
The 

Bodmin Flyer JANUARY 2020

An unusual visitor – but if it 
flies, it’s welcome at Bodmin

A matter of life and death
By Pat Malone
There is no greater investment a PPL can make in his 
or her own safety than to get an IMC rating. The rating 
has saved hundreds of lives – in fact, since it was 
introduced in the early 1970s there has been only one 
known case of the holder of a current IMC rating being 
killed after inadvertently entering instrument 
meteorological conditions. 
One of the lives saved was mine, and since that 
day (December 5th 1986) I’ve been a fervent 
champion of the IMC – also known as the IRR, the 
Instrument Rating (Restricted). I was bullied into 
getting it by a wise old instructor, and thank 
heavens for him. It’s so important that at one time 
people campaigned to have it incorporated into the 
PPL syllabus, but for reasons of cost and 
practicality, it didn’t happen. And thank heavens for 

that, too. But I believe every PPL should get an 
IMCR because it is a matter of life and death. 
Weather forecasting has come a long way since 
1986, but especially in Cornwall the weather can 
quickly catch you out – and when it does, it’s too 
late to start learning to cope with it. How many of 
us have frightened ourselves badly when running 
into the clag? If you haven’t yet, you will.
The IMCR does two things: first, it gives you the 
skills to keep control of an aircraft in unexpected 
IMC, including recovering from unusual attitudes, 
partial panel and coping with other situations that 
may arise; and second, it shows you how to get back 
onto the ground using whatever aids are available in 
your aircraft, and at your destination or diversion 
airfield. If you keep it current, it provides enormous 
peace of mind on those marginal days when the 
elements close in and you start to sweat…



The Board has agreed to cut costs to the absolute 
minimum for IMC courses, and we’re working out now 
just how much we can find to trim. There isn’t much fat 
on our prices because we’re here to provide a service 
to members, not to make money, but we might be able 
to squeeze the lemon a bit harder. We can get access 
to an instrument simulator that costs £40 an hour, and 
it cuts two hours off the flying requirement for the 
IMCR. In addition, at the suggestion of Terry Earl we 
are offering five hours of instrument training covering 
the absolute basics you need to save your own life in 
IMC. This stripped-down course would help you to 
maintain control, and would demonstrate the use of a 
radar approach into Newquay. The five hours would 
count towards the 15-hour IRR course if you later 
decided to go the whole hog.
Most of the course can be done on a C152 with a 
basic-T panel; but part of the reason we’ve decided to 
push this now is because we’ve got access to G-
BNZZ, which has all the landing aids you’d ever need, 
including VOR, ADF and ILS. We have a duty of care 
to bully you into doing this. If you’ve not been caught 
out by weather yet, that pleasure awaits. Don’t leave 
your survival to luck.  

What is the IRR?
The IMC Rating, or Instrument Rating (Restricted), 
is granted after a course of 15 hours flying (min) 
and an estimated 20 hours of ground study. At least 
10 of the 15 hours must be flown with sole 
reference to instruments. You can do two of the 
flying hours in a sim (there’s one at Perranporth),  
and if you have an AOPA Radio Navigation 
Certificate you get a five-hour reduction in the flying. 
Ground study leads to a 25-question multiple choice 
exam with a pass mark of 72%. 
Once you have the rating you are allowed to act as 
PIC or co-pilot of an aircraft under IFR anywhere 
except in Class A airspace. The flight visibility below 
cloud requirement is reduced to 1500 metres. 
These inducements were agreed by the CAA in 
order to get people to sign up for a rating they could 
see was a lifesaver, given that the full IR was (and 
remains) beyond the reach of most PPLs. 
You can only attach the rating to a full PPL – the 
NPPL holder is not eligible. It has to be revalidated 
every 25 months by a comprehensive dual flight, 
which is very sensible when you realise that many 
more people with full US Instrument Ratings are 
killed by inadvertent entry into IMC than are IMC 
rating holders. The requalification requirements for 
the US IR are very slack.
The IMCR and the IRR are one and the same, and 
the different names are a bureaucratic device. 
Confusingly (and typically) the IMC Rating cannot 

He can cope… can you?

be added to an EASA licence unless it is called an 
Instrument Rating. So the CAA gives you an IMC 
Rating, which you then apply to the CAA to have 
added to your EASA licence as an Instrument Rating 
(Restricted). That means you can use it to fly UK-
registered aircraft, whether EASA or non-EASA, but 
whatever it’s called you can only use the rating in UK 
airspace.
If you once had an IMC rating and it’s more than five 
years since you renewed, you have to do as much 
dual instruction as you need to pass the flight exam. 
After more than ten years, you also have to do the 
theoretical knowledge exam again. 
EASA tried to kill off the IMCR because it’s illegal in 
Germany to fly in IMC outside controlled airspace, 
therefore it could not be adopted as a Europe-wide 
qualification. The CAA originally planned to go along 
with this, until Andrew Haines became Chief 
Executive and was persuaded of the safety value of 
the rating. It is to him that we owe its survival – he 
courted a lot of unpopularity in Europe to save it.
But it’s not an Instrument Rating – it’s just there to 
save your life when the chips are down. Which is a 
pretty good idea when you think about it.

