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The Squadron Buzz is the four monthly “Newsletter” of the Fleet Air Arm 

Squadron. The editor invites contributions including photographs from all members 

(e.g. Reports, Letters, News, Anecdotes, Flying Information etc.). Please submit for 

Buzz No 65 by the deadline date of Friday 26 July 2013 to :   

Diary of Events  2013 
 

  

  

 Sat 27&Sun28 April       Yeovilton Flying Standards 
                                     (Simon Thomas 07891434128) 
  

Thursday May 30            Benson *  
                                     
  

Thur 20 - Sun 23 Jun      French Deployment * 
                                     (Michael Bonham Cozens & Phil Moore 01243 374681 

  

Thursday 24 July           Perranporth or Newquay?  
 
  
Sat 31 Aug                    Summer Barbecue 
                                     
 

Wed 25 - Fri 27Sept       Leuchars & Rosyth for HMS Queen Elizabeth 
* 
                                     

 Sat 19 Oct                     Haverford West  
                                     

  

 Sat Nov 23                     Annual Dinner at HMS Collingwood 
                                     (Sue Moorehead 01749672791 & Phil Moore)) 

  

 
 
  *Members of the FAAOA living in the area will be invited by the Squadron to join in the asterixed events above 

Gliding Powered Flying Support Dates 
 

Lee 20 & 21 August 
 

Culdrose 16 - 23 August  and  23 - 31st August 
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Airfield Quiz 

 

First on the podium for 
correctly recognising 
Perth airfield was Bob 
Neil who came in at 
1130 on publication day 
closely followed by John 
Moffat, who should al-
most be disallowed as 
he was the one who 
supplied me with this 
photo of his home air-
field in the snow.  Mi-
chael Ryan, Stuart Law 
and Brian Cornes fol-
lowed on with correct 
identities of this base of 

the Scottish Aero Club who welcomed me and provided a nesting place for 
the Auster back in 94, that was before I discovered the infinitely better han-
garage rates charged by the wonderful RAF at Turnhouse and Leuchars. 
 
The  Squadron’s ability at airfield recognition is clearly improving from 
those early days when I only used to get one or two answers and even in 
the case of Venice Lido, none at all.  To ramp up the challenge a bit this 
month I have chosen a delightful UK grass airfield with six runways  which 
is easily picked out from the air.  I delivered a pilot there about a year ago 
and was most impressed by the enthusiasm of the staff who were clearly 
dedicated to make this relatively new airfield a success.  Merlin is the clue. 
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this world experience was en-
thusiastically overwhelming.  
Afterwards there was a short 
opportunity for all to try flying 
the aircraft while I had the 
very enjoyable chance to play 
savoring the immense power 
of the 300 hp Lycoming in ef-
fortless loops.    I asked Andy 
Offer, ex leader of the Reds, 
before take off if he would 
demonstrate some unlimited level aeros which I had never experienced in 
service or civilian aircraft. The sheer violence of some of these snap ma-
neuvers was shattering, the control column hitting the sides of the cock-
pit, going instantaneously from minus 3 to plus 4 “G”. And he was being 
gentle with me!  The day was concluded drinking champagne while 
watching the Blades perform their full routine close in front of the Com-
pany balcony.  It is much to the Team’s credit, their consideration, diplo-
macy and concern that everyone should fully enjoy the day that no one 
was sick; guests regularly asked whether they were comfortable and 
wished to continue.  Having in the past attended corporate activity days, 
go karting, skeet and game shooting, skiing and archery this day with the 
Blades was an outstanding and vivid experience far surpassing any of the 
others.  I have no business connection with the Blades but was only a 
very lucky boy to get the chance to fly with them and spend the day 
amongst such a great group of people.  For any dedicated aviation buff 
such a chance to see it close up and real would enormously impress 
them. For any Squadron Member who is nostalgic about these things put 
a visit to Sywell on your Christmas wish list.  www.theblades.com  
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     The Blades 

By John Ford 

 

The Blades aerobatic 
team flying Extra 300 LP 
aircraft and flown by ex 
Red Arrow pilots have 
been performing at Air 
Shows since 2006. Many 
Squadron Members will 
have seen their imagina-
tive formation displays 
together with unlimited 
level individual and pairs 
aerobatics. The team 
also offer corporate days 
at their base at Sywell 

Northampton and I had the great good fortune to be invited (for free!).  
The 16 guests were of all ages and both sexes, without any flying back-
ground, most I imagine having won sweepstake prizes or as a reward 
from their company.  Guests were greeted at the impressive company 
building by a team of ex Virgin or BA glamorous hostesses.  We were 
divided into teams of 4 and after fitting parachutes, worn for all Extra 
flights took part in a parachute landing roll competition on mats. No al-
lowance given for age.  We were first invited to plan a simple navigation 
exercise which one of the guests in each team then tried to fly guided by 
radio instruction from the ground. I drew the lucky straw and on the short 
return flight to base had an opportunity to fly the Extra and discovered 
how twitchy this aircraft is greatly increasing my respect for those flying it 
in formation.  A short fill in while others were flying took us round Silver-
stone in a McLaren race car using their large simulator.  A helicopter 
competition followed in an R22 which severely tested everybody as well 
as the resolution of the patient pilot taking all 16 guests round a short 
circuit before putting the aircraft into a 6 foot hover and handing over 
control.  As most helicopter qualified Members will guess this lasted in 
most cases for rather less than 30 seconds before large divergences 
developed in all axis. Rapid response by pilot. The 4 guests judged to 
have managed best were given a second attempt to select the winner.  
The Blades are the only UK operator licenced by the CAA to carry pas-
sengers during formation aeros.  This was the highlight of the day. The 
team joined up in formation for simple turns followed by a couple of loops 
and a roll with guests in the front seat having the unforgettable sight of 
another aircraft  swaying slightly only 8 feet away as the world turned 
upside down.  The reaction of my fellow non aviation guests to this out of 
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 The first Buzz of 
2013 due out on April 

