I shall now return you to your program Flight emergency procedures for pilots:
Extinguisher systems:

Figure 16.
Fire extinguisher: in its quick
release clip. Searl understands
that some types have an indicator
pin instead of the pressure gauge.
Most light aircraft have no
extinguisher system as such and
the fire-fighting equipment is
normally confined to a hand
operated extinguisher held in
position by a quick release clip
and located within reach of the
pilot.
Well we are all now happy that we
do not have to wee to put the fire
out especial on a very frosty day.
Aircraft fires are rare – but they
can happen often without
warning.

These extinguishers are filled with a substance that will not produce toxic fumes when discharged, never the
less, in the confines of the cabin the contents of even a small extinguisher are hardly calculated to improve
the atmosphere and a window or fresh air vents should be opened as soon as it is safe to do so.
With fire in the air – a rare aviation hazard – that applies to the Inverse-Gravity-Vehicle (I-G-V) it would
certainly be a rare in fact extremely rare case of carelessness on part of a crew member more than a
component part failing. Searl accepts that it is too easy for pilots to take for granted the cabin
extinguisher, yet, like all equipment they require maintenance.
Searl understands that with some types the condition of the extinguisher is indicated by a pressure gauge and
a typical example is illustrated in Figure 16.
When dealing with a cabin fire caused by an electrical failure switch off the power first, then operate the
extinguisher trying, if possible, to avoid other equipment known to be working order. When a fire warning
system is fitted to an aircraft there will also be an extinguisher system in the engine bay(s). This is
comprised of a cylinder containing extinguisher fluid – usually methylbrommide – which is arranged to
discharge through a number of nozzles directed at vulnerable parts of the engine.
Searl understands that sometimes the system is of the two-shot type allowing the pilot two attempts at
bringing the engine fire under control.
The system is activated by:(i)
(ii)

Extinguisher buttons grouped with their fire warning lights. A safety cover is provided to
prevent accidental operation of the system.
An inertia switch that will operate on severe impact and activate the spray system even if the
pilot is prevented through injury from taking appropriate action.

Fire extinguisher must be fitted in all I-G-Vs a legal requirement, even if they are never used.
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Operating the fire extinguisher system:
While the procedure lay down for aircraft equipped with an extinguisher system is self-explanatory it will be
noted that the extinguisher button should not be pressed until the engine ceases to rotate and the ignition is
switched off. This is to ensure that most of the fuel is burned within the engine, that the exhaust system is
clear of unburnt gases and that there is no slipstream to assist the airflow which has a tendency to disperse
the extinguishint and reduce its effectiveness. Furthermore, discharging the extinguisher into an engine in
process of shutting down is likely to fill the cylinders, induction and exhaust system with extinguishant, and
it will then be necessary to strip the engine.
Action to be taken after accidental operation:
Should the fire-extinguisher button be pressed inadvertently while in any phase of flight the aim must be to
rid the engine of extinguishant which may otherwise have a corrosive effect. The throttle should be
positioned at least two thirds open for a period of three minutes or so when most of the extinguisher fluid
will have dispersed, leaving perhaps a small residue which will soon evaporate. The system will of course
have to be re-charged at the first opportunity.
Conclusions:
Fire in the air is almost unknown in modern aircraft. This is indeed fortunate because most light aircraft,
even quite large and complex twins, have no engine bay extinguisher system. When the emergency does
occur the aim in all cases is to cut off the fuel supply and contain the fire in front of the fireproof bulkhead
while the engine uses up the fuel remaining in the carburetor and pipes leading from the fuel cock. Never be
tempted to restart the engine after the fire is out.
While you have some time to think upon this issue – and to understand that fire extinguishers will be
mounted in the I-G-Vs regardless if there is possible of a fire or not is an legal requirement. So I shall
take a commercial break here.

I don’t meet people – really – this is Rick in Scotland just with one arm he can move more weight than I
could with two arms – some man he sure is. Then there is Henny extremely interested in my work. You
want the truth I sure can give it to you. If you don’t like the truth that is OK with me!
Searl says: The moment of enlightenment is when my dreams of possibilities become images of
probabilities. Searl is also aware of the saying that very few men are wise by their own counsel, or learned
by their own teaching. For he that was only taught by himself had a fool for his master. Amazing
statement: which means that I was educated by a fool – thank God for that – otherwise I would be just
insane as you. As I look back over the years I see the errors which I have made by trying to help the
world instead of myself. If I had looked after myself instead of you; I might had a happy life instead.
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L.A. 2011 each week invited to exclusive dinner between Jan 7th to May 7th and what dinners they were. I
hope that I was not a bore – I met these wonder family and their friends always with a welcome reception I
will not forget. As you see, they always had a bailey ready for me without ice! I do meet people worldwide!
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Searl States: a man is fortunate if he encounters living examples of vice, as well as of virtue, to inspire
him. Yes, Searl would enjoy such a life, unfortunate that is a world that passes him by. Searl also agrees
that life belongs to the living, and he who lives must be prepared for changes – yes Searl has been waiting
now for 60 years for change – still waiting!
I shall return you to your program Flight emergency procedures for pilots:
Loss of electric services and radio failure:
The Situation:
Some of Luis most creative moments came when he was in the bath. So it was, one evening after a tiring day
to Paris and back by schedule airline, when he lay back in the soap and bath salts turning a rosy pink as he
did some mental arithmetic. And gradually he came to a surprising conclusion. His not very exciting 120
mph light plane could get him to his business appointments on the continent more quickly and conveniently
than the jets of any large airline.
There would be not getting to a major airport and that time wasting hanging around after check in – I agree
– just a quick drive to Blackbushe airfield – which happily enough had customs facilities – then a flight to
one of the many airports so conveniently situated all over the Common market, where Luis was paving the
way for his company in anticipation of Britain’s entry. It was an attractive idea and he lost no time proving
his arithmetic. Very soon he was making regular use of his aircraft which hitherto he had regarded as no
more than an expensive toy.
Late one afternoon in September, after a particularly demanding day of tough bargaining Luis took off from
an airfield near Paris and headed for his home airfield in the Camberley area where he expected to land
before dark. Over the channel the evening sun made a splendid sight as he relaxed in the cosy cabin and
congratulated himself on a good job well done. You know what men are like all this self-praise – something
which I do not go in for. Luis passed his next ETA over the radio. There was no reply. Repeated calls
brought no response. He changed frequency several times but the radio was dead – No Aliens or men in
black were involved – For the first time he notice the OFF flag on his VOR. By now poor Luis was near the
coast and a change to the number 2 set brought no better results. It was all very puzzling.
Fortunately the ADF was working so although Ashford Airport lay basking in the September sun he decided
to press on home for a dinner date. It was a silly thing to have done. An hour later the light was beginning to
fade, while factory smoke mixed with the moist air to form areas of industrial haze and Luis began to wish
he had landed at Ashford; but it was too late for that now. At last the airfield appeared and full flap, in for
the landing – home and dry.
A safe landing following an emergency, however minor it may be, always brings a feeling of elation. But
what about had it been Birmingham airport instead. Luis elation would have been short lived. Birmingham
airport would not have been pleased to see him. Did Luis realize that two aircraft had been diverted, two
were in the hold and in fact there hadn’t been a departure for some considerable time, all because an
unidentified blip on the radar screen had mysteriously appeared – his blip? Did Luis not know about control
airspace? Did Luis not realize that Birmingham had scheduled traffic to handle? And even if his radio had
failed was he not aware of the correct procedure to adopt in the event of radio failure? The matter would be
reported and the possibility of a prosecution was mentioned. It was all very unpleasant for Luis. A fair
minded chap who was more upset about the chaos he had caused than the possibility of having to pay a fine.
The following day a careful examination revealed that the second NAV/COM set had been serviced but not
tested and, for some reason no one could determine, the circuit breaker for number 1 set had popped. It
simply needed re-setting – a little push with the finger – no more than that! The engineers were at fault for
not having fixed the number 2 set.
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Luis was at fault for not trying it while taxiing out for Paris that morning and he was also very remiss for not
having checked the fuses when his number 1 set went off. A lot of people had been put to a great deal of
inconvenience and it could have been much more serious. All because Luis didn’t understand the electric
circuit of his aircraft or action in the event of radio failure.
These briefs Searl presents is to give you the idea of problems that pilot failure creates – Searl states; that
conventional flying has been here for a long time now and had to create conditions which offer the
greatest safety in air operations, which has cost a lot of lives in the process over the years. We, Searl
Aerospace Inc., has to take these issues into account in its structure of operations that they safely blend in
with what has already been established and will honors all the safety rules which they require for their
operations.
Searl states: change is the watch word of progression. When we tire of well-worn ways, we seek for new.
This restless craving in the souls of men / women spurs them to climb, and seek the Mountain View – yes
back there in the 50s to 70s that was clear to see. It appears today that Earthlings have lost the power to
climb. Is it the result of today’s education, or TV programs contents, or publicity, or drugs – over drinking
alcohol, smoking – or are we putting all the blame on pollution? If so, who is making that pollution?

I do meet people and I study them – here are split time shots that cannot be repeated because that time
has passed under the bridges. We are lucky to be able to turn time back time and see the past again and
again. Thanks entirely to the few like Searl who don’t give up no matter what idiots do to them, until they
succeed. Then they can’t get to them quick enough to kiss their arses to tell them how great they are.
Earthlings are good at talking with a fork tongue. One minute they call you a conman and the next
minute a God. And the masses are under an illusion that man will create a paradise shift this year – really
– I bet it will never happen in my lifetime – based upon today’s mental status.

In these two places the truth is being recorded for the future of mankind. On the right is where the
structure is being designed; on the left is where the data as film clips is produce for the public and the
man responsible to undertake that task.
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I was here and there and everywhere – you never know where I shall be next seen Argentina. The photo
which is on the left taken in Scotland during my lecture there, so beware that I am not hiding in your house
to sell you a S.E.G. The photo on the right was taken in London just a day later. Just simple records of a split
second of time yet in those two shots is a film on DVD released by the man on your left upon that man on
the extreme left and on the right – so who are they?

To your left is taken in Scotland – the one on the right is taken in Thailand. My task is to record time in
blocks of the TRUTH at that moment in time. We are an open door to the truth which shall remain while I
live. Evil thoughts wipe from your mind, replace them with future thought of a better world in which you
helped to create, and be proud that you were one of the few who made it happen – instead of being one of
the few idiots who blocked it from happening. The future depends on you!
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Searl states: security can only be achieved through constant changes through discarding old ideas that
have outlived their usefulness and adapting others to current facts. How true; so Searl will replace his
cane with a cat and nine tails, each tail to carry a few thousands volts for extra pleasure that each tail
presents to their sweet bums. This will without doubt improve security; after every one have seen the
results of this new medication on TV. It is called a barbecued bum and it tastes good with a bottle of rum.
I shall now return you to your program Fight emergency procedures for pilots:
The procedure: remember I have landed there to collect passengers:
Loss of radio navigational equipment:
Although radio communications are unaffected the navigation set is seen to be inoperative. Take the
following actions:
1. Check the NAV set on other frequencies and if nothing can be received:
2. Check the fuse/circuit breaker protecting the equipment and if necessary re-set. If the failure
cannot be rectified and there is no alternative NAV receiver in the aircraft, continue the flight in
accordance with one of the following procedures:
Outside controlled airspace:
1. Keep clear of all controlled airspace:
2. In VMC complete the flight by map reading:
3. In IMC call the FIR controller who will arrange assistance if this is required.
In controlled airspace:
1. Call the ATC unit which may:
(i)
Authorize continuance of the flight in controlled airspace, or:
(ii)
Instruct the pilot to leave controlled airspace and proceed to an airfield situated away from
dense traffic, or:
(iii) Give radar assistance if this is required and help the pilot to descen safely through cloud in
preparation for a landing.
2. When the radio failure occurs in an area not covered by surveillance radar pilots should make use
of such VDF facilities as are available.
3. Before letting down the IMC terrain clearance must be carefully checked.
Loss of radio communications – (radio navigational equipment functioning)
1. Check the COM set on other frequencies and if nothing can be heard:
2. Check the fuse/circuit breaker protecting the COM set. If the fault cannot be rectified and there is
no alternative COM set carry out the following procedures.
In VMC:
1.
2.
3.
4.

Maintain VMC:
Keep out of controlled airspace:
Land as soon as possible:
Immediately advise ATC of the circumstances.

I trust that these FACTS will be useful to would be pilots in the UK.
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In IMC (in controlled airspace):
1.
2.
3.
4.
5.
6.

Maintain the flight in accordance with the flight plan:
Maintain the last flight level – or altitude - given and acknowledged:
Fly to the terminal airfield radio facility at which a descent and runway approach will be made:
Descend in the holding pattern at not less than 500 feet per minute:
Where a transponder is fitted select Mode Alpha 7600 and transponder to ON (not standby):
Where the destination airfield is in proximity to a VOR beacon transmitting ATIS (Automatic
Terminal Information Service) this should be selected, because airfield information can be passed
through this medium.
7. Make a standard instrument approach and landing within 30 minutes of the time the descent
would normally have commenced – from ETA or EAT if one had previously been given by ATC - .
If this is impossible but the pilot is able to complete the approach and landing visually he / she is
permitted to do so; if not:
(i)
Fly to an area in which flight and subsequent landing may be continued in VMC, or:
(ii)
Select an area in which to descend through cloud and then fly visually to an airfield. The
weather situation and TAF’s obtained from Met. Before departure will be important
information on which a decision to divert would be based; other considerations would
include safety heights and fuel available.
(iii) After landing advise ATC.
In IMC (outside controlled airspace):
1. Make the usual check of fuses / circuit breakers and try to reinstate the radio:
2. If the fault cannot be rectified fly towards an area where it is safe to let down through cloud or
where VMC is known to exist:
3. Keep out of controlled airspace.
Radio failure after take-off from an airfield within a controlled zone:
When the aircraft has been cleared to leave the aerodrome frequency and communicate with ATCC a pilot
experiencing radio failure should carry out the procedure listed under the heading In VMC or In IMC which
I have just covered according to the weather at the time.
When radio failure has occurred while still in communication with the airfield of departure observe the
following procedure:
1. Maintain visual contact and land at the airfield of departure, keeping a good lookout for other
traffic:
2. When weather conditions prevent the maintenance of visual contact with the ground and there are
no suitable radio landing aids, fly out of the Control Zone using standard routings – when
applicable – or in accordance with the air traffic control clearance, then:
(i)
Check the latest weather situation:
(ii)
Check terrain clearance:
(iii) Fly out of controlled airspace and aim for an area where the flight may continue in VMC:
(iv)
If necessary select a suitable area to descend through cloud and continue the flight visually
to a suitable airfield.
3. After landing immediately advise the ATC service of the circumstances.
I guess that all this comes as a shock to all you people who want to test flight the I-G-V. For me. Searl
states: that the most significant change in a person’s life is not test flight the I-G-V but a change of
attitude. Right attitudes produce right actions. It has been witness that some people sitting behind the
wheel of a powerful car attitude changes from a stable state to an unstable state of control – a show off, I
have a powerful car. Certainly not the type of person you need as a pilot in command of an I-G-V.
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Action to be taken after complete radio failure:
In VMC:
When it is certain that the flight can be continued in VMC, proceed to the destination, studies the signals
area, then keep a good lookout for other traffic, join the circuit in the correct manner and land.
In IMC:
1.
2.
3.
4.

Study the map and plan to avoid high ground or other obstacles:
Keep out of all controlled air space:
Navigate by mental D/R and fly to an area where a letdown can be made in safety:
When there is widespread low cloud turn into wind after ETA over the chosen let down area, lower
optimum flap then start a gentle powered descent at a low airspeed.
5. Determine the aircraft’s position by relating ground features to the map, then fly to the nearest
airfield – outside controlled airspace -.
6. When shortage of fuel or deterioration weather precludes flying to an airfield, find the best open
area and carry out a forced landing with power using the techniques described in this document.
This flight log is a common used system by
pilots – especial me. It differs slightly in
layout to my personal flying log book
(Aircraft operating crew) CA24.
So you would be pilots are getting to know
what it takes to become a pilot – that is
only the first step up of that long ladder to
the I-G-V.