Your Xmas present – 
the gift of life
Back in December 1986 (the date is engraved on my 
memory), as a pretty damned capable pilot with 90 
hours total time, I was on my way from Le Touquet to 
Biggin Hill in a C172 with a cargo of Christmas 
booze. In those pre-Tunnel days you could almost 
cover the cost of the flight if you bought wisely, and I 
had done well. I knew I was racing a front that was 
due to cross Biggin just after dark, and I was keen to 
get there first. 
I didn’t. The front was 80 miles ahead of where it was 
forecast to be – which, I found later, is considered to 
be within the bounds of forecasting accuracy. As I 
crossed the coast I was forced to begin a descent 



under lowering cloud, and it started to get darker. I 
passed Lydd, I passed Headcorn (isn’t hindsight 
wonderful). But at treetop height over Sevenoaks I 
knew I wasn’t going to get over the escarpment 
beyond which lay Biggin Hill. Belatedly I turned 
around, only to find that the weather had closed in 
behind me. I survived thanks to an instructor called 
Cyril Knight. After I’d got my PPL I wanted to go on to 
do a twin rating, but Cyril shook his head. “IMC”, he 
said quietly. I protested, but he was immovable. “IMC. 
Get in that 152.” Even after I’d completed the course I 
was not keen on real-life instrument flying. I found the 
procedural approach to Biggin difficult – in those days 
it was a VOR/DME approach with a teardrop turn onto 
finals – and didn’t relish doing it for real. I decided 
early on that when I got caught out, I would divert to 
RAF Manston for a Surveillance Radar Approach. 
Now, I had to get there. I poured on power and went 
up into the dark clag. The friend who was with me – 
Michael Robotham, later a famous writer of crime 
fiction – became concerned. “What’s happening?” he 
asked. I tried to tell him not to worry, but all that came 
out was a little squeak. 
Let me tell you, there’s a big difference between doing 
it in practice and doing it when failure is not an option. 
Every time I looked at the artificial horizon it seemed 
to be on one stop or the other. I climbed into late 
evening brightness at 4,500 feet, and I’ve rarely felt 
so relieved. I was in the London TMA but I didn’t care. 
I set course for Manston, and all I had to do was keep 
her upright and follow ATC instructions. I can still see 
the lights on that massive runway when we broke 
cloud. Mike kissed the ground and never flew with me 
again. Sensible fellow.
Had I not been forced to get the IMC rating I would 
probably have died that day, and taken an innocent 
party with me. I’d have missed these last 33 
Christmases, the kids, the grandkids, and all the fun 
in the world. So now I’d like to say to you what Cyril 
said to me: “IMC.” Get it done. It’s a small investment 
of time and money when you consider what’s at stake 
– because you’re worth it.

Lifesaving clocks in BNZZ – if 
you know how to use them

Fancy doing it 
in the dark?
Do you want to get, or renew, a Night Rating? If a 
number of members wish to do so, we’ll position an 
aircraft to Newquay and arrange to knock off 
everybody at one fell swoop. (If you’ll pardon the 
expression.)
If you’ve never done it, there’s no experience quite 
like flying in the dark, with the lights of towns and 
villages spread out below you like a sparkling carpet; 
it adds a whole new dimension to the VFR flight 
experience, but it’s a distinctly perishable skill and it 
has to be practiced. 
The full course (which some pilots take simply 
because they may one day get caught out after 
sunset) is only five hours of flying – at least three of 
dual instruction, a dual cross-country flight of at least 
50km, and five solo take-offs and full-stop landings. 
There’s no skills test, and it’s not stipulated that you 
have to do any ground study, although there are many 
useful texts on the topic. Preparation should involve 
types of runway lights and signals, including VASI or 
PAPI; ground to air and air to ground light signals, an 
awareness of differences in VFR navigation 
techniques, and the building of faith in the reliability of 
aircraft engines. 
You can add a Night Rating to a LAPL or an NPPL, 
but if you have a LAPL you must first do the basic 
instrument training embodied in the full PPL – you’d 
have to show two hours of IF training in your log book. 
There’s no revalidation requirement, although the 
prudent pilot wouldn’t dream of going flying at night 
after a summer-long layoff without first having a quick 
refresher with a competent grown-up. 
Interested? Drop Bruce Abbott an email 
(bruceabbott@hotmail.co.uk) and let him know.
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On the Camel trail…