fools day will I hope reach you with warmer 
weather  than we have had for this last week in 
March, it’s almost too cold to fly!  Despite the artic IMC conditions thirteen 
souls sallied forth last Saturday week by car for Thruxton to enjoy a good 
day out even if it did not actually end winter.   In addition to the report by 
SPLOT of our one event this year we have two articles in this issue by 
Brent Owen who raises some interesting thoughts on the need to spin or 
not on page 8 and then gives a fascinating rundown on all the different 
aircraft he has owned on page 14.  Pictures are mostly of one of the type 
rather than of the actual aircraft.  A mate of mine Bob Klitz let on that he 
was a Westlands flight test observer before becoming a boat restorer.  His 
story of  wobbly whirlwinds is on page 7.  Page 11 has a tale of waterski-
ing in warm waters from the Happy ship Hermes when our naval forces 
were much more significant and a sight more relaxed as recounted by 
Michael Ryan.  John Marriot our Treasurer and Secretary  has his say on 
page 13 rightly urging the few who have not yet renewed their subs to 
‘cough up’!  
The Gliding season started last Saturday PNGC having endured an artic 
week at Lee aided by Duncan Mathews and me providing powered flying 
support for the eight FAAOA scholarship students in our respective aero-
planes.  Tomorrow the Yeovilton course starts at Merryfield, I do hope 
they have a warmer week.  That goes for me too as I will be on the cold 
hangar concrete at Spilstead Farm for all of next week annualling Lima 
Golf  which, whatever the weather, is a shock to my system, softened by 
semi retirement, but it has got to be done.  Then there is administering the 
gliding scholarship hopefuls from which the new FAAOA website has gar-
nered at least two candidates for every scholarship place available in Au-
gust this year.  Having said that if you have any young, (16-19), hopefuls 
out there who have not yet applied get them submitting their on line form 
before end of April and they will be in with a chance.  As you may have 
gathered from my drift, rose smelling time is somewhat scarce in the 
Moore Manor at the moment so if there are any budding Buzz editors out 
there now may be a good time to pounce.  
 
    Happy Landings 
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Forthcoming Events 

 

By Phil Moore 
 

RAF Benson:  Currently home 
to 150 naval personnel under 
the command of Lt Cdr 
‘Jockey’ Wilson who has given 
me a ‘thumbs up’ for our visit in 
May albeit which will have to 
be one week later on Thursday 
30th not the 23rd .  It will be a 
very interesting to hear how 
our boys and girls are coping with the mighty Merlin and what plans there 

are for eventual deployment in ser-
vice. 
 

France:  The squadron deployment 
to La Roche Bernard in June is now 
oversubscribed with a waiting list.  
Michael & Eve Bonham Cozens are 
fine tuning the plan for our four day 
visit which is looking very good.  
After the last two years when the 
French trip was virtually rained off 
we must surely be blest with lovely 
weather this time. 
 

 
 
Perranporth:  This is morphing into a 
trip to St Mawgan/Newquay as the  
venue at EGTP has been found bereft 
of facilities apart from runways, cliffs 
and curl-over.  The new commercial 
airport at the old RAF base is blest 
with multiple attractions like restau-
rants and aircraft museums sadly 
though being commercial, they are 
currently charging ‘Abbey National’ rates for landing ‘puddlejumpers’.  
Senior Pilot is currently in negotiations with friendly SATCO to get a re-
duced rate for the squadron so watch this space. 
 

Barbecue:  Still needs a venue and volunteer to run it, so, budding organ-
isers, don’t be shy, give Senior Pilot Simon a ring with your plan otherwise 
it may not happen. 
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looked immaculate and had been meticulously maintained, the cotton fab-
ric was old and brittle, so off came the wings and tail feathers and it was 
trundled back to the workshop where it lived for the next five years while 
being totally rebuilt.  It flew beautifully and was well received, but as so 
often seems to happen to me, along came a couple of chaps who abso-
lutely had to have it, and so they did.  The only minor problem that in a fit 
of exuberance I offered to fly it back to Wisconsin for them.  That was 800 
miles in an open cockpit biplane in the coldest weather of the year, minus 
12C on the ground, and at times I was forced up to 4,500 feet to keep a 
safe distance above the mountains.  This was just after returning from our 
last annual Squadron dinner.  It was rather bumpy as well, in fact during 
one of the more dramatic bumps, head down looking at the map, my hel-
met hit the windscreen and broke it.  It was the intense cold I suppose, but 
I was glad that I had chosen to wear my hard hat.  Now I am hard at work 
on the next project.  Normally a fan of more simple aircraft, I found a par-
tially built Vans RV9A kitplane.  It is incredibly well equipped with much 

