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This is the first newsletter under new management as it were, and because of the time 
lapse between this and the last newsletter there is a lot to talk about.  
 
Let me start by publicly recognising the committee - James, Phil, and Clare. We have 
held a number of committee meetings so far this year, making a number of decisions 



re the Flying club, and they have all helped to keep me and my ideas on the straight 
and narrow or should I say within the correct envelope. In previous years the 
Secretary has had a fairly limited role, but Phil now not only performs the traditional 
tasks, but has also taken on minute taking of the committee meetings and also 
distribution of any notices to all and sundry which he has done in a very professional 
manner. Thanks Phil.  
 
Following on from that, I must also thank Russell Young for putting the bulletin 
board in place and making it work for us. We have had one or two teething troubles 
which Russell has resolved very quickly, and I am now beginning to receive messages 
from other members on a regular basis. It would seem that the bulletin board has 
certainly served a purpose and is now improving communication between members of 
the club. My only problem is that there are still some members who have not signed 
up for the bulletin board. Frankly, if you haven't done so then you are missing out on 
communications that could be of interest to you. I don't want to overburden Phil, so in 
future the majority of messages to members will go via the bulletin board. Given that 
we have everyone's e-mail addresses, I intend to add everyone to the board by the end 
of June. If you have some real objections, then please let me know 
(dave_thomas@uk.ibm.com) and I will remove you from the list. But, bear in mind 
that this does mean you will not be receiving all of the communications from the club, 
and hence may miss out on events etc. If you're worried about your personal e-mail 
becoming cluttered up by too many messages, then by all means let us have an 
alternative e-mail address for us to use, and we will do so. Russell, many thanks for 
your efforts.  
 
Let's talk about events; I'm sorry to say that it will not be a long conversation! We 
have had an excellent trip to Lyneham with everyone having a great day out. Clare 
has received many individual notes of thanks, but let me add my public thanks to 
those as well. It would be nice to have had a report from someone about the day, but 
no-one has written one! That's the end of events for this year! Ignoring the 
notification that I sent out recently about the hog roast at Blackbushe, we have no 
other events on the horizon. We have over 55 members now and not one of them is 
prepared to arrange an event. If you do as Clare did and organise a big event with an 
RAF station, the work is considerable, but she's been prepared to do it nevertheless. 
I'm not expecting anyone else to do that, fantastic though it would be. But, the effort 
to organise a Sunday lunch fly-in to Dunkeswell, or similar, is trivial - just let me 
know to gain agreement to landing fee subsidies, advertise it on the bulletin board, 
and see who responds. You might find there are planes looking for passengers, or vice 
versa, but you can use the bulletin board to mix and match. There really is not a lot to 
it. I challenge five of you out there to find an event that we can go to as a flying club 
and have a good day out.  
 
We are also making progress in in meeting other members of the club by moving our 
Friday night get togethers around a bit. This will continue as it is clearly working. 
 
The web site is in excellent hands - Chris has made a very professional job of 
updating it, and continually adds bits and pieces to it as he hears about external events 
such as the AN-2 flight, and also responds to my requests in a very short timescale. 
Thanks Chris.  
 



Looking to the future and our winter program, I was originally looking for someone to 
organise various speakers for Friday evenings during the winter. However, it would 
seem that James has taken that role on himself (as well as being treasurer, and 
probably the most travelled member of the flying club) and is finding speakers; more 
on this later. Keep up the good work James. 
 
Finally, I have to thank Paul for pulling this newsletter together ( and for continuing 
to deliver Pilot on a regular basis). Without Paul there would be no newsletter!    
So, as a final plea, let's have some more events please.  
 
Dave 
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At the recent AGM, I sort of volunteered (as one does who is daft and stupid enough 
to attend these meetings)! to look after the IBM website http://www.flyibm.com/ in 
future.  
 
This task was started by Dave Ashford and continued by Innes Read and they have 
done a great job so far. I have access to all the old files and now that I have located 
everything you should already notice substantial changes (and I hope improvements)! 
to the site. 
 
I would also like to ask EVERYONE who has data in the current web site, i.e. planes, 
photos, e-mail addresses, links, etc., etc., to spend a minute or two to check their 
individual entries or references and let me know if they are still valid, old, new, 
obsolete or whatever else you want changed.  I can already see that a lot of 
information and pictures are out of date. 
 