If you can spend ten years building a unique aircraft, 
fly it for fifty seconds before coming to grief, then 
shrug your shoulders, turn around and go to work on 
an identical one; if you can trawl the world year after 
year in a compulsive hunt for authentic components 
and perfect matches; if you can drill 11,000 holes in a 
template, hand-craft 600 ferrules and get every one 
just right, shape 240 ribs or taper dozens of longerons 
from one and an eight inches to seven eights of an 
inch over eighteen feet; if you can do these things 
with the persistence of a warrior ant and the patience 
of a Hindu pole-squatter, then your name must be 
John Shaw, because I can’t imagine there are two 
people like you in the world.
John Shaw came to our AEROCLUB evening in 
December to describe for us his great labour of love, 
the building of a Camel so authentic that Tommy 
Sopwith himself couldn’t have picked it out of a line. 
Among his rapt audience were several men and 
women who have built their own aeroplanes, but they 

were left shaking their heads in awe at John’s skill, 
his determination to work only to the most exacting 
standards, and his obsessive quest for authenticity 
and perfection. He left us with the promise that 
Camel number two will be finished next year, and 
like Camel number one, it will be as near to perfect 
as human hands can make it.
John and his wife Shaunne are familiar to many 
members because they ran Cornish Gliding & 
Flying Club for 15 years – both are instructors – 
and have been part of Cornwall’s aviation scene for 
decades, although they spend every alternate 
month at their home near Amboise in France. John 
started his working life by doing a five-year 
apprenticeship as a carpenter before learning to 
dive and winding up managing the biggest diving 
project in the world at the time, the Thames Barrier, 
where he was in charge of 150 divers working in 
preposterous conditions. He learned to fly at 
Stapleford in 1973 and has undertaken many glider 

restorations. He spent eight years 
rebuilding a Tiger Moth, and he 
settled on building a Sopwith 
Camel largely because he wanted 
a challenging British project and 
Second World War types were 
beyond his purse. 
In fact he started to make four 
Camels, because others offered to 
help defray his costs, and you only 
have to make the jigs once. Two of 
his customers dropped out, so he 
ended up making two, and 
concentrating on one. “A lot of it 

Pre-talk dinner

John’s Sopwith Camel running up…



was tedious,” he admitted. “There were a lot of 
difficult, fiddly, repetitive jobs but I had a lot of new 
things to learn, and I had to get into the minds of the 
old guys who designed and built this a hundred 
years ago. It was a challenge, but as my wife will tell 
you, I like a challenge.”
He got some drawings from Replicraft but they 
contained errors, so he spent a long time tracking 
down original drawings, which came stamped ‘Top 
Secret’. Through French connections he found a 
man who was storing no fewer than nine Clerget 9B 
rotary engines, and although the one he chose 
hadn’t run for a century, it had been so soaked in 
castor oil that it was in good condition. 
John started work in 2008 by ordering enough wood 
for four aircraft wingspars, adding ten percent for 
cock-ups. It wasn’t nearly enough. “It would look 
perfect, then I’d pass it through the plane and get a 
resin pocket,” he said. It actually made enough 
spars for two and a half aircraft. He made many jigs, 
moulds for castings, templates for everything – he 
even built his own wire-bending machine and 
vacuum table. And all the work was done by hand. 
He crafted 240 ribs of eight different types, and lots 
and lots of metal fittings – not least those 600 
ferrules, after which his hands were complaining 
painfully. (In a departure from original practice, John 
ensured that all metal parts were plated). 
While the work went on, he and Shaunne were 
trawling the grapevine or investigating new leads to 
authentic parts online. They have a good working 
relationship with the Shuttleworth. They sourced 
some Model-T Ford tyres in the United States before 
finding a man in New Zealand who had had replica 
tyres made in China and was willing to sell some.
The Camel burned about 13.5 gallons per hour, 
which didn’t give it much endurance – but the real 
limiting factor was the five-gallon oil tank, which ran 
out before the fuel! The Camel was a difficult aircraft 
to fly, John said, and in fact more pilots were killed in 
training than in combat. The throttle system was two 
levers, one for fuel, the other for air, and getting the 
best out of the engine took skill; unskilled rookies 
were often picked off because they fell behind the 
formation through inability to get the power settings 
right. You could increase revs from 700 to 1200 by 
altering the mixture, but John said he’d been 

