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Airfield Quiz 

 

I must be losing my touch as none of 
you identified the old RAF Turnhouse 
site, now Edinburgh Airport from the 
clues given which were clearly far too 
vague.  The mainline railway passing 
right by an airfield used by the 
masses without stopping was I 
thought a giveaway as I am unaware 
of any other major airport with this 
feature.   When I had the Auster 
based there in the 90s the hangar was 
full of lovely Chipmunks used by the 

RAF air experience flight, wonder where they are now? 
 
Buzz 66 mystery airfield was sent in by my son who flies 747s for Cathay.  I 
try and aim for a snowy scene for the Christmas edition and this was the 
best he could come up with.   The first two syllables of the name have a 
strong nautical connotation which can be weighed, the third syllable is what 
you have too much of when it becomes more and more difficult to get flying 
insurance.  The cold snowy mountains are also something of a clue. 

Buzz 66 Mystery Airfield? Answers to Ed please. 
Email morsuepj@ntlworld.com or 07703162288 or 01243374681 23 

the aircraft safely and conservatively.  
This is international aviation law.  No 
company or bureaucrat can change or 
modify that basic concept.  It may ap-
pear from these and previous com-
ments that I have  negative feelings to-
wards ATC.  Nothing could be further 
from the truth.  Properly trained and 
operated ATC is a superb aid to flight 
safety.  For an absolutely perfect exam-
ple of superior controlling, listen to, or read the transcript of the controller 
and pilot when Captain Sollenberger had a double engine failure out of 
La Guardia.  Now imagine this.  The controller had just cleared them to 
take off and had been talking to them.  They then had this calamitous 
engine failure.  The captain declares the emergency which is so bizarre 
that no controller would previously have heard it.  The controller very 
coolly offers the Captain any runway at La Guardia,  He then coordinates 
Newark and Teterborough airports nearby to accept this dire emergency 
then leaves Sollenberger alone to handle it however he can.  When it is 
announced that he is going to ditch in the Hudson, there is no Hollywood 
style drama.  And all this time, that controller handled his other aircraft 
departing knowing that in all probability the aircraft that he was talking to 
was going to crash with the loss of all on board.  Just listen to his voice, 
and consider his professionalism.  Now that is a perfect example of the 
synergy as it should be.  The Pilot in Command makes the decisions, the 
ATC controller coordinates those decisions.  Naturally the news media 
missed the real story, and concentrated on the splash!  Finally, just a 
thought for the First Officer ignored by the media in their feeding frenzy.  
fairly new to the position, while the Captain is making some rather impor-
tant decisions concerning his future, this young fellow just continues with 
some very confusing check lists in an attempt to get the engines back on 
line.  He must know that the chance of survival is remote, but to the end 
he does his job calmly and competently..... No calls to God or Mother so 
beloved of Hollywood.  He was just too busy doing his job until his feet 
got all wet!  As  a minor matter of interest, I was with a student once 
when we had a substantial instrument failure on my side, in a modern 
glass cockpit I found it very confusing to have multiple failures scrolling 
down the checklists. Engine failure, generator failure, hydraulic failure 
and who knows what else.  We were in a snow squall at the time, so 
handed it over to the student who flew the approach to a landing seam-
lessly without comment.  Remembering this, and the distraction that went 
with it, my hat was off to Captain Sollenberger’s first officer..... and I had 
no concerns about getting wet feet in a wintery Hudson!  
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a stretch you may be thinking.  Consider this actual situation, though not 
a student. Due to an incorrect CLEARANCE (not instruction) from ATC 
our young pilot taxis on to an active runway, causing an approaching 
airliner to have an accident.  An airliner can cost several hundred million 
Dollars.  The ensuing legal costs can result in many more hundreds of 
millions.  Perhaps we might also give a thought to the 500 or so passen-
gers who died.  How many CEO’s of major companies can individually 
make decisions of such magnitude at the drop of a hat?  When ever ATC 
gives a clearance it should be mentally questioned.  Do I really want to 
do this?  Have I checked the approach?  Do I want to land on that out of 
wind runway, or shall I go somewhere else?  Do I want to cross that in-
tersecting runway without further clearance? ..... I know exactly what the 
regulations say, but I have a comfort factor that requires a re clearance 
across an intersecting runway.  A young controller gave me a lecture on 
what “Cleared to the departure runway meant”.  Without me saying a 
word, her supervisor took the microphone, apologised, and cleared me 
to cross assuring me that he would be having words with her.  We all 
have to learn.  On another occasion at Atlanta one night we were cleared 
to enter and take off from the reciprocal runway to  a small aircraft who 
had also been cleared to takeoff.  As it happened we both caught the 
error so there was no harm done, but remember the KLM 747 when they 
collided on takeoff with another 747, it has happened.  The pilot in com-
mand is always responsible regardless of ATC errors or misunderstand-
ing!!  The pilot in command carries with it considerable responsibility, 
however with that responsibility it carries complete authority over that 
aircraft and its operation.  Not enough fuel, then don’t go if in your opin-
ion you need more when considering the weather or peculiarities of the 
destination.  I had some difficulty with our dispatchers who didn’t seem to 
comprehend that although the distance to Brussels or Paris may be less 
than a UK diversion, after an all night trans Atlantic crossing the time 
factor could be considerably more due to crossing multiple Air Traffic 
Systems, and the time of arrival. This sometimes led to my refusal of 
Continental diversionary airports, and the occasional temper tantrum 
from the dispatcher.  A frequent reason for accidents to light aircraft is 
the decision not to go around after a less than optimum approach.  When 
questioned, the answer often concerns the embarrassment of messing 
up an approach or landing, or concerns over what ATC will say or do.  A 
well trained, confident PIC sets his/her own acceptable parameters, and 
has no real interest in onlookers’ comments.  As should be stressed to a 
young pilot, a missed approach or aborted landing is more impressive 
than one that is rescued.  The fact that it may well cause the ATC folks 
to be inconvenienced is absolutely matterless.  Their job description is to 
facilitate traffic flow expeditiously, The PIC job description is to operate 
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Welcome to the Christ-
mas Buzz for 2013, sorry 