Once again, nothing is guaranteed to happen fast but I will try and make the relevant 
corrections as soon as possible! 
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Bored with my company car, I spent a week in Russia where I flew in a Mig 29 – 
unbelievable!  Organised through a company called Drake and Cavendish, for around 
£5000 I thoroughly recommend this amazing experience. 
There is a choice of planes to go up in – SU 27, SU30, MIG 21/23/25/29 but I opted 
for the Mig 29 which demonstrates the aerobatics which can be performed.   
After take off, we flew at 150ft at 500mph, then flew almost vertical to 35000ft in 
about 1 minute before flying at 1200mph!  Although surprisingly quiet and serene 
once at this speed, it didn’ t last long!  We then dived down to the aerobatic area doing 
numerous loops, rolls and tail slides (the plane comes to a complete standstill for a 
few seconds).  Then I could fly it, do anything I want – Anything, in a £20m plane 



despite only 1 year no claims bonus!  The plane is unbelievably responsive, one slight 
movement of the stick and you’ve climbed 1000 ft or instantly pull 4-5 G.  We 
reached 6G, a force that means you can’ t even lift your hands up so the video from the 
in-flight camera I was holding suffered as well as the internal organs.  And no, 
surprisingly I didn’ t even feel the slightest bit ill. 
The travel agents organised everything from hotels to transport, interpreters to the 
flight.  Done now, and that 35 mins was worth every penny.   
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This story dates back to September 2001 - I have been a bit slow writing it up but 
better late than never! 
 
We had formed the syndicate a year earlier, in September 2000, and bought a Rallye 
Minerva.  The Minerva is  a STOL 4-seater with a 220hp 6-cylinder Franklin engine 
and a VP prop.  Plenty power but quite slow because of all the drag from the STOL 
features such as leading edge slats (you expect to cruise quicker than 105 knots with 
all that power).  We had never taken it abroad (I don't count the trip to Campbelltown 
in Scotland earlier that year!) so it was time to fix that before winter set in again.  We 
therefore arranged a day trip to Le Touquet on Sunday 9th Sept. 
 
Crew for the day was myself, Iain (one of my syndicate partners), and his wife 
Kathryn.  I would fly to Le Touquet and Iain would fly back.  After filing our flight 
plan and customs form, and filling up with fuel, we taxied out from Henlow at 11:10.  
Brian in the tower had volunteered to activate our flight plan on departure so I stayed 
on frequency after take-off until I got the radio call confirming this had been done.  I 
continued with the flight, routing via the VORs at Brookmans Park (BPK), Stapleford 
(LAM), DET (near Rochester) and Dover (DVR) before coasting out to cross the 
channel.  Being a coward I like the short crossing.  I crossed at approx 3000 ft and, as 
is fairly common, failed to get any response from Lille when I was handed over by 
London Information mid-channel.  No problem, I would continue non-radio until I 
could contact Le Touquet directly. 
 
I called Le Touquet as we passed Boulogne giving our call sign and saying we were 
inbound to the field.  We were all somewhat surprised when they radio'ed back saying 
they had no flight plan for us and asking if I had filed one?  I confirmed that a flight 
plan had been filed and activated, and after a brief discussion on the radio they agreed 



to let us continue.  We had a brief discussion in the aircraft along the lines of "just as 
well we didn't have a problem over the channel when we were no longer in radio 
contact with anyone" but thought little more of it. 
 
I continued the flight and joined downwind for runway 32, and thats when things 
started to get exciting.  When I pulled the carb heat during the downwind checks there 
was an unusual change to the engine note.  Iain and I exchanged glances and we both 
agreed that it didn't sound right.  We still seemed to be getting power but as we were 
descending at the time with only partial throttle, it wasn't obvious how much.  I turned 
base leg early to head for the runway via the shortest route and applied power to 
check if the engine was still working.  There was little response to the initial throttle 
movement but as it got towards full throttle, power came on strongly and a relatively 
normal landing ensued.  However, as we taxied in, it was obvious that things were far 
from right.  The engine was running very roughly, backfiring and definitely not 
responding 'normally' to throttle movements.  After finding a parking slot I ran the 
engine for a while to see if we could get any clues to the problem, trying varying 
settings to see if that would help.  Nothing did, and the most surprising thing was that 
carb heat caused the RPM to increase by 200-300.  Very strange.  
 
