
 
 

 
 

IBMFC NEWSLETTER MARCH 2008  
 
 I am writing this as the weather is tempestuous and the Met Office has issued 
a gale warning so being inside safe and warm is definitely the best place to be. Flying 
is, without doubt, not on the agenda. However, this does bring me nicely on to the fact 
the spring and summer are not far away which, in turn, means the flying display 
season will soon be in full swing. With this in mind I will be attending a pre season 
Military Civil Air Safety Day at RAF Scampton on Friday 14th March.  This MCASD 
is being hosted jointly by the Defence Aviation Centre and the Royal Air Force 
Aerobatic Team. It is part of a flight safety initiative particularly looking at 
infringements into the Red Arrows’ temporary restricted areas – RA(T)s. It is hoped 
that those attending the presentations will promulgate the information to a wider 
general aviation audience. My aim, therefore, is that I will endeavour to take plenty of 
notes and then compose a document which I will distribute to the club members via 
the flying club website and the Google User Group.  

The flying club AGM was held on January 11th and was quite a successful 
evening, with a reasonable attendance, but it would have been nice to have seen more 
members there. To summarise briefly James Mason is now secretary as Tim Clark 
wished to stand down. Tim was thanked for his working in setting up the new Google 
User Group and awarded a bottle of bubbly! James Mason has kindly accepted the 
role of secretary and has already got off to a storming start. Nigel Waters was 
awarded both the Achievement and Chairman’s Awards for several reasons including 
enabling the purchase of the three McMurdo Fast Find Plus PLBs, the travelling he 
undertakes for the club, the fly in to Bruntingthorpe and for having been a very 
efficient treasurer. Dave Thomas remains a co-opted member, and Pilot distributor, 
Nigel agreed to continue as treasurer and I am continuing as chairperson. Since the 
AGM we have been able to persuade Duncan Barlow (rack and thumb screws not 
required!) to join the committee as a co-opted member and we are delighted to have 



him on board. His contributions are valuable and he is also continuing in his role of 
Transair Coordinator. Other volunteers whose contributions were acknowledged are 
Chris Thompson for his work in maintaining and updating the website, Gary Jones 
who has also assisted with the website and Bob Elliott for continuing to look after the 
Bottlang.   

The AGM was very positive and quite upbeat. There were some good 
discussions and the only really bad news was the poor safety subsidy uptake last year 
and the fact one or two events have been cancelled due to lack of support. Overall 
though it is a much better picture and it was plain to see there is more activity in the 
club now. I will be posting more about safety subsidies in a month or two’s time.  
On the subject of events the committee has come up with some good ideas which you 
will see further in this newsletter.  

Events do not always need to be formally planned and can be very impromptu. 
If you are planning to fly e.g. to Perranporth for a cream tea why not put a note on the 
User Group so that it stirs some interest. The idea is to get other pilots thinking they 
have somewhere to go and hopefully build up a little camaraderie and have some fun. 
All this is subject to weather, planning, performance, NOTAMs etc.  If you haven’t 
yet joined the User Group please ask James or I for details. It is the club’s quick and 
easy way of communicating. 

 On the subject of events you will see there are many opportunities to take part 
in something this flying season and the events page contains a lot. I’m not naïve 
enough to think they will all happen. There are many factors to be taken into 
consideration e.g. weather, pilot health / fitness, aircraft availability and finances. 
However, if just a few things happen and we achieve our aim of increasing 
enthusiasm and momentum it will be excellent. Flying is a good way to make friends 
so let’s look forward positively to the next few months – weather permitting! 
 

Clare 
 
Useful Tips and Links          
 
I have been asked about Mode S, Farnborough LARS, charts etc recently so I hope 
the links below help.   
 
Mode S 
Several people have asked me about the latest news re Mode S. The following is the 
link to the appropriate page on the CAA website including a link to the exemption 
form. Please read it all carefully. If travelling abroad I would recommend checking 
with the relevant authority. G-PORK has Mode S as we regularly travel to the 
continent and it is my understanding that you would be advised to install a Mode S 
transponder if going further than the north coast of France. The picture seems to be 
constantly changing. 
 http://www.caa.co.uk/default.aspx?catid=810&pagetype=90 
 
LASORS 
The 2008 edition of LASORS has now been published and is available free by 
download from the CAA website. Link below: 
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=de
tail&id=1591 
This is a 74 MB download! 



 
CAP 413 
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=de
tail&id=247 
 
Farnborough LARS 
I emailed this link previously but have been asked for it again. 
http://www.ais.org.uk/aes/en/LARS.PDF 
 
Chart Publication Date 

 
For further details use the link below 
http://www.caa.co.uk/default.aspx?catid=64&pagetype=90&pageid=571 
 
 
Free email chart update alert service 
Register free and obtain news of updates quickly and easily.  
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=35&mode=su
b 
 
 
 
 
EVENTS                                                                          Clare Grange  
 

1. Fly – in to Le Touquet 
Date: Saturday 26th April. Rain date: Sat 10th May. Organiser: Dave Thomas. 
Planning session will be arranged prior to this trip.  

 
 

 
 

Chart Name  Current Date  Next Planned 
Date 

 500k Southern England & Wales  15 Mar 07 (Ed. 
33) 

 10 Apr 08 (Ed. 34) 

 500k Northern England & Northern 
Ireland 

 10 May 07 (Ed. 
30)  8 May 08 (Ed. 31) 

 500k Scotland  20 Dec 07 (Ed. 
25) 

 2 Jul 09 (Ed. 26) 



2. Fly – in to Badminton for the horse trials 
Date – To be announced very shortly. Organiser: Duncan Barlow 
 

 
 

3. Glenforsa fly – in over the weekend of 23rd – 25th May 2008. All details are 
on the flying club website: 
http://www.flyibm.com/Events.htm.  
Organiser: Chris Thompson. 
 