John Shaw: What, me, 
obsessive?

advised to use the blip switch as little as possible to 
prevent damage. And the Sutton Harness was 
developed for the Camel as the eponymous Flt Lt 
Sutton’s answer to the number of pilots who were 
being bounced out of the aircraft in flight.
Authenticity doesn’t come cheap – a genuine 1917 
Kelvin & Hughes compass cost £1,000 – but John 
managed to get hold of a pair of replica Vickers 
machine guns through our own Rod Bellamy, whose 
father Viv had had the guns made for a film. Despite 
the fact that the breeches were not connected to the 
barrels, British police told John the guns would have 
to be painted pink if they were to be flown into Britain, 
to identify them as replicas. Thank heavens for some 
French common-sense. In answer to a question on 
whether he could have built the Camel in England, 
John said that when he was building his previous 
aircraft, a Tiger Moth, in Cornwall, he wanted a full C 
of A, which meant dealing with the CAA. His CAA 
inspectors insisted on visiting him as often as they 
liked and charged him £120 an hour, including 
travelling time from Bristol – that’s £400 just to get to 
him. Moreover, there was no continuity or 
standardisation in what they wanted; the first two 
passed and signed off his paperwork, the third 
rejected it so the whole lot had to be done again. 
“He’d been an engineer on 747s and knew absolutely 
nothing about fabric aircraft,” says John. “In France, 
the DGAC appraises your ability and looks at your 
work, then they visit you twice more – once before 

Eat lead, Red Baron!



the fabric goes on, and again after you’ve flown the 
aircraft. And the cost of the entire registration and 
inspection and approval regime is €1000.”
After ten years of work John finally got to start up 
the engine in the aircraft and was surprised at how 
steady and vibration-free it was. Having spoken to a 
lot of known experts on First World War rotary 
engines – the number one man told him to get it 

running well on the ground, and 
not touch a thing until he was at 
3000 feet – and countless 
engine runs to ensure that he 
had the skills to handle the 
Clerget, John took off from a 
strip near his home in France. 
He got to 120 feet, and the 
engine quit cold.
He managed to maintain enough 
speed to avoid the stall-spin 
accident that claimed so many 
lives, but the prop dug in when 
he landed and the aircraft 
overturned. Total flight time – fifty 
seconds. Later, he found out 

why he’d lost his engine. The air intakes, 
three-and-a-half inch holes on the sides of 
the fuselage, set up a venturi effect as the 
aircraft accelerated which restricted the air 
and richened the mixture until the engine quit 
– you could see the smoke getting darker on 
the video. This ‘accelerated rich cut’ was a 
known issue which had been covered in a 
magazine article in 1955, which John didn’t 
discover until later. Not one of the experts 
had mentioned it – but John could have 
avoided the accident with small movements 

of the air and fuel levers, had he known. In the event, 
the famous Pima Air & Space Museum in Tucson, 
Arizona, made him a generous offer for the aircraft as 
was, with the intention of restoring it to non-flying 
condition. So he let it go, and is now in the process of 
completing the second Camel, which he had been 
working on in parallel with the first. It should be 
airborne next summer – with the air intake through the 
engine valves.
After John had answered questions, we gave him an 
ovation. Pete White thanked him and his wife 
Shaunne, who worked the projector, for giving us such 
a fascinating insight into his way of working, and 
wished him luck with the second Camel. Perhaps one 
day we’ll see it flying, pink guns or not.
See www.johnsshawaviation.co.uk

Beautifully crafted 
metal components

OK, now make 
another hundred…More engine runs

Ready for take-off



Dennis’s last flight
Some of you will remember Dennis Chivers, the 
remarkable 95-year-old who came to us in 
September to fly once again in a Tiger Moth, the 
plane in which he had gone solo during the war. We 
managed to get Dennis airborne after three 
cancellations due to the weather, and his flight had 
to be cut short after half an hour as the rain moved 
in. But he loved the experience, and we had hoped 
he would come back in 2020 to repeat the flight.
It’s fortunate that we did get off the ground on that 
day, because Dennis died a few weeks later. Now 
his ashes will be scattered from the same Tiger 
Moth, flown by the same pilot, Annabelle Burroughs. 
As ever, we’re at the mercy of the winter weather to 
do the job – although now of course there’s no 
hurry.
The extraordinary story of Dennis’s last flight put 
Bodmin Airfield into the newspapers, with the 
Western Morning News and the Torquay Herald 
Examiner among those who carried the story, along 
with pictures by Derek Boyce.
Dennis Chivers had trained on the de Havilland 
DH82A in South Africa before being channelled via 
the Harvard into troop-carrying gliders like the 
Hotspur, Horsa and Hadrian, and was preparing to 
take part in the invasion of Japan when the atomic 
bomb put a sudden end to the Second World War. 
He’d enlisted in the RAF in November 1942 and was 
sent to No 4 Initial Training Wing at RAF Paignton 
for some square-bashing. He was posted to No 3 Air 
School RAF Wonderboom in South Africa in 
December 1943, and had his first flight, in a Tiger 
Moth, four days after arriving. In March 1944 Dennis 
moved on to the Harvard at Bloemfontein, and he 