it did not reach you in time for the festive sea-
son and will not now arrive until the new year.  
Next year’s provisional programme has finally been identified by our sen-
ior pilot and now appears as usual on the back page.  It is never easy to 
get the diary sorted at this distance but worth the wait to have dates to 
aim for even if only provisional.  You will note that as yet only the stan-
dards weekend has an organiser but many others are needed to get them 
‘off the ground’ so please phone Simon and volunteer.  
This issue contains a report of our prestigious trip to the new carrier HMS 
Queen Elizabeth and Leuchars where at both places we were welcomed 
most warmly putting the FAAS firmly ‘on the map’.  Starts on page  5 con-
tributors Malcolm Hagen and Sue Moore plus some editing by me.  The 
dinner this year at HMS Collingwood was one of the best ever even the 
weather ‘played ball’, allowing two aircraft to fly in.  The report, by me, is 
on page 8.  That most prolific of contributors and twice winner of the Buzz 
Trophy,  Brent Owen, has been busy producing three excellent articles for 
this issue.  The first, on page 10, contains wise words of warning against 
the hazards of the cold winter weather, just in time for a chilly January.  
Page 17 has Brent recalling some of his sillier aviation experiences like 
getting lost on his first solo cross country and, for his final article, on page 
21,  has produced a thought provoking item on the need for pilots to stay 
in command of their flying machine. 
Peter Walker, whose CT2K shares a hangar at Temple Breur, (just up 
from Cranwell), with Dick Roberts’s Zennair, reports on page 14 of a  fan-
tastic trip they did in the CT around Canary Wharf and the Dome.  The 
pictures look as if they must surely be busting controlled airspace, but no, 
all quite legal but needs careful planning and a good GPS. 
This issue is the final one under my editorial command. It is my 48th Buzz 
my first one being No 18 in June 2001 just over 13 years ago.  I have en-
joyed the job and hope to produce a little book containing what I consider 
to be the best of the articles which have been submitted over the years.  
The new editor  is John Beattie to whom I wish every success.  Please 
give him your full support and keep the contributions coming is as without 
them the magazine will die. 
 
        
   Happy Landings 
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Visit to HMS Queen Elizabeth & RAF Leuchars  

25
th

 – 27
th

 September 2013 

By Malcolm Hagen 

 

The Squadron visit to HMS Queen Elizabeth and RAF Leuchars was 
memorable for the hospitality and enthusiasm of our hosts.  This  visit was 

attended by the following members : Tony Ashmead, Michael and Eve 
Bonham-Cozens, Paul Chaplin, Malcolm Hagen, Adam Charnaud, Bill 
Covington, Roger Dunn, John and Helen Marriott, Phil and Sue Moore, 
Bob Neil, Tim Nicholas, Roger and Carol Richardson Bunbury, Denis and 
Margaret Woodhams.  Sadly the weather did not cooperate encouraging 
only two aircraft to fly into RAF Leuchars on the Wednesday afternoon. 
Roger Dunn arrived from Biggin Hill in his well equipped Mooney while 
Paul Chaplin, with his I Pad equipped RV 7, also made it having de-
parted from a field in Dorset with Malcolm Hagen.  For the record, the 

latter very definitely obeyed Visual Flight Rules 
at all times.  On landing we were greeted by 
‘Sooty’ and his friendly & efficient team from the 
Visiting Aircraft Flight who soon had the aircraft 
refuelled and hangared. 
Aircrew were then 
transported to Dunferm-
line by the squadron 
road team joining up 

with everyone at the comfortable Pitbauchlie 
Hotel close to Babcock Marine’s Rosyth dock-
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More of Brent’s Soapbox - PIC 
By Brent Owen 
 