 
I'm not sure Chris goes dressed like this! 

 
4. Isle of Man for the TT Races. Date: 31st May – 1st June. Organiser: Nigel 

Waters   

 
5. Aero Expo. Date: 13th – 15th June. This is strictly a DIY event. All details on 

the flying club website. 

     
                        I don’t think we’ll see many of these. 

 



6. Fly – in to Duxford for an airshow 
Date – to be decided. Organiser: James Mason  
 

 
 

 
7.  Fly – in to Lognes, Paris. Organiser: Nigel Waters 
Date – to be decided but will be after the Le Touquet trip. This flight will be more 
complicated and need a serious planning session for all those interested 

 
 
 
8. We also have an idea for a treasure hunt. Members of the committee will not 

be allowed to take part! I have a list of 33 landmarks, covering the north and 
south, but will need photographs (taken by a passenger), copy of flight log and 
evidence of NOTAMs (the R number will be sufficient) for this event. There 
will be a prize of £100 and the general idea is to photograph a minimum of 15 
of the landmarks between June and the end of September. 

 
 

The committee will meet again at the beginning of April when I will have further 
details of these events.   

 



Finding Gold Up North                                   James Mason 
 

Last summer, I visited Airbus at Broughton with Jon Butts to see the manufacturing 
plant for the A380 wings. We flew up to Broughton in a Cirrus SR20 G-CMLS from 
Bournemouth and on the way back Jon took us into Caernarfon. When we taxied in, 
an aircraft caught my attention and it turned out to be a Percival Prince G-AMLZ: 
 

 
 
 
This aircraft has quite a history and I think it may be the last civil version surviving, it 
was interesting to have a look around it and to take a few photographs. I noticed that 
its condition was deteriorating but at least it was intact and at a museum. A few 
months later, I was browsing through one of the flying magazines and I read that this 
aircraft had been acquired by the Jetstream Club and moved to RAF Millom. I was 
due to spend New Year close to Millom at Kirkby-in-Furness and so I was suitably 
primed! I asked my friend Rob, who was a reporter on the North West Evening Mail, 
about RAF Millom and he told me that he knew one of the volunteers and it was 
worth going to have a look. Consequently on New Year’s Eve around eight of us 
descended on the museum at RAF Millom which is actually a long disused airfield 
which now contains a prison. The museum is housed in some Nissan huts with 
various aircraft and military paraphernalia parked outside. The museum itself is well 
worth a visit and the volunteers have spent a huge amount of effort gathering together 
and describing the exhibits which are most interesting. Quite a few of the exhibits are 
remains of aircraft which sadly crashed in the vicinity around the Lake District and 
it’s also sobering to realize how many of these were due to accidents on training and 
other duties. There was no sign of the Prince and when we enquired we found out that 
it was at the museum storage unit and  that we were welcome to visit. 
 
Using Rob’s expert local knowledge we navigated around the town to this store which 
turned out to be an old Clark’s shoe factory. We soon found where we should be 
going as the factory unit had various aircraft scattered around the side of the building 
including: 
 



 
 
I seem to remember seeing this aircraft when it was operating, possibly at 
Southampton, and as one of my friends said it was quite surreal to find it in this 
setting, almost as if it had had a rather hard landing on arrival! The aircraft scattered 
around the building were a small taster for what we were to find inside. There were all 
sorts of interesting items including the largest collection of radial (Bristol) engines 
that I have ever seen, there was even a Spectre rocket motor and Olympus engine in 
the collection. 

    

      
 
There were quite a few aircraft inside the factory in various states of restoration and 
the place was full which I guess accounted for some of the objects outside.  



I still could not find the Prince which had started off the hunt until I went out of the 
back door and saw the following: 
 

 
 
 Rather different from the state in which I last saw the old girl but hopefully she is in 
good hands and will be restored to her former glory one day. It is nice to see the hard 
work of such volunteers and they certainly deserve our support, if you are in that area 
then pay them a visit, more details are at www.rafmillom .co.uk. 
 
 
PS James has just emailed me saying a Shorts 360 has now been donated to Millom 
and he expects to see it parked around the back of the shoe factory in due course!  
 
 
 
 

 
 
 
 
 
 
 



Kansas to Kortijk       Brian Mellor  
                           
If anyone is interested in the business of ferrying aircraft, here is another tale of a 
recent trip – complete with one or two frustrations each day – but that is the norm. 
Without such problems, a trip would seem unnaturally easy, and leave one wondering 
where and when the problems would arise. The law of averages still applies – the 
problems will arise, sooner or later. If not on this leg, then maybe the next. If not on 
this trip, then probably the next. 
 
I was privileged to fly a brand new Beech Bonanza – a G36 model. It had left the 
Wichita factory to be flown to a nearby airport, where a TKS de-icing system had 
been fitted, and the aircraft was now ready to start its journey. 
 
Getting there, from southern Spain, took a lot of research, to find the most efficient 
path. In the end, a Swiss airlines flight from Madrid was chosen, with a change at 
Zurich, then on to Boston. A nearby hotel had been booked, ready for a very early 
departure the next day, to Kansas City. 
 
Using the excellent, free www.landings.com flight planning services, my pre-flight 
preparation was made easy, and I decided that Akron, Ohio would be a reasonable 
stopping off point, since it was open 24 hours, had 3 Fixed Base Operators (FBOs), 
and ILS approaches, in case of bad weather. 
 

 
The planned route, from Salina, Kansas, to Kortijk, Belgium 

 
Sunday 23 September. 
I got to my local train station in plenty of time to get the Sunday express to Madrid, 
with the intention of staying at the Ibis Hotel, and departing from Madrid Barajas 
airport early the next day. 
 