achieved the station record for air-to-ground 
gunnery, scoring 43% hits on target. He also set the 
Union record for dive bombing, with four bombs 
within 21 yards of target. He got his Wings on the 
Harvard in August 1944 with 160 hours on type.
He was then posted to No 3 Glider Training School 
at Stoke Orchard, near Cheltenham, where he 
soloed in the troop-carrying GAL.48 Hotspur glider 
the day after his arrival. At RAF Keevil he converted 
onto heavy gliders, the Airspeed Horsa and the 
Waco Hadrian, and with the war in Europe winding 
down he was sent to India as a first step towards 
participating in the invasion of Japan.

This was expected to be a bloodbath that 
would leave every other WWII campaign in 
the shade; the Japanese themselves planned 
for “100 million glorious deaths”. The atomic 
bomb, however, ended the war in a week with 
a fraction of the casualties. The Japanese 
surrender found Dennis in what is now 
Pakistan; his son Neil says he was very 
pleased to hear of it, as he had expected to 
be involved in the first invasion wave.
After his return to civilian life, Dennis made a 
career as a buyer for Morris Motors, Cowley, 
where so many Tiger Moths had been made 
during the War. He raised a family and 
eventually retired to Bude, where latterly he 
lived in a care home. 
Pete White, who arranged the Tiger Moth 
flight, said: “We feel extraordinarily privileged 
to have been able to welcome Dennis to 
Bodmin, and to have facilitated a flight that 
obviously meant so much to him.” 

Dennis after his flight



Cautionary tales
By Safety Officer Richard Saw
Since standing up at the last AGM to congratulate 
everyone on the year’s safety record, we have had a 
couple of incidents which focus our minds on the 
issues of landing performance and circuit-joining.
I’m as guilty as anyone when it comes to the final 
landing of the day, as some of my first officers will 
testify. When the clock is ticking, the sky darkening and 
a slightly high, fast approach “will be OK” because a 
go-around will delay you by another five minutes, 

you’ve started to line up the holes in that pesky Swiss 
cheese. All of the above featured in the incident which 
befell G-EGLA at Bodmin – an incident which involved 
an extremely experienced instructor/examiner, 
showing that none of us is immune to such factors as 
light winds and wet runways. In these conditions the 
pilot in charge must decide on the best runway. The 
Tower and other traffic will accommodate you. 
The Airprox Board have released their report on 
Bodmin’s other incident, involving an arriving aircraft  
not fitting in well with circuit traffic, then carrying out a 
non-standard go-around. This report is available to all, 
and worth a read. Nick Chittenden wrote about circuit-
joining in the July 2019 club newsletter, and that too is 
worth looking at again. 
Chocks are useful for preventing aeroplanes moving. 
They are also great for tripping up taxying aeroplanes, 
especially tail-draggers which have limited forward 

visibility, and even more limited room to zig-zag on a 
busy apron. We all remember to place chocks after 
pushing out, so let’s be just as careful not to leave 
them lying out on the apron.
It’s been reported to me that a pilot who put his iPad 
on top of the coaming of G-BBNZ in flight found that it 
displaced the magnetic compass by 50 degrees. 
Puzzled, he had actually changed his DI to reflect the 
false heading before he woke up. Could have been 
embarrassing, especially as he was on an IMC 
training flight! Be warned. 
Finally, our Freelander fire truck is in need of 
expensive clutch repair, so can everyone keep an eye 
out for a cheap replacement before next season. A 
Japanese MoT failure pick-up would top my wish list. 
By the time you read this the days are lengthening 
with Spring on the horizon; fly safely.

Trip hazard…

Christmas past…
Diner 31’s Christmas raffle was drawn by Brenda Lambe 
at the Xmas lunch on Sunday December 15th, and the 
hamper was won by Carol Tucker. The draw raised £60 
for Medical Detection Dogs.