more magic stuff than I am normally used to in a light aircraft, but the 
workmanship is superb so I had to have it.  It will have a highly polished 
fuselage with yellow wings similar to that colour of Doc and Helen Holi-
days’ RV 6A, and black tail.  I hope that it will be quite striking.  I have 
dreams of flying it Trans-Atlantic, but at the moment have been met with 
some rather strong domestic resistance which seems to have built since 
the Hunter incident.  We will see.                
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Canberra and the A4 Skyhawk that we also had.  We were doing quite well 
with the Hunters until it became plain that their maintenance left a great 
deal to be desired.  I had only ever had one failure while flying them in the 
Navy, but had some very serious failures with these folks, all through poor 
maintenance or lack of knowledge.  After sitting in one whilst it destroyed 
itself after a brake and consequently steering failure, and being jiggled 
around somewhat during the rather bumpy confusion of losing various 
Hunter bits and pieces during the ride across country, having an engine 
fire on takeoff the previous weekend, and the fuselage  fuel tank dumping 
its fuel into the electrical compartment drowning the generators (I still have 

an uneasy sensation when thinking 
of all those sparks and fuel sloshing 
around together) while on instru-
ments some weeks before when 
departing out of Mojave in Califor-
nia …….. I parted company with 
them and my beloved Hunters.  
Interestingly one of our members, 
David Lockspeiser was the test pi-
lot who had flown that particular 
aircraft on its first flight, and I flew 
its last.  I was without wings, what 
to do next.  I came across an ex 

Romanian Air force IAR 823.  It was still in the box that had come from 
Romania and looked rather tired after sitting around in the open for some 
years, but after flying one had to have it.  I took it back to my workshop 
and worked on it solidly until it was finished in all its glory.  It was an excel-
lent aircraft, aerobatic, with a good cruise speed (157 Kts) and relatively 
long range with 85 U.S. gallons of fuel, enabling me to commute nonstop 
to Florida.  That was with us for several years, until biplane fever infected 
me.  No sooner had I mentioned this fever to a friend, when not only did he 
know a buyer for the 
IAR, but also where 
there could be found an 
immaculate Great 
Lakes biplane.  The 
IAR went to Florida 
where it still resides, I 
came home from North 
Carolina in bitterly cold 
December weather with 
an immaculate Great 
Lakes.  Although it 
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Winter’s End ... 
By Simon Thomas 
 

Well, this was definitely not what it said on the tin.  Clive Rustin kindly set 
up our first event of the year, at Thruxton, and then did the sensible thing - 
he and Julie flew to Singapore.  It became pretty obvious as the week's 
weather forecasts got closer - and more depressingly detailed - that flying 
in was going to be highly unlikely.  And so it came to pass.  However!  
Undeterred by the failure of winter to end on time and the cancellation of 
the hot meal, a hardy band of locals took to the roads and had a very 
pleasant three-hour soup and sandwich lunch in the  

Jackaroo restaurant.  So, welcoming in the 2013 season were: Peter 
Lovegrove, Tony Ashmead, John Marriott, Bill Covington, Paul Chaplin, 
Phil Moore, Anne Lovegrove, Jill Ashmead, Greg Moor, Charlie Ryan, Sue 
Moore, Michael Ryan and Simon Thomas.  Many others sent their regrets 
and best wishes to all, and duly got a mention - plus a belated MRU from 
Andrew Jeans, who spent Saturday morning in the company of the AA, 
having left his car lights on whilst suppering in North Wiltshire Friday 
night.  Tsk.  The Boss addressed his chilly troops.  He thanked everyone 
for a good turnout; frustrating that the weather was so poor for the first 
outing of the season, fingers crossed for good flying weather for the Stan-
dards Weekend at Yeovilton.  He welcomed Paul Chaplin to his first 
Squadron push, having joined recently.  Paul is an ex-Sea Vixen and F4 

Photo by Simon Thomas 
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pilot, who also taught the Boss to fly the Hunter back in the 70s; he pres-
ently flies a Boeing 767 for a Royal Family in the Middle East.  Further 
thanks went to our new Senior Pilot, Simon Thomas, who has been busy 
getting to grips with the Squadron’s flying administration.  He had 
stepped in to lead on the Thruxton visit after the initial set-up by Clive.  
The Boss wound up by encouraging a good turn-out for the Standards 
Weekend.  He had met with the new First Sea Lord, Admiral Sir George 
Zambellas, the day before, and the clear message for those of us who 
are associated with the Royal Navy was to enjoy the privilege and, in 
return, to ensure our actions help maintain the Royal Navy’s reputation 
high.  Good Standards and Practices are key to this, and the Standards 
Weekend is set up as a great opportunity to focus on this at the begin-
ning of the season.  So what happens a mere week after Thruxton?  Brit-
ish Summer Time starts.  Wot a larf. 

