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COVER	….	A	Whirlwind	Plane	Guard	with	swimmer	in	the	open	door				
	
	
	
	

	
	

This	should	be	more	of	a	challenge!	
	
	
Buzz	78	Mystery	airfield	??	….	Answers	to	the	Ed	please	
Email	owen2@comcast.net	
Or…..brentowen12@gmail.com	

	
	
	

The	mystery	airfield	 	Sibson,	near	to	Peterborough	
Tim	Nicolas	was	the	first	to	identify	it,	closely	

followed	by	Stefan	Potepa	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

			

	



	
	
	
	
	

3	

From         The Editor 
	
Various	comments	and	announcements	concerning	 the	new	aircraft	 carriers	
started	a	 train	of	 thought	 that	 I	 think	 is	 something	 for	us	 to	 consider.	 	 The	
Royal	 Navy	 has	 from	 almost	 the	 start	 of	military	 aviation	 led	 the	world	 in	
innovations.	 	 It	was	a	Royal	Navy	pilot,	Charles	Rumney	Samson	who	made	
the	first	takeoff	from	a	ship	underway.		Edwin	Dunning	made	the	first	landing	
on	a	ship	under	way	 in	1917.	 	Unfortunately	he	was	killed	 following	what	 I	
believe	was	 his	 second	 attempt	 at	 landing	 back	 on	 board.	 	 This	was	 not	 a	
purpose	 built	 ship,	 but	 a	 conversion.	 	 It	 is	 somewhat	 surprising	 that	 after	
establishing	this	lead,	the	long	beards	in	the	Admiralty	were	apparently	loath	
to	 accept,	 or	 even	 understand	 that	 without	 air	 superiority	 the	 day	 of	 the	
battleship	as	a	capital	weapon	was	over.		I	suppose	that	one	shouldn’t	be	too	
critical,	 in	 that	 the	 only	 country	 to	 have	 any	 real	 appreciation	 of	 naval	
aviation	 was	 Japan.	 	 We	 learned	 just	 how	 much	 they	 appreciated	 the	
potential	of	air	power	when	we	lost	HMS	Prince	of	Wales	and	HMS	Repulse	in	
quick	 succession.	 	 It	 is	 said	 that	 even	 after	 the	 Fleet	 Air	 Arm	 virtually	
destroyed	the	Italian	fleet	 in	Taranto,	and	the	Japanese	naval	aircraft	came	
close	to	destroying	the	U.S.	Pacific	fleet	in	Pear	Harbour,	Admiral	Phillips	R.N.	
did	 not	 believe	 that	 airpower	 presented	 an	 overwhelming	 threat!	 	 In	 any	
event,	 this	 started	 the	 train	 of	 thought	 that	 is	 reflected	 in	 some	 of	 the	
following	pages.	
	
Now	 I	 have	 to	 have	 my	 regular	 whinge	 and	 whine.	 	 I	 am	 short	 of	
contributions	 for	 these	 hallowed	 pages.	 	 We	 have	 members	 with	 many	
interesting	 experiences	 locked	 into	 their	 memories.	 	 This	 edition	 revolves	
around	 the	 end	 of	 an	 exciting	 100	 year	 era	 of	 development	 in	 fixed	 wing	
flying	 in	 the	 Fleet	 Air	 Arm.	 	 It	 would	 be	 a	 shame	 to	 lose	 the	 first	 hand	
memories	of	the	 last	piston,	then	first	and	second	generation	fixed	wing	 jet	
operations,	 so	please	share	your	memories	and	experiences	before	we	drop	
off	our	various	perches.	I	am	sure	that	you	will	become	tired	of	my	ramblings	
without	additional	contributions.			
	
Anyone	who	doesn’t	feel	up	to	writing,	but	would	chat	with	me,	let	me	know.	
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Brent	Owen.	
	
		

AFTER	ONE	HUNDRED	YEARS	
THE	END	OF	THE	BEGINNING	

	
I	made	 the	 comment	 in	 the	August	 ‘BUZZ’	 that	historically	 the	Royal	Navy	 seems	 to	have	
had	 a	 few	 individuals	 with	 innovative	 ideas,	 and	 enough	 drive	 and	 initiative	 to	 follow	
through	with	those	ideas.		Even	though	of	junior	rank,	somehow	many	of	them	were	able	to	
catch	he	 imagination	of	the	powers	that	be,	enough	to	be	allowed	to	follow	through	with	
these	 innovative	 ideas.	 	Charles	Rumney	 Samson	and	Edwin	Dunning	being	 just	 two	early	
examples.	
		
Operating	 from	 an	 aircraft	 carrier,	 while	 an	 interesting	 challenge,	 is	 inevitably	 more	
hazardous	 than	 from	a	 shore	base.	Not	only	 for	 the	aircrew,	but	 for	 all	 personnel	on	 the	
deck.		 I	 never	 tired	 of	watching	 the	 virtual	 ballet	 of	 the	 various	 trades	 identified	 by	 their	
different	coloured	waistcoats	working	on	the	deck,	sometimes	in	appalling	conditions.		The	
‘anti	skid’	surface	was	frequently	extremely	slippery	when	wet.		I	really	enjoyed	flying	from	
a	 carrier	 and	had	no	qualms	 	 about	 the	 flying.		 The	 catapult	 launch	 gave	 some	pause	 for	
thought	on	two	occasions,	however,	taxiing	sometimes	made	my	toes	curl	when	on	a	wet	
pitching	deck.		The	aircraft	would	often	be	slipping	and	sliding	around,	particularly	with	the	
ship	 in	 a	 turn,	whereupon	 the	 edge	 of	 the	 deck	 loomed	 altogether	much	 too	 close.		 The	
deck	 personnel	 had	 to	work	 in	 those	 conditions	moving	 around	 the	deck.	 	 They	 also	 had	
high	winds	to	cope	with	at	flying	stations,	when	the	ship	was	steaming	into	the	wind.	
		
Many	people	are	under	the	impression	that	the	ship	just	steamed	into	the	wind	as	fast	as	
possible	to	make	life	easier	for	the	aircraft	 launch.		That	would	be	very	comforting	for	the	
pilots,	but	not	so	good	for	anyone	trying	to	work	in	any	wind	more	than	thirty	or	so	knots.	
		