On behalf of everyone at Cornwall Flying Club and Diner 
31 may we wish everyone fantastic flying in 2020!

Brenda picks a winner

Dottie in the Christmas spirit



Every cunim has a silver lining
By Jay Gates
And no sooner had we all relaxed because 
the official hurricane season had come to an 
end, that the first (and seasonally late) 
officially-named North Atlantic storm paid us 
a visit in the first week of December. For 
2019-2020 the UK Met Office teamed up 
with the Irish and Dutch Meteorological 
Offices in the nomenclature of storms, and 
the Irish had the honour of naming the first 
storm ‘Atiyah’, which brought a maximum 
wind speed with a gust of 52 knots across 
the airfield, or a nippy 96 kph, if you prefer 
the dramatic numbers! As windy as that 
sounds, RNAS Culdrose officially recorded 
a gust of 63 knots on the same day, and 
Ben Ellis at Perranporth had an unofficial 
wind speed reported to him, taken from a 
hand-held anemometer, that was in excess 
of 70 knots. 
Our continuing wet weather issues did not 
disappoint in November, with the month ending at 
162% of the monthly rainfall average. When you 
look back, the early onset of this wet weather cycle 
started as far back as August. July ended with only 
53% of the monthly rainfall average, then August 
followed with 136%, September a whopping 172%, 

and October 111%. Up to December 28th the month 
was running at 122% of the average. So, all in all, 
the last six months rainfall average is sitting at 
126% of average. If you drop the ‘dry’ month of 
July from the statistic, the rainfall figure for the last 
five months rises to 141%. This will explain why the 
airfield has been soft in places, and why we have 

protected the runway 31 starter extension at times due 
to sub-surface waterlogging. We are not alone in this, 
with Perranporth, despite having hard runways, also 
having to protect their grass surfaces – so much so 
that Ben Ellis had a NOTAM issued at the start of 
December informing pilots that they have closed a 
taxiway exit until the end of January. Please bear this 
in mind if you’re heading for Perranporth and the Air-
Ground facility there is not available to warn you. The 
NOTAM issued by NATS is: 
(E0151/19 NOTAMN 
Q) EGTT/QMXLC/IV/M  /A /000/999/5020N00511W005 
A) EGTP B) 1912011100 C) 2001311500 
E) GRASS EXIT AT RWY INTERSECTION CLSD DUE 
WATERLOGGING)
The softness of the airfield surface, despite us being 
operational for most of this period, means that once 
more we have to advise and warn pilots to be 
circumspect when taxiing on the airfield. Last year, we 
ran the AOA advice for operating on rain-affected ‘soft’ 
airfields, and this advice needs to be repeated as we 
have had more than one instance of taxiway surface 
damage being caused unnecessarily. So please bear 
in mind the following when taxiing on the airfield for the 
rest of the winter:
• Use slow and wide-radius turns only.
• Avoid locking wheels.
• If flying a taildragger, avoid spinning on your 

tailwheel.
• Taxi slowly at all times.
We ended November with all of the reported figures of 
aircraft movements and fuel unchanged, as there was 
no further flying in the month beyond the 29th due to 
poor weather. For December, with our old friend the 
jetstream plonked unmoving above us, preventing the 

Please avoid tight turns 
while the ground is wet

Lots of these – note the sock



Azores High moving northwards to give us some 
dry flyable weather and stopping clear and dry 
Polar air sinking southwards to give us typical 
winter anti-cyclonic weather, we have had to 
operate under the seemingly continuous 
conveyor belt of Atlantic low pressure systems, 
and their associated fronts, crossing from west to 
east. One of the features that this continuous run 
of unstable weather patterns does bring is 
dramatic cloudscapes and plenty of rainbows of 
all shapes and sizes. There’s nothing more 
dramatic for a cloud spotter than the ‘Big Daddy’ 
of them all, the cumulonimbus cloud. The most 
dramatic version of the CB is when the cloud has 
risen so high that it hits the tropopause and can 
only spread outwards and not upwards. This is 
when they take on the very distinct anvil shape 

and officially are known as 
cumulonimbus incus. If they show 
wispy, hairlike edges they are known 
as cumulonimbus capillatus, and 
we’ve had quite a number of them 
around the airfield in December.
And while we’re having fun with 
clouds, check out the photograph 
below – taken by Howard Fawkes – 
of an apparent “eruption” of Rough 
Tor. Unlike the New Zealand 
equivalent, there were no casualties!
Naturally, the poor weather has 
resulted in December being another 
underperforming month. Up to 
December 28th we have lost 15 days 
with no flying at all, and a further four 

days where fewer than two flights took 
place. Thus were 19 days lost – a full 61% of our 
available flying time – with a commensurate drop in 
income from flying lessons, visiting aircraft and fuel 
sales. That said, while it follows October and 