After shutting down, we went to look for help.  Iain had noticed a UK aircraft with the 
cowling open so we headed for that in the hope there would be an engineer nearby.  
As luck would have it, not only was there an engineer but he had just finished work 
on the aircraft and agreed to come and have a look at ours.  After a quick run-up and a 
poke around under the cowling he found a lot of play where the inlet pipe from the 
carb joined the port inlet manifold.  The seal had gone and air was getting in like there 
was no tomorrow making the mixture far too lean.  This explained why the carb heat 
had increased RPM (it richened the mixture so increased power) and why the engine 
responded so badly at low power settings but better at high power settings (the leaking 
air had less of a leaning effect when there was more 'normal' mixture).  The engineer 
confirmed that he could do nothing to help as he had no spares.  The aircraft definitely 
wasn't flying back to the UK that day. 
 
The thought of the consequences if the engine had decided to go sick earlier, bearing 
in mind the missing flight plan, just doesn't bear thinking about. 
 
I called Henlow to check that they had activated the flight plan.  They confirmed they 
had and agreed to contact the authorities to see what happened and to make sure that 
our missing flight plan got closed - it certainly wasn't going to be closed by Le 
Touquet nor by any other airfield it might have been sent to.  They later called back to 
say that our flight lan had been sent to the wrong place in France.  This explains why 
all our radio calls with London Info went as expected - they had our flight plan and 
the controllers, like us, knew we were going to Le Touquet... just no-one had told Le 
Touquet.  I don't know where the flight plan was actually sent to in France nor why 
they didn't notice it wasn't for them. 
 
So, that just left the minor problem of getting the 3 of us home again.  Luckily the 
engineers had a spare seat in their aircraft and not only were they based at Cranfield 
(only about 20 miles from Henlow), but one of them lived near Henlow and 
volunteered to take their new passenger back to the airfield.  We volunteered Kathryn 
to take this seat.  Since she was going to get back to the car, she could also pick Iain 



and I up if we managed to find a way back, even if it was to pick us up from the ferry 
at Dover.  The engineers then recognised one of the planes as being a Luton based 
aircraft and thought they might know the pilot.  A brief search found the pilot but it 
turned out to be someone completely different who none of us knew.... but they also 
had a spare seat and offered another lift back.  I agreed that Iain should take this seat 
and with Luton only a 20 minute drive from Henlow, Kathryn could easily collect him 
from Luton airport.  Kathryn and Iain went to join their respective aircraft while I 
went on the hunt for a lift, with the fallback plan being for me to make my way to 
Calais then Iain and Kathryn to pick me up at Dover. 
 
However, the first job was to let the staff at Le Touquet know that the Rallye would 
not be leaving and to give them the keys so that we could arrange a local engineer to 
come and fix it.  While I was explaining this to the people at the desk, another couple 
were buying some wine to take back with them.  Hearing I had a problem, they 
immediately offered a lift back.  They were flying back to Biggin Hill but actually 
lived in Bovingdon (approx 15 miles from Luton) so could give me a lift there in their 
car.  I called Iain and Kathryn from Biggin and they arrived at Bovingdon at almost 
the same time as I did, so our various return journeys were surprisingly easy.  I still 
can't believe how lucky we were with lifts and how helpful everybody was. 
 
I collected the Rallye about 3 weeks later.  I failed to find a suitable local engineer 
(the one normally used at Le Touquet was on holiday) so eventually flew out with a 
UK engineer to fit the new seal.  He quickly fitted the seal - I won't go into details but 
his methods didn't fill me with confidence, particularly when he then insisted on 
going back in the plane we had flown out in rather than travelling with me in the 
Rallye!  Since I didn't know how long the job would take, I didn't file the flight plan 
or customs form until the aircraft was ready, and given that you have to give them 
some notice, I then had a bit of a wait before I could fly back.  With memories of the 
previous flight and since the aircraft had just been repaired, it was not the most 
relaxing flight.  I made sure I went quite high over the channel (5500ft) and was glad 
when I finally touched down at Henlow again. 
 