Within	our	Squadron,	we	have	not	only	the	last	few	who	operated	piston	aircraft	from	the	
deck,	which	presented	their	own	difficulties,	but	also	those	of	us	who	operated	the	earliest	
jets.	Attackers,	Venoms	and	Sea	Hawks.		Then	the	last	of	the	fixed	wing	jets,	Scimitars,	Sea	
Vixens,	 Buccaneers	 and	 Phantoms,	 the	 end	 of	 the	 era.		 I	 am	 by	 no	 means	 slighting	 the	
Harrier	or	potential	F35,	but	referring	to	the	aircraft	needing	the	catapult	and	arrester	gear.	
		
I	mentioned	 those	 personnel	 other	 than	 the	 aircrew.		 In	many	 cases	 not	 only	were	 their	
duties	hazardous,	but	at	times	those	duties	must		have	been	terribly	monotonous.		You	may	
be	 wondering	 about	 the	 cover	 picture	 of	 the	 Whirlwind	 S55	 helicopter.		 I	 took	 this	
photograph	of	 the	plane	guard,	airbourne	for	all	 launches	and	 landings.		 I	was	particularly	
impressed,	 (and	 comforted)	 by	 the	 young	 fellow	 that	 can	 just	 be	 seen	 sitting	 in	 the	
door.		They	were	the	swimmer/divers,	youngsters	of	19	years	old	or	so.	They	were,	as	far	as	
I	experienced,	all	dedicated	to	the	job.		I	suppose	that	we	all	used	psychological	crutches	at	
times.		One	of	mine	was	that	 I	had	complete	confidence	that	 if	ever	 I	 found	myself	 in	the	
water,	 that	 young	 lad	 would	 leap	 in	 and	 if	 humanly	 possible	 get	 me	 out.		 Using	 this	
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knowledge,	 I	was	able	 to	completely	 ignore	any	concerns	of	 finding	myself	 in	 the	water,	 I	
knew	that	the	young	lad	would	get	me	out	one	way	or	another,	if	it	was	possible.		I	was	told	
that	they	were	trained	to	drop	in	from	a	considerable	height,	certainly	from	deck	height.		
	
We	should	note	that	within	our	membership,	we	have	one	of	those	swimmers,	.		Perhaps	it	
was	he	who	is	in	this	photograph	taken	in	1964/5,	though	like	many	of	us,	he	is	not	quite	so	
young	now.		I	will	continue	to	put	pressure	on	him	to	write	an	article	in	recognition	of	the	
contribution	of	those	young	men!				
	
	At	the	time	I	must	confess	that	I	never	gave	the	plane	guard	pilots	much	thought,	although	I	
did	the	young	swimmers,	but	it	must	have	been	deadly	boring	duty.	Those	Whirlwinds	were	
not	the	most	reliable	aircraft,	and	not	infrequently	one	would	fall	into	the	sea,	so	it	was	not	
without	its	risk.		After	all,	they	did	not	have	a	plane	guard	looking	out	for	their	best	interest,	
as	the	carrier	steamed	away	from	them	at	high	speed.	
	
It	 should	 be	 of	 some	pride	 to	 us	 all,	 that	 virtually	 all	 of	 the	 innovations	 that	made	 flying	
modern	 aircraft	 from	 carriers	 feasible,	 were	 invented	 by	 relatively	 junior	 Royal	 Navy	
officers.		The	steam	catapult	springs	to	mind.		In	British	carriers,	the	longest	had	an	effective	
stroke	of	108	feet.		The	aircraft	was	 launched	from	a	standstill	 to	over	140	knots	 in	about	
one	second.		I	was	told	that	the	acceleration	force	was	something	like	5	g’s,	but	at	the	time	
one	was	too	busy	trying	to	catch	a	breath	rather	than	counting	‘g’s!.		For	those	who	have	no	
idea	what	that	might	be	like,	it	is	a	lot,	and	very	sudden.		Normally	there	is	some	wind	speed	
over	the	deck	which	helped.		I	made	some	in	still	air	launches,	and	did	some	testing	from	a	
shore	based	catapult,	which	was	something	of	a	surprise	to	my	pink	and	tender	body.		
		
Prior	to	the	steam	catapult	there	was	a	hydraulic	booster.		I	never	had	that	experience,	but	I	
was	told	that	it	was	even	more	‘sudden’	than	the	steam	catapult.		
	
There	were	a	 few	brave	 souls	who	were	 launched	 in	 their	Hurricanes	using	 some	kind	of	
cordite	 explosive	 unit.	 	 Of	 course	 the	 Hurricane	 didn’t	 need	 the	 same	 kind	 of	 airspeed,	
however	it	was	said	to	be	rather	unpleasant.	
	
There	 was	 also	 an	 automatic	 centreing	 device,	 so	 that	 on	 the	 catapult,	 the	 aircraft	 was	
immaculately	aligned	which	was	essential,.	
	
The	mirror	 landing	aid	was	another	brilliant	 invention	which	effectively	did	away	with	the	
need	of	a	deck	 landing	officer	with	his	 flags	or	bats.	 	There	was	however	one	standing	by	
with	 his	 radio	 to	 give	 guidance,	 which	 was	 wonderfully	 comforting	 and	 useful	 for	 one	
challenging	landing	that	I	had.		The	mirror	was	followed	by	the	gyro	stabilised	‘Projector’		
	
There	 are	 a	 growing	number	of	 our	members	who	never	had	 the	opportunity	 to	operate	
from	 one	 of	 the	 more	 traditional	 carriers.	 	 After	 all	 the	 last	 one,	 HMS	 Ark	 Royal	 was	
decommissioned	38	years	ago!		For	those	who	have	a	lot	more	experience	than	I,	perhaps	
they	will	enjoy	remembering	the	exhilaration	of	 it	all.	 	For	 those	who	didn’t,	 I	will	explain	
what	we	are	seeing	in	the	photographs.	
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This	shows	a	Scimitar	at	the	moment	of	touchdown.		The	Vixens	can	be	seen	parked	right	up	
to	 a	 line	which	 can	 just	 be	 seen,	 known	 as	 the	 foul	 deck	 line.	 	 Nothing	 is	 allowed	 to	 be	
parked	beyond	that	line,	however	equipment	is	parked	right	up	to	it.	 	Just	to	the	right	is	a	
line	denoting	the	largest	wingspan	of	the	aircraft	on	board.		In	this	case	it	would	probably	be	
the	Gannet.		The	plane	guard	with	swimmer,	can	be	seen	hovering	in	the	near	distance.		
	