PIC... Pilot in command, we all know the initials, but how many of give 
much thought to what it really means.  The Royal Air Force, and I think to 

an even greater extent, the Royal 
Navy were very good in their train-
ing.  Once in command of ship or 
aircraft, no one outranks the one in 
command regardless of rank, unless 
of course formally displaced by a 
senior rank ...  In sailing ship days 
Captains were often dispatched with 
the overriding instruction to ‘Act in 
the best interest of the Monarch.’  
No micro managing there!  Unfortu-
nately in recent years, too frequently 
the general perception is that some-

how the Pilot in Command has had some of his/her authority eroded.  
How often do we see reference to ‘instructions’ from ATC.  Or in the air-
line environment, that the company has ordered a reduced fuel load.  This 
is a frequent complaint from captains.  When with the airline in a supervi-
sory management role, I often received complaints concerning the lack of 
respect shown to cockpit crew by flight attendants or gate agents.  Those 
complaints were accompanied by complaints about the company overrid-
ing the wishes of the captain concerning the fuel load required or route 
filed, or diversionary airports.  This I found to be rather irritating and as 
might be imagined, complainants were met with very little sympathy.  My 
stock question concerning flight attendants was, “Tell me what briefing 
you give them”.  Without a full and proper briefing from their captain, how 
were they to understand who was in command?  When in front of a class I 
would pose the statement.  “By actions of the company, general public 
and the F.A.A. the captain’s authority has been eroded..  True or false?”  
It seemed to run at about 50 % each way.  The overwhelming No vote 
came from ex military pilots.  Interestingly, the ex Marines would all vote 
NO, there has been no erosion of authority.  It is all a matter of training 
and attitude, self confidence.  As usual I sense the eyes as they glaze, but 
bare, (bear) with me I will eventually wander on to my point......if I can re-
member what it was!  In general aviation, most of the time little attention is 
paid to instruction concerning duties and responsibilities of the fellow in 
the left seat (fixed wing)’  From the start I like to stress to a new pilot that 
on his first solo in his little Cessna or Piper, he has exactly the same au-
thority and responsibility as a senior international airline captain.  He/she 
is in command of a very high Dollar/Pound/Euro operation.  Something of 
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up part of the airfield boundary fence before making a very short landing.  
Quite understandably, he gave up towing after that.  I have mentioned pre-
viously how enjoyable I found night flying to be.  I was trundling along in 
my Scimitar wandering east from Lossiemouth looking for the odd Rus-
sian, when I noticed in the distance below the clouds the flickering of a fire 
at sea.  I continued on in order to save the day for the ship on fire which no 
one had reported.  On and on, to the rescue we went my Scimitar and I.  

The fire increased in 
magnitude without get-
ting closer.  The fuel 
situation was becoming 
a little interesting, when 
it suddenly became ap-
parent that I was trying 
to home on to a magnifi-
cent moonrise!!  As can 
be imagined that was 
not mentioned in any 
report, and fortunately 
because most of our 
flying was under rather 

strict radio silence at the time, I hadn’t planned to speak to the ground until 
I had a position for the ‘fire’.  It was a shame really because I had already 
planned the suitably modest comments to the press.  After this chastening 
experience I was a little less excited about such sightings, so when at 40 
something thousand feet one pitch black night going south over Scotland, 
saw a light in front of me. I was quite relaxed and rather pleased with my-
self in the assessment that that had I been less experienced, less of a tiger 
of the skies, that light might be of interest.  Having had the moonrise ex-
perience I knew that the light was Venus or some such star rising. Unfortu-
nately it suddenly occurred to me that Venus had a con trail and was very 
close.  I broke as hard to the right 
as the poor aeroplane would tol-
erate, (The Scimitar  not being all 
that comfortable at high altitude) 
and glanced behind to see the tail 
of an American RB 66 flash by.  
It was close enough for me to 
describe the squadron design on 
the fin. The American squadron 
commander rang me and was 
very gracious in his apology for 
being off altitude.  
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yard. A check of the bar found it to be well stocked and after an excellent 
dinner the Squadron stood down when the barman retired.  The following 
day, Thursday, we said goodbye to the ladies who headed off to Holyrood 
House in Edinburgh while the chaps, (13 FAAS & 3 RAF from Leuchars), 
drifted down to the Dockyard to see the Navy’s new Leviathan.  Met by 
Lieutenant Chris Bugg, who guided us through security, we were soon in 
awe and wonder walking by the mighty vessel en route to the ships office 
in Lowden Building. On arrival Commander Andrew Blackburn, the Ship’s 
AEO, gave a brilliant presentation on the evolution and capabilities of the 
Carrier to which our boss, Bill Covington, was able to add considerable 
background from his experience on the procurement team.  After lunch in 
the RN canteen we proceeded to the ship which was quite breathtaking.  