Snag number one – I was told that I couldn’t get that train, because all the seats had 
been booked. So, plan B was to get a normal train to Seville, then change to a 
different high speed train, to Madrid. That worked, partially – when I got to Seville, I 
was told that there were only first class seats available – for just over 130 euros. 
Ouch. But, it had to be, otherwise screw up the rest of the travel arrangements.  
 



Monday 24th September. 
The next day, the Swiss flight was excellent, and very good value at 359 euros. Into 
Boston, taxi to the hotel in a nearby town, used the local library internet service, then 
bed, with a wakeup call at 0330 (not as harsh as it sounds, with the body clock saying 
it was 6 hours later than this anyway). 
 
Tuesday 25th September. 
Got the 0400 airport shuttle to the Boston Logan Airport, embarked on time on the 
0500 flight to Charlotte, but slightly suspicious about all the bodies crouched in the 
cockpit, with the alarm sounding every 30 seconds. An hour later, the captain tells us 
that there was a small problem, nothing to worry about, and we were now on our way. 
Changed at Charlotte, for a delayed departure to Kansas City, but arriving there only 
slightly late – in heavy rain. 
 
Having phoned Hertz for the previous four days, trying to book a one-way rental car 
to Salina, Kansas, without success, I was hoping that there would now be a change to 
the “Sorry, no cars until Thursday. Nascar races are on, didn’t you know?” Still no 
cars, and no other rental company would rent one-way, or they also didn’t have any 
cars available. I could not carry on indefinitely like this, so made a command decision 
– catch the commercial flight to Salina, in about 5 hours time. That worked, and it 
was my first trip in a Beech 1900D. The two crew seemed to manage quite well, 
considering they seemed young enough to be schoolboys… 
 
I was met at the airport by one of the staff of the company, way past their normal 
closing time, and getting towards dark. The prospect of flying an unfamiliar aircraft in 
night/IMC/rain didn’t appeal too much, so arranged for a hotel, and early start the 
next day. The evening meal, at an Irish bar, consisting of Shepherd’s Pie and a pint of 
Guinness, was by far the best meal I had stateside, for the whole duration. 
 
Wednesday 26th September. 
Arrived at the hangar nice and early, before most of the workforce had arrived. The 
original plan had been to fly to Akron, Ohio, the previous day, and then fly a further 
two legs today, to Bangor, for customs clearance, then night-stopping at Goose Bay. 
Now having lost a day, my plan was to do all 3 legs today, arriving late, and tired, into 
Goose, but ready for a really early start tomorrow. Early starts are always the 
intention, but things never seem to work out that way.  
 
I purchased 5 charts for the US parts of the flight, and started to lay these out on the 
hangar floor, next to the aircraft. While laying out the charts, I saw something that 
was going to guarantee delays. There were two puddles of fluid on the floor, 
underneath the aircraft – not water, but more of an oily liquid. I called the engineer, 
who confirmed what I had suspected – it was de-ice fluid, from the newly installed 
system.  



 
 
At 1300 they were still working on it, but they gave me the key to the company van, 
so that I could go to the shopping mall, and get some lunch, also some provisions for 
the trip. Mainly fruit, chocolate bars, plus some beef, cheese and a sliced loaf from the 
deli. And a six-pack of AA batteries, for the portable GPS, and other assorted 
equipment. 
 
Finally the system was declared leak-free, and the aircraft pulled out of the hangar. 
Gassed up, flight plan filed, everything stowed, climbed in, and….. couldn’t close the 
door. Tried from the inside, and the outside – so much force was applied, still without 
latching it closed, that any further pressure was likely to break the handle. Not good. 
So, asked the engineer (“mechanic”) to give a second opinion. After spending over 
half an hour on the problem, I was assured that although the handle didn’t quite go all 
the way, the door was basically secure, and would not come open in flight.  
 
With that professional opinion, I was happy to depart. Refiled the flight plan, and off 
to Akron.  After 30 minutes, nicely up at cruising altitude, and completely 
comfortable – BANG!! The door came open, with much wind noise and swirling in 
the cockpit, so on to ATC – “Change of plan, my door has just come open in flight, I 
see Topeka Airport just ahead, I am going to land there, to investigate. Could you 
please co-ordinate with them, so they know I am inbound.” Kansas City Center were 

 

 
Charts and reference material, required from Kansas to Canada. Engineer working on the 

leak. 



very efficient, told me the tower frequency for Topeka, and by the time I called them, 
they said “we know about your problem, you are cleared to land”. 
  
I taxied up to the nearest FBO, and they had been listening to the radio anyway, so 
they knew why I was there. The mechanic spent around an hour on the problem, 
progressively shaving metal off the striker plate. The trouble was, each time he tried 
again, the door worked better, for two or three closures, then it was back to the same 
as before. I decided to call a halt to it, and after ensuring that it really would close, 
albeit with 5 times as much force as you would expect, continued the flight. The 
mechanic, Dave, would not accept any payment, since he claimed he didn’t fix the 
problem, so I filled up with gas again, and set off to Akron. Many thanks to Mid-
America Aviation, at Forbes Field, Topeka. 
 
Thursday 27th September. 
Quite pleasant, in IMC most of the time, but a few small breaks in the cloud every 
now and then, showing the beautiful fall colours of the trees.  
  
Initially an ILS approach to Bangor, but the cloud base was not too low, so requested 
a visual approach to land, which worked out fine. Desperately hoping for a quick 
turnround, the aircraft was refuelled, and a quick trip to Customs should have allowed 
a quick departure to Goose, a proper meal, and an early night. 
 