	

	
	
The	next	picture	shows	the	catapult	showing	the	two	lines	very	well	displayed.	The	one	on	
the	left	being	the	widest	wingspan	indicator,	the	one	on	the	right	being	the	foul	deck	line.		
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The	Venom	created	some	interesting	situations.		Although	it	bears	some	similarities	to	the	
Vampire,	 in	 fact	 there	 are	major	 differences,	 particularly	 in	 the	wing	which	 has	 a	 totally	
different	 aerofoil.	 	 A	 number	 were	 lost	 right	 off	 the	 catapult	 after	 finding	 themselves	
virtually	stalled.		It	could	get	airbourne	with	too	high	an	angle	of	attack	from	the	ship,	or	in	
ground	effect	when	ashore,	but	would	be	unable	to	accelerate,	eventually	to	lose	control.	
	

	
	
However,	while	recognising	its	foibles,	it	and	the	Sea	Hawk	could	probably	be	considered	to	
be	the	first	really	successful	carrier	jets	as	far	as	the	Royal	Navy	was	concerned.			I	enjoyed	
flying	 the	 Sea	 Venom	 and	 thought	 it	 a	 good	 ‘piece	 of	 kit’	 when	 flown	 knowledgeably,	
although	I	never	flew	it	operationally.	
	
The	Sea	Hawk	was	said	to	be	the	most	delightful	of	aircraft	to	operate	from	the	deck.		
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Some	flights	were	truly	memorable.		I	can	still	recall	the	beauty	of	the	following	two	images	
and	taking	the	photographs,	stick	between	knees.	Walking	out,	the	inside	of	the	canopy	was	
running	with	condensation,	everything	I	touched	was	cold	and	damp.		I	was	anxious	to	get	
the	engines	running	and	off	the	ship	away	from	the	chill.	 	We	were	launched	just	at	dawn	
into	miserable	low	cloud	conditions,	still	quite	dark	in	piercing	cold	drizzle.	
	
After	climbing	through	the	clag,	we	broke	out	on	top	at	37,000	ft.		I	have	forgotten	who	was	
leading,	me	or	 the	other	 fellow.	What	a	 fine	 contrast	 though,	 a	warm	cockpit,	 in	brilliant	
sunshine,	 compared	 with	 being	 cold,	 wet	 and	 miserable	 on	 the	 dark	 deck.	 	 It	 was	 so	
beautiful	that	out	came	the	trusty	camera.	
	

	

	
	
	
To	my	mind,	the	most	exciting,	perhaps	challenging	conventional	jet	aircraft	

that	the	Fleet	Air	Arm	ever	had.		Certainly	the	most	exciting	that	I	flew.	
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The	 Germans	 never	 did	 show	 any	 interest	 in	 aircraft	 carriers.	 	 In	 fact	 they	 had	 three	 on	
order	 in	1937,	but	all	three	were	cancelled	either	 in	1938	or	1939.	They	did	recognise	the	
importance	of	the	equivalent	of	airbourne	early	warning	for	their	submarines.		Some	genius,	
(no	doubt	sitting	in	his	office)	decided	to	equip	submarines	with	gyrocopters.		The	idea	was	
to	tow	the	single	seat	gyrocopter	behind	the	submarine	on	the	end	of	a	long	wire.		The	pilot	
was	 tasked	with	 looking	 for	 approaching	aircraft	beyond	 the	 sea	 level	 horizon.	 	He	had	a	
telephone	connection	 to	 the	 captain.	 	 If	he	 saw	an	approaching	aircraft,	 the	 idea	was	 for	
him	to	let	the	captain	know,	whereupon	the	submarine	would	dive,	 leaving	I	suppose,	the	
poor	fellow	in	the	gyrocopter	to	drown	in	the	normal	way.	 	Much	as	 I	 love	flying,	 I	 think	 I	
would	probably	call	and	ask	to	be	hauled	down	before	making	any	report.		…..	
	
	“Err	chaps,	would	you	mind	hauling	me	down	for	a	bit	of	a	chat”	
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In	this	December	‘Buzz’,	I	have	perhaps	gone	somewhat	overboard	with	the	length	of	the	
first	 article.	 	 It	 is	 quite	 deliberate,	 as	 I	 said	 at	 the	 start,	 2017	 happens	 to	 be	 the	 one	
hundredth	anniversary	of	what	was	to	all	 intents,	 the	start	of	naval	aviation.	 	Following	
that	thought,	my	additional	point	being	that	with	the	advent	of	vertical	and	STOL	aircraft,	
we	have	probably	seen	the	end	of	 the	drama	of	boosted	takeoffs	and	arrested	 landings	
using	aircraft	and	ships	operating	at	the	very	limit	of	their	capabilities.		The	development	
of	 which,	 personnel	 in	 our	 Fleet	 Air	 Arm	 have	 been	 the	 leaders	 in	 virtually	 all	 major	
advances,	despite	in	many	cases,	lack	of	enthusiasm	of	our	leaders.	
	
Thoughts	to	Ponder.	

	
Honk	if	you	love	peace	and	quiet.	
Remember,	half	of	the	people	you	know	are	below	average.	
The	early	bird	may	get	the	worm,	but	the	second	mouse	gets	the	cheese.	
If	the	early	bird	does	get	the	worm,	how	does	that	recommend	being	the	early	worm?	
If	the	speed	of	light	is	186,000	miles/second,	what	is	the	speed	of	dark?	
In	flight,	if	everything	seems	to	be	going	well,	you	have	obviously	overlooked	something.	
Depression	is	simply	anger	without	enthusiasm.	
	