This photo is now very old the Demo one
under construction. People have cut things
on top of it and created impression of cuts
on it. Today people have little respects for
other people’s property – this photo shows
clearly the facts.
Demo one was indeed a great achievement
as it prove that with hand tools you could
still create the impossible in structural
designs and Tony was a great leader.
This is just the beginning what my team and I achieved in research and development – and I have had
some very good members unfortunate you will get that odd one – who is very good but with different
intentions to the rest of the team, sadly to say.
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Searl states: he that never changes his opinions, and never correct his mistakes, will never be wiser on the
morrow than he is today. Searl continues: the strongest principle of growth lies in human choice. This
surely is what Searl been saying since 1946. If you need something you have to make a choice to either
give up something to get what you want or work to get the money to buy what you want. The choice is
yours. There is course a third option that is to go without.
A major problem these days, which I unfortunate have meet, is the mental attitude of a few people in
reference to a photo that someone took in the past, which in this case was 1968, and it could have been
Japanese scientists who wrote an article on his visit to me. And twists the photo of the press model which
was available to examine and film so that they can see how I construct the slender disc. There is nothing
wrong with the 4 landing legs except the brain of that person need replacing.
That model was used as an education unit at lectures where I needed something small that could be used
for visitors and the media to understand – at no time have any visitor or media made an insulting remark
in reference to it. There have always been expert idiots through life that all great inventors have had to
put up with. Today you would expect the masses to be educated that all things are on the change even
you.
The way we think, the way we work, the way we travel are on the change, sometimes in leaps other times
slow step by step. Education need to change to keep pace with progress. We cannot today have any idea
how we shall look in a 1000 years’ time – or if there will be any human alive then, based upon our
attitudes today. The question mark upon my mind: if man will wipe himself out of existence before that
date arrives; is without doubt possible.
Technology and science is on the change also – it is no longer safe to say impossible until you have tried
every option which is available at this time. Remember that in 250 years’ time what you say is impossible
today may then be possible. It is wiser to say that by today’s science and technology; it has been
impossible to prove such a concept is feasible.
With all these impossible of yesterday that are today possible; should be a warning never let your brain
run away with you. A fool you may be, but it is wiser not to let the world know that. I am only presenting
a concept which enhances all of the scientific discoveries of the early 18th century into a motor concept.
That is all I claim. The rest is up to you. Use it or lose it are the option available to all humankind.
Searl states: we must make the choices that enable us to fulfill the deepest capacities of our real selves.
This issue also concern Searl watching the world; if the masses has any capacity to make choices, it
appears that they just accept each day regardless as it comes, from which life is just a routine function
Searl states: the best he can do is size up the chances, calculate the risks involved, estimate his ability to
deal with them, and then make his plans with confidence. Searl agrees: conditions are never just right.
People who delay action until all factors are favorable do nothing. It appears that people called
everything is just right when they hold an S.E.G. in their hands so to speak. In that case nothing will
happen.
I shall now return you to your program Flight emergency procedures for pilots:
Background information:
Aircraft electric circuits:
While a Pilot is not expected to have an intimate knowledge of the electric circuit in his aircraft the
management of all electric services must be understood if emergencies of the kind recounted in the early
part of this document are to be avoided.
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Like most branches of aeronautical engineering, electrical services have become more complex as aircraft
have developed. Even the light aeroplane has progressed from a simple circuit providing cockpit and
navigation lights, powered by a battery that had to be re-charged on the ground, to the modern electric
system feeding comprehensive radio, full night flying equipment, flap and undercarriage actuation and a
host of other services that are listed on the coming pages.
Since a battery capable of sustaining all of these services for more than an hour or so would probably weigh
almost as much as a passenger an engine driven generator is arranged to support the current load in flight
and, at the same time, keep the battery up to a level of charge fit to start the aircraft. It is becoming the
practice to use alternators instead of generators, the advantage being that taxiing or idling rpm produce a
sufficient charge to protect the battery from current drain while running, say, lighting and radio on the
ground prior to takeoff or after landing. Most light aircraft electric circuits operating at 12 volts: although
some of the light twin engine aircraft have 24 volt circuits.
Searl guess that you may wonder what the voltage used on his early I-G-V Well it was neither 12 volts nor
24 volts but it was 25 volts. Future IGVs will operate on 240 Volts AC, which will be far more convenient.
Searl model rail system operated on a line voltage of 15v/AC and DC it was a massive task as engines
varied in power requirement, en-coding and de-coding was sure a challenge. Though I cannot ever see
such another setup like the 1968, as the various engines may no longer be available and again the cost
has jumped so high. Such engines which will be seen in the transport section of the new website when it
final go public lots of work need to be done on the opening part of the site that is critical for a business
site before I can even think of filing the website address. But it will be called SEARLTECHNOLOGY.CO.UK and intended for businesses and finance personnel more than general public.
The charging circuit:
The engine driven generator or alternator charges the battery under the control of a voltage regulator and a
cut out which disconnects the circuit when engine rpm fall to a level at which battery current would flow
back to the generator / alternator. This part of the circuit is very similar to that used in the normal family car.
The state of the battery is usually indicated by a voltmeter and the rate at which it is being charged or
discharged is shown on the ammeter. In some aircraft a generator warning light will come on should for
any reason the generator or alternator fail to charge.
Protecting the circuits:
The main battery / generator circuit – which in hydraulic terms may be regarded as the reservoir / pump –
is divided at a junction box into individual circuits, each providing a service. Should, for example, a fault
developed in one of the radio sets or perhaps an electrical instrument it is possible that a short circuit may
develop which could over heat the circuit, cause a fire and total loss of all electric services. Such a
possibility is quite unacceptable and therefore provision is made to provide each circuit with a weak link
which will break before further damage is caused.
Searl states that this also applied to his Levity Discs of 1953 to 1963 which was a heavy unit containing
100 GPO 50V DC relays multi-switching – also his model rail layout also used a similar system but with
240v AC replays – Same system Searl used in Grahame Park Estate to protect all his equipment – at least
for system failure – unfortunate it did not protect against criminals from stealing such equipment but the
new Centre will have a protection to take out criminals in the act of trying to steal the gear.
It is a sad world when one has to take such unnecessary steps to protect his home and goods from evil
minds. It is also sad when a nurse complains that she was offended by a man not wearing under pants in
his own home, for medical reasons. Such nurses should be made to hand in their registration number and
apply for a job cleaning roads. No good applying for a job on a cattle farm the owner is not going to fit
underpants on all his / her animals so as not to offend an mentally unbalance person. THE MENTAL
STATE OF THIS WORLD IS VERY SAD!
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2005 London – the distribution safety relays protecting all of Searl equipment as part of fully evaluating
program for these components to be used in all future I-G-V testing programs. Once I can re-rack here 100
of these will form the circuits to protect all this equipment here, whereby any possible malfunction has time
to show up – but the years so far have failed to produce any malfunctions whatsoever and based upon
FACTS of operations they pass for flight requirements.
In reference to this nurse – let me make clear that I was placed in an old ladies rest home just a short
distance from here in place name Frome. 14 old bedridden females were patients there, my task to assist
the night nurse with their cleaning each morning. Just think on arriving in the room I am offended by
these woman not wearing knickers, so I refuse to help to clean them. You may think that funny – it is not
funny – it’s disgraceful attitude of a human to another who is unable to help themselves. Let me also tell
you that there are women who take a bath with their knickers on – why for god sake – are they afraid that
the water might be offended?
Let me also quote another fact – road doctors have been shock that women do not appear to check
themselves for any problems, some of which on examining had problems – many men were also found to
have serious problems with their sex parts including their anuses. Why as I have stated in newsletter since
1946 do people act like this; no other animals act in this insane manner. You think you going to MARS
not on your nelly, first education needs to be corrected, base from where I sit that looks like a long time
for that to happen.
It may take the form of:(1) A fuse of a cartridge type, easy replaced in the air by unscrewing a small cap, withdrawing the
burned out capsule and replacing it with a spare:
(2) A circuit breaker which will pop out under over load conditions and can be re-set simply by
pressing in again, as shown above, but in my case re-switching circuit when problem has been
removed.
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Although there are occasions when a fuse will rupture or a circuit breaker will open because of a temporary
overload, the reason may be something more serious, therefore when a fuse is serving more than one item of
equipment the fault must be found and if possible isolate.
Searl explains, that is why in his set up that every unit has its own protection unit, often a fuse and a
replay. Likewise, all I.G.Vs will be similar installed in layout. You are talking about going to MARS –
well we better make certain our equipment can stand the pace without blowing a circuit. NOTE: in richer
oxygen atmosphere insulation may change its state and may fail as an insulator; more so if the
atmosphere pressure is much lower. All these effects will be discussed in reference in the sections to
which it applies.
For example, suppose that a single fuse is protecting more than one radio set. Switch off all equipment on
that circuit, fit a new fuse or re-set the circuit breaker, then switch on one set at a time. If the fuse remains
intact the fault was very likely due to a temporary overload, but when a particular item of equipment is
found to blow the fuse it should be switch off, so allowing the other radio on that circuit to remain in use.
When a circuit breaker is protecting a vital service – flaps, undercarriage – and for some reason it will not
hold in under load the circuit breaker itself may be at fault. It may therefore be held in while operating the
service – but care must be exercised since any smoke or smell of burning will indicate a serious overload.
In these circumstances the circuit breaker must be released and, in the case of an electric under-carriage, the
emergency lowering system will have to be used.
Fuses and circuit breakers are usually – but unfortunately not always – positioned within easy reach of the
pilot, which Searl is quite aware of, each fuse being labeled with the name of the circuit it is protecting. It is
part of a pilot’s pre-starting checks to ensure that all fuses and / or circuit breakers are in position.
This also applies to the I-G-V that the pilot in command must check that all fuses and circuit breakers are
functioning as per system requires. Let me see if I can remember flying the Cessna aerobat / 150 and 172
check list; agree that is now a long time ago, but proves that I know but not only know but understand
that which I know.
The Cessna aerobat / 150 /152 / 172 which were
aircraft used as part of flying training at Three
Counties aero club where I took advance flying
lessons on the 177 that became my favorite aircraft. I
guess every pilot has their choice of aircraft.
Pilot: John Roy Robert Searl.
PREFLIGHT CHECKS:
COCKPIT:
1. Remove control lock and covers, stow in dashboard pocket:
2. Check switches OFF, keys OUT:
3. Turn master switch ON:
4. Turn pitot heat and beacon ON. Check beacon and turn beacon OFF:
5. Flaps fully down in stages:
6. Fuel cock ON. Check fuel gauges:
7. Check pitot heat, then switch OFF:
8. Master switch OFF:
9. First aid kit and fire extinguisher in position:
10. Strain both tank drains with cup – first flight of the day.

What are these 2
shots? Yes something
which has just been
machined. Yes they
are vital parts but to
what? You experts
should know!

I trust that so far I have made no mistakes after all I am just a human being capable to forget things.
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Port side:
1. Flap:
2. Aileron:
3. Wing surface upper and lower:
4. Wing tip and navigation light:
5. Leading edge condition:
6. Fuel overflow pipe clean:
7. Pitot head secure:
8. Strut:
9. Fuel contents, cap and vent:
10. Tyre condition, creep mark / valve attitude:
11. Hydraulic brake pipes:
12. Brake disc and pads:
13. Static vent:
14. Port cowling:
15. Windscreen – condition clean.
Front:
1.
2.
3.
4.

Nose wheel, tyre condition, oleo extension, torque link:
Propeller – turn for two revolutions:
Air intakes:
Landing and taxi lights.

Starboard:
1. Starboard cowling:
2. Strain fuel filter drain – first flight of the day:
3. Wipe dip stick, check oil level, cap secure:
4. Inspection panel secure:
5. Tyre condition:
6. Hydraulic brake pipes:
7. Brake disc and pads:
8. Strut:
9. Fuel contents and cap:
10. Leading edge condition:
11. Wing tip and navigation lights:
12. Wing surface upper and lower:
13. Aileron:
14. Flap.

My sincere thanks to all of you. May
your future be bright and happy.

In these documents you witness those who made it happen; without them nothing would had happen. By
giving your time freely to help was the secret of success. The start was actually created by those who were
no longer wanted by society termed pensioners – the same problem today – Others who help with the work
were much younger, but it gave them a meaning of hope for the future. Excitement that life would change on
Earth for the better – alas that has failed so far to be achieved. The sad point is that I could had work in other
fields of science from which I might had achieve some happiness from life.
A lifetime wasted, trying to create a better world for all. Cleaner air, cleaner water, cleaner transport
systems, cleaner energy systems – better transportation – better work stations – a better home life for all. But
alas the world is not ready for such a change. They are not mentally stable to cope with such a major change
I education has presented a condition to kill and destroy for green and gain – to moan about things which
strange enough you created.
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Continue preliminary and external check list:
Starboard fuselage:
1.
2.
3.
4.
5.
6.
7.

Radio aerials:
Rear fuselage skin and dorsal fin;
Fin:
Tail plane:
Elevator and trim tab:
Rudder:
Navigation light.

Port fuselage:
1.
2.
3.
4.

Elevator:
Tail plane:
Fuselage skin:
Luggage compartment door secure – C.172.

The future is under development right here!

Internal, start, after start, taxying:
Internal – pre-starting:
1. Seat
2. Hatches, harnesses
3. Parking brake
4. Master switch
5. Fuel
6. Fuses
7. Mixture
8. Throttle
9. Carburetor heat
10. Primer

- adjusted:
- closed, secure:
- on:
- on:
- on – C.172 – left tank:
- in / secure:
- free movement. Set to rich:
- free movement. Set ¼ “ open:
- free movement, set to cold:
- prime as required / lock.

Starting:
1.
2.
3.
4.
5.

Call ‘clear prop, contact’:
Magneto switches
- on:
Operate starter
- when engine fires return to “both” position:
Check starter warning light when engine is running:
Set 1000 RPM.

The future lies in our
hands, we have to create
it – that is what we are
doing.

These documents undertake two major issues of proof – first he has flown such a craft – that his interest in
flying was positive for some reason why an old man needed to fly Second issue clearly proven the need for
the I-G-V to fly needed a pilot, no fighter or bomber pilot was prepared to fly it as it was too fast and turn to
sharply. Clearly proof that he needed a pilot’s license to fly it, otherwise that would back a craft that would
never take off from the ground, because no one would fly it.
Searl never talks out of his arse – he does what he says; regardless of the risks involved. The need of a pilot
was vital – so he became one and strangely that helped him to understand the problems which had to be
solved before the I-G-V would operate on deep space research – path finding exploration in the commercial
domain. Such a craft had to be simple and minimum maintenance and low operating cost. That is Searl
determination to achieve such a device with a small downtime footprint – the I.G.V is that answer to a
virgins prayer ‘I want it’ yes you can have it!
Page 180

Internal, start, after start, taxying:
After starting:
1. Check oil pressure rising to green within 30 seconds:
2. Alternator warning light / ammeter - out / charging:
3. Rotating beacon / lights
- on / as required
4. Suction
- above 3 inches mercury:
5. Radio
- on / tuned:
6. Flight instruments
- unbroken / set:
7. Check magnetos for dead cut:
8. Trim
- exercise set to neutral:
9. Flaps
- check all stages, up:
10. Controls
- full, free correct movement:
11. Pitot heat
- as required;
12. Radio
- call for settings / clearance:
13. Fuel
- 172 select right tank.
Taxying checks:
1. Brakes
2. Rudder movement
3. Flight instruments

- Throttle back check efficiency:
- Check operation:
- Check during turns both ways.

Power check, take off, after takeoff:
Power check:
1. Face aircraft into wind:
2. Fuel
3. Brakes
4. Gauges
5. Magnetos
6. Throttle – check clear behind
7. Carb. Heat
8. Magnetos
9. Oil pressure / temp.
10. Slow running
11. Set at 1000 RPM

S •••
W•-A•L • - ••
L • - ••
- C.172 select both tanks:
O--- On:
W•-- Green:
We are
- Check for dead cut
;
the
- Set revs. To 1700 RPM:
future –
- Hot air gives drop in revs:
The
- Mag. Drop not to exceed 125 RPM:
past and
- Within limits:
the
- Between 500 – 700 RPM:
- Alternator warning light out Ammeter charging. present.

Searl trust by now that any of you who think that they can test flight the Inverse-Gravity-Vehicle (I-G-V) are
now beginning to understand that first you need to learn to be a private flyer. Then move up either as a
commercial or military pilot – as you would need to be for NASA crews. We have a very long way to go
first before we can take to the skies.
Just to get the I-G-V constructed calls for a massive amount of information – which once I had – but evil
minds burnt it to stop you from getting it; and its non-replaceable. That means millions to re-do all that work
to obtain those figures again.
Searl States: no trumpets sound when the important decisions of our life are made. Destiny is made
known silently. Searl states: all that I can do is act according to my deepest instinct, and be whatever I
must be – crazy or ribald or sad or compassionate or loving or indifferent. That is all anybody can do.
Yes, I must be crazy trying to create a better world that only a very few wants, which is indeed sad.
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Power check; take off, after takeoff:
Takeoff – vital actions:
T
T
M
M
C
F
F
G
G
H
H
C

Trim
Throttle friction nut
Mixture
Magnetos
Carb. Air
Fuel
Flaps
Gauges
Gyros
Hatches
Harnesses
Controls

- Takeoff:
- Secure:
- Rich:
- on Both:
- Cold:
- On / sufficient:
- As required:
- Green:
- Set – pitot heat as required:
- Secure:
- Tight:
- Free.

After takeoff:
1. Flaps
- Retract at a safe height:
2. Engine instruments - Within limits:
3. Full Power
- Developed.
Leaving & joining circuit, Hasell, Circuit:
Leaving and rejoining circuit checks:
1.
2.
3.
4.
5.

Fuel
Radio
Engine
D.I.
Altimeter

- Sufficient:
- Select correct frequency:
- Check temp. and pressures:
- Synchronised:
- Set as required.

Pre-stalling, spinning & manoeuvring:
H
A
S
E
L
L

Every project has to have a starting
point and here was the starting point
for Demo 1 construction. These are
some of the few who made it happen.
In all there would be 13 of them. Yes,
indeed the same number as the old age
pensioners that form the original team
of backers – this time it is workers.
The photos are old, because there are
times frozen for all to see.

Height sufficient to complete exercise by 3,000 AGL:
Airframe – check brakes – off – u/c & flaps as required:
Security of occupants, equipment & airframe:
Engine – carb air, mixture, fuel, temps & pressures:
Locality – clear of airfields, towns, controlled / restricted airspace & cloud:
Look out – all round for other aircraft.

Pre-landing / downwind checks:
1. Brakes
2. Undercarriage
3. Mixture
4. Carb. Air
5. Fuel
6. Flaps
7. Gauges
8. Gyros
9. Hatches
10. Harnesses
11. Carb. Air
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- Check pressure & off:
- Check:
- Rich:
- Hot – check RPM change:
- Check selection, sufficient for overshoot:
- As requited:
- Green:
- Synchronised:
- Secure:
- Tight:
- Cold – Note RPM

Ancient technology, yet in
many ways display the
effects of the S.E.G. It has
the power to knock out a TV
station off the air for some
time.

Leaving & joining circuit, hasell, circuit:
Base leg:
1. Barb. Heat
2. Flaps

- Hot:
- As required.

Overshoot:
1. Throttle
2. Carb. Air
3. Flaps

- Full power:
- Cold:
- Retract as a safe height.

After landing, run down:
After landing:
1.
2.
3.
4.
5.
6.

Stop aircraft clear of runway:
Flaps
- Up:
Carb. Air
- Cold:
Pitot heat
- Off:
Unnecessary electrics
- off:
Throttle friction
- Loosen.

Run down checks:
1.
2.
3.
4.
5.
6.
7.

Brakes
Set 1000 RPM for 30 seconds*
Radio
Fuel
Oil temp / pressure
Mixture
Rotating beacon

The way we fly today, will the I-G-V
replace the conventional aircraft? How
much will these maps change over time?
We are the tomorrow people!

- On:
- Magnetos – check for dead cut:
- Off:
- Sufficient for next flight:
- Within limits:
- Lean:
- Off.

After engine stops:
1.
2.
3.
4.
5.

Magnetos
Master switch
Fuel
Control lock / covers
Harnesses

- Off, key out:
- Off:
- C.150/152 – on; C.172 – off:
- In / secure:
- Tidy.

*Noted: run down checks item 2. On last flight of day:
1. Engine 1000 RPM:
2. Magnetos – check for dead cut:
3. Check for live magnetos:(i)
Mag switch to off position:
(ii)
Check that engine starts to run down:
(iii) Magneto switch back to both.
Remember you are still not a pilot, there is far more to cover – that is just being a private flyer. But from my
side I have to cover a lot more than just a private flyer – but a designer and constructor as well – when you
come to the I-G-V then you sure got to be something out of this world!
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EMERGENCIES:
Power failure after takeoff:
1.
2.
3.
4.
5.

Close throttle:
Carb. Air
- Hot;
Gliding speed:
Select a field as near as straight as possible:
Crash drill.

Action in the event of cabin fire in the air:
1.
2.
3.
4.
5.

If electrical switch off suspect circuits:
Use extinguisher if necessary:
Distress call:
If fire goes out leave suspect electrics OFF and land at nearest suitable aerodrome or field:
Otherwise carry out forced landing procedure.

Action in the event of fire on the ground:
1.
2.
3.
4.
5.
6.
7.
8.

Stop clear of other aircraft:
Mixture
- Lean:
Fuel and Magnetos
- Off
Passenger
- Out:
R/T call
Radio / master switch
- Off:
Leave aircraft taking extinguisher:
Operate extinguisher whilst calling for assistance.

Action in the event of ditching:
1.
2.
3.
4.
5.
6.
7.

Distress call – head towards any shipping in area:
Tony start work on Demo 1. One of
Harness tight:
those whom made it happen.
Door unlatched and windows open:
Have lifesaving equipment ready, do not inflate life jacket in cockpit:
If large swell and light wind, land along swell between waves in tail down stalled attitude:
If strong wind and light swell land into wind in tail down stalled attitude:
Get out and clear of wing before inflating life jacket.

Force landing:
1. Close throttle:
2. Crab. Air
- Hot:
3. Trim for glide;
4. Wind
- Check direction:
5. Select field and plan circuit:
6. Radio
- Distress call:
7. Check for causes of failure:
8. Fuel
- On – sufficient:
9. Engine instruments - Within limits:
10. Magnetos
- On both
11. Carb. Air
- Hot:
12. Mixture
- Rich:
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It took a team to construct Demo 1.

Emergencies:
Crash drill:
1.
2.
3.
4.
5.
6.

Brakes
Fuel
Magnetos
Master switch
Harness
Throttle

- Off:
- Off:
- Off:
- Off – when finished with flaps and radio:
- Very tight:
- Closed.

Action in the event of engine fire in the air:
1.
2.
3.
4.
5.
6.

Throttle
- Closed:
Mixture
- Lean:
Fuel
- Off:
Magnetos
- Off, when engine stops firing:
Radio
- Distress call:
Carry out forced landing procedure.
Do not attempt to re-start the engine.

These instructions are only for the Cessna Aerobat/150/152/172.

The future is not ours to see, but to
create it. From which our
knowledge base grows with
understanding that perfection you
have to create.