Snag 1. Phoned customs, who confirmed what documents they needed to see, and got 
a lift over with the appropriate papers. On arrival, customs officer says he also needs 
to see the Certificates of Registration, and Airworthiness. Also, he could not find the 
Shippers Export Declaration – normally filled in by hand by the ferry pilot, but in this 
case I had been assured that Beechcraft had already sent it, in electronic form. “It is 
not possible to find the form, unless you know the sequence number that was 
allocated”. I didn’t. But surely, we are talking about a database – it must be possible 
to do a search on the registration number?? No sir, absolutely not. 
 
Back to the office. Must have phoned Hawker Beechcraft 20+ times, with several 
timeouts, but in the end, I was able to speak to the right person, who then faxed all the 
details (including the all-important sequence number). Two hours wasted. 
 
Snag 2. Arrived at Customs, with the C of A, C of R and Shippers Export Document 
info.  
“Sir, you are not leaving the country with that airplane”.  
“Er, the reason being…..?” 
“The export document has a different owner’s name to the Certificate of Registration. 
You need to show us the change of ownership, to match the export doc. The fly-wire.” 
 
Groan. Back to the office. More phone calls, then got the right person to fax this FAA 
document to me, and once that was presented to the Customs officer, all was well. 
Phoned Canadian Customs (CanPass), to advise them of my ETA into Goose, and 
departed.  
 
The flight went well – almost too well. I had a 30-40 knot tailwind, which I did not 
include in my ETA to CanPass, expecting more delays – which in fact, did not 



transpire. So now, for once, I was going to arrive embarrassingly early, rather than 
late. Was I about to find out that being early is just as big a crime as being late?? 
 
As it happens, it did not cause a problem, so I was transported to the only hotel 
available (the best ones already being fully booked). Too late for a meal. Again. 
Checked in, and ordered a wakeup call for 0500.  
 
Time to talk about the aircraft.  
Beechcraft are considered by many to be the “Rolls Royce” of light aircraft, and I 
think I would have to agree. This one had a 300 hp engine, and handles beautifully in 
the air. It also handles nicely on the ground – when taxiing, deflecting the rudder 
pedals causes the ailerons to move. Perhaps it is a design feature to automatically co-
ordinate the rudder input to the aileron input, in flight. (Must look it up one day). 
 
The Garmin 1000 has a nice feature to allow accurate, efficient leaning. On the MFD, 
press “Engine”, then press “Lean”, then press “Assist”. Any movement of the mixture 
control causes the 6 bar-chart EGT gauges to change, and gives a readout of the 
“delta” to the peak EGT. Now, the manual talks about two methods of selecting cruise 
power – one is 20 degrees (C) RICH of peak, the other is 20 LEAN of peak. So, 
tweak the mixture lever until you get the right value, and the job is done. The only 
thing I noticed is that the engine started to sound a little rough, as 20 LEAN of peak 
was approached, so I chose a compromise, whereby the engine was still running 
sweetly, but at the expense of increased fuel flow.  
 
The reason for going the northern route with this aircraft is that it is capable of flying 
that way, without adding ferry tanks. Extra tanks are not only very expensive to 
install, but they also complicate the paperwork. The aircraft is no longer on a 
“standard” certificate of airworthiness, and this requires overflight permission from 
the countries en-route. Much simpler to avoid, if possible. 
 
 
Friday 28th September. 
At least I slept well. I was actually awake before the wake-up call. In fact, when I 
decided to look at my watch, it was after 0600! When I phoned the reception, to find 
out what the hell was going on, because I didn’t get my wake-up call, I got the 
response “Huh- that’s funny. Everyone is complaining that they didn’t get their wake-
up call?!?!?!” 
 
Yet another attempt to get ahead of the game, scuppered. The place was quite a dump; 
I was going to suggest to the clerk that it was time to re-name the place – how about 
“The Last Resort”. I didn’t bother, I think he would still have been scratching his 
head, trying to work it out. A walk up the road to the nearby café, for lots of calories 
and carbohydrates, then catch a lift back to the airport – passing the gate guardian, the 
Vulcan, en route. 
 



 
Proud, but lonely Vulcan, defending Goose Bay, “Happy Valley” 

 
Eventually, the aircraft was refuelled, the IFR flight plan was accepted, and off to 
Greenland, in superb weather.  
 
This flight into Narsarsuaq was one of the highlights of all my flying experiences. 
With unlimited visibility, the hundreds of small icebergs looked brilliant white on the 
surface, and a beautiful aquamarine underneath.  
 

 
Turning right base, for runway 25, Narsarsuaq 



Narsarsuaq Radio gave the current weather conditions, and for the first time, I had to 
join downwind, to land on runway 25, facing back out to sea. 
 
No time for anything to eat, just get the weather, gas up, and go, departing out to sea. 
As I approached the threshold of the runway, I noticed that in addition to the broken 
Antonov 2 that I had seen 3 months previously, there was now a broken Cessna 340 
(or similar) keeping it company. This serves as a quiet reminder that some airports are 
not to be treated casually. 
 

 
Greenland’s Icecap and glaciers, departing from Narsarsuaq 

 
The trip to Reykjavik was uneventful, although it was much later than I had hoped for 
– the last half of the flight was in darkness. During the last hour, the strobes were 
illuminating millions of snowflakes with each flash, strongly suggesting that the 
forecast of rain would be correct. There was a very strong crosswind, which, perhaps 
through tiredness, I forgot to anticipate when capturing the localiser, then I had to 
fight to get back on track.  
 
It was nice to get on the ground, and I self-positioned to a convenient parking spot on 
the apron - which was now a lake. I began tidying up the cockpit, not looking forward 
to wading to the Flight Services office, where hopefully they would find me a room in 
the overlooking Loftleidir hotel. 
 