St.	Elmo’s	Fire	
	

	
	
This	is	a	beautiful	image	of	St.	Elmo’s	Fire	dancing	on	the	windscreen	at	high	altitude.		This	is	
frequently	 caused	 by	 ice	 crystals	 impacting	 on	 the	 surface	 of	 the	windscreen	 and	 can	 be	
quite	 spectacular.	 	 It	 can	 also	 precede	 a	 ‘Static	 Discharge’,	 a	 very	 startling,	 but	 normally	
harmless	loud	bang.	
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The	 following	 is	 a	 very	 nice	 letter	 of	 appreciation	 from	 one	 of	 the	 youngsters	 who	 was	
sponsored	 for	 a	 gliding	 scholarship.	 	 It	 is	 good	 to	 see	 that	we	have	 such	a	positive	 result	
from	these	gliding	camps.		I	hope	that	this	young	man	isn’t	poached	by	the	RAF	as	a	result	of	
the	unimaginative	medical	folks	…..	Failing	a	medical	for	a	mere	broken	finger			The	mind	is	
positively	boggled!!			
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This	is	an	
interesting	
depiction	of	the	
relative	size	of	
some	of	the	
world’s	modern	
carriers.	
	
	
	
	
	
	
	
	
	

	
	

	
Provisional	2018	schedule	
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Subject: The Irish Railway Company complaint letter: 

The following is claimed to be an actual exchange of correspondence between 
a customer and the Irish Railway Company. 
 
Gentlemen, 
I have been riding your trains daily for the last two years, and the service on your line 
seems to be getting worse every day.  I am tired of standing in the aisle all the time 
on a 14-mile trip. I think the transportation system is worse than that enjoyed by 
people 2,000 years ago. 
Yours truly, 
Patrick Finnegan 
-------------------------------- 
Dear Mr. Finnegan, 
We received your letter with reference to the shortcomings of our service and believe 
you are somewhat confused in your history.  The only mode of transportation 2,000 
years ago was by foot. 
Sincerely, 
Irish Railway Company 
----------------------------------- 
Gentlemen, 
I am in receipt of your letter, and I think you are the ones who are confused in your 
history.  If you will refer to the Bible and the Book of David, 9th Chapter, you will find 
that Balaam rode to town on his ass.  
Sitting on my Ass gentlemen, is something I have not been able to do on your train in 
the last two years! 
 
Yours truly, 
Patrick Finnegan 
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 The Jersey  Air Show ~ A Personal  View ~ Inc luding the Joys  and Sorrows 
o f  not  f l y ing in our own Aircra f t .  
 
For this wife there was joy in advance of flying to Jersey for the FAAS visit.  It was, at a time 
when the weather was particularly inclement, not to have a husband permanently glued to every 
weather forecast and also not sitting at the Cornwall Flying Club in a will-we-won’t-we 
state, only to end up back home.  Our Flybe flight was a little delayed and a little bumpy, but the 
odd glimpse of the English Channel was enough to show the roughness of the sea and no visible 
small ships to rescue a ditched aircraft; an assessment confirmed by those ferry travellers who 
suffered at closer quarters. Had the weather been bright and balmy with crystal clear visibility, it 
would have been sad indeed not to have been in our Cessna 172, but had we but known it the 
day of our return flight would prove to be one at Bodmin International when even the birds 
were walking. 
 
Meeting up with so many squadron members for the Governor’s cocktail party was a pleasure 
whichever way we travelled, although arriving at the marquee in the grounds of the elegant 
Governor’s Residence by bus and shanks’s pony, as I did, wearing waterproofs and sensible 
walking shoes didn’t quite match the occasion.  The weather obliged the planned BBQ on the 
terrace of the Hotel de France to be moved inside but it was nonetheless most enjoyable. 
   
Roger Dunn and Brent Owen were the only pilots to fly in to Jersey and Brent was co-opted into 
giving a splendid display in his Fairchild Argus as part of the airshow.  It could have been more 
splendid as, probably unnoticed by the spectators, Brent’s attention was caught by the engine 
stopping, and he contemplated landing on the beach.  It would have been the highlight of the 
show for many of the spectators, particularly the masses of children scooting, cycling, running 
and jumping all along the dual carriageway, cleared of traffic for the airshow.  Happily for Brent 
the engine restarted and the spectators were denied this excitement. 
 
Not greatly knowledgeable about aircraft I enjoyed the airshow.  The commentary was audible 
and interesting, although Roger Dunn said there was not enough information about the 
engines.  There was quite enough for me!  The formal airshow dinner at the Radisson Hotel was 
informal in the extreme and I would not have been out of place in my waterproofs.  As most 
squadron members were on one table, it was an enjoyable evening.  Sadly, Roger & I had to 
leave before the coffee to catch the last bus to our hotel at the eastern tip of the island! 
 
Many thanks to all for the hard work involved in the arrangements. 
 

Carol Bunbury 
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Climate	change,	it	makes	you	think!	
	
		
The	Arctic	Ocean	is	warming	up,	icebergs	are	growing	scarcer	and	in	some	places	the	seals	
are	finding	the	water	too	hot	according	to	a	report	to	the	Commerce	Department	yesterday	
from	Consulate	at	Bergen	Norway.	
		
Reports	from	fishermen,	seal	hunters	and	explorers	all	point	to	a	radical	change	in	climate	
conditions	and	hitherto	unheard-of	temperatures	in	the	Arctic	zone.	
		
Exploration	expeditions	report	that	scarcely	any	ice	has	been	met	as	far	north	as	81	degrees	
29	minutes.	
		
Soundings	to	a	depth	of	3,100	meters	showed	the	gulf	stream	still	very	warm.	
		
Great	 masses	 of	 ice	 have	 been	 replaced	 by	 moraines	 of	 earth	 and	 stones,	 the	 report	
continued,	while	at	many	points	well	known	glaciers	have	entirely	disappeared.	
		
Very	few	seals	and	no	white	fish	are	found	in	the	eastern	Arctic,	while	vast	shoals	of	herring	
and	smelts	which	have	never	before	ventured	so	far	north,	are	being	encountered	in	the	old	
seal	fishing	grounds.	
		
Within	a	few	years	it	 is	predicted	that	due	to	the	ice	melt	the	sea	will	rise	and	make	most	
coast	cities	uninhabitable.	
		