A married couple is travelling by car from Victoria 
to Prince George.   Being seniors, after almost 
eleven hours on the road, they were too tired to 
continue and decided to take a room. But, they 
only planned to sleep for four hours and then get 
back on the road.  When they checked out four 

hours later, the desk clerk handed them a 
bill for $350.00. The man explodes and 

demands to know why the charge is so high. He told the clerk although 
it's a nice hotel; the rooms certainly aren't worth $350.00 for four hours. 
Then the clerk tells him that $350.00 is the 'standard rate'. He insisted on 
speaking to the Manager.  The Manager appears, listens to him, and then 
explains that the hotel has an Olympic-sized pool and a huge conference 
centre that were available for them to use.  "But we didn't use them," the 
husband said.   “Well, they are here, and you could have," explained the 
Manager.  The Manager went on to explain that the couple could also 
have taken in one of the shows for which the hotel is famous. "We have 
the best entertainers from New York, Hollywood, and Las Vegas perform 
here," the Manager says. "But we didn't go to any of those shows," the 
husband said.   "Well, we have them, and you could have," the Manager 
replied.  No matter what amenity the Manager mentioned, the husband 
replied, "But we didn't use it!"  The Manager is unmoved, and eventually 
the husband gave up and agreed to pay. As he didn't have the cheque 
book, he asked his wife to write the cheque.  She did and gave it to the 
Manager.  The Manager is surprised when he looks at the cheque. "But 
ma'am, this is made out for only $50.00."  "That's correct. I charged you 
$300.00 for sleeping with me," she replied.   "But I didn't!" exclaims the 
Manager.  "Well, too bad, I was here, and you could have."  Don't mess 
with senior citizens..... They didn't get there by being stupid.  

Don’t mess with Seniors! 
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fact were sound, so rather than an Auster, found myself with a Chipmunk.  
As part of the deal Carl allowed me to use his facilities to restore it myself.  
It took five years of commuting back and forth, but it certainly turned out 
well.  After flying it for a couple very happy years in England, realized that 
with the required additional unnecessary inspections including expensive X
-Rays, owning a Chipmunk in England is an expensive proposition.  It went 
to someone in Canada, and I believe it is now in Australia.  It has been 
found that Brent with discretionary funds in his pocket, and no aeroplane is 
a bad combination.  Carl came to the rescue once more and put me in 
touch with a collector in Suffolk who had among others, an Auster Mk3 

with a very interesting wartime history.  This was one of only two in the 
U.K. authentically restored, but had been stored disassembled for some 
years.  We now enjoy flying to the Squadron fly-ins whenever the weather 
is kind enough. I still had the Provost at home and would have kept it 
longer, but along came this wonderful job offer as chief pilot of a company 
operating a number of Hunters under contract to the U.S. Navy as an ag-
gressor unit.  They also had two Mig 21’s several Provosts and a Can-
berra.  I wasn’t so anxious to fly the Mig because I didn’t think that we 
were capable of supporting it properly, but very much wanted to fly the 
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were beautifully built and a joy to 
fly.  Our own Jeremy has a 52.  
Later I was able to get a new (old 
stock) Yak 50 which was fun for a 
while, but I found that a single 
seat aircraft begins to pall after a 
while.  I do like to enjoy sharing 
flight with another person.  I had 
been getting a few more bookings 

for display work and came across a DeHavilland Vampire which I 
thought that I could support.  Apart from the awful, fanciful camouflage 
paint design it was a very good ex Swiss aircraft, however I was ap-
proached by a fellow who 
had had a number of Ven-
oms and Vampires in the 
past and wanted this one, 
so it didn’t last long as I was 
a little concerned about the 
fuel consumption.  It was 
replaced with a Jet Provost 
Mk 5a.  It was a lovely thing 
and originally from number 
1 FTS Linton on Ouse, 
where many of us had 
trained.  It actually com-
pares very well with any 
other training jet on the 
market such as the Russian L39.  It perhaps doesn’t look quite as racy, 
but much easier to own and maintain.  About this time while in England I 
went looking for an Auster to keep there.  I have always had a great nos-

talgia for them, but quite 
accidentally came across 
Spanhoe a little airfield in 
Northamptonshire.  During 
the casual conversation 
Carl, the fellow who runs 
the airfield, he mentioned 
that he had two ex-
Portugese Airforce very 
low time Chipmunks.  
They had been stored out-
side for years and looked 
rather bedraggled, but in 
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A day in the life of a Flight Test Observer 
By Bob Klitz 

 

Aircraft:   Westland Whirlwind Mk 2 XK941 
Pilot:    Lt Brigham RN 
Date:   30 April 1959 

 

We had been conducting Clutch Endurance trials following failures in ser-
vice of transmission between engine and main rotor, calling for the imme-
diate adoption of flare-out landing drill utilising just residual rotor speed/
inertia to cushion the landing under collective control.  The lower the alti-
tude at which the failure occurred, the lower the chance of preserving the 
airframe.  One of our company test pilots would demonstrate how he 
could drop his helicopter safely on the pad by cutting the power at a hun-
dred feet and pulling it off with inches to spare.  The object of the endur-
ance trial was to accumulate airframe hours by repeated cycles of ten 
minutes hovering at ten feet followed by a minute in the circuit at around 
a thousand feet and the next ten back in the hover at ten feet.  This cycle 
would be continued for around one and a half hours during which read-
ings were recorded, followed by crack detection inspection of suspected 
components.  After returning from the completion of the fourth circuit 
around Yeovil we were into the first couple of minutes of the fourth hover 
at about ten feet over the airfield when all control of the cyclic pitch was 
lost suddenly!  The Whirlwind dropped rapidly onto it’s port side, the rotor 
blades striking the ground and paddling the fuselage round some fifty 
degrees to starboard before coming to a standstill.  Being in the port seat, 
I could not move anywhere to escape until the pilot, of heavy build, even-
tually got out above me.  I think he was still counting our lucky stars that 
the control loss hadn’t occurred five minutes earlier....  After we got clear, 
Avgas, leaking from the ventral tank ignited and the wreck soon became 
somewhat engulfed.  Not the clutch, but the far more serious cyclic con-
trol linkage failure 
was shown to be 
the cause in this 
instance.  A de-
fect of much 
wider significance 
but which shed 
no light on the 
RN failures.  