We shall now take a commercial break to allow you time to study this document.
Searl states: to be faithful to my instincts and the impulses that carry me in the direction of the excellence
I must desire and value – surely that is to lead the noble life. Where in Searl case: that does not appeared
to be the case. Searl states: few are they who have never had the chance to achieve happiness – and fewer
those who have taken that chance. In Searl case and others who were connected to this work all lost they
happiness, except for a couple of the team. It is sad that such a project should create unhappiness with
any member of the team.
Searl States that Searl Technology has to be divided into precise research and development units,
following the law of the squares he has accepted that there should be four key divisions, within each there
will be sub-divisions to specialize in work skills. Sub-divisions can amount to greater than one. All of
which must be presented in a form of a graph, thereby, their functions can be assessed by the
marketplace. The company structure and functions are the property of Searl Technology, where Searl
Magnetics cover R&D in magnetic domain which includes R&D on magnetizers themselves.
Searl Aerospace Inc. covers everything relating to flight. While Searl Transportation: relates to
everything of road and rail requirements. So I have a million documents to re-write. Some task, but has to
be done, sooner than later. The question how do we set up the company structure and functions – for that
is the key issue getting the right workforce. – Searl Technology has the following sections: (1) Computer
studies and management control: (2) Economics: (3) Finance: (4) Management accounting: (5)
Marketing: (6) Operational Research quantitative decision analysis: (7) Organization theory the study of
human relations within the business organization: (8) Production: (9) Statistics: that is just the starters;
there are much more to understand before this large company can take off.
From the little acorn grows the mighty oak – so will the Searl technology with the skills and funds it will
achieve a massive success in development of new technology and functions. The robotic man is in
development in the labs – and we want to develop power systems for the energy needs of the world. Which
could be capable of going beyond planet Earth deep into space – but that requires your support to make
that become reality.
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I shall return you to your program Flight emergency procedures for pilots:
Battery master switch:
The current required by an electric starter is of very high amperage and the circuit linking battery and starter
motor is wired in heavy duty cable via a solenoid or manually operator starter switch. Instead of a fuse the
circuit is protected by a Battery Master Switch or on some aircraft Starter Isolation Switch. There may also
be a “starter engaged” warning light which will come on if the starter dog fails for any reason to release
itself from the starter ring. When this happens the engine must be shut down immediately, otherwise it will
drive the starter motor at very high rotational speeds and very likely cause damage to both motor and gear
train.
While the prime function of the master switch is to isolate the battery in the event of a major circuit fault,
some aircraft are fitted with an external plug and socket which may be used for the purpose of starting from
a trolley acc. saving the aircraft’s battery from the heavy current drain of starting. The external battery is
also useful during maintenance when testing of the aircraft’s electrical services would otherwise drain the
internal battery. In these cases the master switch will be marked GROUND/FLIGHT. In the flight position
the aircraft’s battery is connected to the electric circuits in the normal way. When ground is selected the
aircraft’s battery is disconnected and the external socket is brought into the circuit.
Twin engine aircraft:
These days most light twin engine aircraft have a generator on each engine, either of which will sustain the
aircraft’s electric services. Even so care must be taken to ensure after engine failure that the remaining
generator is at least covering the electric load. When a discharge is indicated on the ammeter, equipment
must be switched off until the generator can be least cover the electric load.
Trying to explain in text products which you cannot see to examine is rather difficult thing to do. Even If
I use home electrics to try explain what I am talking about. I bet only about one in a million would
understand what I was explaining.
Searl says, a home will not look after itself, and the occupant must be prepared to do battle with damp, rust
and corrosion, fading, peeling, woodworm, leaks, blown fuses; and much more besides. Searl has worked
over the years to solve these problems, which he has for the I-G-V- program.
Searl has constant since 1946 warn you about rising cost, he agree of course you can call in a man, but with
so much of the work labour intensive – the areas where costs are now so very high – you will have to delve
deep in your pocket to keep up with the bills. Searl stated in 1946 that he would live to see this day come
and he has. Searl says that surely from this stems the great incentive to tackle the work yourself; if you can
reduce costs to materials only, this will have two immediate effects. First, you will have money to do more
and, secondly, you may have money available with which to buy better quality materials and add the frills.
What is this to do with flight? Demo one was constructed by doing it yourself; thus saving thousands of
pounds in cash. First you need knowledge upon the subject – without those hands on experience which I
had; the chances are that you would fail in your efforts. What I am trying to achieve here is a simple way to
help you to achieved success the way I did it.
Different schools have different ways of teaching, my problem is that I can only teach you the way in which
I taught myself and to it add any latest knowledge which is now available. Hoping: that it will interest you in
the Searl Technology; as it covers everything known to man and, far more yet to be discovered. You have
many options where you study these days the cost may be the factor by which method you accept. My
system is free. Even home electrics in the UK is changing fast, on the 29th February the power will be cut off
to replace incoming cables and fittings to meet the new law requirements.
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UK 1968: Mains layout and equipment showing how the consumer unit is connected to the mains via the
electricity meter, which so many of you hate because you think it should be free, the earthing connections I
have also shown. This is simply a sample of how the power source is layout for protection of your
equipment, likewise in the aircraft is similar in concept.
Again the law of the squares is proven; the home electrical installation is in two parts, and likewise the
aircraft and the Inverse-Gravity-Vehicle. One part belongs to the electricity board, in the aircraft it is the
maintenance division and not the pilot in command of the flight mission. The other part: This is termed the
consumer’s installation; belongs to the house owner. It also applies to the owner of the aircraft. With an
aircraft maintenance division task is to maintain the craft, even the tightening a wheel nut. Understand if you
built that aircraft and pilot it, then you are the one who maintains it.
The components of the electricity board’s installation consist of the incoming cable known as the service
cable which runs in from the street – usually underground but often overhead in rural areas -, the service
fuse and a neutral link; the meter, and when required, a time switch for off peak loads. This apparatus is
connected together by cables and is sealed to prevent unauthorized persons tampering with the supply.
That is one of my main concerns with the I-G-V that its electrics do not get tampered with that is why in the
design the public cannot enter the flight deck or equipment section of the craft. This cut out terrorist’s
activity. Searl agrees that the householder is not concerned with the board’s apparatus unless the service
fuse blows and the board has to be called in to replace it. Searl states: that if the service fuse is going to blow
in an aircraft then it better is before takeoff. The consumer can however be held responsible for any damage
to the board’s equipment. This is why you do need to understand the technology; or you may find out that
you are paying a bill for damage which was their doing and not yours. I am talking from experience, not just
one of, but two of instances which caused complete damage to their equipment. The first was in my home an
electric boiler they repaired – either the elements was connected the wrong way or it had been damaged
when being fitted. Whatever the cause their complete layout was destroyed even the consumer unit. They
claim that it was my 40 watt lamp that did the damage.
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Searl states: that all apparatus on the house side of the meter is the responsibility of the consumer. These
consist of one or more consumer units or, in older houses which may not have been rewired, a number of
main switches and fuse units and fuse boards. Which, I shall be dealing with later in this document. Here I
have tried to present a simple illustration of what was meant early in this document. The -I-G-V service feed
layout is extremely complex of anything so far discussed.
Searl states; change and growth take place when a person has risked himself / herself and dares to
become involved with experimenting with his / her own life. For surely that is what Searl did just in the
effort of getting this technology to the marketplace. He risk flying and he risk experimenting with
dangerous materials to create a better technology for the world. He won – but the world is not yet ready
for it.
Loss of electric services:
From the foregoing it will be seen that in most aircraft the pilot may at any time monitor the electric system
through these facilities:Facility
Voltmeter
Ammeter
Generator warning light
Starter engaged warning light
Fuses and circuit breakers

- Battery state of charge:
- Rate of charge or discharge:
- Failure of the generator to charge:
- Starter stuck in mesh with engine starter ring:
- Temporary overload or fault in circuit indicated by fuse panel.

Searl states: from this equipment it should be possible to locate any failure but a word of warning here. Not
all electric faults are of an immediate nature and when, for example, no generator warning light is fitted the
only indication that it is failing to support the battery will be shown on the ammeter, an instrument often
neglected in the pilot’s routine scan. Since complete generator failure will ultimately cause the loss of all
electric services a landing should be made without delay.
In reference to electrical faults in electronic equipment in my days were more of intermittent natures: which
the eleven services stations never had the time to solve them, were pasted on to me to solve. It could take
two to three days before the fault showed up then you only had seconds to locate it. Today, many units are
mass produced by automatic soldering which could easy leave odd ones with high resistance joins, which
can cause a pain in the arse to clear, going through all joins with a hot iron to clear the fault. OK, so back in
the 60s TV sets could produce problems with the line transformer due to dry joints as we called them; a hot
iron solved the problem.
The extent of electrical dependence will vary widely from type to type but these are the services that might
be affected by a blown fuse or circuit breaker:S= •••
C = - • -•
Navigation lights:
Radio installation:
W=•-O=--Cockpit and instrument lights:
Stall warning light and buzzer:
A=•M=-Landing / taxing lights:
Undercarriage lights and warning horn: L = • - • •
M=-Anti-collision and strobe lights:
Flap operation:
L=•-••
A=•Engine instruments:
Undercarriage operation:
O=--N=-•
Some gyro instruments:
Cabin heater fan:
W=•-D=-••
Pitot or pressure heat heater:
Door and other warning lights:
We are coming to create
Ice protection equipment;
Fuel pumps:
the future that is meant
Fuel cocks:
Fuel gauges:
to be – the paradise shift
Fuel cocks:
for all humankind.
I trust that now you are getting to understand more about conventional flying – but long way to go yet.
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UK 1968: This represents the normal wiring concept for homes – I hope that this will help all of you to be
able to follow the contents meaning in this document. Agree some words will differ between house wiring
and aircraft wiring. But the theory is the same. The I-G-V will create a lot of extra terms than normal in any
wiring program, which you may be used to. But my task is to teach you from which I hope members will
join up with us to make it happen. You have the power to make it happen.
Page 189

You have now met the term CIRCUIT which will be a very common term in my documents. I have used the
term relating to your home power needs, and also in reference to flight. It can be used in racing by whatever
circuit being referred to, such as horse, car, bike or human racing.
When feathering and un-feathering is implemented by a separate electrically driven hydraulic pump there
will be no fuse as such but overload will be safeguarded by the operating button which resembles a large
circuit breaker. Searl agrees that while many of the electric services listed can in the event of malfunction be
isolated without creating any major problems, one or two of these failures may well cause difficulties that
warrant some guidance.
Cockpit and instrument lights:
Little need be said about failure at night of the instrument lighting other than to remind pilots of the simple
but important insurance of always carrying a pocket torch,
Engine instruments and fuel gauges:
Taking the second item first, loss of the fuel gauges will mean that particular attention must be paid to the
endurance of the aircraft. In effect, the watch must now become the fuel gauge.
Electric engine instruments that could be lost through circuit failure are the oil pressure gauge, oil
temperature, cylinder head temperature, carburetor air temperature and on some aircraft, fuel pressure.
Manifold pressure and oil pressure are not electric instruments and rpm indicators are either flexible drive
operated or powered by a self-contained electric circuit which is completely independent of the aircraft’s
electric system.
Gyro instruments:
Usually the only instrument to be effected under this heading is the Turn and slip indicator since the
artificial horizon and the direction indicator are on smaller aircraft vacuum operated. However, total failure
of the gyro instruments will mean keeping clear of IMC and landing as soon as possible.
Undercarriage warning lights:
Often these lights are of the press-to-test type but should all three green lights fail to appear and refuse to
illuminate when tested a circuit fault may be the cause, rather than undercarriage failure – which I shall deal
with later on.
Loss of electric flaps:
When the flap circuit is lost and cannot be re-set a flapless landing will have to be planned allowing for a
longer deceleration after landing. Usually loss of flaps will add between 5 – 10 knots to the approach and
touch down speeds of light aircraft. In a single engine aircraft the main difficulty during this emergency is
likely to be caused by poor forward visibility due to the higher than usual nose attitude.
Loss of undercarriage extension:
This will be dealt with later in this book – electric systems.
Electro-hydraulic pump:
All hydraulic systems cater for the possible loss of hydraulic pressure by providing a hand operated pump
which will cope with most emergencies associated with loss of the engine driven or electro hydraulic pumps.
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Loss of radio:
This section may best be considered under two heading:Navigational equipment
Communication equipment.
Loss of navigational equipment:
Whether or not the loss of a VOR or ADF set constitutes an emergency in the true meaning of the word will
obviously depend upon the weather at the time and the availability of alternative radio navigational
equipment. When the installation is confined to a single VOR receiver and the fault is other than a blown
fuse the NAV volume control should be turned up and the station identified to ensure that the OFF flag has
not appeared simply because that particular beacon has gone off the air. When change of frequency fails to
bring in any station the receiver is obviously inoperative but sometimes the beacon can be heard although
one of these faults exists:(i)
(ii)

The LEFT / RIGHT needle fluctuates and refuses to respond to adjustments of the Omni
bearing selector:
Intermittent appearance of the OFF flag accompanied by centering of the LEFT / RIGHT
needle.

Either fault may, on occasions, be cleared by moving the frequency selector then returning it to the required
setting.
When there is a second VOR or ADF set it is unlikely that these too will be affected unless there has been a
general power failure in the aircraft. However when all radio navigational equipment has been lost steps
must be taken to avoid controlled airspace, the exception being when under radar or VDF guidance; then
ATC may arrange to position the aircraft for a landing at a suitable equipped aerodrome which could in fact
be situated within a control zone.
Ensuring safety in IMC:
One of the most common sources of potential disaster is the inexperienced pilot who flies into bad weather.
Often the situation could have been avoided had the pilot acted early in advising ATC of the circumstances.
Even assuming the loss of all radio navigational equipment there are sufficient ground facilities – VDF –
and radar to locate and guide an aircraft out of trouble. However this does not absolve a pilot from thinking
for himself / herself and it is vital to ensure adequate terrain clearance until such times as ATC have
identified the aircraft and monitored its position for a safe let down.
Loss of communications equipment:
For the purpose of this explanation it as assumed that only one VHF transceiver is carried in the aircraft and
that one of the following faults has occurred:1. Receiver working but transmitter carrier wave only:
Either the microphone is faulty – in which case an alternative instrument should be tried if one is
available or there is some other reason for the transmitter failure to modulate, i.e. radiation is in
the form of a toneless hiss. This is a carrier wave on which speech has failed to imprint due to a
fault in the transmitter. Usually a ground station hearing such an attempt transmission will reply
aircraft calling you are carrier wave only. Unfortunate there is no standard civil procedure to
cater for this not uncommon situation – although the RAF has for many years adopted the
speechless method of communication.
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2. Complete loss of two-way communications:
The procedure to be adopted under these circumstances while flying in controlled airspace is explained in
the ICAO “Rules of the air and Air traffic services – PANS-RAC – under the heading of emergency and
communication failure. “ This forms the basis of the procedures adopted by all the major airlines, as well as
the complicated instructions listed in the UK Air pilot. The procedures listed in this document are likewise
based upon the ICAO publication. Interpreted in the broadest terms these instructions are intended to:(i)
(ii)

(iii)

Keep aircraft without radio out of controlled airspace when they are not expected to be there:
All aircraft cleared for flight within controlled airspace to continue in safety after radio failure
provided the agreed flight plan is adhered to. Indeed once a clearance to enter a control zone has
been obtained this should be followed even if subsequent radio failure occurs:
Remove aircraft without radio communications from controlled airspace when no expected
approach time has been acknowledged before the radio failure or when traffic is so heavy that
delay not determined has been passed to the pilot. In effect this means that ATC are unable to say
when traffic conditions will allow an approach to be made.

It may be considered that in leaving controlled airspace – item iii – and flying to another airfield a pilot is
exchanging one problem for another but an aircraft departing the airways or a control zone and descending
in the FIR without instructions to do so is bound to attract radar attention immediately. Furthermore the
ATC service will then be alerted to the emergency.
Action taken by ATC after lost radio contact:
When an aircraft loses radio contact in IMC and is seen on radar to be departing from the expected flight
plan the ATC unit concerned will transmit ‘blind’ to the aircraft; the pilot may be unable to answer although
his receiver could be functioning perfect. Equally the aircraft’s receiver may have failed although the
transmitter is operating and pilots should likewise transmit their intentions ‘blind’ in the hope that ATC will
be able to hear.
An ATC unit handling an aircraft with lost communications will transmit the following information using
the frequency on which the pilot is believed to be listening as well as the voice frequency of the
navigational aid – VOR beacon – likely to be in use by the aircraft at the time:
1.
2.
3.
4.

Action being taken by the ATC unit:
Special instructions applicable to the emergency:
Details of suitable let down areas, chosen to avoid heavy traffic and / or high ground:
Weather conditions in the letdown area and at aerodromes suitable for a diversion.

Other aircraft in the area will be warned of the situation as will all ATC units along the route and in the area
of diversion. In view of the obvious disruption that occurs to air traffic during these measures it is
particularly important that pilots of aircraft with lost radio communications should on landing advice their
arrival to the ATC service without delay.
NOTE: all this will also apply to the Inverse-Gravity-Vehicle (I-G-V) if ever it has loss of radio
communication. The rules are the same.
I can only hope that on deep space missions no radio communications will be lost – bearing in mind the
time lag involved relating to distance. Morse code may have to be considered as the means of
communications, even then it may have to be coded as to keep communications to small footprints. We still
have time to make the decision on communication systems. As far out as the Moon ham operators are quite
capable to form the function of communication – but I am afraid beyond that distance ham ops are out with
their equipment. That is just one problem why man will not be going to Mars yet at least not in the
commercial operation domain.
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Flying training in controlled airspace:
Some flying schools are based on airfields situated within controlled airspace. When there is weather
deterioration, training aircraft may be recalled or given an amended clearance. In the event of a radio failure
the zone should not be re-entered unless there is an emergency but a landing should be made outside
controlled airspace.
Establishing visual contact after radio failure:
The seriousness or otherwise of lost radio communications is dependent upon the weather at the time and the
navigation aids available. Possibly the worst case, total loss of all radio when out of sight of the ground, is
one that will illustrate the importance of:
(a) Knowing the aircraft’s position at all times:
(b) Having a general picture of the weather situation around the intended route.
For example, if it is known that, to the east, cloud cover is 3/8 at 800 feet although the ground is completely
1.
2.
3.
4.

Use the map to avoid controlled airspace and high ground / obstructions.
Fly on an easterly heading and aim for a low lying area.
As the cloud begins to break up, descend VMC through a suitable gap.
Fuel and weather permitting, land at the nearest airfield or carry out a force landing with power,
according circumstances,

When unbroken low cloud is known to cover a large part of the country a descent on instruments will be
unavoidable and the prime consideration must be to ovoid obstructions. Ideally such a letdown should be
made:
(i)
(ii)
(iii)

Into wind – low ground speed:
With optimum flap:
At a powered rate of descent of 250 feet/minute or less.

If the visibility is known to be at least 1000 metres, whenever possible such a descent is probably best made
over the sea. However in conditions of very poor visibility it is often difficult to distinguish between sea and
haze and the dangers of trying to fly visually under these circumstances will need little amplification here. In
very restricted visibility the letdown is better made over low lying ground which must be chosen with care
before the descent, using the map to avoid towns, power cables or other obstructions.
Flying to the letdown area:
During an emergency of this kind the watch assumes particular importance as a vital tool of DR navigation.
Ground speed will have to be estimated, distance to the chosen letdown area measured and converted into
flying time and an accurate heading must be steered allowing for estimated drift. To cope with the workload
and relieve anxiety during what can only be described as a demanding situation, the value of accurate trim
both before and during the descent cannot be overemphasized.
Conclusions:
Modern radio equipment has enable the light aeroplane to fly in conditions that not so many years ago would
have been beyond the capabilities of some commercial aircraft, but the benefits conferred by this equipment
bring with them the dangers of exceeding the capabilities of aircraft and pilot. A light aeroplane fitted with a
single NAV/COM SET is not suitable for all weather operations because when the one and only radio fails –
and even the best equipment can do that – the pilot may be left in a situation that is both dangerous to
himself / herself and a hazard to other traffic.
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We shall now take a commercial break:
Searl states: be yourself and think for yourself; like he does, and while your conclusions may not be
infallible, they will be nearer right than the conclusions forced upon you. How true! FACTS: is an
interesting word in as much as it value can change over time; where FIRST do not change, it remain fixed.
Sample: In addition to honouring the past lasts can also invite us to look forward. As well as meaning the
last ever, the word last can also mean the last to date – and the implication that something may be repeated –
like the S.E.G – sets a goal for those who come after. For example, we all know that John Young was the
last man to walk on the Moon until Gene Cernan did; and he will be the last man to walk on the Moon until
someone else does, which might be me.
Searl points out that a ‘last’ that is a last ever, such as the last dodo or the last Ford model T, is a memorial
to its kind – but a last that is a last to date, like the S.E.G 1978, like Gene Moon walk, sets a challenge for
the future. Agree, I would not be able to walk on the Moon but Brad could push me around in a wheelchair.
Searl states: that in the case of Gene last; Searl knows the feeling of looking forward to that challenge being
met. Searl is aware that Gene being the last person to have left his footprints on the Moon holds a special
place in history, but Searl feels certain that he would very much like to be around when mankind takes the
next step, and so would Searl, but due to his age that looks like a wet flint. Searl understands that Gene feels
that it is not as if he hold a record that he don’t want to see broken, being the last just means that he closed
out an era in history. If or when we do return to the Moon, the last Apollo mission will still be a significant
landmark because it was truly the end of a pioneering era.
I have lived to see so many last OF, and the new leaves the question, have we fooled ourselves in believing
that we are better off today – as human beings we have vanished – instead we have evil minds – greed –
ignorance. Get us nowhere in that task to create a better world for all regardless – it’s now only for a few.
Searl states: Reason, ruling, is a force confining; and passion, unattended, is a flame that burns to its own
destruction.