November as being awful months, up to December 
28th we had recorded 246 movements. Not 
particularly impressive, but when compared with 
December 2017 with 197 movements and 
December 2018 with 223 movements, it is not as 
bad as it looks. The fuel figures for December also 
reflect the poor month with just over 1,800 litres of 
fuel dispensed, which again compares well to 
December 2017 when under 1,100 litres were 
dispensed, and December 2018, when just under 
1,600 litres were dispensed. When viewed in a 
positive light, December has been a good month. 
Every cloud has a silver lining, as they say!
Once more, the few flying days available had an 
impact on our visitors, and we only welcomed 
incoming traffic from Devon and Cornwall. One of 
these visitors was a Christmas affair with Cessna 
172 G-BOIX, not to be confused with John Watts’ 
Cessna 172 G-BXOI, arriving from Dunkeswell to 
have Christmas lunch with their family, who had 
come over to the airfield from Warleggan. The 
highlight of the month was receiving a request for a 

The daddy of them all…

Rough Tor eruption

A rare vistor…



balloon launch from the airfield, due to the wind 
conditions, as the balloon operator wished to make 
a controlled flight towards Devon and the north 
coast. So with two support vehicles, one with the 

trailer containing the Cameron Z-105 balloon and 
gondola, G-HHPM duly arrived and began the 
inflation process well away from other traffic and 
the operational runway. In what seemed to be no 
time at all G-HHPM was fully inflated, a small group 
of passengers climbed aboard with the pilot, and 
with a final weather update from the tower, they 
ascended slowly and made their stately way off in 
the direction of Rough Tor – a magnificent sight to 
behold.
Around the clubhouse, the new kitchen external 
wall having been completed by Roger Davis and 
Howard Fawkes, the new electrical and plumbing 
fittings were all connected. The completion of the 
outer cladding on that side of the clubhouse is in 

hand. Dot and Keith are very happy with 
the additional space they now have in 
the kitchen, and Roger has made them a 
very nice shelf that runs the length of the 
new wall to enable crockery and catering 
equipment to be stored. 
On the social side, we had the third of 
the Aeroclub Winter talks, and once 
more, a great treat was in store for all 
who came for the evening. The amount 
of time and detail that went into the 
building of a replica of a World War One 
Sopwith Camel fighter is mesmerising, 
including the manufacture of intricate 
parts which was astounding – see Pat 

Malone’s report of the evening in this newsletter. 
The first Aeroclub meet of 2020 will take the 
unusual form of an Aviation Quiz set by Pete 
Chapman, which is likely to be another good 

evening out. Teams of two players will be the order 
of the day, and a great opportunity to exercise the 
grey matter and bring out the competitive nature in 
all our members.
The last monthly Car Meet of 2019 took place just 
before Christmas, and despite more awful weather 
it was another highly enjoyable event with a good 
flow of people enjoying the clubhouse and Diner 31 
breakfasts. Bodmin Airfield’s car meet calendar is 
now quite a well known among enthusiasts and is 
gaining momentum as each month passes. This 

Up…
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year the clubhouse hosted its first private Car Club 
event when the ‘Hoods Car Club’ held their first 
Christmas Meet and Dinner in early December, with 
Keith and Dottie acting as the hosts. The Hoods CC 
are an American organisation that now has 
chapters all over the world. The newly-formed UK-
West chapter consists  of people who own and run 
custom pre-64 American vehicles and hotrods. 

Keith and Dottie are playing a central part in 
building the Hoods UK SW chapter and enlivening 
the Car Club calendar across the Southwest – all of 
which brings visitors to the airfield and builds Diner 
31 as a great social venue.
Training, despite the weather, goes on – and 
we’re particularly pleased to record the fact that 
Veronika Svejstilova, Ronnie to her friends, 
completed her first solo under the watchful eye of 
her instructor Andy Wilkins. Any first solo is a 
seminal event, but we’re especially gratified that 
Ronnie has reached that milestone as we don’t 
have enough females in membership, and there 
aren’t enough women in the aviation industry 
across the board.    
Andy Wilkins also had a bit of good news of his 
own in December with the purchase of a 
magnificent 1999-built American Champion 
8KCAB Decathlon aircraft, registered G-OCOK. 
This aircraft is fully aerobatic and stressed from 