Let's hope I don't have another day trip to France like that one! 
 
Postscript:  The inlet manifold seals gave us some more problems before we finally 
found the fix.  It turned out that somebody had assembled them incorrectly at some 
point in the dim and distant past and every time we had a problem, the engineer just 
put them back 'the way it was before'.  I guess that was one of the penalties of having 
an engine that nobody had experience of.  The next time the seals gave me a problem 
was almost exactly a year later when I was about to fly to Scotland, so I had to take 
another aircraft - a single seater motor glider.... but that's another story.  The seals 
were finally fixed properly by a different engineer - he wasn't convinced they were 
fitted correctly (unfortunately the engine manual was far from clear), came up with a 
new theory, and a bit of research through forums and user groups showed this to be 
correct.  If only we had known earlier.  Sadly, the syndicate was breaking up by then 
as one member had given up flying and another had starting building an RV6, and the 
Rallye was sold soon afterwards.  C'est la vie. 
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Monday the 22nd of March saw Captain Valler and I on an unusual night cross 
country, low level to the Officers mess at RAF Odiham for a talk by the combined 
ATC teams of Odiham and Farnborough. 

 
The evening came about when Irv suggested to one of his Odiham ATC contacts that 
a lot of good could come of getting the 2 ATC teams together with some of the PPL's 
who regularly fly near their busy airspace. For their part, Farnborough & Odiham 
quickly realised this was a great opportunity to meet some of their 'customers' and talk 
about some of the 'difficulties' that arise. I'd been to a similar session at Boscombe 
some weeks back with Irv and it as excellent, with a lot of good work done in the bar 
after the formal presentation.     
 
This was primarily a Popham do (so much grey hair, makes you feel quite young) but 
a few IBM'ers had made the trip. Notably absent was Chris, Mr Popham ATC who 
was reminded of an important prior engagement - his wedding anniversary!  
 
First up was the station CO (Wing Commanders shouldn't look that young!) who gave 
a  good run down of the base, the squadrons, their role (moving heavy things for the 
army) and also the sort of pattern the crews work. Lot of talk about Operation Telic 
(Iraq)  Whatever our leaders say, the RAF expect to be there for a LONG time. We 
saw an excellent video of Chinooks low level over the desert and operating from some 
extraordinary spots in Bosnia/Kosovo. When not on overseas duty, some crews are 
needed for national stand-by duty - the most famous call out being to Lockerbie which 
happened at the time of the duty squadron Christmas bash. Finding a sober-ish crew 
was a challenge! The stand-by crew get 2 hours notice - 1 to get to Odiham, 1 to plan 
the mission. The longest transit was a phenomenal deployment to Sierra Leone via 
Gib to help rescue a group of soldiers.     
 
A pitch from the Squadron Leader i/c Odiham ATC (in the tower at Basra as you read 
this) was followed by an excellent briefing from Farnborough ATC. Irv then did a 
'live' demo of the latest changes to the NOTAM database on the NATS website, 
showing us the easiest way to extract this information, still not as easy a procedure as 
it should be, although the website is gradually getting better. This is an example of the 
sort of practical stuff covered on the aviation seminars that Irv is running these days, 
now he's an IBM retiree.   
 
After this, the main business of the evening took place in the bar, where RV and I 
caught up with Danny, Dasher and the few other IBM'ers who had turned up (where 
was everyone!). Strangely the evening was almost  100% male...only 1 lady pilot!) 
 
Many thanks to Irv and the Odiham / Farnborough ATC teams who gave up their time 
and made us all feel very welcome. The whole evening was excellent, well organised 
and friendly - and of course visiting a military base always feels a privilege.  
 



..and it's the only time I've ever felt encouraged to linger in a gents toilets...the 
photographs in there were excellent! 
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As a few of you know, I regularly go up to Glenforsa to visit my old Scottish buddies 
and also to do their radio for their annual fly-in.  This year the PFA had also organised 
a big fly-in at Perth with a “ fly-out”  to us on the Sunday morning. 
 
Last year we planned to take the old Chrislea Ace (CH3 to totally confuse ATC as 
they have never heard of it and it does not come over well on the radio) from Bourne 
Park, then defaulted to the Auster, then defaulted further to the car when the weather 
turned out to be really appalling down south and also over the Lake District.  This 
year the Chrislea Ace (now with wind generator and radio fixed superbly by Hank 
Dawson) was first in line again and it all worked out fine. 
 