The lady on the right was the only lady that travel 4 hours to help me with shopping – so there are some
humans still living, thank heaven, then 4 hours back home – a truly wonderful lady. Thanks to Morris who
paid the bill, as I could not afford it. Talking is one thing which people are good at – doing is the missing bit.
But doing is the positive bit which creates results. I know in the States there are other ladies who will help if
and when they can, which I fully understand their position and appreciate everything which they do. And my
time in the states I was honored to meet a number of such ladies to remember. We must not forget dear old
Brad who had to clean up all the mess that I deposited everywhere I went.
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I shall now return you to your program Flight emergency procedures for pilots:
Action in the event of enforced change of flight conditions:
The situation:
Iris was quite a disc, tall with fair hair, blue eyes, a charming friendly manner and a fuselage guaranteed to
turn the head of any discerning male – no, this is not my sister whom I have never seen since I was 12 years
old, have no idea if she is still alive or not. And the outstanding thing about her was that she found
popularity with all the members of the local flying, men and women alike – clearly I had joined the wrong
club.
Although she had a job in the Midlands most of Iris family and close friends lived near the Scottish border,
now they tell me after moving out of Scotland, so, at intervals, when the weather was good and there was a
little cash to spare she would fly home for a long weekend. That Friday morning she had been up at first
light, checking the weather – and from all accounts a good high pressure system, which I loved for flying,
looked settled over most of the country.
On arrival at the club Iris was dismayed to learn that her favourite aircraft, a well-equipped Cessna 172 – no
not the Cessna 172 G-BDZD which I had the pleasure to fly. I have no idea which one she flew but it had
become unserviceable with a mag drop, one that was proving rather difficult to clear but they were working
on it and being nice, well-adjusted girl she was, Iris took herself off for a cup of the tepid, brown liquid
optimistically referred to by the local club as coffee. She read one or two back numbers of Flight than her
eye caught an accident report that had somehow got itself mixed up with the untidy pile of magazines.
It told the story of a foolhardy one who had set out on a flight without first obtaining a weather report. And
the only flight plan was a line drawn on the map According to the report bad weather brewed up and since
the tanks had not been filled before take-off the pilot only just managed to pull off his special version of a
forced landing with power which involved leaving the aircraft an immobile heap in the middle of the field.
The pilot was alright but the aircraft never flew again.
By now Iris intended departure was two hours behind schedule. She was about to call off the trip when the
phone rang and the voice at the other end said we have fixed it. A good pre-flight inspection revealed
nothing out of the ordinary so Iris threw her suitcase onto the back seat, tied it down with the straps, then
took off into the blue. Soon she had cleared the airfield and was advising the Flight Information Regional
Controller of her flight level, position and ETA Carlisle.
Carlisle 54056’N 02049’W
190 feet AMSL.
3 bituminous runways.
01/19 = 1,281 x 46m
07/25 = 1,827 x 46m
13/31 = 1,250 x 46m
Code EGNC.
Landing fee: AoA rates
5 NM ENE of Carlisle
Open hours: 0900 – 1730
local times and by
arrangement.
Lighting: High intensity,
Runway 07/25 VASI
Hangarage: limited.
Restaurant & snack bar.
I have never flown there.
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When I write a book you get the FACTS no bullshit and every means possible at hand that I can add to
help you to understand, I shall add them. When I say I never have flown there I mean I have never
piloted an aircraft there. This phase applies everywhere in my books.
The first forty minutes was fine; very little wind, ground speeds pretty much the same as airspeed, heading
more or less the same as the track and ETA likely to be on the nail. Then approaching the Lake District hazy
conditions began to develop and Iris, anxious to remain in visual contact with the ground, started to descend.
A couple of severe jolts proved a little unnerving and acted as a reminder that up and down draughts are
often the playmates of mountains. Thank the lord I tied the suitcase down she told herself, giving an extra
pull on her harness for luck. There were some drops of rain on the windscreen. Now that was very odd
because the met man on duty at 6.am had promised widespread skies of blue. Clearly there had been
deterioration in the weather and with haze and now cloud it became necessary to descend even further if
visual contact with the ground was not to be lost. Some of the higher peaks were looking aggressively close
and it was a situation that could not be allowed to continue.
Instrument flying was a pastime that had never appealed to Iris. It was a long time since she had done any
but she was sensible enough to recognize the dangers of mixing it with the mountains in poor weather. If
only she had taken that IMC rating but it was no time for regrets and Iris knew it. She climbed back to her
cruising level with a feeling of relief that the peaks were far below. Seconds later the Cessna was being
flung about, it had become rather dark and hail was lashing the windscreen. For a few moments the
turbulence diminished then just as suddenly returned with renewed vigour. It was all Iris could do to control
the aircraft and she later admitted that the dark and the violent bumps mixed with hail that even drowned the
noise of the engine had been the most frightening experience of her twenty-eight beautiful years.
Fortunately she was no fool. I’m in the cu-nimbs she told herself and wondered how long it would be before
the wings came off or control was lost through sheer lack of skill at instrument flying. She called the Flight
information regional controller and told him all her troubles. A calm voice replied, telling her to climb from
flight level 45 to flight level 65, to check the altimeter on 1013.2 and to contact radar on 126.5. It was
reassuring to hear Humber radar ask for a turn onto North, and then confirms you are identified.
Somehow the turbulence seemed to lessen and even the hail had a friendlier ring about it but she was still
rather punch drunk from the past hectic moments. Who would have thought a Cessna could gain 2000 feet in
seconds without touching the throttle!
It was not long before Iris had been directed away from the worst of the turbulence and into the clear at 2500
feet. By then Teesside approach had taken over. What had gone wrong? How did a switched-on lass like
Iris get herself in such a fix? After all, had she not prepared a flight plan and got herself a weather report?
That was it – the weather report, taken over the phone at 06:00 am, some five and a half hours before
takeoff. I used to do the same make out my flight plans at home phone for weather details. I guess that is
pretty common issue with flyers save time at the airfield. If only Iris had re-checked the met she would
have known about the deterioration and could so easily have routed around it.
As it was she had relied upon an old weather report and after becoming committed to instruments there was
no real plan to deal with the situation. It had been an unnerving experience for Iris; she kept thinking of the
chap in the accident report and was thankful at not having shared his misfortune. What if she had written off
her beloved Cessna? It could all so easily have ended in tragedy.
I will now take a commercial break while you try to see how many errors Iris made.
Searl States: good instincts usually tell you what to do long before your head has figured it out.
Unfortunate some have heads which cannot work it out at any cost; so they use their arse instead. Agree
their instincts sure make a damn great sink which no one can mistake, for it’s there on YouTube for all to
taste.
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It is no longer we are COMING we are here now in the USA. It did not cost a mare £250.00 it cost
thousands of dollars that is only reason that the S.E.G. are not on sale at this time – the other reason is
you. It is a project for the people, by the people – the problem is where the people are?
I like to re-cap upon that word LAST a vital issue: that 1968 was the last of the S.E.G, it would be a great
shame if that remains the record for the next 1000 years. Searl appreciates the feeling when Gene stood on
the Moon looking back at the Earth. He must had felt, as he was standing on a plateau where science had
met its match; the world and that small part of the universe he was privileged to be witness to was just too
beautiful to have happened by accident. Will the same happen to the S.E.G. that Searl and a few others have
seen it operating? A much smaller wonder than the Earth is in this universe.
Searl can well appreciate that Gene, by the way Captain Gene Cernan, must had felt both honoured and
saddened by the fact that he represented the end of Apollo, one of mankind’s greatest adventures, and when
the time came to leave the Moon; Searl understands how he must had felt that he must had wished he had
the opportunity to stay longer. Searl guess that now, when he looks up at the Moon at night over 30 years
later, he must often wonder whether it was reality or simply a dream. This Searl can appreciate due to his
life with the S.E.G.
Yet, it was indeed his home for over three days of his life. Searl understands that when he did leave he must
had known that he personally would never pass this way again, how strange how we sense that issue.
Although I know he must had expect that mankind would have done so by now; in fact, Searl knows that he
predicted that we would be on our way to Mars by the turn of the century. Searl response was that never will
be for a very long time to come, it would never be in his lifetime. But Searl understands he still believe his
basic prediction is correct even if his time table is somewhat off the mark. Searl understood that his time
table was well off the mark, as Searl had been explaining this issue since 1946 in his newsletters.
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Searl understands that weak minds love twisting facts around to impress others – strange they actually
find these fools. Maybe there is some truth in that statement: a bird of a feather flocks together!

Swallow Command Audio Vision Communication Division requirements at this date – but we need to go
to 3D system so you can see all around everything we do – we are an open door to all Legal personal. But
we shoot men in black. I will try to save pennies from my monthly pension to obtain such a camera agree
the screen 50 inches is already in place; thanks to Morris, which replaces the one in Scotland. Yes it is 3D
ready. The same as the one in our lab in San Diego, California, USA.
This project is teamwork, and must be recorded 100% who done what, when, how vital for any future law
cases that may appear, without that data you have nothing to fight with, and there are many idiots out there.
Within these documents are the facts which represent all the reality around that issue and Searl don’t care a
damn if you like what he says or shows as long as it’s the truth.
The Searl Technology is massive in concept which calls for specialists split up into defined sections to
prefect the skills which are required. It is not a one man show and never has been or will be. Its physics of
the S.E.G were proven in early 18th century. Now is the time to bring it out in reality for all to benefit from.
The I-G-V: calls for massive machinery which yet is not available to us. Searl agrees that it is the right time
to buy to save cost – unfortunate that money is not available to do so. By the time the money is the cost of
equipment will have jumped over twice as much, so we shall be no better off.
It appears everyone will take free electricity, but do not want to pay for the device. They believe if the power
is free, then the device is free that shows the insane state of the world today. Where is the problem –
EDUCATION?
Searl states: that every man / woman has his / her own destiny, the only imperative is to follow it, to
accept it, no matter where it leads him / her. How true – from where Searl sits it is not leading towards a
better world – but to destroy it. If that is what you want then you are sure going the right way about it. It is
no longer a fear now that God will destroy the Earth, he knows he can go on holiday as you will save him
the task; he knows you will succeed to destroy the earth.
Searl states: Television is highly derivative, if you look at any programme. Creative people take their
inspirations from anything. Surely that opens the door for Swallow Command Audio Vision Communication
division to follow with high quality documentaries upon the research and development of the S.E.G. in a nononsense, straight talking which Searl so often refers frequently to the basics that he wants to see, and how
to tell this story, by putting the important things first, and how these apply equally to the dozens of factual
products under investigation.
It is not just make the S.E.G – It is how we can mass produce it which immediately states teamwork –
companies – equipment – tooling – test gear and above all a suitable place to work, of which none of this
can happen without hard cash in place. So if it takes a million year to make it – does not disprove Searl
never made it in 1946. It only takes a mentally ill mind not to be able to cope with that reality.
Searl hopes that now some of the crap on the internet can be viewed in its true light of being crap, give
your time to the real world that technology and sciences changes with time, as we likewise do!
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I shall now return you to your program: flight emergency procedures for pilots:
The procedure:
Flying into deteriorating weather:
An unexpected weather deterioration occurs towards the end of a journey covering several hundred miles.
There is insufficient fuel to return to base so a diversion and possible radar assistance must be considered.
Carry out the following actions:
1.
2.
3.
4.
5.
6.
7.
8.
9.

Check harness for tightness:
Advise ATC of changed flight conditions:
Check minimum safe altitude and altimeter setting:
Synchronize the DI with the magnetic compass:
Check tanks and fuel endurance:
Check airframe and engine ice protection as applicable to the aircraft type:
Safeguard instrument supply – pitot heater on, etc.:
Switch on navigating lights and rotating beacon:
Follow ATC instructions.

Well I hope you are slowly becoming a good private pilot, being the first step up those 64 steps to becoming
an I-G-V pilot. This document is a very elementary one; mainly to present how not to and how to handle
emergencies in flight of conventional aircraft and explain what will apply to the Inverse-Gravity-Vehicle (IG-V). From which I hope that you all will have a pretty good picture of flight problems in both systems.
Searl Aerospace INC, USA: has to fit in with all the rules and regulations of conventional flying and then
add the extensions needed to cope with our flight system. This will be no simple task – in fact that will be a
massive task to undertake, without offending someone, which is so damn easy to do today –why? Are we
saying that their brains are fully loaded and no more data can they hold?
If so, that means many heads to roll to get space for brains that have more capacity to cope with change.
Because change is on the way in whether you like it or not, sooner the better if we are to survive. This does
not mean that the 747 should just be replaced by something else. What I am saying is that I do not care if it’s
made of paper – what I care about is the fuel – that needs to be changed and I have the feeling that all
operators have the same desire for a cheaper fuel supply. We as a company are trying to solve that problem
as no doubt there are others doing the same.
Searl Aerospace INC. cannot guarantee a cheaper fuel supply at this stage, but another solution is the change
in concept of flight which does not require the need to burn fuel for energy. This will cut your operating cost
on fuel to zero rating. If such information interest you then support that drive – you cannot loose but you
could win a bargain which is a bargain.
Nothing invents itself that is a FACT; you have to invent it, and that too is a FACT. The longer it takes to
invent and construct; the greater is the cost. We should all understand that by now as a FACT. Every time
evil minds rob me that too increase cost; and time which is also cost – that too is a FACT. So why do you do
it if you really want it this technology?
If we claim to be intelligent then it is time to prove it as a FACT. If we say that we are human surely it is
time to prove it as a FACT. Claims are easy to make, facts are harder to prove. If you say that God created
you then you better change your wear fast, or otherwise you may be taken to imply that your God is a sex
maniac, which simply supports why God don’t come here to help earthlings, being insulted by their actions.
Paradise on earth, that I guess would never be allowed due to greed and ignorance becoming the key words
of today – God help those who help themselves appears as the motto of the living today!
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Flying has indeed become big business – commercial aviation is big business. The world’s airline operators,
large and small, cargo and passenger, had a turnover of over £100,000 million - $200,000 million in 1977.
The 110 companies belonging to IATA have a total of 840,000 employees. Sorry to say that at this time
Searl Aerospace INC does not employ that number of workforce – but who knows what the future will
bring; might surprise you. Many thousands more people work for air charter and taxi companies or at
airports, or in building, servicing and supplying the aircraft. Around a quarter of Amsterdam’s one million
inhabitants depend directly or indirectly on work generated by Schiphol airport. I have flown passengers into
Schiphol Airport, is indeed a wonderful airport – plus wonderful people – they welcome us private pilots,
and gladly give us all the help that we need. It is constructed as I understand it, on sunken ships of the war
and sits below sea level. Clearly shows what men can do when they work together as a team.
Investment:
The capital investment is impressive. A short haul airliner: such as the Fokker F28, carrying only 79
passengers, costs over £5 million - $10 million. A 400-seater Boeing 747 can cost about £30 million - $60
million. Modern airliners have service lifetimes of around 15 years, during which they are repeatedly
overhauled and rebuilt. When the machines are retired, there may be little of its original fabric left in it.
Large airlines sell many old, but perfectly airworthy, airliners to smaller operators; at present, over half of
the world’s jet airliners are more than ten years old. This information relates to 1977, which suggest they
have by now been replaced or should had been around 1982, then by 1997 they should had been replaced.
Now this year 2012 they should be ready to be replaced.
Clearly, if the Inverse-Gravity-Vehicle was now in production, it would be perfect timing for the
marketplace. An aircraft that would never have to be rebuilt during its operation lifetime which would
exceed all other aircraft operational lifetime, create no pollution or noise that offend people. Need no
runways, need no fuel to burn. If the I-G-V: only operates 100 years without cost except electronics
equipment replacements or repairs. That would represent 6 aircraft in that time factor at a cost of £180
million. Thus if one 400-seater I-G-V cost £180 million you would still be in profit because of no fuel bill,
no runways repairs, no craft repairs, no downtime losses. Fly any weather condition. You must show a
good profit margin which would increase every year that aircraft operate. So what are you waiting for?
Remember I am talking about costs in 1977 – today that cost could be more than twice as much which
would explain why some flight companies have folded up during the last two years. Other companies are
cutting staff in the effort to stay active. I have seen Concorde come and go, and now the shuttles have follow
suite and gone, but I am still going on, yet I have not seen any replacement for these products. Concorde,
guess never be a replacement in my lifetime, as the cost is now passed the market value. If I see NASA
replace the shuttles that would surprise me too, as cost increases must be well outside of market pricing on
present rocket ideas. I doubt if the atomic drive system will be ready before I am no more. Is that what
NASA is waiting for?
Searl states: seek out that particular mental attitude which makes you feel most deeply and vitally alive,
along with which comes the inner voice which says, this is the real me, and when you have found that
attitude, follow it. Will this quote meets your problem perfect.
There are many subjects which relates to my world that needs to be understood, which is where I come in to
educate those who really want to learn. Not just showing what was done but how it was done. This includes
the maths as well as graphs and drawings. Along with this I hope to operate the long awaiting business
website once the front page setup can be done – so far this has not been achieved. There is no sense in
paying for a site unless it’s ready to run. The sites which are operating are just general public sites, which
are more like a newspaper site giving you news, which does not represent my requirements to attract funding
in the manner we need. The four companies which will be developed for precise functions will carry all their
own documents thus saving time to find what you need to know. Unfortunate that all documents were
original prepared for 1968, so updates should now be due but cost far too high but will update where it is
possible at this date.
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I travel to New Mexico to give a talk at the Tesla society – they did the sound and recording – but showed
me how to cock up a show at the beginning and end. I never did get a copy of that show. I did the show free.
You want the FACTS; I will give you the FACTS.
Searl states: that the greatest achievement of the human spirit is to live up to one’s opportunities and
make the most of one’s resources. Appear that there is something one here – clearly they had no spirit to
live up to they had the opportunities to prove to me that they had the stuff that made a company, alas for
me they failed.
I shall now return you to your program Flight emergency procedures for pilots.
Flying in severe turbulence:
While flying in unstable weather conditions it becomes necessary to complete the journey through an area of
cumulus clouds. Adopt the following procedures.
Before entry:
1.
2.
3.
4.
5.
6.
7.
8.
9.

Check all seat belts for tightness:
Secure all loose articles:
Disengage the auto pilot:
Turn up the cockpit lighting to maximum brightness:
Switch off all radio being affected by static interference:
Operate the anti-icing and de-icing equipment. Check that the pitot heater is switched on.
Reduce power to maintain the recommended rough air penetration speed and re-trim.
Check the vacuum and / or electric supply to the instruments:
Synchronize the direction indicator with the magnetic compass.