By Ed: Anyone 
remember these 
whirlwind prob-
lems?  
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Just a thought or two on Spinning … or not! 
By Brent Owen 
 

I was thinking about a recent discussion concerning spinning, and how 
many highly experienced display pilots have been killed while spinning. I 

haven't felt the need to spin my Auster yet, 
but I do have some thoughts to throw into 
the pot for consideration.  When I started 
flying, spinning was a requirement for the 
PPL. I spun, (span?) the Tiger Moth and 
Auster with nary a thought. When in military 
flying training I spun the Jet Provost and 
Vampire quite happily while sitting on one of 
Mr. Martin Baker's masterpieces, because it 
was required as part of the training.  At that 
time of course I was young and immortal. 
Incidentally the Vampire spin was quite 
'energetic' to say the least.  Some enjoyed it 
so much they didn’t stop.  Apropos of not a 
great deal, at that time it was toward the end 
of the Vampire’s service life, and the RAF 
would not allow their pilots to spin the Vam-

pire.  Interestingly, Fleet Air Arm students were allowed to….as were the 
RAF instructors when flying with us, but not solo or with an RAF student.  
There was some strange logic somewhere.  After watching Bill Bedford I 
just had to spin the Hunter to see what that felt like...........Of course while 
sitting on one of Mr.Martin Baker's products. Although I hadn't really 
thought of trying it deliberately, I once found myself in a spin in a Super-
marine Scimitar. This was not due to an enquiring young mind so much as 
ham fistedness, but in spite of that, it recovered without too much 
drama ............ I happily practiced fully developed flat spins in the Yak 
52....while sitting on my parachuted seat .....well you get the picture, I am 
happy to spin most things while sitting on a parachute!  I even tried spin-
ning a DC 9 MD 80....in the simulator you understand.  Now there was an 
interesting ride, but the seat in the simulator never did get more than ten 
feet or so off the ground regardless of what the altimeter said.  So quite 
bravely I thought, took the risk without a parachute, but it was still a very 
startling ride for a short time!  I think that you may see some kind of con-
sistency here. In my opinion a parachute makes a very comfortable seat 
when deliberately spinning and it makes me feel so much braver. In fact I 
can think of no reason deliberately to allow an aircraft to stabilise into a 
fully developed spin unless it is a precision aerobatic manoeuver. Now be-
fore we all explode into denial, I should say that I also think that we should 
all practice recovery from an incipient spin assiduously. We should be-
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tifully, so continued to the nearest suitable airfield expecting to find con-
siderable damage.  There was nothing, not a scratch or dent, which re-
sulted in a lot of head scratching.  After refueling off I went and reached 
home with no further problems.  A few flights later the same thing hap-
pened, but this time I was able to discuss it with a very close and clever 
engineer friend who wondered if it could be an intermittently sticking 
valve.  I couldn’t believe that it would have such a noisy affect until he 
pointed out that a valve sticking for one revolution would instantaneously 
cause the loss of a quarter of the total power and rather more of the avail-
able power, followed by an equally instantaneous resumption of that 
power.  65 hp coming and going in one revolution is a very good reason 
for things to go bump in the flight.  His solution was to use an additive in 
the fuel and oil (similar to the old Redex) which to my educated engineer’s 
mind was nonsense, however as long as I added it my toes never had the 
need to suddenly clench after a sudden bang.  I had another interesting 
experience with it.  The Nord was somewhat unusual in that it had unlim-
ited inverted fuel and oil capability.  I had taken a friend (ex- friend now) 
over to another airport pick up his aircraft.  He hopped out and supposedly 
secured the rear cockpit, which unwisely I didn’t check.  Returning to my 
base at about 1,000 feet or so, for no good reason I rolled it inverted to fly 
home.  All went well until came time to roll back, only to find the ailerons 
were locked solid.  Once again, one of life’s disappointments.  In fact quite 
a puzzlement for a while, because I could only imagine it was some kind 
of control failure, which  caused even more confusion in the cockpit than 
usual.  In the end with nothing else coming to mind, climbed and booted it 
round with rudder, but even then was faced with much restricted stick 
movement.  After landing it was found that this self-professed very good 
pilot had not secured the seat cushion which had somehow slipped and 
jammed the stick.  The Nord had to go, I was on the track of a Russian 
war time piston fighter.  In December Lithuania had just become inde-
pendent from Russia and rumour had it that there were fighters to be 
found, so in January off 
I trotted to find my La-
vochkin or Yakovlev 3.  
That didn’t happen, but 
I did come away with 2 
Yak 52,s and eventually 
a number of others, in-
cluding a few excellent 
LAK sailplanes.  Unlike 
the intelligence informa-
tion that we had been 
fed, the Russian aircraft 
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main tank and boost pump on and it would spring to life.  To my disap-
pointment it didn’t, not for a very long time.  I was much chastened and 
not nearly such a fine and cool fellow as I had been a couple of minutes 
earlier.  I had a company promotion to a very interesting position, and 
since the girls were now in University,   left the farm and moved to the 
Shenandoah Valley in Virginia.  Quickly I found myself involved with a 
fellow who owned a collection of ex-military aircraft.  At the time he had a 
Stearman, T6 (Harvard) and P51 Mustang in his own Immaculate hangar 
with high gloss floor.  I flew his Stearman and T.6. and became involved 
with a group flying displays.  We had a little formation team of four Stear-
mans which was well received, but then the urge to own my own rather 
more capable display aircraft bit again.  Years before in Coventry during 
the Lockheed Trophy competition I had met a super man who for some 
reason became quite friendly with this young somewhat awestruck lad.  
He was Leon Biancotto, who at the time became world aerobatic cham-
pion flying a Nord 3202.  Unfortunately he is no longer with us after spin-