I flew P1 from Bourne Park early on Thursday morning with an uneventful 40 minute 
first leg to Wellesbourne Mountford, landing just after they opened at 09:15.   
 
A quick fuel (and oil – more of this later) top up and Brian took over P1 for a very 
murky one hour flight to travel up the west side of Birmingham, over 
Wolverhampton, Cosford, then through the low level corridor at 1250ft into Barton.   
 
More fuel (and oil) and two full breakfasts in the mechanical and human machinery 
and I was P1 again with a very interesting takeoff at Barton at gross weight as there is 
absolutely nowhere to go off runway 09R in the climb out.  We headed north 
westwards loosely following the M6 and then over the Lake District to Carlisle.  The 
visibility cleared as usual north of Manchester and this one hour leg was flown in 
perfect CAVOK at 2500ft with post card pictures of the lakes. 
 
With more fuel (and oil) and two teas, Brian resumed P1 for ninety minutes routing 
almost direct at 2000ft up past Dumfries, Sanquar, Cumnock, West Kilbride, Bute, to 
meet Paul Keegan, the manager at Oban.  With tea (in proper teapot) and biscuits 
provided gratis, fuel and more oil (provided at club rates) we sat around in bright 
sunshine then I took over P1 for the short 15 minute flight down the Sound of Mull 
into R07 at Glenforsa, arriving at about 16:30 to a glorious Mull evening and sunset.  
Total outbound journey time – about 4.5 hours. 
 
The following photos were taken after arrival at Glenforsa looking down across the 
runway down the Sound of Mull towards Tobermory and also back up to the parking 
area.  The horizon is a good 30K away and the highest hill in the distance is over 
2500ft!  The STAR to the hotel is just behind about 50yds – not that complex really!  
The plane parked up below us on “ the ramp”  is a new Cirrus which came up from 
Sheffield, cruising four up, at 165kts, at 65% power – amazing to see the electronics 
in this birdie! 



 
 

 
 
David (the Glenforsa manager) informed me that the official ATC Honda motor 
scooter would not start and also had developed a flat tyre since using it for last year’s 
fly-in.  A letter to Honda was duly delegated to Brian to compose to complain about 
this appalling reliability – after all, this bike has stared first kick every year, once a 



year, for the last ten years that I have used it and we have never blown the tyres up for 
about 15 years that I know of!  As the overall task of starting the bike seemed very 
difficult (and the midges were biting well) this task was then put on hold and we made 
an exploratory trip to the Glenforsa Hotel bar to see if the beer and Scotch had 
deteriorated like the bike since last year – well that was our excuse anyway. 
 

 
 
The weather on Thursday night was forecast to be bad and on Friday the BBC were 
absolutely right with a broad band of rain stretching north south up and down the 
whole country except at Mull where it remained perfect (see above picture) with 
unlimited visibility all day.  Oban, Prestwick, Perth and Edinburgh, remained totally 
un-flyable all day so with no planes scheduled we went into Tobermory in the car and 
got some provisions (some of which seemed to be in bottles).  I then set up all my 
radio gear and had a go at the Honda but under no circumstances would it go so after 
a short ceremony it was declared dead and wheeled away to the oblivion of David’s 
garage and anyone who has been with me to Glenforsa will know what this means! 
 
The weather on Saturday remained glorious at Glenforsa with Oban a bit miserable 
but we did get a few movements in and out.  We all managed to work out the easy 
pedestrian approach plate to the Glenforsa bar again (and, what was even more clever, 
the difficult SID to get back to our bungalow for dinner)! 
 
Sunday was still totally fine for us and we worked steadily all day with arrivals from 
all parts.  The Chrislea parked in pole position was one of the main attractions and the 
hotel did a steady trade in lunches and refreshments.  A long time was spent analysing 
the weather for our impending return to be either Monday or Tuesday with the former 
being chosen and an early start planned to beat the advancing rain from the West 
Country. 