We are slowly progressing with the first book of Swallow Command Audio visual communication division.
Page 201

1968 this was the plan for Searl Technology unfortunate the robbery of the first computers left me high and
dry but still got two of the apples here I think I have seen them when the van was unloaded, that was the
plan due to the small HD available then – today 4TB is nothing to speak of and I shall need 100TBs HDs,
that is for certain. I think the keyboards and mouse’s are here including speakers. I cannot say they work
based on how they been thrown around in travel.
After entering cloud:
1. With reference to the artificial horizon, concentrate on maintaining lateral and fore-and-aft level.
Avoid any harsh control movements likely to add further to the airframe stresses caused by the
turbulence.
2. Unless there is a risk of hitting an obstacle ignore the fluctuating readings of the altimeter and the
airspeed indicator:
3. Limit all turns to small heading corrections:
4. When weather radar is fitted use it to indicate the best way through the storm, otherwise it is
usually best to keep flying straight ahead.
Let’s take a commercial break to think upon this issue. I am presenting this instruction in small lots so as
not to rush you in reading it.
Page 202

Visitors come from far and wide just to get some free education on magnetics the Searl way, and not the
conventional way. There are no better places to go than Searl Magnetics INC. U.S.A.
I have lived in a strange world as an example April 2004; all the news was about lead free which I found out
did not mean that you could now get lead free instead of paying for it. Instead it meant that you could no
longer use it in products, and this is basically an account in reference to that change. What looked like a
minor detail in the move to RoHS Directive compliance is starting to be a real headache.
It isn’t anything as complicated as cadmium concentrations, solder bath contamination or tin whisker
growth. Part numbers is the issue and – to change or not to change, that is the question. Searl states: that
there are only two easy answers: Yes and No. Searl says that both are correct.
Searl states: No: there is no need to change the part number because the RoHS compliant parts are form fit
and function replacements for the pre-RoHS components. Compliance is an added benefit. No need to
change processing, no change in reliability and no change in operation.
Yes, of course you have to change the part number. The part is different, non-compliant components are not
compatible with Pb-free processes and how else can you tell if a non-compliant part gets into supposedly
Pb-free end user equipment. And both answers are, of course, also wrong.
No change in part numbers works perfectly if the part is to be used in equipment destined for sale outside the
EU where there is no RoHS directive, but makers of equipment for sale within the EU want a change, even
though it means re-writing their part lists.
Now you know why I have to take so many Co-Codamol 8/500 effervescent per day.
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Yes is the wrong answer for the equipment makers who supply to the EU and are confident non-compliant
parts can be flushed out in good time. They do not want a part number change because of the administrative
cost.
In general: what it comes down to is the assemblers want everything to be marked RoHS compliant.
Component makers want to reduce marking. There is a different view between the two groups, says Prof.
Searl, research director at Searl Technology.
The tussle continues, but things are getting clearer, so Prof. Searl is informed.
Strange, as Searl understands it, that there are still over a third of our suppliers doesn’t know if they are
going to change part numbers or not. Of those that have put a stake in the ground, 57 per cent of the parts
they supply to Searl Technology will not change part number, and Searl understands that 43 per cent are due
to change.
Searl states: that these figures follow some settling in the industry. Searl recalls that six to eight months ago,
far more suppliers would have said they would change part numbers. Searl guess that they forgot the cost
would go up which they discovered over those months what that cost meant to them. Which, of course Searl
is frustrated by lack of information from some component suppliers.
Searl understands that the 57 per cent includes firms which will not change part number, but will add a logo
to the component package. Searl understands the more he looks at it, and the more he talks to my members,
the more complicated it gets. Searl accepts that only a few components have the space to add more details
but where there is doesn’t necessarily mean it will be incorporated within the part number. Searl knows from
experience that some packages are so tiny; there is not enough room for a full part number, let alone an
additional ‘e’.
Searl points out that some components are so small he needs a good magnifier glass to see them and a
grabber to pick them up, as his fingers are now far too clumsy to pick them up. Searl has no doubt that some
capacitor makers will continue to supply Pb-inclusive for the military from that point Searl guess he will
probably have to order the Mil Std part number to get lead.
Searl understands that the US firm ATC is also adding a T suffix, to indicate when its multi-layer ceramic
capacitors are Pb-free. Searl points out those RoHS compliant capacitors may contain lead as the directive
exempts Pb chemically locked away in the body ceramic. Searl states: that it appears overall, there is much
confusion with few component companies fully decided on a strategy. Matters are made more complex
where parts firms are sometimes changing their order code, but not the part number for RoHS compliant
parts.
Searl advice to Cems and OEMs has to be: keep asking all your suppliers until they give you a straight
answer. Otherwise you could be left in the lurch. Searl Technology demands will increase over the years and
he knows that some parts makers will sit on their hands until it is too late, as he will look to overseas
producers to supply the goods which he needs.
Searl States: we will discover the nature of our particular genius when we stop trying to conform to our
own or to other people models, Learn to be ourselves, and allow our natural channel to open.
Searl states: where the willingness is great, the difficulties cannot be greater. Searl admits that his
willingness is great for this research and development; but he can assure you from experience that the
difficulties are damn sight greater than what is suggested above.
I trust that these bits of information inserted here is of interest to you of the problems which I have to
face in this work. I shall now return you to your program Flight emergency procedures for pilots:
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Before moving forward let me make the issue clear in reference to fuses – which most people know about –
but I want to be certain that you know that I know what I am talking about – and these are some of the
options 1946 available to me:

Now you know what I knew, as far as I understand you can still get them, as they are not yet extinct.
Background information:
The important of flight planning:
If the skies always remained clear of low cloud and the visibility never dropped below 5 km flight planning
would be confined to the simple and obvious; ensuring sufficient fuel for the journey and observing weight
and balance limits. But the weather, particularly in the northern parts of Europe, cannot be guaranteed over
long periods. While every care is taken in the preparation of weather forecasts, local deteriorations do occur,
particularly in coastal regions and mountainous areas, having a physical effect on humidity, temperature and
air movement. Then again fronts sometimes cross the country faster than expected while others fail to
materialize. Searl understand that ordinal people would not understand such conditions, then there are those
who think it is god being angry because someone never flash the toilet after use.
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2015: will this be the future of Searl Technology? If so planning now is urgent – designing the lab –
defining the tools and equipment which shall be required – at this stage I appreciate that you have no
idea what the Searl Technology offers to the world. Not my fault. Since 1968 I wanted a business site
where the actual technical stuff is only available. The planning of operations is the key to success. But:
only if you want success to become reality. That is the problem I am facing with; as so far that site needed
has not appeared, clearly based on the year’s results it will not happen. IT today is the key to success that
tells me if the invention claims are true or false, most which are false.
Agree this book is not on the correct website to be of real value – because I am still waiting for the
opening to be created for it. Who knows one day after I have gone it will be done – then it will be simple
just a coffin. Like so many other inventors they are only great after they are dead. – Which, I have never
been able to understand how a dead inventor is of value when while they were alive they had no value.
The equipment shown above is real it is a model MX25OO offering the ultimate in design standards and
choices for the Analytical microscopist – 50 KV, FE, Lab6 stages, chambers, detector’s, spectrometers,
vacuum and that is just the elementary side of Searl Technology. Technical details will appear under the
section it relates to. It is called CamScan Scanning Microscopes.
I shall now return you to your program Flight emergency procedures for pilots:
The importance of flight planning: continue:
Cumulus or cumulo-nimbus clouds and their associated thunder storms may develop on a purely local basis
quite outside any expected frontal system and then there are the various forms of fog which constitute a trap
for the unwary.
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1968: a great time which I doubt I shall live to see again – Excitement ran high – NASA were having a bad
time – the media loved it – and so did you. It what we call being in the right place at the right time. Today:
NASA in the shit, Firms closing down vast amount of equipment going cheap, but we are not in the right
place just only the right time. Buildings and cash is missing, so the right time is not just partly available it
has to be fully available as it was in 1946 to 1968.
Unfortunate, that time shall never be again. Agree the time is ripe – but the cash is not, which unfortunate is
the key issue. I can only tell you what I know and what I had hoped would happen if the cash became
available. From which you can understand the truth to that which you see on the internet that has failed to
give you the truth.
Searl states: that he fully understand how nature generate thunder storms – and know that these can be
greatly reduce in the damage they create. He also understands why the governments do not act to reduce
them, he guess that it all relates to money – to Searl that makes no sense the shear cost of damage done
my thunderstorms; surely is higher than the cost to reduce them. Sad that the insurance companies are
not also question this issue.
Fortunately the unpredictable nature of the weather is to some extent mitigated by actual reports from
airfields and aircraft in flight. Much up-to-date information may be obtained on the Volmet frequency and
some of the VOR voice frequencies.
It is an imprudent pilot who will set out on a flight away from the local area without first obtaining a recent
weather report, and so say Searl. Searl states: that the word recent is important; it was the omission of this
factor that caused Iris so much unnecessary anxiety in this document. While flight planning is a subject that
should be as well known to pilots as medium turns, Searl is aware that investigations often reveal a
remarkable degree of laxness in preflight preparation. Searl points out that flying is not the only subject
with such problems, and when his new site gets up you will see across the whole science spectrum similar
problems of laxness. Therefore Searl feels that it may be opportune to revise some of the important aspects
to be considered.
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This was a rare event which happens while I was in the USA – where three old members meet a new
member, now there are four musketeers instead of three. So I do not meet people – there are some mixed up
people around in this world, I wonder if Aliens have the same problem?
Back to our flight problems:
1. Study the route and determine the sector safe altitudes:
2. Obtain a wind velocity for that cruising level, compute the heading, groundspeed, elapsed time and
allow sufficient fuel for a diversion and a possible hold:
3. Note the frequencies of all VOR beacons and NDB’s likely to be of use on the flight and at the
terminal airfield:
4. In these days of radio navigation it is still advisable to have a topographical map prepared. Some
of the newer series show the principal radio beacons. While a radio facilities chart is essential for
flights in controlled airspace its value as an aid to radio navigation, even in VMC, should not be
ignored:
5. A computer is useful in the air as well as before flight. It may be used for checking the
groundspeed, revising the ETA, calculating fuel consumption and all the usual in flight checks:
6. Obtain up-to-date details of the weather, not just that covering the route but over the area as a
whole. This would be of value if radio communications were lost while over cloud and a letdown
had to be made in more broken weather.
Searl says: so prepared, the pilot will be able to fly his / her required headings, heights and on his / her
chosen beacons, there being little more to occupy him / her other than routine calls to the flight information
regional controller, advising him / her of position, flight levels and intention so that other flying in the area
may be informed and safeguarded. For aircraft flying below transition altitude the controller will provide
altimeter settings thus ensuring that a flight towards low pressure does not precipitate a gradual descent
while following the altimeter – a very real hazard when flying in IMC over high ground.
I guess that we can take a commercial break while you think upon this issue. There is millions of points
which are needed to be studied, to get funds which are needed to speed up work.
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2015: Will this be the class of power distribution of energy to Searl transportation systems R&D?
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2009: You will never know where you will find me watching you watching me watching you.
August 1968: committee meeting Searl informed the committee; that today, things are moving so fast in our
industry that it’s hard to keep up, in particular, it’s becoming increasingly difficult for engineers and
technicians to find up to date, reliable and, above all, practical literature to guide them in their work. Searl
pointed out that yesterday’s publications just won’t do. Standards and requirements change so rapidly that
the guidance given in old literature may be worse than useless. In fact, it may actually be dangerous.
When or if the Searl Effect Generator (S.E.G) actually comes off the production line, it is entirely up to you.
But things will change on what can be use and how you wire circuits. I had to make decisions on how the
wiring should be undertaken both in the workplace and the I-G-V. These agreed systems shall still operate
until such time that changes are required either to improve safety or reduce cost.
Searl recognizing the need for timely and accurate information, the result of this meeting Swallow
Command released a number of newsletters, which this is a repeat of the first issue, dealing in a total
practical way, which it is hope will grow to become a valuable and accessible reference library containing
information across the whole spectrum of Searl Technology products, which is of day to day use to
engineers and technicians who shall be employed by the Searl Technology complex.
This first document deals with switchboard construction, an area where there is currently considerable
confusion, and where recent changes have made most of the available literature obsolete. Searl was lucky in
a way that he was employed by the Midlands Electric Board on the staff in the changing of a rather mixed
up power system to a standard one of 240V AC. Searl have studied the subject in great depth, based upon his
hands on experience, and he presents his conclusions here for you in a clear and concise form.
Searl will also release documents on how he learnt his knowledge, which shows clearly how things have
changed across basically all technology and science.
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Yes dear friends, but a few months later they phoned me and advised me not to patent it is a know-how
never patent a knowhow - So please don’t tell me to patent it – when experts in the game says NO – it’s a
knowhow that no one else will be able to do unless you tell them HOW – then it would no longer be mine.
The man who wrote up that patent for me worked for Reading Council a bridge designer. So now you know
something which you never knew before – and he lived in Goring on the river Thames - thanks to dear old
Johnnie who been hanging around; just to tell you that you were wrong once again, upon the facts.
So now you know that I did apply for a patent, it was not refused but felt that it was wrong to give the world
the knowhow of something which could be used as a dangerous weapon. That is why there never will be a
patent on the I-G-V – and it is nothing to do with refusal – that is just crap.
Switchboards and separation:
What is separation?
NO FB it does not mean throwing the wife out of the bedroom window, I accept that would create a
separation in which case I will give you 10 out 10 marks across your two bare buttocks with my cane for
being stupid; as your bedroom is on the ground floor.
Searl agrees that in recent years – that is in Searl time – separation has become one of the most important
factors to be considered in the design and specification of switch boards. Yes to you that may sound strange
but what about when it was all about going HD? Many said it was impossible there were not enough
engineers to cope with repairs. Now, what have you got as a key problem TODAY? 3D, just another step up
the ladder, of can’t be done – but it will be done – yes still cameras for 3D work was around in my time, I
had one – in fact I think I still got another one for underwater shooting which often turns up interesting
shoots that were not planned.
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Amazing FACTS FB: To see such success thanks to your effort to stop it – well done FB!
Searl accepts that it is based on a very simple idea, the need to separate people from live parts and, under
some circumstances, to separate different groups of live parts from one another. Searl has always since 1963
has put the electrical elements of the system in an enclosure which of course proves a degree of separation,
since it separates users from the live parts and prevents accidental contact with them – at least while the
enclosure door is shut! That is why yesterday Monday 13th February 2012; I again start trying to find a
company to replace one of my two 19 inch racks. At last I found the manufacturers of my last rack and
requested an update catalogue to be sent to me, which I am still waiting for. From which I can see what
model best suite this work. Until such is here no equipment can be mounted to check if they still function or
if any equipment is missing.
Agree that it is not your problem but mine, which clearly says no SEGs tomorrow. IT today is vital – just
this bit mixed up on website does not find backers – that is reality – IT must be worldwide and on a massive
scale – which it is not. So what are we going to do about it? It is entirely up to you – as I have and will still
continue to work for nothing; that is Right – I do not get paid for work.
Searl agrees that in many of his applications, however, there are definite benefits to using rather more
elaborate types of separation. For example, dividing the enclosure into separate compartments provides
better opportunities for cable termination while the equipment is live. It may also allow emergency repairs to
be carried out on one section of a switchboard, without the need to shut down the complete system. It is the
very reason Searl spent so much time in study how best to wire S. S. Explorer – the mean to carry out
maintenance while in flight. Searl has not just studied it, but actually implemented the system at Grahame
Park Estate which gave absolute proof of its capabilities as a safe system. Such a system will be constructed
here when his pension saving allow it to happen.
The world of Searl may differ greatly to yours – but then he is talking from the world of business, and not as
an individual. There is a major difference between these two domains, one is a company the other is a unit.
They are opposites of each other. NOTE: Searl is company not an individual!
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Morris learning curve through John Thomas: request of a magnetizer system. We all have to start learning
from an elementary stage before we can run we must first learn to stand, then to walk which all consumes
time that today is extremely expensive commodity. Time you forget is not free.
Agree time from me is free; only because I am a fool to pay the bill for you. But only a few people are fools
which are called human beings. There are not many human beings around today – yes millions of Homo
sapiens around Searl agrees. Searl readily admits that progress across the whole spectrum has advanced very
fast and no doubt will now continue to do so, due to a small number of work forces who are determined to
win over nature. To live as long as you wish will never be in my time or yours. But one day it will happen,
whether that will be good or bad will be up to them. For now I must work in my time to pave that roadway
of the future. But that will just be a small part of the whole of what is to be – the rest you must do. I can only
present the truth as blocks of FACTS, as long as there are FACTS there in nothing more which I can do –
it’s then up to you to act upon those FACTS and create the tomorrows that is meant to be.
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Sorry that this company structure is incomplete for the business world – unfortunate I am the only one who
knows how important company structure is for engineers and finance people to be able to evaluate the
company for funding and support in the business world. At this time I know it is not there to gain your
confidence in funding or supporting the work. Unfortunate I am not in the finance position to change that
status at this stage, once I have the money I will employ an expert to create that website I so badly need to
get your funding. If I live long enough it will be done.
Searl agrees that while the idea of separation is simple, its implications for safety and reliability of
equipment are important enough for it to need a formal definition which will provide a common basis for
agreement between switchboard manufacturers and users. The current British standard offers the following
definition for separation – first I let you think upon it; as I return you to your program Flight emergency
procedures for pilots:
Checking the weather en-route:
The normal adjustments to heading and ETA together with routine fuel checks should demand little of the
pilot’s time, allowing him / her to compare the actual weather with that forecast. Gone are the days when
almost every flight was a journey into the unknown and by using his / her radio a pilot should not at any
time get left in ignorance of the weather ahead or at the point of intending landing. However during weather
deterioration a VFR flight plan presents certain problems because it is based upon the assumption that
navigation will proceed in visual contact with the ground or alternatively, VMC on top.
While for the reasons already mentioned there is rarely any excuse for the weather to take any pilot by
surprised, rapidly changing conditions can make it impossible to maintain visual contact. Then commitment
to instruments becomes inevitable and this must entail a change in flight plan. The procedure to adopt in an
enforced change of flight conditions has been quoted in this document and those actions requiring further
amplification are dealt with here.
There is quite a difference in flying the Inverse-Gravity-Vehicle as most of its flight time will be IMC
operations; except when filming or taking photographs of the landscape would it operate in VMC.
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We are the tomorrow’s people developing tomorrow’s technology – we shall fight – we shall never retreat,
under your threats or insults – tomorrow’s technology shall come regardless – so accept the change it will
bring to all living life forms – cleaner air and water hopefully better food and better health. These last
four items relies on those who operate the market control on what part they play in this operations.
Searl states: Only he who keeps his eye fixed on the far horizon will find his / her right road. Yes, indeed
my eye is set upon the far horizon and I sincerely hope some company bosses will spot that issue
including finance groups. Everything create by man was impossible before it was done, and only became
possible after it was done. Which is the general basic function of most Homo sapiens brain?
Advising ATC of changed flight conditions:
Contrary to the belief held by some private pilots the Air Traffic Control Service is there to help, not to
hinder. As far as Searl can recall that he has only once called them when his flight to Bembridge from
Blackbushe; where on that trip the weather was deteriorating very fast over the water becoming very
foggy making too dangerous to land the 177 in such a small field, so had to return. With intent to
return later to pick up passengers who were stranded. Which I did do; any case it all turned out OK.
Thanks to Tim who joined me on that flight. I had hoped that someday we could had another flight,
maybe another flight to Schiphol airport, it would be a change to go and see the sites which you go
and see and I have to look after your wives, just to see what it is that interest you in the old town. Well
Tim I hope that you are still flying the 747s, I missed you, sorry the I-G-V never got completed –
problem funds.
This help can be the difference between anxiety and even an accident resulting from poor weather, and an
expertly conducted ground monitored diversion or let down at the intended destination. Pilots flying FIR
who experience a weather change that is preventing the maintenance of visual contact with the ground
should without delay advise ATC, normally the Flight Information Regional Controller, of their changed
circumstances. When there is a reasonable level of instrument flying ability little difficulty should be
experienced in complying with instruction passed from the ground, but a pilot with limited instrument flying
experience should make this clear to the controller. The controller will then realize that although no
emergency exists assistance is required to steer the aircraft towards an area where visual flight may
continue. In either case, provided all instructions are complied with, the safety of the aircraft is ensured
while the risk of collision with other traffic is minimized.
It is like driving a car, there should be no collisions, but we know far too well that they do happen. If
everyone obey the rules there would be no accidents – but alas there are many fools who think there are
superman when there sit behind a wheel and must show off how good they are. Those types should never be
allowed to drive again. Public horse whipping: to a point that they will never want to sit in a driver’s seat
ever again. We treat them too softly that is where the error is. Hard treatment will prevent others doing the
same – saving life is a human being duty – if that takes tough lines to achieve that requirement – then do it!
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I am informed that change is on the way- after this event I sincerely hope so – because this event was
organized chaos – at both the start and the end – I have never received a copy of this event – guess they
all felt discussed about the cockups they made – children could had done better.
The pilot’s responsibility:
While a pilot in need of help may expect very considerable assistance from the Flight Information Regional
Controller certain obligations remain with him / her as captain of the aircraft and these are included in the
list already shown. Searl states: for example, an incorrect altimeter setting has often been the cause of a
serious or even fatal accident. This is the pilot’s responsibility, as is the maintenance of a safe altitude or
flight level for the area in which he / she is flying.
In the stress of the moment it would be very easy to neglect the periodical synchronization of the DI with the
magnetic compass. Fuel state must be checked and the correct tank selected. Searl states: there is no such
thing as a good time to have a tank run dry but an empty tank in poor weather could hardly be worse.
Airframe and engine icing is of sufficient importance to warrant a separate section to deal with it.
NOTE: the Inverse-Gravity-Vehicle (I-G-V) does not have icing problems as related to conventional
aircraft – nevertheless its engine is truly well below freezing temperature – but at these temperatures
physics changes in behavior pattern, which to the human eye appears to be opposite to our normal vision.
Putting the issue more bluntly water appears to go up hill. So when you use the loo don’t forget.
Safeguarding the instruments:
Searl states: that a few aircraft these days are dependent upon a venture tube as the sole vacuum supply to
the gyro instruments and it would certainly be unwise to operate such an aircraft in icing conditions. Most
modern light aircraft incorporate a vacuum operated artificial horizon and direction indicator with an
electrically driven turn and slip indicator acting as an independent back up reference. These safeguards the
possibility of complete loss of flight instruments should the engine driven pump fail for any reason.
NOTE: the flight instruments of the I-G-V are complicated to those of normal conventional aircraft. As
documents appear you will see how things differ in structure and function.
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We are here now creating the future which is meant to be – the power of nature is ours – it has always
been there for us to use. But our experts believe that you needed a sledge hammer to get it out – which
ends up with a loss of energy. We just gentle stroke its bottom and it gives us in return 100% energy
without the loss involved. But far better still; it encourages your wasted energy to enter our unit to be reconverted back to energy of value.
When the flight panel is entirely dependent upon electric drive care must be exercised to ensure that the
generator(s) are maintaining sufficient charge to cover the heavy current demand which will result when
most of the aircraft’s equipment is called into use to cope with the weather conditions.
Non instrument pilots:
It goes without saying that a pilot who is unable to fly on instruments has no right to endanger himself /
herself and others by flying in marginal weather that is almost certain to deteriorate. Such a pilot may be
likened to that breed of motorist which drives down the motorway in thick fog at 70 mph. Searl states: that
he never found any problems with instrument flying only my instructor had problems; he would go mad
as he realized that I was flying instruments and not visual. He would say you are not on instrument
training but visual training. To me what difference does that make as I was doing both at the same time.
Surely getting to know what your instruments are showing in reference to visual is vital – what if he
should had a heart attack and the weather is deterioration fast; how do I get back to base, any case the
test examiner took no notice of his claims – he would say to the instructor: he came out of cloud the right
way up. So you can see how things were the instructor feeling that he is being over ridden by a student.
Searl understood the instructors feeling and the results would be hate. But the test examiner understood
why I needed to speed up my training and he made a number of trips with me to assess that my flying was
not deteriorating because of it or the fact of flying that large heavy fast aircraft.
Clearly his assessment was all go; he never found any problems with my flying, in fact he loved the way
in which I did some of the landings, considering I had not reached that level of learning. But was doing
great as far as he was concern he had no worries about me getting into trouble, Yes Ian we had a great
time together flying – and thanks for shutting your eyes to me flying two different aircraft at the same
time and for my habit to fly instruments when I should had been flying visual. But I had to learn fast.
Searl agrees, that the results of this irresponsible mentality are all too often in the news but if such drivers
are a menace on the road there is even less room for his kind in the air. On the other hand, the pilot who has
taken the trouble to practice instrument flying will know the true value of this added skill – In Searl case
this was a vital requirement for his I-G-V flight program; and the test examiner was quite aware of that
need. Both Blackbushe flying school and the three countries flying school worked hard with me to get
that skill I needed together and were them selves excited by playing a part of that learning program. To
them I say thank you for understanding my needs. Sorry today I am out of the running, but you are
remembered still in my mind.
Page 217