ning in.  He even 
sent me a beautiful 
French flying suit 
which I still have.  It 
seems to have 
shrunk somewhat 
otherwise I would still 
be wearing it.  Actu-
ally I could still wear 
it because the zip is 
very heroic, but there 
is a need to be lying 
down and it would 
involve quite some 
sucking in while a 

cooperative person forced the zip to close leaving me looking like a Victo-
rian lady in a corset, but I digress.  The Nord is perhaps the finest han-
dling light aircraft I have flown.  Later in England I did have a Chipmunk 
and would like to have flown them in comparison.  I bought this one from 
Florida, again absolutely immaculate in its French military markings.  It 
had a very short takeoff and landing capability with its 260 hp super-
charged Potez four cylinder engine.  Flying it home over the swamps of 
Georgia when there was a tremendous bang which shook the aircraft.  It 
caused more than a little consternation as can be imagined, because 
those swamps are full of creatures that would like to eat my pink and ten-
der body, or alternatively sink their fangs into it.  I thought that I had hit 
another aircraft or at least a big bird, but the aircraft continued to fly beau-
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come very comfortable with it and instinctive in our method of recovery in 
order to lose as little altitude as possible.  The problem with spinning is 
that it only takes the smallest mistake to make a recoverable spin in a be-
nign aeroplane .....non recoverable. The Hunter for example has a white 
dot on the panel to indicate the neutral aileron position. If you don't get it 
quite right, then the aeroplane very well might not recover. I believe that 
most unrecoverable Hunter spin accidents were probably due to this. If 
that white dot falls off the instrument panel, the aircraft is unservice-
able......At least it was in my day.  Same thing with the Yak, the dot must 
be there. If there is still a little power left on...........maybe it will take longer 
to recover....or never. If it is slightly miss rigged....it may not....If there is a 
just a little 'OUT spin aileron held, it probably will not recover. An aircraft 
may well have recovered on the flight before, but next time there may be a 
forgotten heavy passenger in the rear cockpit rather than being solo.  A 
very close friend of mine killed himself and another friend for this reason 
in a Harvard, silly really. He had been practicing accelerated stalls and 
spins with me quite happily in that same aircraft, but not with full tanks and 
a 100 pound heavier passenger in the back. He didn't allow for that and 
entered an accelerated stall, followed by two turns of a spin.  Unfortu-
nately he only had altitude for 1½ turns.  Recently I happened to be push-
ing a Tailwheel Piper which had been parked outside during rain.  Fortu-
nately I was pushing the tail and heard a peculiar sloshing sound which 
made me curious.  After opening an inspection panel, found several GAL-
LONS of water pooled in the tail area.  Those many pounds of weight car-
ried in the tail would have made for a very disappointing result following a 
spinning session.  There are a couple or so of basic flight truths that I like 
to remember. I am sure that all here are familiar, but it doesn't hurt for any 
of us to think about them occasionally.   
1. An aircraft needs to stall to spin - which it can do regardless of airspeed. 
2. An aircraft normally needs to yaw to spin. 
3. At zero 'g' an aircraft cannot stall regardless of airspeed. (or lack thereof) 