*	*	*	*	*	*	*	*	*	
		
I	must	apologize.	I	neglected	to	mention	that	this	report	was	from	November	2,	1922	,	as	
reported	by	the	AP	and	published	 in	The	Washington	Post	95	years	ago.	This	must	have	
been	caused	by	the	Model	T	Ford's	emissions	or	possibly	from	horse	and	cattle	‘emissions’	
just	as	President	Reagan	once	said.	
	
	
An	Interesting	discussion	from	The	Royal	Aero	Club	.	
	
	
In	 part	 this	 is	 a	 discussion	 concerning	 the	 closing	 of	 numerous	 airfields	 in	 the	 U.K.	 	 It	 is	
interesting	 in	that	here	 in	the	U.S.	we	are	having	similar	discussions.	 	The	U.K.	situation	 is	
exacerbated	by	the	value	of	the	land	occupied	by	an	airfield.		I	suppose	it	is	difficult	to	argue	
against	the	short	term	profit	from	selling	to	a	property	developer.		The	long	term	loss	to	the	
economy	 is	 always	 difficult	 to	 quantify.	 	 The	 article	mentions	 those	 well	 known	 airfields	
which	have	closed	in	recent	years:	Filton,	Panshanger,	Manston	and	Plymouth.		Apparently	
under	 threat	 in	Surrey	are	Fairoaks,	Redhill,	and	Dunsfold	 leaving	NO	operational	General	
Aviation	airfields	in	Surrey.		
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Some	 of	 the	 difficulties	 that	 we	 have	 when	 arguing	 against	 these	 closures	 with	 local	
authorities	 and	 local	 residents,	 is	 that	 on	 the	 one	 hand	 General	 Aviation	 is	 largely	
considered	 to	be	 the	province	of	a	wealthy	 few,	not	appreciating	 that	many,	perhaps	 the	
majority,	 are	 struggling	 to	 support	 their	 hobby,	 or	 forming	 groups	 and	 partnerships.		
Furthermore,	there	are	many	business	aircraft	which	are	also	part	of	General	Aviation.	
	
What	 is	 not	 generally	 appreciated,	 is	 the	 benefit	 that	 having	 a	 general	 aviation	 airfield	
brings	 to	 the	 local	 area.	 	 Here	 in	 the	 United	 States	 we	 have	 some	 fairly	 good	 studies	
discussing	 the	 benefit	 to	 local	 communities,	 but	 of	 course	 here	we	 are	 faced	with	much	
greater	distances,	making	 it	 easier	 to	 justify	a	 corporate	aircraft.	 	Having	 said	 that,	 in	 the	
U.K.	 it	 is	 estimated	 that	 General	 Aviation	 directly	 supports	 10,000	 jobs,	 and	 indirectly	 a	
further	30,000.		These	are	skilled	positions,	rather	than	the	many	service	jobs	so	beloved	of	
politicians	when	bragging	about	expanding	employment	figures.		It	is	claimed	in	the	article	
that	General	Aviation	 is	worth	3	BILLION	Pounds	annually	 to	 the	British	economy.	 	 I	 think	
what	 is	not	 considered	 to	any	great	extent,	 is	 that	General	 aviation	 is	both	 the	 recruiting	
ground	for	many	interested	individuals,	and	also	the	training	ground	for	many	who	will	be	
entering	any	area	of	aerospace.	
	
The	 foregoing	 is	 concentrating	 mostly	 on	 the	 benefit	 of	 having	 an	 airport	 in	 the	 local	
community,	 and	 the	 negative	 effect	 of	 airfield	 closures.	 	 What	 I	 have	 noticed	 when	
comparing	 the	 U.S.	 with	 the	 U.K.	 scene,	 is	 the	 vast	 difference	 in	 expenses	 involved	 in	
operating	a	 light	aircraft.	 	Actually	 I	 suppose	 the	 same	applies	 for	any	aviation	operation,	
but	 I	 am	 rather	well	 placed	 to	 compare	 on	 a	 personal	 level,	 having	 in	 recent	 years	 both	
restored	 and	 operated	 several	 aircraft	 in	 England.	 	 Licensing,	 regulation	 and	 taxation	 in	
every	area	of	operating	a	light	aircraft	is	very	high.		As	just	one	example,	even	small	airfields	
charge	landing	fees,	in	many	cases	charging	for	every	landing	or	touchdown	during	training.		
Their	reasoning	of	course	is	that	they	need	the	fees	in	order	to	operate.		What	is	forgotten	is	
that	a	pleasant,	welcoming	atmosphere	would	attract	more	training,	more	visiting	aircraft,	
which	 in	turn	 leads	to	other	 income,	fuel	sales	and	other	associated	benefits	as	well	as	to	
the	local	community.			
	
As	 the	 Royal	 Aero	 Club	 discussion	 states,	 General	 Aviation	 is	 the	 foundation	 for	 air	
transportation	 recruitment	 at	 every	 level,	 from	 college	 courses	 to	 well	 paid	 long	 term	
careers.	 	When	 one	 compares	 the	 present	 British	 aerospace	 companies	with	 those	when	
many	of	us	were	younger,	it	is	perhaps	a	shocking	testament	to	poor	management	decisions	
in	some	cases,	but	in	many	other	cases	to	uneducated	interference	by	various	governments.			
	
This	 is	 not	 the	 venue	 to	be	 involved	 in	 any	hint	of	 political	 commentary,	 however	 recent	
events	have	stressed	the	claimed	value	of	EU	immigration.		With	encouragement	I	am	quite	
sure	that	our	colleges,	universities	and	various	aerospace	corporations	could	easily	attract		
many	British	students	or	apprentices	which	will	be	needed	to	fill	those	places	now	occupied	
by	people	from	other	countries,	who	are	claimed	to	be	essential	to	the	well	being	of	Britain.		
In	a	small	way,	our	gliding	scholarship	programme	is	one	such	positive	tick.	
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VISIT	TO	824	SQUADRON,	CULDROSE	25	and	26	JULY	2017	

	