We are the tomorrow’s people and you will witness how we are determined to create a better world for all
human kind regardless. Yes, we are those who attain any excellence commonly spend life in one pursuit;
for excellence is not often granted upon easier terms. But upon hard work, sweat, blood and tears, that is
John Roy Robert Searl; his determinate purpose of life, and steady adhesion to it through all
disadvantages, are indispensable conditions of success.
Searl states: one of the great aids to accurate instrument flying is the ability to relax when the workload is
high and instructions are being received from ATC. A careful prepared flight plan, listing all the relevant
frequencies will do much to ease the burden and allow the pilot to concentrate on flying his / her aircraft.
Flying in heavy precipitation and turbulence:
Although neither precipitation nor turbulence may be regarded as an emergency, extremes of either can
create very real difficulties, particularly for the inexperienced pilot. Searl hope that you do not think he is
knocking young pilots which he has been himself – but let’s face it; when one lands in a small field next to a
military airfield, where he could had landed and got help, even though he was a short distance from home
base, Makes you wonder what goes on in their brains, another lands in France has no idea where he was, I
will quote no more. Except no matter which airfield solo I was asked to perform I always landed there. I
never had problems to find my home base airfield on return.
It is all a question of degree. Normal conditions of unstable air or wind gusts will cause no more than
discomfort, whereas flight within a large cumulus or cumulonimbus cloud could well have serious
consequences were the incorrect techniques adopted. Please Note: that the Inverse-Gravity-Vehicle does
not fly by air but by vacuum which it creates around itself. Therefore, such problems as cumulus etc.
clouds present no problems to its flight characteristic which is one up on conventional flying. Before
considering these techniques it would be as well to consider afresh the nature of cumulus-type clouds.
Conventional flying – forgive me using the term conventional as I know that is your basic knowledge base,
and my world is quite the opposite in nature, at least in function to yours. In your world you are chain to
planet Earth, where in my world I am free to go wherever I wish, except for the rules and regulations
infrastructure that has to be in place first.
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Figure cc1.
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Fully developed cumulonimbus cloud showing internal currents. After this stage the cloud
will decline.

From 1963 to this present date: this represents the John Searl world – not your world but his. The world
he will re-build here as soon as he can save the hard cash from his pension to repeat it. There are over
1000 such units here waiting to be re-assembling.
Although a cold front of well-developed cumulus clouds may extend for several hundred miles and have a
depth of up to 50 miles their formation is not confined to the lifting of moist air within a cold frontal system.
Cumulus-type clouds may result from the effects of surface heating and it is not uncommon to see these
towering masses growing rapidly on a hot summer’s day. The larger examples will often ascend to the
tropopause when due to temperature stabilization at that level and the greatly reduced air density further
growth is confined to a spreading outwards of the cloud head which results in the characteristic anvil of
cumulonimbus clouds.
Very considerable energy is contained within these clouds; thermal currents, both ascending and descending,
have been measured at speeds in excess of 4000 feet/minute. Vast quantities of moisture are carried up and
down within these vertical currents, freezing in the higher regions, and then collecting further layers of water
lower down before rising again, the cycle being repeated until the frozen particle has become too heavy to
be sustained within the cloud when it falls to the ground as hail.
Hailstones can vary in size from as small as a grain of rice to as large as a golf ball. In a large cumulonimbus
cloud water is present in various forms: water vapour and rain in the lower regions, super cooled water that
freezes on impact in the main body of the cloud, also hailstones, while the upper or anvil region is composed
of ice crystals – Figure cc1.
In conventional flying, you are relying on air for means of flight, and should there be some problem with
that air; could present a big problem for flying. Man has learnt much about the nature of the air and also
about its functions. Yet, man still got problems to forecast the weather for many days ahead, in fact even
one day they can get it wrong. Not so bad when they promise bad weather then you got good weather
instead. But let’s be honest, it is lucky if they get an absolute right – yet they do sometimes. One day man
will control the weather, but now it is far too costly to do.
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This is the world of John Searl, since 1963, there were 5 of these units, I think I still have 5 of them to rewire again here. This is the complete front plate. Of course you buy the parts then assemble them to my
requirements. The parts will be shown in this section.
Lighting:
Friction between the vertical currents within the clouds generates static electricity when the entire cloud
mass becomes increasingly charged to a very high voltage, until the resistance of the air breaks down when a
discharge will occur. This takes the form of a lighting flash to Earth, to another cloud or within the cloud
itself. The air in contact with this flash is instantly heated to white heat and the resultant explosion is heard
as a clap of thunder. Lightning is more unpleasant than dangerous and there should be little damage to an
aircraft flying through a thunder storm provided the bonding is serviceable. Bonding of all components in
electrical continuity is intended to prevent serious lightning damage by avoiding the risk of flashover from
one part of the aircraft to another.
When the atmosphere is carrying a high electric charge another manifestation takes the form of St. Elmo’s
fire, a brush-type electrical discharge which is most noticeable at night or in the darker regions of cloud
when a blue flame or halo will appear around the propeller(s) sometimes accompanied by minute electric
flashes across the windscreen. Both types of electric discharge are quite harmless.
We shall take another commercial break to let you have a rest:
Searl states: one ought never to turn ones back on a threatened danger and try to run away from it. If you
do that, you will double the danger. But if you meet it promptly and without flinching, you will reduce the
danger by half. Never run away from anything. Never! That is why you see me go into action when
someone crosses swords with me. Earlier in this document I spoke of LAST; obviously last have a greater
significance for Gene than for many other people, but Searl believe it’s important for everyone to
recognize the last of an occurrence or an event that was significant in the history of mankind – whether it
be the last day of the war; the last of a famous aircraft to fly, the last man out of Saigon, or the last of a
classic automobile. That last of any event that has had a major impact on history or is nostalgic in
people’s lives is important because it does indeed mark the end of an era and in almost every instance the
beginning of a new era of progress.
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This is the world of John Searl, May be one or two of you will know the parts which I show here – and
some of you have actually seen this stuff in operation in London at my address there – as far as I know
these parts are still available – I hope that all of mine here are not damaged. The re-wiring will be a
massive task as it must be to I-G-V standards.
I shall now return you to your program Flight emergency procedures for pilots:
Heavy precipitation:
Rain:
The problems of flying in the heavy rain associated with cumulus and cumulonimbus clouds are primarily
those of reduced visibility, the risk of airframe and icing and, in extreme cases, the lowering of the cylinder
head temperature. A normally watertight cabin can succumb to the heavy rain when water may enter and
affect electrical equipment. This is something that must be watched carefully. While the problem will not
arise with most light aircraft some of higher performance may suffer the removal of paint from the wing
leading edges and other parts of the airframe unless speed is reduced.
Hail:
Severe hail must be treated with respect and it is certainly advisable to reduce airspeed, particularly in parts
of the world where hailstones are known to develop in size to the point where severe airframe damage may
result.
Snow and sleet:
Flying through snow and sleet – a mixture of snow and rain – is primarily a matter of coping with the
considerably reduced visibility but there is also the risk of impact icing and this could block the engine air
intake or affect the engine temperature.
Manoeuvring on the ground:
All forms of precipitation can have a marked effect on braking efficiency and this will be dealt with. When
loose snow or slush is present on the runway, damage to the flaps has been known to occur during landing
and it is probably best to limit depression to the smallest setting consistent with the available landing run,
remembering again that a wet or icy runway will affect braking. Well we are getting to understand a bit
about becoming a private pilot. But so far nothing much has been covered, there is much more to come.
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This was and still is the world of John Searl, he who had no formal education, so say the experts. This class:
I used inside equipment. FACTS: A>C. breakdown: 1.5kv @50 Hz. Insertion resistance <5 mΩ.
Materials: Moulding: Phenolic. Contacts: Brass, Silver plated.
FX0142 moulded base. For 6.3 x 32 fuses. Connection: Screw terminals. Max. Rating: 10A. 250V.
Insulation resistance: >104mΩ @ 500v. D.C.
This is the world of reality, therefore it must be FACTS.
Severe turbulence:
There may be occasions when for air traffic or other reasons a line of cumulus type clouds must be entered
but, by and large, pilots would be well advised to avoid clouds of great vertical extent, certainly the
developed cumulonimbus. In some parts of the world cumulonimbus may be concealed within great areas of
moist but stable layer clouds, therefore without weather radar avoidance is more or less impossible.
However when it is known in advance that a large cumulus or cumulonimbus cloud must be entered the
procedure to adopt has been shown already here. Searl says, many of the actions listed are no more than
matters of good airmanship. The less obvious actions are:Disengaging the auto pilot:
Few types of auto pilot are cleared for operation in severe turbulence. They tend to add to the existing high
stresses while flying in thunder clouds by trying to hold a constant height and attitude, a task better
performed by human hands under these conditions.
Turning up the cockpit lighting:
There are two for doing this. It is quite dark in the larger clouds and when the cockpit lights are maximum
brightness they will prevent temporary blindness following a lightning flash.
Reducing airspeed before entry:
It would be unthinkable to drive a car at speed over a badly rutted road and it could be particularly
dangerous to fly at high speed through the severe turbulence of a cumulus-type cloud. The correct
penetration speed, which is a balance between avoiding excessive airframe stress and keeping above stalling
speed, is listed in the operating manual and is sometimes shown on the ASI as an amber arc. When the
figure is not known, 1.6 times the stalling speed – clean – would be near the best penetration speed.
We shall take a commercial break here – let continue our discussion on the issue of separation, which is
vital in our business:Protection – of personnel – against contact with live parts belonging to adjacent functional units:
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1968: This was Searl world and is still the same today – you will see a number of these in use in my case
on the front of power distribution units. By a man who had no formal education, so say the experts.
Funny what a man knows without a formal education. Yes, it is a panel mounting for 6.3 x 25/6.3 x332
fuses. It is known as a touch proof to IEC 257 Specification:
4.8 series push-on tabs:
FX0415 for 6.3 x 32 fuses
Connection:
FX0416 for 6.3 x 25 fuses
Max. Rating:
13A. 250V:
Screw cap allows removal by hand.
Insulation resistance:
>105mΩ at 500V:
FX0415/S for 6.3 x 32 fuses
A.C. breakdown:
4kv @ 50Hz:
FX0416/S for 6.3 x 25 fuses
Insertion resistance:
<5mΩ:
Screw cap release, screw driver slot:
Materials: Mouldings: Cap and body Glass filled nylon. Cap, nylon, sleeve, phenolic.
Contacts; Brass, Silver plated.
2. Limitation of the probability of initiating arc faults:
3. Protection against the passage of solid foreign bodies from one unit of an assembly to an adjacent
unit.
It is vitally important to realize that only one of these three criteria needs to be met for separation to be
claimed. It is also worth noting that the reference to arc faults is concerned only with limiting the probability
of initiating a fault.
A further noteworthy point relating to arcs is that, in practice, these divide into two categories – normal arcs
which occur during switching operations, and abnormal arcs which are produced by, for example,
conductive foreign bodies bridging live conductors. The performance of a switchboard under normal arc
conditions is usually addressed as part of the type-testing procedure. Abnormal arcs are not explicitly
covered by the standards, except that the good engineering practice which the standards recommend will
help to limit the probability of such arcs occurring.
From what I have already stated, it will be clear that many different levels and types of separation are
possible. Most of the remainder of this supplement will deal with these so-call forms of separation, within
Searl Aerospace INC, under Swallow Command division and Searl Technology sections, and their
implications for the manufacturers of the mass production sections and users of switchboards.
FACTS:

THE STANDARDS:

First thing to remember that Searl was already using switch control gear back there in 1968, and had
released newsletters upon the wiring requirements of Starship Ezekiel MK. V. This, was well above
the standards of wiring requirements of that time, and still is today. As we present you the facts how
things changed, and you can accept that changes will continue to happen as we progress. Who knows
power may be ration to how much you can use in a day. Like some places.
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You never know where you will find me – you seek me here you seek me there – somewhere you will
find me watching you watching me watching you – for you all are a subject of my curiosity. What are
you, why are you, what makes you tick, how do your brain function, so much I need to know, before
Man can go to Mars – that statement that man came from Mars – the Romans were they the ones
whose God was a god of war – maybe they are right after all men sure like having a war. Then that
statement that women came from Venus, how can I say they are wrong, when the evidence show they
love the penis.
In 1994, BS EN 60439-1 a new British standard governing LV switchgear and control gear assemblies
superseded BS 5486: Part 1; 1990, an earlier standard covering the same subjects. Another important
document is the EIEMA guide to forms of separation which details subdivision for the forms of separation
described in BS 5486.Although it has no formal status, this guide has proved invaluable, and has come to be
accepted as an extension to that standard.
The subdivisions in the forms of separation which are detailed in the EIEMA guide have no equivalents in
the main body of BS EN 60439-1. To address this omission, a National Annex was added to the new
standard in March 1995. The old standard, in conjunction with the EIEMA guide, and the new National
Annex define various forms of separation, and they use very similar names to identify the forms.
Searl points out; there are, however, detailed differences which mean that, in many instances, the old and
new definitions are not directly equivalent. Unsurprisingly, this is generating considerable confusion among
both manufacturers and users of switch boards. So John Searl is not the only one who causes confusion –
but maybe it is not him but you who create the confusion? The detailed definitions of the various forms,
and the differences between the old and the new standards are however, dealt with in later sections of this
document. This entire document is based upon FACT being its reality and the fabric surrounding it.
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R&D is our game – the future depends on us – if we fail, then you all will fail – if we win you all are
winners. This is just a sample of what I mean by R&D; to make records of our findings from the
investigation undertaken to find something new which can be used to our advantage.
I shall now return you to your program Flight emergency procedures for pilots:
Handling techniques after entering cloud:
Until a development flight investigated the problems associated with flying in cumulonimbus clouds it was
not realized that most previously known cases of aircraft disintegrating were the result of pilot overcorrection rather than the turbulence itself. Severe as it undoubtedly is, turbulence on its own will not cause
structural failure, although a combination of such turbulence and the effects of over controlling probably
will unless the aircraft is stressed for aerobatics. The procedure listed in this document has been devised to
prevent such a combination of factors by limiting all corrections to the maintenance of attitude and a more or
less steady heading. On no account should attempts be made to hold a steady airspeed since this will
possibly vary from near the stall to above normal maximum. There may also be large fluctuations of height
and these too should be ignored provided there is no danger of flying into the ground. Experience has shown
that one current has a tendency to correct another and to some extent average the aircraft’s height.
No attempt should be made to fight every bump. The best technique is to ride the storm, use the artificial
horizon as a reference and maintain a reasonable a reasonable degree of pitch and lateral level. Make all
corrections smoothly and fly straight ahead or, when weather radar is fitted, through the best path indicated.
In the case of non-jet aircraft it has been found best to fly through the storm at a height of less than 10,000
feet. Provided there is sufficient clearance between cloud base and terrain it is possible to fly below cloud
but pilots should be prepared for down draughts.
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2012: This is my world, the world of the S.E.G. The beginning of the creation of the future: that is meant to
be in the U.S.A. This photo: being the latest photo from the lab, actually one of three. We can call this the
first step by man to the future. As it is all part of the education program of the production of the S.E.G.
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1968: This is my world, the world of the S.E.G. the future is in the making, but how soon that will be
depends on you.
After flying through a thunder storm the magnetic compass will almost certainly be affected and care must
be exercised not to be misled by erroneous readings. The DI may be checked against a VOR radial but ADF
will be of little value until the thunder storm is some distance away since the radio compass may tend to
swing towards the storm area in preference to an average powered NDB.
Let’s take a break while you study this last block of information:
Searl states: The most drastic, and usually the most effective remedy for fear is direct action. How true!
In this work you will find the idiots who throw their weight around, you give them the chance to prove
themselves, instead they display a symptoms of a problem that their left hand do not know what the right
one is doing. I guess you know whom I speak of. That one who was the loudest shouter SACK HER but
how can you sack one who had resigned – and who I had no grounds to sack her. Then, the next day
shouting reinstate her where the rules are clear that if you leave or get dismissed you do not return. Now
he is demanding Jonathan to remove his name from pages 19 – 20. It is up to Jonathan to decide what to
do. But if he does that means I shall open up my big guns on him and let you know the details of his last
three phone calls to me which shows he had an unstable mental condition to hold the post which was
offered him, and therefore I had no option but to drop him, until some future date. But that date has now
come he is sacked and therefore will never be allowed to join the group. His name is William.
The good news is that unpacking boxes I found the construction of my flat pack 19” rack; as to whom the
manufacturer was, and sent e mail for their catalog. Well today Friday 17th 2012 have just received it so I
shall now be able to work out which system would be best to get, then here at this address my world can
start to be assembled. Other news arrived, unfortunate it is wiser not to tell others as the past have shown
promises are made but fail to materialize and that means I get kick, not the person who made the
commitment. So promises do not excite me, reality does! That means when that promise is in my hand, I
can actually see it and touch it, then I believe he is real.
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1968: This is my world, the world of the S.E.G. Tomorrow’s technology under research and development.
But if you do not want it: then you must help us, otherwise you will lose it.
Pragmatism must prevail:
Searl States: Buyers of huge quantities of components – like Searl Technology – will have to do are likely
to be able to call the shots and have parts marked as we wish. Searl states: For the rest of CEMs and
OEMs, pragmatism must prevail.
We would prefer to have a unique part number – indicating RoHS compliance, says Prof. Searl,
Technical Director of R&, Searl Magnetics INC; based upon who these people work, Searl know we are
not going to get one.
Searl priority is to guarantee RoHS compliant product to his customers. Searl don’t see how he can
guarantee supply if he don’t have a way legally to separate compliant and non-compliant parts on the
shelves.
So Searl Magnetics INC, Searl Aerospace INC, Searl Technology and Searl Transportation are giving
Pb-free components an internal Searl Technology part number. When the staff of Searl Technology
knows they have a compliant part, they shall give each a unique part number CC===, so simple a child
could do that. With a noncompliance project XCC====.
Clearly, according to Searl, the task is manageable. Searl states that it is not a big job; we did something
similar when Searl decided to only stock 10 per cent of components for the R&D of Starship Ezekiel
MK.V. And surprising that with a good system, it is not very difficult to do.
2006: Searl see a lead free time bomb ticking in the supply chain – 2012 Searl see a time bomb across the
whole of metals supply chain – demand beyond supply capabilities.
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1994: This is my world, the world of the future that is meant to be; the world of Searl Technology. The
future is not yours to see, but only a few are selected to take a look at what could be if you are determined to
achieve it. And the odd ones do succeed and life is again changed. This technology success will change the
world beyond anything before it has done. It will change everything but in an extremely slow way for the
better.
Searl States: we must have courage to on our ideas, on the calculated risk, and to act. Everyday living
requires courage if life is to be effective and bring happiness. It also applies to the S.E.G!
Allocation at birth:
The RoHS Directive presents an entirely different
challenge. Accepting current exemptions, it will
be a legal requirement for all electronics
manufacturers to comply with the legislation no
later than 1st July 2006. With few companies
having already achieved compliance, the window
of opportunity for the majority of UK electronics
manufacturing to convert is being squeezed with
every passing day.
Lead is an element – and Searl states a very useful one, it was discovered in B.C. which means before the
birth of Christ. Sorry I was not around to check the date; in any case maybe they could not write or count
so they failed to record the date. Just look at how many people forget the wife’s birthday or wedding
anniversary? And that could start a war of words and action – not bed action, but saucepans and pots and
pans action. In FACT lead was such a good material that people even stripped the church roofs to get it,
Even your kitchen water pipes were in danger of vanishing while you were watching TV.
But of course if lead cannot be used then all these robbers of lead can’t sale their stocks – what a waste of
effort to climb up a church roof to steal the lead. I am pleased to state that the S.E.G is Pb-free compliant
since 1946, so you can safely say we were the first to comply. Now you can rest through the night without
worry about your SEG being robbed for its lead.
Searl states: that he feels the potential to create serious supply chain imbalances as OEMs and CEMs
simultaneously convert to compliant components, resulting in an unprecedented demand for lead free
alternatives. What is the real truth about this lead free stuff, we shall continue supply the military – is that
the answer – the market cannot meet both domestic and military demand, and military is top priory at all
times. Changing elements often means size changes which puts up cost on new tooling and many other
requirements, many small companies will not be able meet such cost involved, will have to close. Every
element has different set of footprints and to match them to those of lead will not be straight foreward.
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April 2004: Component supply today is almost totally non-RoHS-COMPLIANT. However, as the July 2006
deadline approaches non-compliant product supply will fall. While demand for compliant products will be
near vertical, it will not be met by supply. At some point prior to July 2006 the supply lines will cross, but
supply of parts will not be able to match demand. Allocation will result, but with no alternative supply
channels. Bear in mind that this is the forecast given in April 2004.
The terminal let down:
To an instrument rated pilot a letdown through low cloud or a landing in much reduced visibility is no more
than routine. On the other hand an inexperienced pilot having to face a situation of this kind after being
caught in bad weather may regard it as the emergency of a lifetime. In fact it is nothing of the kind, unless
the pilot has little or no knowledge of instrument flying or the use of radio navigation equipment. Searl
states: some flying students like him get instructors who shout at them if they notice that you are flying by
instruments instead of visional flying – Searl was always getting it in the neck upon this issue – but in
reality Searl was flying both instruments and visual – getting to understand what instruments show
against what his eyes could see. WHAT IS WRONG WITH THAT?
In the situation described earlier the lady pilot was instructed by the FIR Controller to climb, so ensuring
adequate terrain clearance and improving both radar and VDF reception. The FIR Controller than transferred
her to Humber Radar which gave her headings to steer for Tees side, the diversion airport. At this point the
Tees side Approach Controller took over. Our lady pilot was fortunate because by then she had broken cloud
and was in the clear. However while ATC will always aim to guide an inexperienced pilot towards better
weather a situation could exist where even the best area would mean some kind of instrument letdown.
Searl States: that is we are assuming conditions of cloud cover down to say, 1000 feet and poor visibility
below, the following are the methods open to a pilot approaching an airfield after receiving guidance in bad
weather.
Aircraft with radio navigation equipment:
When the airfield has a letdown area marked by a VOR beacon or an NDB the pilot should fly to it after
obtaining clearance, and then descend at the instructed time. When ILS is available the landing can be made
in conditions limited only by the ability of the pilot.
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1968: Tees-side Code EGNV
54031’N01025’W 120 ft. AMSL.
4.7 NM of Darlington.
3 asphalt runways
06/24 2,291 x 46 m
01/19 1,281 x 30 m
10/28 1,128 x 46 m
Operated by Tee-side Airport
Authority. PPO to non-radio
aircraft grass areas unfit for
taxying. Landing fee: AOA
rates. Hangarage available.
Lighting: Ap. Thr. Rnway.
VASI on 06/24 only. IBn, Gn.
‘TD’ maintenance: available.
Restaurant: in terminal, airport
hotel and flying clubs.
Radio: c/s Teesside. APP, 118.85. TWR, 119.8. ILS/I-TD. 111.3 VDF/ Hmr. 118.85. 119.8. RAD. 128.85.
NDB/TD. 347.5 Fuel: 100LL. Jet A1. S. Tel: Dinsdale 2811 (STD 032573).
You demand FACTS Searl makes certain that you get them. Of course only real pilots understand whats
here stated. But in my books Flowerbower you read FACTS not bullshit.
Aircraft with communications radio only:
When there is no radio navigation equipment or when the pilot is not qualified to use it, guidance onto the
approach may take the form of VDF or radar. Unless the VDF letdown has been practiced it is perhaps one
of the most difficult procedures for the inexperienced pilot, whereas radar entails no more than following
instructions from the controller. It is also very accurate.
Whatever the method used for the terminal letdown and approach it is important that all instructions are
complied with. Headings must be steered accurately, altimeter settings must be double checked and heights
must be adhered to. Unless otherwise instructed, essential information must be read back to the controller –
altimeter settings, headings, frequencies, etc.
When told, for example, to leave FL 40 and descend to an altitude of 3000 feet on the appropriate QNH
the pilot should call “leaving flight level four-zero” and on arrival at the new altitude “level at three
thousand on the QNH”. It is important to have a knee pad or similar to write down figures passed by the
controller; the QNH and QFE, headings to steer, radio frequencies, etc. This is a time when frequencies have
to be changed when passing from one controller to another and an incorrect selection, confirmed by ‘no
station’ followed by the realization that the original frequency has been forgotten is a time wasting sequence
that can only add to the already considerable work load.
While flying on instruments and listening to Air Traffic Control instructions the degree of concentration will
be higher than usual but this is not an invitation to overlook the pre-landing vital action and so create
another problem. When the airfield does appear, possibly in heavy rain, open the clear vision panel if one is
fitted. Look out for cross wind and allow for drift and be prepared for the effects of wind gradient near the
ground. Finally, having made a good landing after an eventful flight, remember the post landing checks
before taxiing in!
I think that it’s a good place to break for a commercial; you are still in one piece:
For some unknown reasons people take this project S.E.G as a one man operation – why they think that I
have no idea, as I keep telling them its team work – with all this data out there shows that as a FACT!
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1938-1945: This was part of dream one – covering the mathematics of the Searl Technology. And Searl term
it the Law of the Squares. In FACT Searl will make reference to it when he is explaining any technical
subject at any time. This dream makes clear that he would be involved in production of electricity. Thus the
following information:
Searl states that his start in the interest of electricity was due to working at British Rewinds – and home
electrics was available at his digs to use from which he could get hands on experience freely by the kindness
of his land lady who took great interest in everything he did. Never seen any woman since that has shown
the same interest in him or the work. As you must know by now that home electrical work whether it is
mending a fuse – by the way I am talking about my time – 1946 – fitting a plug, adding a light or socket
outlet or even completely rewiring a house is within the capabilities of the keen mechanically minded D.I.Y
man or woman. Searl was indeed one of those kinds.
Searl understood at twelve years that electricity, because it flows along wires instead of through pipes,
cannot be seen or heard nor produces any smell, is often regarded with great mystery. Yet strangely at the
Russell Cotes Navy school where he first came in contact with mains electricity it had no effects on him, and
no doubt that he had bigger problems to overcome all these naked bums moving about to the showers and he
had to join them – discussing god will punish him for being rude – how will he do that? – I don’t know as
my foster mother is so far away, that she can’t give me a few fast whacks of her hand strap to tell me that
it’s rude to be naked in a room with other people present. Guess at this navy school she would have to work
overtime to deal with all those bums.
This is really a fallacy since the actual wiring, fixing accessories and other associated work is very much a
practical and down to earth exercise requiring neither physics degree nor a college diploma. Most of the
work is non-electrical and consists of lifting floor boards, drilling holes and fixing cables and boxes.
There is a difference between an electrical engineer and an electronics engineer – but I have seen over the
years how either party thinks there are better than the other and, therefore should have a larger wage packet.
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Who don’t know about the S.E.G – you do not know – well these four knows – how come you don’t know?
Conclusions:
Most of the contents of this section are applicable to the pilot of limited experience who finds himself /
herself in weather conditions that demand instrument flight, possibly in heavy rain or hail and turbulence.
Such conditions may place him / her at the limit of his / her ability. While the problems that accompany a
weather deterioration are by no means insurmountable section is intended to illustrate the need for proper
flight planning, including provision for a diversion should it be necessary. The best way to avoid the kind of
experience suffered by Iris is to obtain a current weather report, consider it, then only fly when certain that
your experience and qualifications will meet the need. Remember the old saying – ‘aviation is a good
servant and a bad master’.
We shall take a commercial break now to let you digest the details above:
The transition to lead free, or more accurately RoHS compliant manufacturing, has been compared to the
widespread adoption of surface mount technology during the 1980s and early 90s.
While this analogy may be loosely accurate, there is one fundamental difference facing electronics
manufacturers today. The adoption of SMT was not a legislative requirement. It was one of technological
advantage, allowing implementation at a manufacturer’s own pace – often spanning many years.
Yes, going to the marketplace today is a very costly operation, in legal cost and time involved. The days
when it was simple has gone for good. It is those who are very rich that has the best chance to reach the
marketplace – but like fools we continue to try to break through all that red tape and cost.
Page 234

We are here in the U.S.A., with an open door to all official people including FBI, Military, members of
the House of Representatives and even the President himself; come on in and see the world of tomorrow
being created. The power of the future – that absolute green stuff called electricity. Gladly make you a
nice hot cuppa – Dear President I promise not to bite you, as I have no teeth. It is good for you to witness
with your own eyes what we are doing for the benefits of America future in the energy and transport field
of research.
Dear President we would love to meet you with your entire government to demonstrate before your eyes
the future of America energy system; which will make the United States of America the greenest country
in the world, or my name is not John Searl,
All countries are in need of clean energy and transport systems – we are determined to give the world
what they need in energy – but due to shear cost it will be a slow task; time based upon funding. Let’s go
truly green by action and not words alone. We are the people who actually doing the action, why not join
us today – let’s shout AMERICA IS GREEN!
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We are the tomorrow technology – the future that is meant to be – that future that gives all the world
clean energy and transportation systems. We are here today – but help to bring the future into the present
is required – it is you we care for and this planet which is your home – for now there is no other home for
you to go too – none anywhere in the universe.
Searl on the behalf of Searl Technology has considered at length the impact the legislation will have on
component supply and demand, foreseeing one potentially troubling scenario.
Searl began his assessment with the logical assumption that the use of non-conforming parts will decline
exponentially as the 2006 deadline approaches. Searl accepts that at present the supply chain contains
billions of dollars worth of largely non-compliant semiconductors product that must be purged prior to 2006.
Searl understands that currently, there is a very small buffer of RoHS compliant parts that simply aren’t
needed yet. However, this buffer stock typically consists of commodity items, and is by no means
representative of entire product portfolios.
Searl recognizes that as time progresses and the reality of the legislation is fully accepted, one could safely
assume demand for RoHS compliant replacement parts will climb. In fact, Searl concern is that it is feasible
that the impetus of the fixed deadline could send demand near vertical, as electronics manufacturers
commence green production virtually simultaneously.
Searl States: that it is clear that the bulk of the public has no education in reference to setting up a business,
which is a shame – nevertheless I shall try to teach them what it actually takes to get the S.E.G. to the
marketplace; and all my documents on my website is aim at achieving this standard of understanding what it
actually takes to get the S.E.G to the marketplace. These documents covering production management,
finance, organization theory, marketing, economics, statistics, computer programming and operation
research and that is just the starters. And should you think that is a lot; you are kidding yourself, taxes,
licenses, legal documents, overheads. Yet if you want the S.E.G then we have to be prepared to suffer all
this pressure to achieve it, and my golly we shall win!
These documents primarily aimed at students studying for a job in Searl Technology or one of its
companies, but are equally applicable for those reading for a first degree or a diploma in management
studies.
Searl States: However, despite this buffer stock of green product, IC manufacturers may well struggle to
satisfy demand in a scenario such as this. Unfortunate the Searl Effect Generator once legislation is set in
motion there will be a similar class of scenario whose market demand will swing vertical overnight.
Manufacturing will never be able to cope with market demand.
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The world of John Searl is clean energy, by recycling wasted energy which often is known as heat; back into
useful energy that is clean, as the system burns nothing in its operation. What more do you want?
Searl agrees that it is impossible for supply to go vertical overnight, an observation that has been proven
time and again during the highs and lows of our cyclical industry. This situation could be further
exacerbated if the IC manufacturer is required to support the parallel production of lead bearing components,
further reducing manufacturing capacity.
Searl assessment of this problem appears to be a natural consequence of this scenario would be a vacuum
created between compliant component demand and availability, to Searl that is a familiar situation known as
allocation. Searl states that what is unprecedented is demand outstripping supply of a product that has yet to
be created – ‘allocation at birth’. At this date Searl has no fear that demand will outstripped supply of S.E.G.
as he can rely on Flowerbower to keep the market at a low demand for the time being. The problem is if a
good movie appeared upon the market upon the S.E.G. then the demand would without doubt rocket up
beyond the capacity of the manufacturers production lines can cope.
Searl States: traditional recourse in times of component famine is to alternative distribution channels. Searl
admits; that even the most adept solutions provider will find it impossible to source product that has yet to
be manufactured. No stock will mean No stock. Searl says; if one were to factor in the long awaited
recovery our industry is widely rumoured to enjoy over the coming years, the situation could get
significantly more demanding. A component time bomb or a storm in a teacup – only time will tell. John
Searl is the head of Searl Technology R&D.
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This is the world of the
S.E.G. – THE WORLD
OF Searl Technology.
You want to know the
truth and is what you
get here. The S.E.G. is
not a few lines on a bit
of paper. It is a
structure of materials
and that structure has
to be created by other
structures term
equipment and tools.
Here are just images of
what is actually used to
produce the S.E.G.
Which are not seen by
the public. Searl world
is different to your
home and bedroom, it
is complex in nature
and function – but it
works to produce the
S.E.G.
You demand the truth – well here is the truth – costly – requires a high standard of education and skills.
Knowledge and understanding – without this requirements you cannot make the S.E.G.! I now return you
to your program Flight emergency procedures for pilots:
Engine and airframe icing:
The situation:
One of the snares with the light aeroplane is that you can fill it with radio and then convince yourself it is fit
for all weather flying, which of course it is not. The ability to fly safely on instruments, obeying the
indications of VOR and ADF is one thing. Coping with icing in its various forms is quite another, as the
hero of this little story found out.
Ever since he took up flying after the war William had led something of a charmed life. There was the low
flying affair when his tail wheel caught some minor power lines and plunged a small village into total
darkness – you know how strange it is that the law never caught up with him either! , the forced landing in
thick fog when he found a disused aerodrome sitting under the only clear patch of sky for hundreds of miles
around – and the time he visited a farmer friend, landed in a field so small that they had to dismantle the
plane and take it home by road. People used to say that if ever the day came when William suffered engine
failure above cloud while crossing the channel, waiting for him below would be an aircraft carrier.
The touring addicts of William favourite club had spent a well wined and dined weekend as guests of a
leading French school of flying and the time had come to depart. At the little grass aerodrome set in the
green fields of Normandie long faces stared at the low scudding clouds and thin penetrating rain, studied the
met. Report and decided it was not on, for the time being at any rate. Yes, I understand this situation! I too
have experienced such conditions, and know the disappointment if you have to cancel your plans.
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This Lancaster flew on incredible 137
missions. The Lancaster was the
greatest bomber of Britain during the
war and played an important part in
the dam buster’s raid. Today the
augment if the cost was worth it – the
massive loss of flight crews and
aircraft on that raid for the damaged
done – was there another option that
would not had taken such a toil.
Maybe, but it’s too late now.
This was my time – a time where it took a war to wake people up into action. Artists to create the designs
of things to come, and the engineers turn them into products of war. The S.E.G. was still just a dream.
The danger of this kind of situation is always the over confident member who must get back in time for a
business appointment. Not only is he prepared to gamble his own neck but the inexperienced and weak
minded are prone to follow his example. To be fair, William was a very competent pilot but he was inclined
to lean heavily on his traditional luck. Naturally, he had to be the one with the pressing business
appointment but at least he was responsible enough to advise his fellow club members not to risk the
weather but to wait for an improvement while he pressed on home in the club Jodel. I must admit that I
have never flown one of these aircraft.
The others watched with mixed feelings of admiration and anxiety as the Jodel took off then disappear in
and out of low cloud at five hundred feet. William flew up the French coast to Cap Gris Nez before heading
along the light aeroplane corridor and across the narrow west part of the channel. Which, I have used on
taking friends to France. The VOR was working perfectly and at intervals he could see below as a gap in
the clouds flashed by. Periodically he would check his engine instruments and open the throttle a little to
restore engine revs. In retrospect it seems strange that he was not alerted by this persistent need to open the
throttle.
He called Ashford airport giving his flight conditions and ETA. Sorry cannot help you on this one; I have
never flown there, unless I know it under a different name, which is a possibility. They told him to climb
immediately to 1000 feet. Now he was in it, good and thick.
It was shortly afterwards that William became aware of a slight roughness in the engine and for the first time
it registered that the throttle was almost fully open although if anything the engine rpm were rather less than
usual for normal cruise. The roughness was becoming more pronounced and soon the rpm began dropping at
an alarming rate. He tried the switches and they made no difference. He turned on the electric fuel pump and
changed tanks but that did nothing either. Than it dawned on him, something he had often read about but for
some inexplicable reason had never before experienced.
“Carburetto icing” yes indeed, I do not recall any flight which I undertook that did not require me to
check for carburetor icing; had been screaming at him and at last he had got the message. He pulled out the
heat control and the engine began to splutter, the revs, went off the clock and it sounded like a bag of nails.
This apparent change for the worse seemed to convince him that perhaps it was not carburetto icing after all.
Perhaps the trouble was mechanical or even dirt in the fuel. Hastily pushing in the heat control William
called Ashford on the radio and told them his engine was failing. He started a gentle descent and as the Jodel
broke cloud at 500 feet the engine died a rather final death. There in the distance was Ashford airport, in the
clear and unattainable. Below was a large green field. It was William’s luck again!
Have you spotted anything wrong in William’s actions – what did he do wrong? I must admit that every
time I flew to France the weather was great – so I had no problems and the French customs were great.
Not only that; how clean the streets and beach was, amazed me I have not seen a UK place like it!
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While I was in LA I visited the airfields and
at one of them was a 6 engine version of this
parked there and my heart fell in love with
it. It is an aircraft I would love to fly. I was
lucky to see it parked there, but also to see it
taxi for takeoff. Sad that while I was there I
never had the chance for a close encounter
with it. There is no question that man has
made a massive progress of conquering
flight including that of near space. Yet the
bumble bee flight appears to man as to be
impossible due to wing size and body size,
and they have been flying lot longer than
man has.