The first impression 
was of size. At 65,000 
tons, nearly 300 me-
tres long and 70 wide 
it is three times the 
size of Invincible 
Class.  The flight deck 
sports two islands, one 
for ship stuff and the 
aft dedicated for air-
craft control. Up to 20 
aircraft with their asso-
ciated service stations 
can be accommodated 
in the cavernous 
hanger with two side 
lifts allowing the total 

area to be utilised. A computer controlled weapon handling system en-
ables munitions to be delivered to the arming stage at the touch of a 
mouse. FAA pilots will operate the F-35B Lightning 11 which recently 
completed night carrier trials. Lucky devils!  HMS Queen Elizabeth is due 
to be floated from the dry dock in July 2014 where work will begin assem-
bling HMS Prince of Wales (which is already 60% built).  A fantastic day 
out with huge thanks to Commander Blackburn and his team for their 
time, trouble and hospitality.  It was a pleasure to see such enthusiasm 
and motivation for this prestigious  project which will undoubtedly revolu-
tionise the FAA.  Later in the afternoon we returned to Leuchars, col-
lected the ladies from the railway station and repaired to the officers 
mess to be greeted by Air Commodore Gerry Mahew the station com-
mander who joined us for drinks in the bar.  Supper at the Grill House in 
St Andrews followed that evening which was attended by 17 members, 

FAAS Boss, dwarfed by Navy’s Newest 
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wives and guests. Both the venue and menu were excellent, squadron 
spirits were high and we were rumbustiously entertained by our 
guest of honour squadron member John Moffat.  In 1941, flying a 

Fairey Swordfish, 
John and his ob-
server launched 
the torpedo 
which disabled 
the German bat-
tleship Bismarck. 
It was sunk the 
following morn-
ing. John, now 
94, was in excel-
lent form, he 
spoke some 
lively words ex-

tolling the virtues of the FAA and completed the entertainment by leading 
the company in a spirited rendition of the A25 song.  As a ‘final fling’ on 
Friday morning we travelled by coach to the far side of the airfield to visit 
number 1 (fighter) Squadron, operating the Typhoon. They are the long-
est serving fighter squadron in the world whose history can be traced 
back to 1878 (operating balloons), before becoming 1 Sqdn RFC in 
1914. After a warm welcome from the Station Commander Air Commo-
dore Gerry Mayhew and the Squadron Boss Wing Commander Mark 
Flewin we were shown aspects of the very high tech operation by Flt LTs 
Nick Critchley and Phil Wilkinson. The briefing facilities are truly 21

st
 

century, with no more hand waving required to win the debrief, sorties 
can be replayed on wide screen in real time. It was fascinating to see 
how safety and personal equipment had evolved over the years to allow 
regular and sustained operations at 9 g. The professionalism and enthu-
siasm of our hosts in the operation of this very advanced aircraft, was 
infectious.  A visit to inspect this outstanding aircraft at close quarters 
followed by a pair of Typhoons thunderously shaking the ground with 
their full afterburner vertical departures after an unbelievably short take 
off run provided a most impressive conclusion to our visit.  Very many 
thanks must indeed go to our 
hosts at HMS Queen Elizabeth 
and RAF Leuchars for the sig-
nificant efforts they made to ren-
der this two day visit truly out-
standing.  Thanks also to Phil & 
Sue Moore for providing such 
immaculate organisation. 
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be appreciated.  The Coventry 
Gliding Club was also based at 
Baginton.  They were a great 
group of people and appeared 
every weekend regardless of 
weather, with their sandwiches 
and coffee to be shared by all.  I 
was invited to become a tug pilot.  
In those days it only required a 
check from an instructor and off 
you went towing in their Tiger 
Moth.  They had a Slingsby T21 