Our	visit	to	824	NAS	was	originally	staged	to	link	in	with	Culdrose	Air	Day	2017,	which	as	we	
know	was	subsequently	cancelled.	We	elected	to	go	anyway,	and	a	good	decision	it	turned	
out	to	be.	Luckily	the	day	dawned	clear	and	a	brave	band	of	aviators	made	it	to	Culdrose	to	
be	met	 on	 ‘Charlie’	 Dispersal	 by	 the	 exceptional	 Base	 Visits	 Officer	 Lawson	 Tickell,	 an	 ex	
Pusser	who	hosted	us	and	accompanied	us	on	all	the	visits.	The	flyers	were	Tim	Nicholas	and	
Tony	 Grogan	 in	 a	 Griffin,	 the	 Chriss	Wright	 and	 Law	 in	 a	 TB10,	 Stefan	 Potepa	 and	 Dave	
Cooper	in	another	TB10,	Knuts	and	Simon	Thomas	in	their	Arrow	and	John	Beattie	and	Chris	
Marsden	 in	 the	 mighty	 Wasp.	 Aircraft	 were	 covered	 up	 in	 expectation	 of	 the	 overnight	
deluge,	 and	 Culdrose	 didn’t	 disappoint,	 with	 thick	 fog	 by	 early	 evening!	 Travelling	 more	
sedately	and	at	 low	level	were	Miriam	and	Phil	Moore,	Heather	and	Keith	Copus	and	Ivan	
Hart.	 The	 team	 assembled	 in	 the	 Flaming	 Datum	 bar	 and	 had	 a	 very	 convivial	 supper,	
recounting	memories	of	outrageous	behaviour	in	that	very	mess!	

The	next	day,	the	visit	proper	commenced	with	the	Sea	King	ASAC	Force	Commander,	Cdr	
‘Errol’	Flynn,		briefing	us	on	the	primary	role	of	Culdrose,	namely	to	support	naval	aviation	
and	particularly	to	prepare	for	the	introduction	to	service	of	the	two	new	aircraft	carriers.	
Each	and	every	department	had	been	focused	on	this	facet.	It	was	good	to	hear	of	the	pilot	
pipeline	preparations,	and	indeed	the	next	visit	was	to	736	Sqn,	who	fly	the	Hawk	T1	whose	
Lt	Abi	Mark	gave	us	more	 insight	 into	 the	detailed	 flying	 training	 that	had	been	going	on,	
including	the	various	exchanges	to	the	RAF,	USA	and	France	to	retain	fast	jet	capability	and	
experience	within	 the	FAA.	Despite	 its	age,	 the	Hawk	will	 soldier	on	 for	a	 few	more	years	
yet,	 but	 with	 no	 relief	 in	 sight.	 We	 have	 to	 hope	 someone	 is	 working	 on	 this	 in	 the	
background.	

824	 Sqn	next	 and	 the	 impressively	 large	Merlin	Mk2.	A	 complicated	3	 engined	helicopter	
designed	from	the	outset	as	a	shipboard	multi	role	platform.	Much	of	the	design	innovation	
and	 electronic	 equipment	 is	 unique	 and	 puts	 its	 capability	 far	 in	 front	 of	 the	 rest	 of	 the	
world.	 To	 complement	 the	 morning	 Sqn	 visit,	 the	 afternoon	 was	 spent	 in	 the	 Merlin	
Simulator	 building,	 which	 was	 even	 more	 impressive.	 Lt	 Cdr	 Nick	 Armstrong,	 CO	 of	 the	
Simulator,	 took	us	 round	personally	and	gave	us	an	 in	depth	 tour	and	a	 clear	 insight	 into	
role	and	value	of	the	facility.	The	simulators,	both	front	and	back	seat	are	linked	to	provide	
a	full	mission	capability	in	any	of	the	type’s	roles,	injecting	threats,	weather,	mechanical	and	
software	problems	at	will	 for	 the	 trainee	to	unscramble.	The	cost	of	a	 ‘sim	hour’	 is	about	
£5K,	compared	with	£30K	for	the	real	thing,	and	not	a	minute	wasted	in	the	Sim.	Needless	
to	say	about	70%	of	a	training	package	is	completed	in	the	simulators.	Not	quite	up	to	the	
deal	with	airliners,	who	are	about	95%	synthetic	trained.	

Also	 included	 in	 the	Simulator	 complex	are	 two	Merlin	airframes	 stripped	and	 laid	out	 to	
allow	easy	access	and	visibility	to	the	technical	side	of	the	aeroplane	for	maintenance	crew	
training.	Whilst	 there,	we	witnessed	weapon	 loading	drills	 by	 a	 group	of	 trainees.	Any	ex	
helo	crew	would	recognise	 the	WW2	Mk11	depth	charges	being	 loaded!	Still	a	 few	 left	 in	
stores	I	guess.	They	also	practise	with	the	Stingray	torpedo	and	various	sonobuoys.	Seeing		
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the	 intimate	 detail	 of	 the	mechanical	make-up	was	 excellent,	 and	 students	 can	 carry	 out	
maintenance	 functions	 in	 a	 comfortable	 and	 manageable	 environment	 before	 trying	 the	
same	on	the	back	of	a	frigate	in	a	gale!	

Our	next	visit	took	us	to	849	Sqn,	known	as	the	‘Baggers’,	who	are	still	operating	the	ageing	
Sea	King	Mk	7	ASaC,	with	its	Searchwater	radar.	This	configuration	was		rapidly	fitted	during	
the	Falklands	War,	and	35	years	on	 is	still	 streets	ahead	of	any	other	airborne	radar	 in	 its	
class,	providing		long	range	eyes	for	the	fleet,	as	well	as	more	recently	working	wonders	in	
Afghanistan	and	Iraq	with	its	‘look	down’	capability.	849	is	the	last	RN	squadron	to	use	the	
venerable	 Sea	 King,	 which	 is	 finally	 due	 for	 retirement	 next	 year,	 to	 be	 replaced	 by	 the	
Merlin	‘Crowsnest’,	(using	the	same	radar).		

This	was	without	question	one	of	the	best	visits	I	have	attended,	interesting	and	informative	
throughout,	 and	 all	 done	 in	 excellent	 company.	 The	hosting	 and	organisation	 at	 Culdrose	
couldn’t	have	been	more	efficient,	and	it	was	a	pleasure	to	be	welcomed	by	the	RN	on	the	
base	where	many	of	us	have	flown,	and	now	represents	10%	of	the	Navy’s	strength.		Even	
the	weather	cleared	to	let	us	escape	at	endex!	