No such luck. They tried all the reasonable hotels, but in the end, had to settle for the 
Grand Hotel. At around 300 dollars per night, this was far more that I budgeted for. 
Too late for any food, again, and had the worst night’s sleep of the whole trip. 



 
Saturday 29th September. 
Yet again – up very early, determined to get to my destination in reasonable time. I 
knew the airport does not allow departures before 0800 local, but even so, I tried to 
get there an hour earlier, to get the weather, flight plan, and fuel, so that I would be 
the first one airborne. No such luck! The agent called the refuellers, but got the reply 
that there was no fuel truck available, and I would have to taxy over to the other side 
of the airport, to the pump. 
 
Naturally, when I got there, it was deserted, but several radio calls eventually 
succeeded in raising someone, who came to fill her up. Inside the fuel shack, there 
were some wonderful old photos of visiting aircraft that had been there over the last 
60 years. Taxied back, paid the bills, and got airborne. Late yet again!!! 
 
 

 
Refuelling at Reykjavik 

 
Climbing through low cloud up to the requested level of 110, the ice soon began to 
form on the leading edges, and the windshield, so it was time to try out the TKS 
system. “De-ice” was selected – this is necessary to actually get rid of the 
accumulated ice. Later, once the ice has gone, it should be switched to “Anti-ice”, 
which uses the fluid at around 30% of the previous rate. Because I was late switching 
it on, it was taking a long time to become effective. The performance continued to 
decrease, but there was still the option to request a descent below freezing level, if 
things did not get better.  



However, the cloud seemed to be somewhat lighter above – hopefully it would be 
possible to climb above the tops of the clouds, and then the TKS would be able to deal 
with it easily. And that is exactly what happened. Around FL 90, the cloud was all 
below, and the ice was gone within 20 minutes, and performance was back to normal. 
The strange thing is, the installation requires a mandatory placard on the instrument 
panel, stating “Flight into known icing is prohibited”.  
 
A pleasant flight towards Wick, and Scottish Information gave a good, friendly, 
professional service. I requested descent, was told there was no known traffic to affect 
it, so a cruise descent allowed a good arrival for a straight-in approach to runway 13. 
What a treat. I taxied into the parking area, and noticed the fuel bowser close by. The 
moment the propeller stopped, the truck was parked in front, the hose was out, and the 
fuel caps open. I just needed to tell the driver how much I wanted, and he was onto it 
straight away.  
 
A walk to the old building where the operator, Far North Aviation were based, and I 
was presented with an IFR flight plan to my destination, Kortrijk, which had been 
filed and accepted! Service cannot get better than this! The conversation went –  
“I must get some food – is the café open?” 
“No. But you need to phone the aircraft owners in Belgium, to discuss your arrival 
time – here is the number.” 
 
I quickly phoned the owners, and was told that they would pay for the lights to be put 
on, at the airport – but I must phone the tower, to give them an ETA.  
 
Speaking to the tower controller, he seemed a bit annoyed that I was still in Scotland, 
because he really wanted to leave early – as soon after sunset as possible. I asked him 
how long I had, from that instant, to sunset. It was not going to be possible. I told him 
to stop talking, I had to leave immediately, and I would give him a call when I was 
within  50 miles.  
 
I literally ran from the old tower building to the aircraft. I was slightly amused by the 
thought that here I was, at an old WW2 fighter base, running across to my aircraft, 
scrambling to get airborne. Just like turning the clock back 65 years, really. True to 
form, late again. 
 
Flying over the water, east of the UK, and above the cloud, I noticed that the sun was 
dropping below the western horizon as I neared the Dutch border, so there was no 
chance to get there in the timeframe requested. For the first time, I was using 2500 
RPM for cruise, instead of 2300, to get the benefit of speed, and for the first time 
throughout the trip, showed a ground speed of over 200 knots. 
 
I was transferred from Scottish to London Information, then to Amsterdam, and 
finally to Brussels, who were good enough to let me route direct track to the 
destination. Kortrijk tower answered my call while still 60 miles away, and gave me 
the airport data – CAVOK. I made a progressive descent towards the airport, and 
when about 5 miles away, I could see the parallel lights ahead, getting closer and 
closer. It looked like the journey would be over, in a few minutes.  
 



Funny thing – there were the lights, but somehow it didn’t look right. I actually had 
the gear down, and initial flap, ready to descend for a visual approach, but I had to 
resolve the doubt in my mind. I called the tower, to confirm the runway in use, 
because this looked so inviting, but the orientation was not quite the same as in the 
approach plate. The tower told me that my heading should be xxx – and it was exactly 
that, on the DI. Half convinced, I prepared to descend, and then – I swore I could see 
the headlights of a car passing from right to left, across what appeared to be the start 
of the runway.  
 
It was not the runway. It was street lights! No descent till this was sorted out! I could 
then see the runway lights very clearly, not far ahead, but requiring a 20 degree turn to 
get aligned. The landing was made without a problem, the immigration man was 
waiting, and did the necessary paperwork very quickly and efficiently. I then met the 
wife of the new owner, to deliver their new baby, and that was the end of the trip.  
 
The only thing that I had to do, was to understand why there should have been that 
strange situation with the false runway lights. I did a replay of the scenario several 
times, and then it became clear. I asked the controller for confirmation of the runway 
in use, intending to cross check that with my DI. When he replied that my heading 
should be xxx, I assumed that this was the exact runway centreline orientation 
(otherwise there would only have been two numbers). I checked it, and it agreed 
exactly with my heading. The problem was, he MUST have been trying to help me 
find the airport, and gave me - NOT the runway in use, that I had asked for – but the 
QDM to the airport! Mystery solved. 
 