To be free from the bonds of earth is an experience worth
Having – to that I have no doubt. The freedom of flight has always been with the birds: now we can join
them and have exceeded their achievements in a very short time, we can fly faster and higher then they can
achieve – but there is one thing they can do that we still can’t do - FLY FREE AT NO COST, NO AIR
RULES – AND NO RESTRICTIONS!
Next morning an instructor from the club drove to the field with one of the mechanics. They inspected the
aircraft and found nothing out of place so that pilot got in, primed the engine, put on the switches and pull
the starter. She fired immediately and ran like the often quoted sewing machine. I sure wish that I had a
wife like that, unfortunate today they like clockwork whose main spring had broken. It was a big field and
a nice day so they flew the Jodel home.
They is of course no mystery surrounding this incident. Quite simple dear Watson William had been caught
off guard. The weather was bad, he was glued to his instruments and being convinced that carburetto icing
could not happen at cruising power he failed to recognize the abnormal - something which these
documents is all about. Certainly he had experienced carburetto icing but having ignored the warnings
William allowed it to develop. The result: a persistent loss of power, gradual at first, followed by rough
running which so often indicates a substantial buildup of ice and the onset of a rich mixture cut, precisely
what happened to William. At this stage application of carburetor heat started to melt things, sending ice and
water where ice and water should not be, ever calculated to improve the sweet temper of an engine.
If William had only persisted with carburetto heat it is almost certain the engine would have cleared. Now
he knows.
I shall now take a commercial break, while you study the above case:
Searl states: there is, in addition to courage by which man / woman die, a courage by which men / women
must live. As an inventor you sure need courage to live:
Forms of separation:
The four basic forms:
The latest standard, in common with its predecessor, defines four basic forms of separation:
Form 1: An assembly so enclosed as to provide protection against contact with internal live parts, but where
no internal separation is provided.
Form 2: As Form 1, but with internal separation of the busbars from the functional units.
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The future is not ours to see – but we can see the past – as ways are invented by which we can freeze time
for many years. So others can see what we have seen or whom we have met.
Form 3: As form 2: but with separation of all functional units from one another:
Form 4: As form 3: but the incoming and outgoing terminals are also required to be separated from the bus
bar system and from one another.
All of these forms, with the exception of form 1. Are further subdivided and it is in these subdivisions that
the old and the new standards differ. Before examining these details, however, it is worth looking at how the
basic forms relate to real equipment and applications.
Why not Form 1 for all?
Form 1 requirements are satisfied by virtually any enclosed electrical system. Since Form 1 provides full
protection against accidental contact with live parts, it might easily be seen as completely adequate for the
majority of applications. In a perfect world, this might be true but, in practice. Form 1 construction has a
number of serious limitations.
From the safety point of view, it is only adequate when there is never any requirement to work on the
equipment while it is live. While no manufacturer of switchgear - Schneider included – would recommend
or even support live working, there are certain circumstances where it is virtually unavoidable. For
example, it would hardly be acceptable to cut off the supplies to a large section of a hospital simply to
replace a fuse in one of the outgoing circuits.
All references to live working in this document assume that the work is carried out in strict accordance with
the electricity at work act, particularly regulation 14 which states:
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1968: my world of reality, the world of the - I-G-V- Tomorrow’s technology today – the world that is
changing in technology and science – with you is not with it, you will lose it.
No person shall be engaged in any work activity on or so near any live conductor other than one suitably
covered with insulating material so as to prevent danger that danger may arise unless:
(i)
It is unreasonable in all the circumstances for it to be dead:
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2010: We are the tomorrow’s people, creating the world that is meant to be; better health, better cleaner
environment, and cleaner water and air – less noise – less wear and tear. And less stress – all of which is
free to you. Just the convertor you have to pay for.
(ii).
(iii).

It is reasonable in all the circumstances for him / her to be at work on or near it while it is live:
Suitable precautions – including where necessary the provision of suitable protective equipment –
are taken to prevent injury.

A basic Form 1 construction must never be used where live working is even remotely possible. In these
instances, the choice lies principally between Forms 3 and 4. Form 2 may be worth considering but, in its
most basic version, it provides very few advantages over Form 1 from the point of view of safe live
working.
Form 1 construction has further limitations. For example, there is no protection against solid objects, such as
washers and nuts removed to replace a fuse cartridge, subsequently falling out of one item of equipment into
another.
None of this, however, means that Form 1 construction is without a role to play. It is the least expensive
form and, providing its limitations are clearly understood, its economy may be put to good use in
undemanding applications.
The higher Forms:
As already mentioned, the most basic version of Form 2 construction offers few benefits over Form 1, since
there is no requirement for incoming and outgoing terminals to be separated from the bus bars. This basic
version is, however, rarely offered. The more commonly encountered versions of Form 2 construction are
slightly more tolerant of live working than Form 1, in that they permit the bus bars to remain live while
other equipment is being work on, and may, therefore, eliminate the need to complete removal of power
from the system.
I guess many readers have no idea what this all means – it means have to comply with the law or get find.
Page 243

2012: I have to make a decision on
what 19” rack system I shall have
to replace the unit missing and the
one with missing parts. I feel that
I should re-order one of these and
add others when and as needed to
expand. It will be a 47U height
800mm wide x 800mm deep with 6
fans roof mounted.
1U = 44.45mm = 1. 3/4”
800mm = 32”
Weight = 120kgs
1kg = 2.2lbs.
Part No: CABN478080
At this time cost is unknown.
I have to ask for a quote.
2012: this may well be the way for Searl Technology INC to go, agree must have a unit soon for Swallow
Command Audio Vision communication Division; to replace the missing unit and the one here with sides
mission which fails it for the safety laws.
It is only when Form 3 is reached, however, that individual sections of the equipment may be worked on in
relative safety with other sections live. Form 3 is also the lowest form of protection to restrict the movement
of solid foreign bodies from one item of equipment to another. In many applications. In reality it is similar
to the human body: one tries to block an infection from cross infecting another part of your body. Solid
foreign bodies are in relation similar in function as infection in the Homo sapiens body. Form 3
adequately satisfies all operational and safety requirements without the expense which is usually involved in
full Form 4 designs.
Form 4 does, however, provide the greatest flexibility, allowing the best opportunity for external circuits to
be connected or disconnected without the need for adjacent items of equipment to be isolated. When
specifying switchboards, however, for Searl Technology INC, Searl Magnetics INC, Searl Aerospace INC
and Searl transportation systems or Swallow Command it is worth bearing in mind that this may be a
relatively infrequent requirement.
Searl states: it must also be clearly understood that even the highest forms of separation do not guarantee
safe live working. This requires consideration not only of the switchboard design, but also the circumstances
surrounding the work, in order to ensure that the obligations of the Electricity at Work Act can be fully
satisfied. In fact, BS EN 60439-1 clause 7.4 specifically states that live working is an issue which requires a
separate agreement between the manufacturer and user of the switchboard.
Searl states: never take for granted any power distribution unit with more one or more outlets which has
been market as passed the safety test – it may have done so, but the on / off stich is a double pole double
thrown and the safety laws do not cover safe testing of that class of unit – I am lucky to be alive when one
of the five new ten way distribution block had a struck live pole on switch off leaving no indication of
switch failure, but giving a safe state and safe to work image – in reality it was deadly alive across the
whole system. On inserting a cable it took out 4 x 13A fuses on one distributing board. On testing it the
live pole was struck on active, but no indication of this problem was shown. So electric safety rules need
to be redress and corrected.
I shall now return you to your program Flight emergency procedures for pilots:
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2011: USA. I wish I had time to take a closer look at this aircraft, as it greatly interested me. I have only
seen in films the USA bombers, but not with my own eyes. Remember though I am watching aircraft and
I am also watching you.
The procedure:
There is a progressive loss of power followed by rough running indicating carburetor icing. Clear the engine
by carrying out the following procedure:
1. Leave the throttle in its present position:
2. Apply full carburetor heat and be prepared for a further power loss accompanied by still rougher
running:
3. If carburetor icing persists increase the engine temperature by:(i). gently opening the throttle to maximum power, taking care not to stall the engine:
(ii). Climbing to reduce the cooling airflow:
(iii). Lean the mixture – but guard against causing it to cut – it may then be difficult to re-start.
4. Keep out of cloud and rain if at all possible:
5. When the engine is running normally return to level flight, adjust the mixture and select cold air.
Check that the engine rpm have built up to normal.
6. Be on the lookout for more icing and at frequent intervals apply carburetto heat to prevent a
serious buildup of ice.
Let’s take another break:
Searl states: the world is not perishing for want of clever or talented or well-meaning men / women. It is
perishing for the want of men / women of courage and resolution. Yes indeed, it takes courage to stand
behind a concept that the experts claim cannot possible exists. A condition that show the mental status of
that expert as being damn lazy to test that concept to prove there are right – but when they are too lazy
you can bet that concept will work. Strange enough this one concept does work.
Searl states that the term he uses in this article IC = Integrated circuits and not an internal combustion
engine; on second thoughts if you over power these devices you might create a combustion effect, but it
has no value in that state.
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2011 USA: yes I love remembering the types of aircraft which man has invented over time. Here the
camera is recording my head at an airfield in the USA. The pilot by me who invited me for a flight is nonother than Paul. We were both on the same wave band.
Timeline:
Late spring 2004:
Summer 2004:
Summer 2004:
August 13, 2005:
July 1, 2006:
December 31, 2006:

Final consultation on draft regulations and non-statutory guidance:
Regulations laid for WEEE and RoHS:
Producer to commence registration for WEEE:
Producer responsibility for financing commences alongside retailer take back:
RoHS substance ban commences:
Collection and recycling targets to be achieved.

LEAD FREE – RoHS: WHO IS EXEMPT?
Searl states that it’s a complex business finding out – as the Inverse-Gravity-Vehicle (I-G-V) shall have a
Pb 82 solid wall between the Searl Effect Generator (S.E.G) and the corridor, as a shield to protect crew
from all energy sources coming into the convertor.
Searl Technology INC, and Searl Aerospace INC, will have to use Pb 82 within its research and
development products due to the very high energy sources which it will be handling. Searl States: when a
Directive as broad as the RoHS draft is dropped across the whole of the EU, inconsistencies and conflicts
will inevitably be thrown up. The hope is that loopholes and omissions will be ironed out as the various
national bodies scrutinize the wording and send the document out for comments from the industry.
Since 1946 he has constant release documents for the legal boys to read and to make comments if they
feel any issue need to be changed. On the web you have seen their reply which presented no problems
directly – changes were made in accordance to their instructions. I see no problems which cannot be
solved with official approval.
However, with those electronics firms making products covered by the Directive being asked to demonstrate
compliance in a little over two years, many are confused by overlapping product categories and definitions
that they feel are ambiguous. Searl agrees that the key problem for companies is the lack of hard and fast
rules in the guidelines so far made available.
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2011 U.S.A: Prof. Searl preaches his bible upon the holy S.E.G. to a willing listener; like John the Baptist
did to the people. Searl sent fourth his new disciple to preach about the future of a paradise to be if they
get off their bums and help to make it happen.
Some are under the impression their products are exempt from the regulations; others have adopted a waitand-see approach; and still others have decided to play it safe and assume that, once all the points get
hammered out, they will have to comply.
Searl Accepts that over the next 12 – 18 months we’re going to have to change with the changes as they get
announced. Searl states; as long as Searl Technology and Searl Aerospace, Searl Magnetics and Searl
Transportation can keep ahead of that and keep our future customers and potential customers involved, Searl
think that will become a business advantage for us.
Searl states: that despite one of the products which Swallow Command Medical will require are chairlifts
not being obviously covered by the existing guidelines – an analysis the DTI agrees with – Searl Technology
has decided that pursuing RoHS compliance is the safest policy. Unless our products are explicitly exempted
from the draft RoHS Directive, assume we have to ensure they don’t exceed the limits for Mercury Hg 80;
Cadmium Cd 48; Lead Pb 82; Chromium VI Cr 24? This one I need to check out and the fire retardants
PBB and PBDE.
Searl policy reflects the line being taken by many industry experts monitoring the situation don’t wait for
definitive guidance. Even when they’ve got a list of things, it is still not really clear, say Searl who has the
experience of guidance which tend to stop before they done explaining what they mean, which sends you
around the bend trying to figure out what they mean. Searl sincerely hope that what he releases within these
documents contents is fully understood.
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2011 USA: this is Paul we are discussing flying in
today’s technology and the relationship of flying the
Inverse-Gravity-Vehicle (I.G.V) offer to take us for
a flight. Due to feet + leg pains I had to postpone
that offer for the time being. Below are photos of the
cockpit of the craft which I was going to fly.
Another time, we see how things go.

2011 USA: You seek the truth – here you will find it – Searl watches you watching him, watching you – and
it is you who tells him all about yourself , which tell him what the changes are of Man going to Mars –
which at this time is Zero rated. Well until the next trip to LA. I wish Paul good health and keep up the
flying and thank you for your time you gave me.
Searl agrees that obviously the best thing is to be more cautious. If Searl Technology think it might be
included, which Searl expects that most stuff could turn out to be, then Searl Technology got to plan that
way.
Searl states: if Searl Technology considers they exempt will probably prefer not to invest in procedures and
tooling to meet RoHS, but there is much confusion over what products do actually qualify for exemption.
These are the keys to the
data presented in this
document on the
elements.
It covers what we know
about the fingerprints of
elements in 1968. Searl
Magnetics INC. is
researching what
magnetism changes occur
2012: Searl Magnetics is investigating if different elements are subjected to different magnetic fields if
anything that we understand changes and, if so in what way did they change? We need to know this
information which could make possible that cheaper elements could be used. Bear in mind that we do not
yet know everything; that will take time to achieve if ever we do. Searl Magnetics INC. is opening a new
window in science, and we must tread softly into the unknown world of Searl Technology.
Searl Technology is at this time developing electronic equipment for internal use, which makes Searl, under
the impression his companies need not to comply with RoHS. Searl don’t think he do because we are
industrial, and also, Searl Technology don’t at this time sell anything to anybody. Also at this time Searl
Magnetics are not employing any of the four elements listed at this stage in the construction of the Searl
Effect Generator (S.E.G). Nevertheless, we reserve the rights to change any element if it is found to be
cheaper to obtain without advance warning of change.
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These are the elements which have been causing problems in this RoHS Directive including Lead Pb 82,
which has already been covered within this document.
Searl states: however, there is a positive inclusion clause covering video kit. ‘Just because your design is not
a consumer product, it is not necessarily exempt. There is a part – of the RoHS directive – which says any
sort of video equipment is included.
As far as Searl: understands it that there are three sorts of exemptions. The first group including – mercury
Hg 80 in certain fluorescent lamps, and lead Pb 82 in high melting point solders and some steel alloys,
are already included in the RoHS directive in a ten point Annex to the document.
The second lot, included as the tenth sub-set of that Annex is considered exempt by the European
commission, but not by the European Parliament. Searl states; there is the answer, right here to our
problems, and why I cannot ever see a paradise being created for this planet. You will never get 100%
support. Discussions on this group, which includes lead Pb 82 in solders for servers, storage and network
infrastructure, and light bulbs, are on-going.
The third set of exemptions is a group proposed following consultation with industry. These are being
studied to see whether or not they can be replaced through a Technical Adaptation Committee (TAC), which
is due to report later in the year. Among their considerations are optical glass, and materials for flip-chips.
Searl understands that normally they would do the study and say ‘this and that can be replaced, and this can
be five years’ time. As Searl: understands it that they would then put that in the next decision of the TAC.
But they’re thinking about doing it the other way round, putting the exemptions in, waiting for the study to
come out, and then maybe taking – the exemptions – out again.
Such to-ing and fro-ing will inevitably frustrate companies, and the process is acknowledged by the DTI in
its most recent update letter. A number of detailed issues – particular in relation to the RoHS directive – still
need to be finalized at the EU level through the Technical Adaptation Committee, it says, somewhere along
the line companies have got to make investments, says Searl. The time is running out. People have got to go
out and start paying quite large sums of money now. And it’s still not clear who is going to have to comply
and who isn’t.
2012: the same problem now exists with the S.E.G – in 1946 it would have cost you around £200.00, now
it’s more like £16,500.00 and still climbing each year. Now if you want the S.E.G you got to get out there
and invest a very large sum of cash, for the longer you wait the higher the cost will be. It is term
economics, something which you created on the belief things would be cheaper – don’t take any notice of
John Searl about cost increasing – it will never happen – but it has and will continue to do so as power
stations have to be replace at ever increasing cost. It is a nature law replacing goods can only be dearer,
not cheaper. Sadly it is no longer 1946 where men were men and women were women, where things were
cheap and good food to taste – 2012 mass produce food before it is ripe cost more and do you less good.
According to the bible of John Searl!
The exemptions are certainly complex. Certain product areas, for example automotive – covered by the end
of life vehicles directive, - and military, simply aren’t covered by the legislation. Searl says; that all this
change create a greater tax income for the government, as companies are forced to increase the cost of
their products, to recover that massive cost in loans to meet their orders.
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2012: we are the tomorrow’s technology – creating a greener world for the benefits of all creatures great
and small – a world with less stress – less pollution – less noise – better health. What are you waiting for
death or life!
The problem Searl see comes if you’re making a replacement car radio that wasn’t installed at the time the
car was made. No one’s really sure if that is in the ELV directive or in the WEEE and RoHS, it could be
either.
Searl states: that distinction depends on the intended use of the product. There are a few things I can
automatic think of in relation to the intended use of – but being a gentleman I will not quote them as
some people do not process that material termed humor, and I do not want to start a civil war. Another
example might be a computer for in-flight entertainment. If that’s its sole use then it is not covered by
RoHS, but if it can also be used for another application, such as networking, then is covered.
Searl States: it is quite difficult to see sometimes which ones are in which, but most stuff turns out to be
covered by one of them, certainly in WEEE, if not quite so much by RoHS. That, then, is the take home
message. RoHS is likely to affect more products than has so far been made explicit, and firms in any doubt
should assume they will be affected. Unfortunately, this probably won’t amuse smaller firms that don’t have
much spare cash for process modifications, but in some cases pursuing RoHS can actually lead to cash
savings. I guess you can tell the marines that they are good at taking things down besides pants.
Searl States: This is going to happen in some form or fashion. You either can bury your head in the sand or
hope it goes away, hope that everyone else does the work for you, or you can try and be proactive. That also
applies to the S.E.G. It is time to stop passing the issues on to others because it just ends up that one man is
doing all the work – results in a massive loss of time – that means a massive increase in cost on final product
completion. But it is your project – it is up to you to bring this baby home where it belongs. Morris need
your help today – there is lots of paper work to undertake, and phone calls to answer then a nice cup of hot
coffee Morris would welcome through the day. Can you help him please let him know.
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