as a trainer, a big heavy open 
cockpit thing.  Looking back I 
can only wonder at how hard 
the poor old Tiger had to work.  
In any event, there we were ap-
proaching the separation alti-
tude, when the aeroplane 
stopped and lurched violently to 
the side, almost immediately 
followed by a disturbing bang on 
the side of the cockpit as the 
tow hook came back in its at-
tack mode.  I did wonder briefly 
what was happening to my little part of the world, since this was one of the 
few times that I felt totally innocent, but at the time was busy recovering 
from the associated spin so didn’t think too deeply about it all.  All went 
well however and the landing was as normal as mine ever were.  The poor 
Tiger had to be taken away for repairs bringing an end to my towing for a 
while.  What had happened according to the embarrassed instructor, was 
that on his command to release, the student pulled up and away to the 
right as was the normal practice, but unfortunately forgot the other impor-
tant part of the process which was to pull the release knob.  Once released 
the insulted and very stretched cable catapulted back to hit the fuselage.  
On another occasion one of the other tug pilots picked up the winch cable 
in his tail skid during takeoff.  Unfortunately by the time he realised that he 
had a problem the mechanism was jammed making it impossible for him to 
release the glider.  The winch operators eventually cut the cable with the 
emergency axe, the glider pilot realising that there was a problem released 
at low altitude.  Our puzzled tug pilot staggered around trailing a great 
length of cable from his skid slicing a mirror from a passing car and picking 
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that it was all very impressive, particularly as they lost sight of us as we 
descended below the hedgerow.  Could we do it again please.  I have to 
admit that at the time I was too inexperienced and ignorant to be greatly 
disturbed by it.  Needless to say it was not repeated as part of the open-
ing!  In later years I discovered that low level loops and barrel rolls while 
apparently simple, are potentially hazardous, and were maneuvers that I 
avoided in later years when displaying.  I planned my first solo cross 
country so very carefully, whizzing around the E6b computer calculating 
wind angle, drift, declination, deviation, variation and everything else nec-
essary in those days.  My map was folded in the approved fashion and 
tucked into one of the many pockets of the flying suit. I was ready and 
leapt proudly into the crystal clear sky in my Tiger Moth.  The turning point 
was only about 20 minutes away, but somehow I didn’t see it.  We 
worked out 
later that I 
was proba-
bly directly 
overhead.  
In any 
event 
round and 
round I 
went wan-
dering 
hither and 
yon until 
noticing 
that the 
fuel gauge 
seemed to 
be getting 
a little low.  There were plenty of fields available, but not too many suit-
able for my purposes.  I tried one or two, but didn’t much care for the ex-
pression on some of the resident cows faces so looked again until I found 
one with sheep which looked much more friendly.  I landed and wandered 
up to a nearby farmhouse very much the heroic image. I could smell the 
Sunday beef roasting, knocked on the door, and fully expected to be in-
vited in to lunch.  The farmer’s wife appeared and when I apologised for 
landing my aeroplane in one of their fields, she asked which one?  “I don’t 
know” said I, but it has sheep in it.  “That’s all right then” said she, “we 
don’t have sheep”, and closed the door in my face.  I was much chas-
tened and deflated.  The story continues, my plight did not improve and 
the story only goes down hill, but the flavour of my first cross country can 
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Ladies at Holyrood 
By Sue Moore 
 

Carol, Sue, Margaret, Eve and Helen travelled by train from Inverkeithing 
to Edinburgh Waverly and walked down the Royal Mile to the Palace of 
Holyroodhouse.  We were immediately drawn to the Queen’s Gallery to 
discover a fascinating exhibition of the work of Leonardo da Vinci. On  

 
display were thirty sheets of   
his anatomical studies dating from 1511 enti-
tled “The Mechanics of Man”.  These amaz-
ing drawings of the human body had lain un-
discovered for over five hundred years.  From 
there we had a most interesting audio tour of 
the palace, home to Kings and Queens, most 
famously Mary Queen of Scots.  We ended 
with a very pleasant lunch in the grounds af-
ter which it was back to Waverly for a train 
ride to Leuchars where we were reunited with  
our husbands.  
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Squadron Dinner at HMS Collingwood – 23rd November 2013 
By Phil Moore 
  

Forty three Squadron members and their guests greatly enjoyed the sev-
enteenth annual dinner at HMS Collingwood on Saturday 23

rd
November.  

For once the 
weather was lovely 
enticing Jeremy 
Miles to bring his 
Yak in from Shore-
ham and Alasdair 
Pickering to fly G-

AVUZ his Cherokee in from Jersey both to land 
at Lee from where they were driven to the first 
serial; lunch at the Osborne View Hotel Hill-
head overlooking the sunny Solent. Having en-
joyed the food, the view and ‘swung a few 
lamps’ we all proceeded to Collingwood to claim 
our comfortable quarters and await the AGM, 
(report later), with tea at 1700.  Having changed 
into appropriate rig we repaired to the main 
wardroom bar to gain some ‘flying speed’ and admire the immaculately laid 
out dining table complete with Collingwood silver and the Buzz Stringbag 
Trophy.  We all sat down at eight to a most delightful dinner the pro-

ceedings of which were 
presided over by our 
‘boss’  Bill Covington.  
Bill and his wife Penny 
entertained us all to 
good effect before intro-
ducing our Guest of 
Honour Commodore 
Fleet Air Arm Graeme 
MacKay.  Graeme had 
us spellbound with a 
most uplifting speech to 
cheer our hearts as we 
await the dawn of the 
new carrier era.  The 
formal bits were con-
cluded by the Buzz edi-
tor who presented the 
trophy for best buzz 
submission in 2013 to 

Pictures by John Marriot & Phil Moore 
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Silly Things That Happen 
By Brent Owen 
 