This	photograph	while	not	of	 the	Merlin,	 is	a	beautiful	 shot	of	HMS	Queen	Elizabeth	at	
Portsmouth,	 sent	 in	 By	 John	 Beattie.	 	 It	 is	 amazing	 how	 the	 eye	 passes	 right	 by	 the	
camouflaged	Wasp	owned	and	operated	by	Terry	Martin,	picture	by	Adrian	Balch. 
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FAAOA	MAGAZINE	

	

In	the	latest	edition	on	the	magazine	there	are	letters	concerning	an	earlier	‘crtitique’	of	the	
Sea	Vixen.		One	which	caught	my	eye,	touches	on	a	subject	rather	close	to	my	heart,	when	it	
mentions	 that	 many	 of	 the	 accidents	 were	 inevitably	 due	 to	 pilot	 error,	 rather	 than	 an	
inherent	failure	of	the	aircraft.		This	is	of	course	frequently	true	of	any	accident,	however,	it	
doesn’t	say	that	often	the	pilot	error	was	compounded	or	encouraged	by	either	the	design	
of	the	aircraft,	or	its	operational	environment	at	the	time.	

As	 an	example,	 in	 retrospect	 it	 amazes	me	 that	we	were	operating	 relatively	 short	 range	
modern	aircraft,	sometimes	in	challenging	weather	conditions	over	the	sea,	mostly	with	NO	
navigational	aids.		The	ship	had	superb	radar	aids	and	operators,	but	we	were	discouraged	
from	either	 radiating	 (transmitting)	or	 requesting	steers	 from	the	ship.	 	Radio	silence	was	
the	 watchword.	 	 (World	 War	 Three	 you	 understand)	 This	 inevitably	 led	 to	 even	 more	
challenging	 situations,	 particularly	 in	 single	 seat	 aircraft.	 	 A	 minor	 navigational	
miscalculation	 would	 certainly	 be	 pilot	 error,	 but	 equally	 certainly	 encouraged	 by	 the	
operational	environment.	

I	 can	 vividly	 remember	 the	 loss	 of	 a	 Sea	 Vixen	 one	 dark	 morning	 from	 the	 starboard	
catapult,	I	had	just	been	launched	most	unexpectedly	from	the	port	side.		The	weather	was	
heavily	overcast,	causing	our	 ‘dawn’	 launch	actually	 to	be	 in	the	dark.	 	 I	was	briefed	for	a	
DAY	 operation	as	was	 the	Sea	Vixen	 crew.	 	 The	 catapult	officer	 saw	 that	 it	was	dark	and	
gave	NIGHT	 launch	 signals.	 	 Surprisingly,	 the	 night	 launch	 signal	with	 lighted	wands,	was	
quite	similar	to	the	DAY	cancel	launch	signal.		Considering	the	conditions,	I	fully	expected	to	
be	stood	down	and	the	launch	cancelled,	which	was	not	uncommon.		I	was	scheduled	to	be	
first	 to	 be	 launched	 from	 the	 ship	 that	morning.	 	When	 I	 received	 as	 I	 thought	 was	 the	
cancel	launch	signal,	I	retarded	the	throttles,	but	there	was	something	not	quite	right	about	
the	body	language	of	the	catapult	fellow,	so	slammed	the	throttles	forward,	to	become	the	
most	 surprised	 young	 lad,	 even	 more	 confused	 than	 normal,	 struggling	 to	 persuade	 the	
aircraft	 to	 continue	 to	 fly.	 	 The	Sea	Vixen	pilot	was	 launched	with	 idle	power.	 	 I	watched	
over	my	shoulder	as	he	hit	the	sea.		The	pilot	ejected	and	survived,	but	not	his	observer.		I	
don’t	 know,	 but	 I	 believe	 that	 this	was	 considered	 to	 be	 pilot	 error,	 whereas	 to	me	 this	
should	be	considered	a	system	error.	

Our	 aircrew	 loss	 rate	 in	 the	 fifties	 and	 sixties	 was	 appalling	 and	 probably	 would	 not	 be	
tolerated	 today.	 	 Though	 I	must	 confess	 that	at	 the	 time	 I	don’t	 think	many	of	us	gave	 it	
much	thought.		We	didn’t	like	it	very	much	when	too	often	the	ship	was	responsible	in	some	
way.				
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Book	Review	
	
	

From	Tailhook	to	Mudmover	
	

By		Brigadier	General	Dick	Lord,	South	African	Airforce	
	
	

This	is	a	very	well	written,	entertaining	book	recounting	his	wide	ranging	career	in	both	the	
Royal	Navy	and	the	South	African	Airforce.	
	
When	I	knew	him,	he	was	a	very	well	liked	Lieutenant	in	the	Royal	Navy.		An	excellent	pilot	
and	A.W.I.		(Air	Weapons	Instructor)		He	was	a	South	African	who	came	over	to	England	to	
join	the	Royal	Navy	in	1958.		
	
He	has	some	 interesting,	sometimes	biting	observations	concerning	his	experiences	 in	 the	
Fleet	Air	Arm,	but	of	course	opinions	are	of	necessity	subjective.			

	
	

Film	Review	
	

Dunkirk	
	
	

I	am	not	normally	one	who	goes	to	the	cinema	very	often,	but	I	had	to	go	to	see	this	one.		It	
has	very	good	reviews	from	those	who	know	more	about	films	than	I.		These	are	merely	my	
observations,	disregarding	the	‘expert’	film	critics.	
	
It	is	certainly	a	good	action	movie,	which	brings	out	the	salient	points	of	the	Dunkirk	rescue.		
However,	I	cannot	understand	why	the	producer	felt	it	necessary	to	focus	on	any	negative	
aspects	that	they	can	dream	of	in	the	interests	of	so	called	drama.	A	number	of	the	central	
scenes	focus	on	the	actions	of	a	few	individuals	struggling	to	‘jump	the	queue’	to	escape	on	
the	many	boats.	 	 I	 am	 sure	 that	 there	were	 such	 individuals,	 but	 I	 can	 see	no	 reason	 for	
them	to	occupy	such	an	 important	part	of	 the	 film	story.	 	Not	only	 that,	but	 there	 is	one	
major	 thread	concerning	a	badly	 shell	 shocked	army	officer	who	 in	his	panic,	 accidentally	
kills	a	young	lad	in	one	of	the	rescue	boats.		It	adds	absolutely	nothing	to	the	story,	or	to	the	
heroism	of	the	many	civillians	who	achieved	the	amazing	rescue.	
	