During the last leg, having missed a proper meal yet again, I had finished off the 
remaining apples and bananas that I had brought, as well as another Snickers bar, so I 
didn’t feel tired, or hungry. However, I have had time to reflect that over the years, 
there have been several reported instances of airline pilots making approaches onto 
the M4, instead of Heathrow, at the end of their long flights. I can see how it could 
happen. 
 
Summary. 
 
Most enjoyable flight.  Into Narsarsuaq – priceless. 
 
Most amusing incident. Having landed at Reykjavik, and shut down, I was still 
doing the office work in the cockpit, before venturing out into the wind and the rain, 
and paddling across the apron. I noticed someone walking towards my aircraft, 
looking like a drowned rat. I was thinking “Who would want to be a handling agent, 
on a night like this.” Ten seconds later, there was a tap on the door, which I opened. 
 
Me to drowned rat – “Hello. Have you chocked the main wheels?” 
 
Drowned rat – “Certainly not! I’m the Customs Officer. 
 
 
 



 
Floatplane Training at Jack Brown’s Place   James Mason 
 
Quite a while ago, I remember chatting to Captain Bob (for those of you who do not 
know him this is our term of affection for Bob Elliott) about flying a floatplane and he 
told me about Jack Brown’s Seaplane Base in Winter Haven, Florida. Last year I had 
the opportunity to visit and duly booked a 90 minute introductory lesson. Although I 
have done some floatplane flying before, Jack Brown’s seaplane base trains on a Cub  
floatplane and the aircraft was certainly very different from anything I had seen 
before. 
 

 
 
The training started with a quick introduction to the Cub floatplane. Its floats are rated 
for two ground landings, after the first such landing it is necessary to replace one of 
the strips on the float. There are various strips and vanes around the floats that help to 
guide the water flow around the floats at various speeds on the water. The floats 
contain baffle compartments to protect the float from flooding if it is ruptured. They 
also have attachments for a hand pump on the various compartments and a sea rudder 
at the trailing end. The engine is uprated to around 100hp and interestingly there is no 
mixture control, the engine is stopped by cutting the magnetos. The student sits in the 
rear seat with access to the sea anchor, throttle, stick and rudder with the instructor up 
in the front. The basic instruments are on the front panel with an ASI, altimeter, 
engine speed and primer, there is no radio or transponder with just an intercom for the 
passenger. 
 



After refuelling the aircraft, we pushed the aeroplane back from the slip and ‘sailed’ 
downwind using aileron and rudder to position into wind. The instructor then hand 
started the engine, standing on the float and flicking the prop clockwise (looking from 
the cockpit). The engine took some starting having shown promise on the first couple 
of starts, after failing to start, another prime and some cycling of the throttle did the 
trick. We then did a speed taxi down the lake with enough power to get the floats onto 
the ‘step’; I noticed the air speed indicator showing 20mph during the taxi. At the 
bottom of the lake, we did the CARS check (Carb Heat – Area Clear – water Rudder 
up – Stick position). With the water rudder up, the aeroplane should naturally weather 
cock into wind but this is confirmed by checking that the aeroplane is at right angles 
to the incoming wavefront. Then with the stick held back, full power is applied and as 
the aeroplane accelerates, as the floats come onto the step the backpressure on the 
stick can be relaxed. As the speed increases, the aeroplane will naturally lift off and 
there should not be any rotation using the stick. The aeroplane is then held in ground 
effect until the speed has built up to 70mph whereupon the climb out can begin with 
turns onto the crosswind leg taking place at 250ft and the circuit flown at 500ft. 
 
 In fact all of our flying was at 500ft and once we had reached this height, the power 
was brought back to 2300rpm. The wind was checked on the lake, looking at the 
direction of the wavefront with the front being concave towards the downwind 
direction. White streaky lines can also be seen in the direction of the wind and these 
are another useful guide. Once the wind direction has been determined and the area 
has been checked to be clear, carb heat is selected and after the downwind leg, the 
power is reduced to 1700 rpm on the base leg aiming for an airspeed of 65mph. 
Turning onto finals, airspeed is maintained and when the water landing is guaranteed, 
the power is reduced and 10 feet from the water surface. The flare is started with the 
aeroplane being held off while airspeed reduces, the aeroplane slowly sinks and the 
floats make contact with the water. When this has happened, the stick is moved back 
and this further slows the aeroplane with the floats digging into the water. The water 
rudders can now be lowered while the aeroplane is taxied into position for takeoff. 
 
 A glassy water take off involves a modified technique to aid the ‘unsticking’ of one 
of the floats before the second. Under glassy water conditions, there is not the benefit 
of wave action to increase the amount of air under the float and so the floats are more 
difficult to unstick during takeoff. In this case, once the aeroplane is on the step, some 
left aileron and opposite rudder is used to unstuck the right float. When this has 
happened, the controls are centralized to unstick the left hand float. The aeroplane is 
again held in ground effect until the airspeed has built up and then the climb out can 
begin. 
 
 A landing under glassy water conditions can also present a problem as it becomes 
difficult to judge height above the water. In this case, the aeroplane is brought to a 
height of 10 feet at the lake shore and is then held at the power setting of 1700rpm 
whereupon it will have a sink rate of around 100fpm and will gently contact the water 
surface. It was quite handy to use the reeds which surrounded the lake for this purpose 
rather than flying at low height over land itself. 
 
 I also had the short lake take off demonstrated which is essentially a takeoff with a 
left hand turn using the P force to assist with the turn into wind during the take off 
run. It was quite impressive to see how little water was required for the Cub to take 



off carrying the two of us as we circled our takeoff point and observed our wake 
afterwards. 
 