 
On Monday we were airborne at 07:30 in CAVOK and unlimited visibility for the 
longer leg to Carlisle, flying at 2000ft over spectacular low level very thin and broken 
sea fog around Bute and the Clyde estuary.  The cloud thickened below us at 
Lockerbie and we started to do “point of no return”  fuel calculations to get back to 
CAVOK at Prestwick if we could not get down at Carlisle.  Scottish information was 
very helpful in getting an update to the Carlisle weather (scattered to broken at 
1200ft) and so I came down through a big hole to 900ft at Gretna to run in for fuel 
(and oil). 
 
The cloud cleared as we were refuelling at Carlisle in the sunshine and we were trying 
to keep moving on because of the impending weather.   We could easily see the Lake 
District hills so Brian took off to 2500ft to cross the lakes to a very efficient 
Blackpool where we allowed a Ryanair spam can to park next to us (see below).   
 

 
 
More fuel (and oil) and Brian then remained P1 again down through the low level 
route to Wellesbourne.  More fuel (and oil) and I took over P1 for the last 45 minutes 
into Bourne Park International, landing at 14:03 after a total flight time of just under 
ten hours for the whole up and down trip. 
 
We just dumped the plane and rushed down to the local for a sandwich and a pint then 
came back and cleaned up prior to the drive home.   
 
Incidentally the Gypsy Major ran at around 30-33 litres an hour and used/lost TEN 
LITRES OF OIL for the trip.  This engine has not had the ring modification done and 
I am told this is still within limits by the engineers.  The good point is that if you wish 
to go to Glenforsa, navigation is not required as all you have to do is follow the black 



trail we left on the ground all the way there and back!  The old CH3 invoked much 
interest wherever she went and we got regularly “spotted” . 
 
And the next question is – where were you all?  We had a great time! 
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(Pictures to be scanned) 
 
A small group of us visited AIS which (for those who do not know) are based in the 
middle rooms of Heathrow’s Control Tower. AIS is the group that gather and release 
NOTAMs so you will be familiar with their output on the NATS UK Aeronatical 
Information Service web page but they do have a number of other roles such as 
storing a full set of current Aeronautical Publications Publications (AIPs) which the 
GA pilot is able to peruse. They also record the Red Arrows / Royal Flights / TRA 
NOTAM information on the Freephone 0500 354802 service.  
 
I am sure that those who are current PPLs will be familiar with the furore that 
occurred when the new NOTAM interface was introduced just over a year ago. 
Suffice to say that it is much improved from its original release but AIS are still 
willing to have your views. Leaving the past aside, it was good to see the way that 
NOTAMs are sourced and, following a last review by AIS staff, are made live. The 
temptation to issue a NOTAM which closed one of Southampton’s taxiways was high 
but I doubt that our amusement would be appreciated by the airport and, anyway, AIS 
are far too professional to let that happen! 
 
One service that AIS provides for no charge is a routing brief which is especially 
beneficial when going abroad to ‘unusual’  places. AIS have AIPs for all enroute 
countries and are willing to find and even fax the information to you. They also 
welcome personal visits. 
 
Although it was not a guaranteed part of the visit, AIS asked the Duty ATC Manager 
if we could visit Heathrow’s Visual Control Room (otherwise known as ‘ the top of 
the tower’  to most of us). Permission was given and we duly made our way up into 
the glass bowl. It was fascinating and a privilege being in such a position having such 
a great view of aircraft landing and taking off – I guess this would be paradise to a 
spotter. A number of things were quite interesting: Firstly, the ground radar is 
preferably turned off as it gives a lot of spurious returns i.e. the vehicle tunnel returns 
the signals from underground and they then appear as vehicles crossing then 
09L/27R! Secondly, 2 controllers sit at a map containing Heathrow’s taxiway lights 
which they turn green to lead aircraft to their stands. Finally, it was interesting to 
learn that the large wingspan of the forthcoming Airbus 380 is causing the centrelines 
of taxiways parallel to the runways to be moved further away from the runways which 
in turn has led to 12 metres being taken from the inner area buildings. 



 
 
Finally, an artists impression of the new Heathrow Control Tower which will be 
located adjacent to Terminal 5. 