Some time ago it was mentioned that the Buzz would enjoy receiving odd 
bits and pieces of experiences which at the time, might have been embar-
rassing.  Perhaps in some cases it could have been caused by a natural 
exuberance of aviating, but over the years there do seem to have been a 
number of times when I was rather glad that I was alone in the aeroplane 
thus having no witnesses.  Having said that I frequently cast a guilty 
glance over a shoulder to be sure no one had noticed. I have mentioned 
before that when many of us first started flying in the fifties, our instructors 
were in the main, ex military World War 2 pilots and donated their time 
and experience for the sheer love of flight.  They weren’t paid, except in 
some cases did receive travel expenses.  My instructor Flt.Lt.John Hill 
DFC, was an inspired instructor who knowing that I had very little money, 
invited me into any vacant seat available for extra stick time. On this occa-
sion three instructors were practicing in the Tiger Moths for the Battle 
of Britain display at Baginton, Coventry.  The Coventry Aeroplane Club 
organised the annual display.  What had been briefed to open the show 
was a low level (high speed by Tiger Moth standards) fly by in formation 
followed by the lead aircraft pulling up into a loop and the other two barrel 
rolling left and right.  We were on the right side and were just completing 
our roll when the other fellow flashed by our nose at right angles very very 
close.  In fact we heard him as he passed.  We were told by onlookers 
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mal and we climbed 
away towards Graves-
end to give space to 
clear from Damyns Hall 
and contact Thames 
Radar on 132.700. This 
gave us a fine view of 
Queen Elizabeth Bridge 
spanning the Thames 
before turning upstream 
for the City. Thames 
Radar were very particu-
lar about the aircraft de-
tails and gave us the 

QNH and a squawk.”Remain over the river once you enter controlled air-
space and not above 2000 ft”. “You are entering controlled airspace” was 
the next transmission and from there on we were both captivated by the 
views of London that we would not normally see, the Thames Barrier, 
London City Airport, The Dome, Canary Wharf and the Isle of Dogs. We 
could easily see beyond Tower Bridge. We were cruising at 1500 ft which 
was ideal for a viewing platform but we were checked on our height a 
couple of times by ATC despite the fact that my new transponder (mode 
S) was chirping away. Most ATC transmissions were for helicopter traffic. 
Time to go home! As we neared the Queen Elizabeth Bridge we were 
informed that we were leaving controlled airspace, squawk 7000 and 
change to on route frequency. We headed back over Damyns Hall, called 
up Farnborough for a basic service and squawk before setting the recip-
rocal course for home. It was a beautiful afternoon with unlimited visibility 
and there seemed to be so much of interest to look at. Epping Forest 
looked quite large and impressive. We were called up by Farnborough at 
one point by a very pleasant ATC lady who suggested that we were get-
ting a bit close to the base of 
the London TMA so we de-
scended a little to 2000 ft until 
we were abeam Biggleswade. 
We said goodbye to Farnbor-
ough, squawked 7000 and 
the rest is history. 
 

Statistics 
Total distance    240 nm 
Average speed  90 Knots 
Average cons    12.5 Lt/hour 
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John Ford for his evocative article “Final Fling” in issue No 65 which 
covered his life in the air and brought back many memories of FAA glory.  
Sue and I left the bar way after midnight setting our alarm to ensure we 
would not miss the excellent Collingwood breakfast which as usual did not 
disappoint.  An an extended final ‘washup’ ensued before we all dispersed 
by car and aircraft after yet another brilliant squadron dinner.  Rumor has 
it that next year we are giving the ‘double you Es’ a rest and will decamp 
to Yeovilton for our annual bash.  HMS Heron may need to pull out a few 
stops to match the Collingwood standard methinks.  Many thanks are due 
to The HMS Collingwood Wardroom Mess President and his hardworking 
team of Cooks & Stewards for providing such a splendid venue.  We also 
must thank Phil & Sue Moore for organising it all. 

Pain free Delivery? 
 

A married couple went to the hospital to have their baby delivered. 
Upon their arrival, the doctor said he had invented a new machine that 
would transfer a portion of the mother's labour pain to the baby's fa-
ther. He asked if they were willing to try it out.  They were both very 
much in favour of it. The doctor set the pain transfer to 10% for start-
ers, explaining that even 10% was probably more pain than the father 
had ever experienced before.  However, as the labour progressed, the husband felt 
Fine and asked the doctor to go ahead and kick it up a notch.  The Doctor then ad-
justed the machine to 20% pain transfer. The husband was still feeling fine. The 
doctor checked the husband's blood pressure and was amazed at how well he was 
doing. At this point, they decided to try for 50%. The husband continued to feel quite 
well.  Since the pain transfer was obviously helping out the wife considerably, the 
husband encouraged the doctor to transfer ALL the pain to him.  The wife delivered 
a healthy baby with virtually no pain. She and her husband were ecstatic. When 
they got home however they found the postman lying dead on the porch! 
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Winter is upon us.....Food for thought perhaps? 

By Brent Owen 
 

In some aspects, winter is a good time to be flying our light aircraft.  Fre-
quently the air is calm, and 
when the landscape is snow 
covered it is magical to wan-
der around, and in my case 
wonder vaguely where I am, 
and what has happened to 
all the familiar landmarks 
now snowed under. Winter 
does have its drawbacks of 
course.  We should be con-
sidering the affect of the 
cold on both our bodies and 
the various bits of aero-
plane.  So long as it is not covered in frost or snow within reason the air-
frame doesn’t much care how cold it is, but the engine and propeller care 
very much.  They are somewhat like my body, in that it would  prefer not 
to be out in the cold, but if I can be warm before starting I perform quite 
well.....by my standards that is.One of the considerations for the engine 
when cold, is that even if multi viscosity oil is used, there is still much 
more internal friction between all of the moving components of the engine.  
This results in much greater wear throughout the engine and gear bits and 
pieces.  The constant speed propeller doesn’t like to be cold either, so 
when exercising it prior to takeoff, it may well be very sluggish in opera-