 
 
 It was a delight to fly the floatplane Cub, it was real VFR flying where you could 
concentrate on the flying and taking the cues from the water for wind direction. 
Having flown landplane Cubs before I have not been very keen on the heel brakes but 
off course there is no such problem here although the rudder controls for the rear seat 
pilot are not particularly easy if you have wide feet. We travelled between half a 
dozen lakes during the practice sessions and Lakeland is ideal for this sort of flying, 
you are never very far from a lake! On one occasion we actually landed on a channel 
between two lakes which added another interesting dimension. We also saw a twin 
engined floatplane, the Sea Bea, on another of our circuits which was on route back to 
base. I must have done around ten take off and landings before we returned home, 
time certainly does fly when you’re having fun! More information on Jack Brown’s 
Seaplane Base is at www.gate.net/~seaplane 
 
 
 
 

 
 
 
 
 
 
 



 
RAF Museum Hendon – 1/Dec 2007    Dave Thomas 
 
 
 
 
 
 
 
 
 
 
So there we were, standing next to the Lancaster in the RAF Museum in Hendon 
when our guide announced that he was going to run through the crew and their 
positions. He appointed Clare as Pilot, me as Wireless Op, Linda as Front 
Gunner/Bomb Aimer, John as Flight Engineer, James as Tail Gunner, Nigel as Chief 
of the Ground Crew and so on. Everything immediately became much more personal 
as we walked around the plane and the exhibit came to life. 
But, I have jumped ahead… 
 
When Clare booked a guide for us to look around the RAF Museum in Hendon, we 
expected to have a guided tour for about two hours, some lunch and then to wander 
around on our own. No! When we met Andrew he explained that he would be with us 
for the whole day, and we were a bit taken aback, but we went along with him to start 
with and by the end of the day we were all delighted with the added insight we had 
been given.  
 
The day was really divided up into a number of sessions; first Andrew would take us 
somewhere, describe some of the exhibits with a little background information and 
then he left us to take in the sights ourselves before he joined us again. It worked very 
well. Our first stop was the Grahame White factory which displays the museum’s 
oldest aircraft. A brief introduction from Andrew before we were able to look at the 
replica Vimy, the Sopwith Triplane etc.  
Then on to the ‘Milestones of Flight’ hall where they have a Harrier, an Me262, an 
Me109, a Mosquito, and many other aircraft that represent significant progress in the 
development of flight. Andrew picked out a few of the exhibits and gave us 
interesting background information to them all. 
We broke for coffee and chocolate muffins before moving into the Bomber Hall 
where we were introduced to the roles that Andrew had decided for us and were  
given the guided tour of the Lancaster – even after all these years, it is a very 
impressive machine to look at. After visiting a few more bombers we went to have a 
look at the hull of the Supermarine Southampton which had been lovingly restored – 
the woodwork is a work of art and the cane seats inside set the scene for the period.  
Next stop was the restaurant for lunch. Not much to say about lunch except that whilst 
the planes are superb, the cooking and the service leaves a bit to be desired. Take 
sandwiches! 
 
Our next appointment with Andrew was to look at the Sunderland and then a tour of 
the Battle of Britain Hall. It is possible to walk through the Sunderland albeit one 
needs to be a bit flexible at times – one of the occasions when it is advantageous to be 



short! (Is that a dig? – Ed.) Like all of the aircraft it has been beautifully restored. The 
Battle of Britain Hall is exactly what it says and displays include both Allied and Axis 
aircraft. Andrew had something interesting to say about most of them, and his timing 
was impeccable in that we approached the theatre section (actually the whole of the 
hall) just in time for the show to begin. The show was a combination of slides and 
movies projected onto a muslin curtain and a cumulus cloud screen. It was a brief 
history of the Battle of Britain even including some of the exhibits to add an extra 
dimension to the story.  
 
Andrew met us again after the show and took us to see the Blenheim when our tour 
ended. It was by then about 16:30 so our two hour guided tour had taken about six and 
a half hours. We may have felt tired, but the time had passed very enjoyably; breaking 
up the day into four different segments had really worked. Andrew had done himself 
and the Museum proud. Probably one of the best deals Clare has ever done. 
Thanks to Clare, as ever, for coming up with the idea in the first place and for 
arranging what turned out to be an excellent day. What will she come up with next? 
 
 
 
 
Interesting flight from Bucharest            Dave Thomas 
 
Two weeks ago I had the pleasure of a three day trip to Bucharest on IBM business to 
evaluate a potential business partner. The trip was a great success and hopefully will 
lead to additional business for us. However, the flight home was interesting!!! The 
first half of the flight was uneventful - looking at the screen we were making good 
progress despite the 120 knot headwinds - it looked as though we would be about 30 
minutes late, more as a result of a late departure from Bucharest than for any other 
reason. As we flew over the Kent coast, the captain came on the PA system and 
announced that there would be a delay of about 30 minutes because we would have to 
hold - Heathrow was rather busy and subject to delays because of the wind. Less than 
15 minutes later and after one orbit (if that), the captain came on the PA system again 
to announce that because of the delays, we were running low on fuel and would have 
to divert to Stansted! 'Further announcements would be made once we were on the 
ground! A hushed groan went through the cabin. Within 15 minutes we had landed in 
Stansted and were told that we would be refuelled and then take off for Heathrow in 
about 30 minutes time. Various people wanted to get off and terminate their journey 
at Stansted but it was made very clear that that was not an option. After 35 minutes 
we were informed that because of Air Traffic we would be delayed by a further hour. 
Soft drinks were served! After a further 35 minutes the captain came on the PA 
system again to say that we had received clearance from ATC and were on our way. 
Sure enough we took off and after about 20 minutes landed at Heathrow three and a 
half hours late. By this time, Clare had investigated every nook and cranny of 
Terminal 1 and was becoming rather bored. Nevertheless I can now claim to be one of 
the few people who have flown commercially from Stansted to Heathrow - an odd end 
to a flight back from Bucharest. 
 