If for some reason an aircraft will not recover, and in deep doodoo, lost for 
something to do, and by this time thinking about mum or your pet labra-
dor, try feeding in 'in spin' aileron. It probably won't hurt and might help. In 
fact a Yak in a flat spin may not recover at all without in spin aileron, also 
it is worth remembering that. In a normal aircraft, ADDING POWER WILL 
NEVER HELP SPIN RECOVERY !!  The Royal Air force developed a re-
covery method which to my mind has not been improved upon .................. 
despite attempts by others.  I have seen some instructors encourage re-
leasing the stick/yoke and rudder completely to allow things to sort them-
selves out.  I am sure that this might work in SOME situations with SOME 
aircraft, but certainly not with the same consistency as the approved ge-
neric RAF method.  Undercarriage and flaps UP! (Undercarriage is difficult 
in the Auster or Chipmunk, but do your best).  Throttle closed.  Ailerons 
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neutral.  FULL opposite rudder and hold it.  Stick smoothly forward until 
the spin stops. Note. Don't 'slam' it forward, the aeroplane could well think 
that you are being rude and naughty, and revert into an inverted spin to 
teach you to be more polite.  And that can be quite confusing to both you 
and the aeroplane.  Think of the movement of the forward stick as stop-
ping the rotation if you like.  Just before the spin stops some aircraft in-
crease the rate of rotation considerably, which can be rather disconcert-
ing. As soon as the rotation stops, neutralise the rudder immediately, oth-
erwise you might well find yourself in a spin in the opposite direction, 
which will be very disappointing. Particularly close to the ground.  As I 
say, I don't like fully developed spins for fun, and see no point in doing 
them ..........incipient spin recovery ..... now there is a thing that is very 
important to practice.  An additional thought comes to mind I suppose as 
something of a supplement to the meanderings concerning engine fail-
ures.  We have a growing number of very light aircraft being flown.  Re-
cently an experienced display pilot was killed while flying a very lightly 
loaded and low powered aircraft in gusty conditions.  After an engine fail-
ure the aircraft dived into the ground, which makes one wonder why.  
While not wishing to anticipate any official finding, it occurs to me that 
these aircraft have very little penetration, (inertia) if the engine stops the 
deceleration is extremely fast and unexpected, added to which the per-
formance envelope is frequently very narrow.  Unless the nose is lowered 
immediately and firmly a stall can easily result which can be very sudden 
taking a surprising amount of altitude to recover.  Any yaw at all at this 
time would be very unfortunate.  One final thought from my old instructor.  
With a crosswind from the direction of the downwind leg, it is very easy 
looking at the runway as it slides across when overshooting the base to 
final turn, to feed in a little rudder to keep the runway in the correct sight 
pattern.  That, for those of you still with me, is 
the reason for the classic stall spin accident on 
the base/final turn.  The slip/skid ball is your 
best friend.  Having said all of this, I must ac-
knowledge that others who I respect do not 
necessarily agree with my anti spin attitude.  
John Ford for example makes the very good 
point that students should at least have fully 
developed spins demonstrated to them and I 
have no argument with that.  My argument is 
that a fully developed spin is unnecessary 
apart from the demonstration and should be 
approached with caution.  Acknowledging 
freely the experience level of my fellow Squad-
ron members.  (By Ed: any comments would 
be welcome) 
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my own shiny beautiful wooden propeller and uninsured aircraft, than my 
first deck landing in one of Her Majesty’s Scimitars.  My difficulty was that 
there was no possibility of a missed approach if I messed things up.  It is 
said that the heavens smile on fools and drunks.  In this case I wasn’t 
drunk but all went well. I did a light restoration in the barn, put the wings 
back on and towed it to the top of the hill.  I wasn’t totally confident about 
the takeoff since once the throttle was opened there would be no chance 
of rejecting the takeoff.  Again all went well, and thereafter whenever the 
mood struck, flew back to my 500 foot runway …. Well, when we meas-
ured it properly it was rather less than 500 feet which gave a little food for 
thought.  Strange in a sense, because the Taylorcraft always had a repu-
tation for floating during landing, but of course they don’t float if they are 
slow enough.  It was bought by a very nice English fellow, and although 
apparently it has had a few adventures it is still on the U.K. register.  The 
next one to come along was a real aeroplane, a Navion Rangemaster.  It 
is a lovely aircraft for 
long cross country flying.  
Five seats in a very 
comfortable cabin with a 
range of something like 
1,400 miles. I bought it 
from a fellow down in 
Louisiana and it was 
absolutely immaculate, 
his pride and joy.  After 
spending the night with 
him, I left to fly nonstop 
about 1,200 miles home 
to Pennsylvania.  He 
warned me that after the 
appropriate time en-
route, to keep an eye on 
the tip tanks.  Once they started to vibrate it was a signal that they were 
nearly empty and to change to the main tank, since the engine would stop 
with no warning, and would take a long time to restart if the tanks ran dry.  
I remember it was quite dark by the time I was over the mountains of Vir-
ginia and I was keeping an eye on the tip tanks.  Sure enough the man 
was right and they did start to vibrate noticeably.  I was quite interested to 
know how many minutes it would take before the engine spluttered which 
I was confident would happen before it stopped …………….. I was wrong, 
the gentleman was quite correct there was no warning at all.  At 11,500 
feet the engine just stopped, no warning at all, rather rude I thought.  No 
problem though for a fine cool fellow like me, just a quick change to the 
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Thoughts of Aircraft Past 
By Brent Owen 
 

Some people, having flown a variety of sophisticated aircraft during a pro-
fessional career in aviation, seem to have lost or perhaps missed alto-
gether the wonder of it all.  It could be said that I am still infected by the 
bug, the fascination.  Whether the aeroplane is a simple piston powered 
light aircraft, a microlight,  or one of the heavier aircraft that in which I 
have spent much of my professional career wandering from type to type, I 
have enjoyed being able to get my hands on each one.  In recent years 
however, I have had additional pleasure fiddling around with them or re-
storing them.  The first aircraft that I was able to afford years ago was a 
Taylorcraft BC12 D.  It had 65 raging horses under the cowling, and in 

fact performed quite well in comparison with others of the era such as the 
Piper Cub.  At the time I had a farm in north central Pennsylvania, 200 
acres of rather hilly fields and woodland.  Not very good farmland by Eng-
lish standards, but it allowed the girls to grow up with a somewhat varied 
menagerie of horses, sheep, cattle and all manner of creatures that were 
adopted.  The point of mentioning this, was that behind the house I paced 
out and mowed what I estimated was something like 500 feet of sloping 
runway.  After practicing at the local grass airfield, with some trepidation I 
took the Taylorcraft home.  I can remember the standing corn (maize) at 
the end of my runway as I committed to the landing and closed the throt-
tle.  I have always believed that my pulse rate was far higher landing with 
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The 890 NAS Ski Boat 
By Michael Ryan 
 