tion.  It follows then that it is quite impor-
tant to preheat the engine in some way.  
One common method is to have either a 
propane or electric heating unit to blow 
heated air into the engine bay.  This has 
some possible disadvantages in that it 
can result in very uneven heating which 
can result in some wiring insulation ob-
jecting to excessive heat and eventually 
cracking.  it also takes a long time to heat 
whatever quantity of oil there might be in 

the oil sump or tank.  I think that the ideal method of preheating an engine 
where possible. is to have an electrical heating pad fitted to the engine 
and/or oil tank.  They are relatively inexpensive and use a special adhe-
sive to bond to the engine.  This just plugs into the mains supply, is ther-
mostatically controlled and furthermore keeps condensation at bay as well 
as keeping the entire engine relatively warm.  The propeller warms up as 
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were excellent but the slight tail wind which together with the downhill 
slope meant that we landed long. Fortunately, there was a taxiway to re-
turn to the control and parking at the North end of the field.  This was 
Dicks first visit to Damyns Hall and it was interesting to hear him comment 
that “it had a different feel to other fields” My feelings exactly. It was very 
relaxed and the visitor feels welcome even to the point where there is no 
landing fee and fuel costs are very reasonable. There were lots of flyers 
and onlookers, a good viewing area and an excellent but basic restaurant. 
We took the opportunity to relax for a while and fortify ourselves with ba-
con butties.  We spoke to Deepak who runs the flying school using CT 
aircraft and encourages pilots to get up to speed with radio and to use the 
airspace which the majority of GA pilots avoid. He confirmed that we 
should have no problems with our flight up the Thames which is in the 
London CTR class D airspace (Surface to 2500 ft) under the control of 
“Thames Radar 132.700”. You need to keep awake because you may be 
told to get out because of some emergency or other and it seems that we 
GA pilots must stay with the river. Deepak’s comment was “if you have an 
engine failure and go into the Thames you would be extremely lucky to 
get out alive”.  Well, we can’t sit eating bacon butties all day; it’s time for 
the exiting part of the trip! The intention was “To do the Thames” and re-
turn to Temple Bruer without stopping at Damyns Hall. Take off was nor-
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The Dome and Canary Wharf  
By Peter Walker 
 

We were already in October, the 5
th
 to be precise, the forecast was excel-

lent. What can we do to make the most of the situation? I had a number of 
options in my Skydemon, one of them being a flight round Canary Wharf 

and the Dome. That fantastic bit of soft-
ware had enabled me to plan the flight 
including a thorough check on NOTAMS 
and any likely restrictions.  When Dick 
Roberts and I arrived at Temple Bruer, it 
was already late in the morning and I 
needed to do a check flight to ensure 
that my recently overhauled radio and 
newly fitted Trig 21 transponder were 
working ok. We simply could not afford 
to penetrate that area with a faulty radio 
or transponder. Dick had bravely agreed 

to come along on the trip for company in my trusty old CT2K. Check flight 
completed, we were ready for the off. This would not be a long trip; in fact 
no more than 250nm but it would be full of interest. We had elected to use 
a leisurely 90 knot cruise with a max fuel consumption of 14 litres per 
hour. A speed which gives plenty of time to observe and to take care of 
the formalities. The route was basically Temple Bruer to the first TP 
(Junction 25 on the M25) passing between Panshangar and Hart-
ford .Thus clearing Stansted CTA by a few miles.  Altitude had been re-
duced to 2200 ft when abeam Biggleswade and contact made with Farn-
borough North LARS for their QNH and a basic service. Our next heading 
was 120 deg passing overhead Epping Forest to Gallows Corner 
(Junction A127/A12). This area needed care as the gap between London 
TMA and Stapleford ATZ is about 1.8 nm.  Gallows Corner to Damyns 
Hall was only about 5 nm and the grass strip is not particularly obvious.  
Damyns Hall has one main runway 03/21 with a length of 800 yards and 
there is a slight downhill slope on 
21.  A/G frequency is “Hornchurch 
119.550” but this is not always 
manned.   Airfield information in this 
instance was provided by a pilot in 
the circuit as “runway in use 21 LH”. 
All previous visits had been via 03 
RH and when using 21 it is neces-
sary to keep a good eye open for 
the HT pylons which abound at the 
North end of the field. Conditions 
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soon as the engine oil starts to circulate ..... IF that is, it is a hydraulically 
operated unit.  There are some electrical and even mechanically operated 
propellers around.  Fuel, normally the engine doesn’t mind in the least a 
few tiny droplets of suspended water, in fact it quite enjoys them, but if 
those suspended droplets have now frozen into ice crystals, they have 
been known to clog fuel 
filters in a high fuel flow 
situation.  This  can be so 
annoying during takeoff.  
So when checking the fuel 
sumps during preflight it 
might be a good idea to 
look very carefully for very 
small ice crystals swirling 
about.  When can we ex-
pect a build up of water in 
our fuel tanks he asks rhet-
orically.  As the tempera-
ture falls, the fuel volume in the tanks contract sucking in moist air from 
outside, which then condenses and eventually freezes as the temperature 
drops.  I have noticed some pilots sitting at idle power waiting for the oil 
temperatures to rise to some value, while the plugs become fouled causing 
a magneto drop. Of course whatever the engine manufacture recommends 
is the controlling consideration, but for example Lycoming recommends for 
at least some of its engines, that as soon as the engine will accept full 
power it is acceptable to go.  Once all is operating and up to operating tem-
perature, the engine loves lower temperatures and rewards us with a little 
additional power.  The wings love it and reward us with additional lift, there 
is indeed more lift in the air as the pioneers in aviation used to claim. One 
other important consideration is taxiing.  Last winter I was privileged to be 
invited to fly a new Carbon Cub for evaluation,  it is a lovely upgraded ver-