 
 
 



Battle of Britain Operations Room, RAF Uxbridge    Clare Grange 
 
Wednesday 5th March dawned cold, bright and clear for our visit to the Battle of 
Britain Operations Room. A group of twenty-six attended this visit which was 
excellent. We all arrived well in advance of time with the necessary proof of identity 
and once through the security procedures parked on the edge of the parade square. 
This was definitely a good place to park as we were treated to a free display of 
military music and marching. One of our hosts for the day, a lady by the name of 
Ellen Driscoll, then greeted us and directed us all to another car park further inside the 
base. Hazel Crozier, who is the Curator of the Battle of Britain Ops Room and our 
other host for the day, has just trained Ellen to present to visitors and we were her first 
group – nothing like being thrown in at the deep end! 
 
 

 
Stone commemorating the Battle of Britain                            Picture by Neale Fray 

 



We walked down 76 steps, descending approximately 60 feet underground, into the 
Operations Room which has been preserved as it was on 15th September 1940 – Battle 
of Britain Day. At this point we were surrounded by concrete – if memory serves I 
believe the concrete above us was 30 feet thick. 
11 Fighter Group HQ was responsible for the air defence of London and south east 
England during World War II and was divided into seven sectors: 
Tangmere, Kenley, Biggin Hill, Hornchurch, North Weald, Debden and Northolt.  As 
you enter the Ops Room you cannot miss the plotting table which takes up most of the 
floor space. There is room to sit about thirty people around the sides of the room 
which is where most of us sat for Ellen’s presentation. There is also a smaller 
observation area, access to which is via a short but steep wooden ladder, and provides 
a different overall perspective of the table and chart. 
 
 

 
Plotting Table                                Picture by James Mason 

 
The chart on the plotting table depicts the various airfields, including northern France, 
plus group and sector boundaries. Small flagged blocks were used to depict the 
position of the various squadrons and enemy aircraft. Our blocks contained a yellow 
flag (see following picture for more detail) detailing the number of the squadron 
followed by two numbers on the block itself – one denoting the altitude and the other 
the number of aircraft. The enemy blocks had two numbers the top being the altitude 
of the enemy aircraft and the lower digit denoting the number of aircraft e.g. H 40+. 
 
 
 
 



 
Flagged blocks in more detail.                                                                             Picture by Neale Fray 

 
On the rear wall of the Ops Room is the tote board and colour clock 
 

 
Tote board                  Picture by Denis Howe 

 
The tote boards (one for each sector airfield) showed the state of readiness of the 
various squadrons e.g. engaged with the enemy, at readiness, landed and refuelling, 
enemy sighted etc and used a system of coloured lights to denote this. The weather at 
the various stations was also displayed but only in a very rudimentary way compared 
to today e.g. visibility 1000 yards. The tote boards also showed the state and positions 
of the barrage balloons protecting this south eastern part of England. 



 
Tote Board and Colour Clock                                           Picture by John King 
                

The colour coded clock was divided into five minute sections with each colour red, 
yellow and blue denoting five minutes. All incoming reports would be appropriately 
colour coded depending on the time the report was received and plotted on the map. 
 
 

 
Colour clock             Picture by Denis Howe 

 
In this way the WAAF plotters, using the appropriately coloured arrows (see picture 
below), were able to monitor the progress of the hostile aircraft. Plots more than ten 
minutes old were discarded so only two colours of arrows would be present at 
anytime.  



 
Plotting of hostile aircraft                              Picture by Denis Howe 

 
This colour coding and good communications ensured it was possible to scramble 
fighters within a few minutes of contact.  
 
Ellen presented for approximately half an hour after which we were able to visit the 
rooms above from which the Battle of Britain was directed. These rooms have curved 
glass panels overseeing the Ops Room and provided a very clear and unobstructed 
view of the whole operations area. These upstairs rooms are now a museum and 
contain many interesting exhibits and artefacts. King George VI and Queen Elizabeth 
the Queen Mother visited these rooms as did Sir Winston Churchill and other 
prominent military figures.  

 

 
View of the Ops Room from above.                                Picture by Neale Fray 



All too soon the visit was over and we returned to the Ops Room where I formally 
thanked Hazel and Ellen and presented them with a flying club paperweight and the 
obligatory bottle of liquid refreshment. 
 

 
Some of the group with Hazel (white jumper) being “interrogated”!            Picture by Neale Fray  

 

We finished off the visit by driving a very short distance to the RAF Association Club 
for lunch which was excellent and very good value for money. It also served as a very 
pleasant social occasion for us all.  

I do not think it’s an exaggeration to say we all had an excellent day out and 
benefitted from seeing something which certainly made one person feel quite moved 
and was very educational, illuminating, stirring, evocative and so on. The other 
comment many of us made was how incredible and fantastic an achievement it was to 
plan such a battle given the equipment available at that time. It makes you very proud 
to be British.  

 

Thanks to everyone for supporting this event and thanks to Neale Fray, John King, 
Denis Howe and James Mason for their photographs.  

 

Finally, as a point of interest Ellen Driscoll’s other job is that of a horn player in the 
RAF Central Band. Dave T and I have been to see the band several times and the 
musicians are superb. The band normally tours in the autumn and plays at the Anvil in 
Basingstoke at the end of November each year. They are definitely worth seeing.  

 



 
AND FINALLY….. 
 
Thank you to all those who have contributed to this newsletter. It’s a bumper edition 
and unfortunately I’ve been unable to publish a couple of articles - they are being 
retained for the June edition.  
Please keep the articles coming. I’d really like to hear from other club members  – 
don’t be shy! 
 
 
Just found this picture of Dave T and James doing the washing up. 
Any ideas for a caption will be welcome! 
 

 