 
  
If you are interested in seeing AIS (and perhaps Heathrow’s VCR) please contact Paul 
Goodman and he will co-ordinate a visit. 
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Anyone using an NPPL for flying what were once called 'Group A' aircraft (i.e.: non-
microlight, non motorised gliders) should be careful with their rating being valid. I am 
of course talking of what some people call 'SEP' aircraft and others, perhaps single 
figures ;-)  call SSE Aircraft - e.g.; the Cessnas, Grummans, Pipers, Robins, etc. 
 
There's an AIC out - January 2004 - AIC 3/2004 (white 92) - which tries to clarify the 
position, but will only cause more confusion as the rules are going to change later this 
year or next – basically when they get time to sort out the mess they made of the 
relevant Air Navigation Order when the NPPL came in. 
 
The way the law stands regarding validity of ratings at the moment in the ANO is 
very slightly different to the way the AIC tries to pretend it is, and VERY different 
from the 'publicity' given to the NPPL by the major aviation organisations when it 
came out. NPPL SEP/SSEA validity is (and actually always has been) by self 
regulation on the day of any intended flight, and not working to any explicit rating 
expiry date. I know some large syndicates are particularly upset about this, as 
it screws up their administration of making sure syndicate members do not fly the 
plane if their ratings or medicals have expired. 
 
The relevant NPPL holders will however be legally safe if they make sure they keep 
'current' which means on the day of any flight, the pilot must be able to point to 6 
hours flying in the previous 12 months (leading up to that particular flight), of which 
at least 4 hours is pilot in command, and at sometime in the previous 24 months have 
done an hour's training with an instructor. (This training hour could of course be 
within the 6 hours previously mentioned!) 
 
If any NPPL-SEP (NPPL-SSEA!) holders want to know more, read the AIC 3/2004 
(white 92) and get in touch if you want to discuss. The rules will definitely change 
again though, but try and keep 'legal' in the meantime! 
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(the pictures were sourced by Paul; the photographer is unknown)  
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"INTRODUCTION 
Another good month. In all, a total of 35 accidents were reported, only six 
of which were avoidable. These represented a marked improvement over the 
month of November during which 84 accidents occurred, of which 23 were 
avoidable. This improvement, no doubt, is the result of experienced pilots 
with over 100 hours in the air forming the backbone of all the units. 
 
RESUME OF ACCIDENTS 
1. Avoidable accidents this last month: 
 
a. The pilot of a Shorthorn, with over 7 hours of experience, seriously 
damaged the undercarriage on landing. He had failed to land at as fast a 
speed as possible as recommended in the Aviation Pocket Handbook. 
 
b. A B.E.2 stalled and crashed during an artillery exercise. The pilot had 



been struck on the head by the semaphore of his observer who was signalling 
to the gunners. 
 
c. Another pilot in a B.E.2 failed to get airborne. By an error of 
judgment, he was attempting to fly at mid-day instead of at the recommended 
best lift periods, which are just after dawn and just before sunset. 
 
d. A Longhorn pilot lost control and crashed in a bog near 
Chipping-Sedbury. An error of skill on the part of the pilot in not being 
able to control a machine with a wide speed band of 10 MPH between top 
speed and stalling speed. 
 
e. While low flying in a Shorthorn the pilot crashed into the top deck of a 
horse drawn bus near Stonehenge. 
 
f. A B.E.2 pilot was seen to be attempting a banked turn at a constant 
height before he crashed. A grave error by an 
experienced pilot. 
 
 
2. There were 29 unavoidable accidents from which the following are 
selected: 
 
a. The top wing of a Camel fell off due to fatigue failure of the flying 
wires. A successful emergency landing was carried out. 
 
b. Sixteen B.E.2s and 9 Shorthorns had complete engine failures. A marked 
improvement over Novembers fatigue. 
 
c. Pigeons destroyed a Camel and 2 Longhorns after mid-air strikes. 
 
 
COST OF ACCIDENTS 
Accidents during the last three months of 1917 cost 317 pounds, 10 
shillings, sixpence, money down the drain and sufficient to buy new gaiters 
and spurs for each and every pilot and observer in the Service. 
 
 
ACCIDENT BRIEFS 
No.1 Brief: 
No. 912 Squadron, 3 December 1917, Aircraft type B.E.2C, No. XY 678, 
Total solo -- 4.0, Pilot Lt. J. Smyth-Worthington, Solo in type -- 1.10. 
 