sion of the Super Cub.  On taxi-
ing out it was necessary to taxi 
through a little slush. This 
brought to mind the aspect of 
slush building up in the wheel 
pants...spats, and freezing with 
altitude thus locking the wheels.  
Fortunately they had been re-
moved for the winter, but it is 
worth considering.  For aircraft 
with retractable undercarriage, it 
is well worth leaving the wheels 

Frozen Fuel? 
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down for a minute or two so that that any slush is blown off.  The problem 
here is not so much freezing the wheels in place, as it is freezing the mi-
cro switches.  It is rather thought provoking to select the wheels down, 
only to be faced with a red undercarriage unsafe light or two.  This actu-
ally happened to me in my Jet Provost that I had collected from being 

painted.  On arrival back to my 
base airport, wheels down and 
there was a red light.  It was a 
lovely admirals’ barge navy 
blue and I hated the thought of 
scratching it, but fortunately 
guessed what the probable 
problem was.  After doing a fly 
by and having a word with the 
young lady on the other end of 
the radio it was an uneventful 
landing, but the fact remained 
that I wasn’t totally comfort-
able until it was in the hangar 

with me scraping the unwanted paint from all  the micro switches.  Obvi-
ously frozen slush can easily result in the same concern.  From then on, 
any retractable aircraft that I have owned has always had a good treat-
ment of anti freeze lubricant in winter. Recently, I watched a little Cessna 
150 depart in light drizzle with 4 C surface temperature.  I couldn’t help 
wondering whether he had considered the lapse rate of about 3 degrees 
thousand feet.  The virtually instantaneous skim of ice on the windscreen 
of a Cessna 150 could be something of a challenge to many a young pilot, 
to say nothing of the possibility of ice on the airframe.  Most of us have 
been involved in 
aviation long 
enough that all of 
the previous com-
ments are old hat, 
however one of the 
considerations that I 
have noticed many 
people tend to ne-
glect is the addi-
tional considera-
tions after a forced 
landing.  Modern 
aircraft can be quite 
comfortable in flight 
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with their heaters, and don’t require seasonal clothing.  I don’t 
have the luxury of a heater in either the Auster, or an open bi-
plane, consequently I am normally well insulated and padded 
against the cold, and usually have some very basic survival 
odds and ends.  I always keep a small tool kit in any aircraft, 
screwdriver, pliers and the essential duct or ‘Gaffer’ tape, plus 
a few odd screws to replace those that inevitably fall out of 
fairings or cowlings.  The problem with an unplanned landing, 
particularly a forced  landing in open country, is that the cold 
and shock exacerbates any injuries, even quite minor that 
one might collect.  Even in England in a relatively populated 
area it is amazing how long it takes to be noticed when down 
in open country.  In my own case after landing a Tiger Moth in 
open country, no one noticed and I had to walk some dis-
tance before I could find someone to alert. I could presumably 
have stayed unnoticed for at least a day since it was a Sun-

day with no one working in the fields.  At my local airfield in England, we 
actually watched as a light aircraft lost power after takeoff and went down 
out of sight over the brow of lowering ground, but even then it took us 
about 45 minutes to find, and get to the aircraft. Fortunately, few people 
bleed to death from a cut thumb....well, not in 45 minutes!  A bar of 
chocolate and bottle of water will help immeasurably to keep the system 
up and running reasonably well, and is very good for shock, although 
some might say that a bottle of decent red would be better.  Duct tape is 
wonderful for all manner of things from applying pressure to wounds to 
stabilising the odd broken bit.  I know that this might sound rather melo-
dramatic, but what may be something of a non event in summer, can 
quickly become life threatening after a couple of hours in the cold and 
damp,  particularly after being bounced around a bit during the landing.  
Even when driv-
ing through iso-
lated countryside 
in winter I nor-
mally have warm 
clothing, to-
gether with boots 
and ski gloves 
tucked away in 
the boot, but as I 
said in the begin-
ning, just food 
for thought.           
 