A couple of weeks before we embarked in HMS Hermes for a cruise to 
America the usual crowd 
of suspects met at the 
Grenadier in London as 
was our habit at week-
ends.  One of our Sloane 
Rangers had married a 
boat-builder from Nor-
folk.  He made very at-
tractive ski-boats (this 
was in early  
1960’s).  Over the sec-
ond glass of Guinness 
conversation got round to 
our forthcoming cruise 
and Toby (the boat 
builder) speculated that it 
would be “a good idea” if 
he lent us a ski boat and 
all the kit to take to 
America.  There the 
Americans would be 
bowled over by this su-
perb example of British 
workmanship.  He would 
get valuable export or-
ders and the Royal Navy 
would have helped to 

improve export trade.  Needless to say this was considered to be an excel-
lent scheme with which, being of an entrepreneurial spirit, I heartily agreed 
- and promptly forgot all about it.  890 Sea Vixen Squadron was due to de-
part Yeovilton to land on as soon as the ship left Portsmouth to start our 
cruise to America.  I cannot recall whether I was actually on board Hermes 
as she left Portsmouth or was flying in from Yeovilton.  However the story 
goes that just before she left a car towing a smart ski-boat drew up along-
side the quarter-deck and the driver made lots of hand signals to the Petty 
Office in charge which indicated that the ski-boat was due to be 
loaded.  Where upon an eager team of sailors promptly had it parked on its 
trailer on the after end of the quarter-deck.  The ship put to sea and once 
clear of the land the Squadrons landed on.   We all changed into Red Sea 
Rig for dinner in the Wardroom.  After dinner as was the habit at sea many 
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took a turn round the quarterdeck before turning in.   As you can image 
several Commanders whose demeanours ranged from apoplectic to 
mildly curious wondered ”what is that thing doing there?”  Now it was quite 
interesting that during the whole of that commission the various antics of 
aircrew, mostly 890 Squadron, (Symbol Witch on a Broomstick), seemed 
to be tolerated by the authorities.  So as we cruised towards Gibraltar in-
terest in the 890 Ski-Boat grew in company with the blandishments we 
offered such as water-skiing in the warm waters of wherever we landed 

up.  We arrived in Gibraltar for an AMP and 
some of the WAGs had flown out to join us.  
Many of the wardroom enjoyed a water-ski 
session and peace reigned for a while.  
Whilst the ship lay alongside it was decided 
that to keep the aircrew amused with wet 
dinghy drill which would be carried out in the 
wider Mediterranean using the ship’s SAR 
Helicopter (usually operated during this com-

mission by a certain Mike Smith later of Heli-air fame and who became a 
long term Member of the FAA Squadron).  So we set out from Gib in the 
ship’s boats and were of course accompanied by 890’s Ski Boat, (driven 
by David Foster another FAA Squadron Member who sadly and unexpect-
edly passed on to his final ap-
pointment last year).  We each 
in turn leapt into the sea and 
boarded our dinghies. The 
helicopter hovered overhead 
and ‘rescued’ us by winching 
us up and then putting us back 
into the sea.  The last lift of the 
day was from the Ski-Boat and 
just happened to involve one 
of our glamorous ‘camp follow-
ers’, a model in a bikini.  When 
she was almost at the top of 
the lift the helicopter’s engine 
gave a cough and splutter,  the 
pilot immediately headed full 
speed back to the ship, hauling 
the lady aboard and depositing  
this unexpected and rather 
attractive ‘survivor’ onto the 
flightdeck.  Nothing was 
said.       
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Message from your Treasurer/Secretary 

 

By John Marriot 
 
 

Members contributions to Squadron Funds 
Another year has passed, and annual contributions were due on 1st Feb-
ruary.  Most members have paid their offerings by direct debit, for which 
sincere thanks.  However a few have not, and your treasurer would ap-
preciate a cheque (or e-transfer) s.a.p.  Our largest expense is the cost of 
printing the Buzz in your hand, so if you have not contributed, would you 
please NOW reach for your cheque book, and send a contribution ( min 
£25, please), to me – John Marriott, Sycamore Cottage, Mill Lane, 
Pavenham, Bedford. MK43 7NL  

 

The Squadron website – www.faasquadron.org.uk 
With the generous help of Sammy Ryan, the website is being brought up 
to date.  So that it can be done in one single exercise I would welcome all 
ideas for inclusion – email please – soonest.  One idea is that it be made 
like the FAAOA site, with part accessible to members only, by log-in, us-
ing a password.  This bit would protect confidential information, eg mem-
bers contact details and perhaps  members “blogs” 

 

Amendments to the List of Members 
Since the List was printed, inevitably some amendments have occurred. 
Known ones are shown below, they will also be added to the updated 
website: 

 

ASHMEAD – phone :-  01202 248224 

 

BRIGHT – address :- 436 Devon Drive, Birmingham, Alabama, AL 35209 

 

BROOM – partner :- Helena,  email :- mark@colefarm.co.uk 

 

CHARNAUD – phone:- 01488649026,  email :- adam.charnaud@sky.com 
 

GIBBS – postcode :- NG31 9TB 

 

MASON – phone:- 02076 973099 

 

PICKERING – mobile :- 07797 786979 

 

RYAN – email :- michael.ryan@lrgroup.co.uk 

 

MOOR – email :- Gregory.moor@icloud.com 

The Squadron shop 
Don’t forget that you can get discounts, when you buy from Pooleys and/
or Harry Mendelsohn, by following the procedure described on the web-
site.  You get a discount; the Squadron gets a cut too – but only online, 
using the password. 
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