The pilot of this flying machine attempted to maintain his altitude in a 
turn at 2,500 feet. This resulted in the aeroplane entering an unprecedente 
manoeuvre, entailing a considerable loss of height. Even with full power 
applied and the control column fully back, the pilot was unable to regain 
control. However, upon climbing from the cockpit onto the lower mainplane, 
the pilot managed to correct the machines altitude, and by skillful 
manipulation of the flying wires successfully side-slipped into a nearby 



meadow. 
 
Remarks: Although through inexperience, this pilot allowed his aeroplane to 
enter an unusual attitude, his resourcefulness in eventually landing 
without damage has earned him a unit citation. R.F.C. Lundsford-Magnus is 
investigating the strange behaviour of this aircraft. 
 
 
No. 2 Brief: 
No. 847 Squadron, 19 December 1917, Aircraft type Spotter Balloon J17983, 
Total solo 107.00. Pilot Capt. D. Lavendar, Solo in type 32.10. 
 
Captain Lavendar of the Hussars, a balloon observer, unfortunately allowed 
the spike of his full-dress helmet to impinge against the envelope of his 
balloon. There was a violent explosion and the balloon carried out a series 
of fantastic and uncontrollable manoeuvres, whilst rapidly emptying itself 
of gas. The pilot was thrown clear and escaped injury as he was lucky 
enough to land on his helmet. 
 
Remarks: This pilot was flying in full-dress uniform because he was the 
Officer of the Day. In consequence it has been recommended that pilots will 
not fly during periods of duty as Officer of the Day. 
Captain Lavendar has subsequently requested an exchange posting to the 
Patroville Alps, a well known mule unit of the Basques. 
 
 
No. 3 Brief: 
Summary of No. 43 Brief, dated October 1917. 
 
Major W. deKitkag-Watneys Nieuport Scout was extensively damaged when it 
failed to become airborne. The original Court of Inquiry found that the 
primary cause of the accident was carelessness and poor airmanship on the 
part of a very experienced pilot. The Commandant General, however, not 
being wholly convinced that Major de Kitkag-Watney could be guilty of so 
culpable a mistake ordered that the Court should be re-convened. 
 
After extensive inquiries and lengthy discussions with the Meteorological 
Officer and Astronomer Royal, the Court came to the conclusion that the 
pilot unfortunately was authorized to fly his aircraft on a day when there 
was absolutely no lift in the air and therefore could not be held 
responsible for the accident. The Court wishes to take this opportunity to 
extend its congratulations to Major de Kitkag-Watney on his reprieve and 
also on his engagement to the Commandant Generals daughter, which was 
announced shortly before the accident. 
 
 
FLYING SAFETY TIPS 
Horizontal turns. 
To take a turn the pilot should always remember to sit upright, otherwise 
he will increase the banking of the aeroplane. He should NEVER lean over. 



 
Crash precautions. 
Every pilot should understand the serious consequences of trying to turn 
with the engine off. It is much safer to crash into a house when going 
forward than to sideslip or stall a machine with engine troubles. 
Passengers should always use safety belts, as the pilot may start stunt 
without warning. Never release the belt while in the air, or when nosed 
down to land. 
 
Engine noises. 
Upon the detection of a knock, grind, rattle or squeak, the engine should 
be at once stopped. Knocking or grinding accompanied by a squeak indicates 
binding and a lack of lubricant. 
 
 
WATCH THAT FIRST STEP 
The First Marine Air Wing had this write up in their Safety publication 
Wing Tips: 
 
It was conceded by all that the pilot had accomplished a brilliant piece of 
work in landing his disabled machine without damage under the 
circumstances. It is not with intent to reflect less credit upon his 
airmanship, but it must be noted that he is a well experienced aviator wit 
over 40 total hours in the air, embracing a wide variety of machines, and 
this was his seventh forced landing due to complete failure of the engine. 
 
It was doubly unfortunate that upon alighting from his machine he missed 
the catwalk on the lower airfoil and plunged both legs through the fabric, 
straddling a rib, from which he received a grievous personal injury. Some 
thought should be devoted to a means of identifying wing-traversing 
catwalks to assist aviators in disembarking from their various machines." 
 
 

--- The End --- 