+6g to -5g, and Andy will be offering it as an 
additional training aircraft to our members who 
want to do tailwheel training, aerobatic courses 
and short field (farm strip) performance training – 

more about this in the next newsletter. For those 
who wonder about the Decathlon’s registration, the 
original owner was James May, presenter of ‘Top 
Gear’ and ‘The Grand Tour’. James’s well known 
TV catchphrase whenever anything went wrong 
was ‘Oh, Cock!’
A timely reminder at the darkest time of the year to 
those members who have an aircraft hangared in 
the new hangar – we now have electricity installed 
in this hangar, so please do remember to switch off 
the lights whenever you leave. Please get into the 
habit of checking the lights as you are about to go 
out of the side door, especially if you are the only 
person in the hangar or the last of your party to 
leave.
And finally, here’s a very welcome fly-in visitor – a 
stonechat which has been busily flitting about the 
Tower in December, and giving the lie to recent 
claims that airfield activity is bad for wildlife. 
There’s more biodiversity at Bodmin Airfield than in 
most local gardens; long may it continue.

Hoods car club

Andy congratulates Ronnie on her First Solo

A rib-tickler from James May



Mike, Nick and Abhi in the Global 6000

Far beyond the Tamar…
Cornwall Flying Club casts its net across the globe… 
our picture shows a meeting of the Bangalore 
Chapter, with Nick Chittenden, whose day job involves 
flying a Bombardier Global 6000 for VistaJet, giving 
overseas member Abhi Vijayendra a tour of the flight 
deck of his aircraft in India.
Abhi, who learned to fly at Bodmin in 2018 while 
studying for a degree in architecture at Plymouth 
University, was able to board 9H-VJA on December 
1st because, having fewer than 19 seats, the aircraft is 
subject to different security measures from a typical 
airliner. Nick says: “No locked flight deck door policy is 
needed, and we are legally allowed to carry a person 
on the flight deck jumpseat as long as they are given 
a safety briefing beforehand. VistaJet kindly gave 
permission for Ahbi join us on a short flight from 
Bangalore Hal to Bangalore International Airport. The 
other crew member was F/O Mike Parsons. We were 
airborne for 18 minutes, and the photo was taken on 
the ground in Hal before the flight.”
Hal is the home of Hindustan Aeronautics Ltd, India’s 
most advanced aviation manufacturing company, 
which makes a number of military jets and helicopters 
under licence, and has developed an indigenous line 
in engines and aircraft.
This is the second time Nick and Abhi have met in 
Bangalore – they had dinner together when Nick 
previously flew through the city in September 2018. 
Nick’s peregrinations would make a remarkable story 
– having flown from Luton to Da Nang after 
Christmas he saw the New Year in in Singapore 
before flying to Tokyo, and was hoping to make it 
back to London in a singe hop from Narita, Russian 
ATC permitting. 

Doing business 
with LASAero?
Club member David James, who is often in the 
vicinity of Okehampton, would like members to 
know that he is always willing to pick up items 
from LASAero in Okehampton and carry them 
to Bodmin whenever he can. As many people 
will know to their cost, the carriage LASAero 
charge is quite high, even for the smallest 
items. David comes to Bodmin more often in 
summer than in winter, so he can’t guarantee 
to drop everything and answer the call. But if 
anyone wants non-urgent items picked up, 
please email him (david@greenover.net) 

Unique restoration plan
A unique Eastbourne Monoplane replica has arrived 
at Cornwall Aviation Heritage Centre at Newquay, 
and the aircraft will be completed in a Cornwall LAA 
Strut project managed by Pete White. The plane’s 
reconstructed fuselage was donated to the Vintage 
Aircraft Club by Brooklands Museum, having been 
built by enthusiasts Steve Green and Ken Gillett to 
celebrate the 100th anniversary of the type’s first 
flight in 1913. The plan is to use the reconstruction 
to give young people the chance to learn basic 
engineering skills and fabric work.
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AEROCLUB and Cornwall Strut  
at BODMIN AIRFIELD 

 
Blow away the festive cobwebs and join us for the 

EGLA QUIZ 
on Wednesday 15th January 2020 at 19.30 

 
Our quizmaster Peter Chapman has prepared a superb 
aeronautically-flavoured evening with a great mixture of 
puzzle pictures and questions… what fun! 
Teams of two, with a small charge of £3 per pair. 
 

 
 
Please contact the duty manager on 01208 821419, or Pete White on 
07805 805679, to book your place and register your team name.  

Dine at Diner 31 (meals from 1800) 
 

PRIZE FOR THE WINNERS! 
 
 