Perhaps	it	is	as	my	wife	claims,	I	have	become	an	opinionated	old	curmudgeon.	
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Subject: FW: Improve Business While Cutting Costs 

  
Dear Airlines, 
  
Dump the male flight attendants. No one wanted them in the first 
place. 
  
Replace all the female flight attendants with YOUNG, good-looking 
strippers! 
  
What the hell!! They don't even serve food any more, so what's the 
loss? 
  
The strippers would at least triple the alcohol sales and get a "party atmosphere" 
going in the cabin. And, of course, every businessman in this country would start 
flying again, hoping  to see naked women. 
  
Because of the tips, female flight attendants wouldn't need a salary, 
Thus saving even more money. 
  
Muslims would be afraid to get on the planes for fear of seeing naked women. 
Hijackings would come to a screeching halt, and the airline industry would see 
record revenues. 
  
This is definitely a win - win situation if we handle it right -- a 
Golden opportunity to turn a liability into an asset. 
  
Why didn't Reagan, the Bushes or Obama think of this? Why oh why do I 
still have to do everything if I want something done right. 
  
Sincerely, 
  
Donald Trump. 
 
 
 
A Few More Rules of Thumb 
 
VY (the best rate of climb), decreases 1% of 1,000ft increase of Density altitude 
 
To approximate a reasonably efficient cruise climb speed, Subtract VX, (The best angle of 
climb) from VY (The best rate of climb)   then add it to VY.  Example.  VY 75 minus VX 65 
= 10 add to VY  is 85. 
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Here is a potentially important one that could easily catch any of us out ……… 
 
VA (maneuvering speed) is 1.7 VS1 (stall speed clean) VA DECREASES 1% for each 2% 
DECREASE in gross weight.  Continuing the thought, using the white line on the airspeed 
indicator in choppy/turbulent air could actually be too fast.  
 
VNE (never exceed speed) is calculated using TRUE airspeed.  So if we are descending at 
VNE by using the air speed indicator, we may well be EXCEEDING the limit, particularly if 
using the red arc on the ASI (air speed indicator). 
 
 
Once	again,	Winter	is	upon	us!	
	
NO	frost	or	wing	contamination	is	acceptable	for	takeoff…..NONE.	
	
When	checking	fuel	sumps,	remember	that	ANY	water	contamination	held	in	suspension	
can	freeze	into	crystals	and	clog	the	fuel	strainers.	
	
Like	me,	 the	engine	prefers	 to	be	warm	before	being	exercised.	 	 If	power	 is	available	 in	
the	 hangar,	 consider	 fitting	 an	 oil	 sump	 heater.	 	 Failing	 that,	 a	 40	Watt	 light	 under	 a	
thermal	blanket	does	an	adequate	job.		Even	if	there	is	no	plan	to	go	flying,	the	warmth	
discourages	condensation	within	the	engine.		
	
Like	many	 of	 us,	 the	wings	 operate	 very	much	 better	with	 cold	 dry	 air,	 frequently	 the	
flying	 is	delightful	on	a	clear	winter	day,	…….	but	 let	us	not	forget	to	take	basic	survival	
gear	even	for	local	flights	in	a	heated	cockpit.		
	
Snow	 of	 more	 than	 2	 inches,	 or	 water	 or	 slush	 of	 ½	 inch	 should	 be	 the	 maximum	 to	
consider	a	takeoff.	
	
Most	airframe	icing	occurs	between		0C	and	minus	10.	
	
In	 event	 of	 any	 moisture	 on	 the	 runway,	 consider	 that	 any	 microswitches	 may	 freeze	
during	flight,	with	particular	consideration	of	those	with	a	retractable	undercarriage.		It	is	
not	a	bad	idea	to	leave	the	undercarriage	extended	for	longer	than	normal	to	blow	things	
around	a	bit.		
	
Leave	brakes	OFF	when	parked.	
	
Allow	an	increase	of	a	minimum	of	100	%	for	landing	or	takeoff	in	slippery	conditions	on	a	
paved	 runway,	 with	 an	 additional	 	 50%	 on	 grass	 when	 calculating	 the	 accelerate/stop	
distance	required.		……	
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Check	 the	 temperature	 dew	 point	 spread,	 particularly	 in	 the	 afternoon.	 	 When	 those	
whispy	tendrils	of	mist	start	to	develop	below,	that	is	not	a	happy	sign.		Consider	getting	
back	on	the	ground	before	being	caught	on	top	of	a	layer	of	mist.		It	is	sometimes	possible	
to	see	the	ground	clearly	vertically,	only	to	find	very	restricted	visibility	horizontally.	
	

Yes	Granny,	that	is	how	to	suck	eggs	!	

	
	
	
A	Supermarine	walrus	flying	boat	is	launched	from	one	or	the	aft	catapults	or	HMS	Pegasus,	
a	seaplane	training	and	convoy	defence	vessel	of	the	Royal	Navy	during	the	Second	World	
War.	The	unique	angle	of	the	photo,	taken	from	below	on	the	aft	deck,	speaks	of	the	speed	
of	 the	 launch	which	sent	the	Walrus	 from	zero	to	70	mph	 in	 less	than	a	second.	 	Pegasus	
was	 the	 world's	 first	 purpose-built	 aircraft	 carrier	 (actually	 a	 seaplane	 tender),	 and	 was	
launched	as	HMS	Ark	Royal	in	the	First	World	War,	but	renamed	Pegasus	in	1934	when	the	
wartime	fleet	carrier	we	know	as	Ark	Royal	was	first	 laid	down.	At	the	time	of	this	photo,	
September	 1942,	 Pegasus	 was	 a	 catapult	 training	 ship,	 training	 pilots	 for	 CAM	 ships	
(Catapult	 Aircraft	 Merchantman)	 and	 for	 Walrus	 rescue	 duty.	 She	 was	 operating	 near	
Lamlash,	Scotland.	Photo:	Imperial	War	
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Freshly	restored	Romanian	Air	Force	IAR	823	
	

	


