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Wotcher, cock… Andy Wilkins new baby. See within

IMC training discounts
By Pat Malone
At its January meeting the Board took the decision to 
discount all instrument training in Club aircraft in order 
to encourage as many people as possible to 
undertake it, and we are offering a special five-hour 
instrument course for those who are not ready to 
tackle the full IMC Rating.
Aircraft hire rates will be reduced by ten percent for 
instrument training, whichever aircraft you’re using. 
The Club doesn’t make a big profit on aircraft hire, but 
the importance of teaching members to cope with IMC 
means we need to find every incentive we possibly 
can. Basic skills in instrument flying are a real 
lifesaver, and as I said in the last newsletter, if you 
haven’t yet stumbled into instrument meteorological 
conditions, you will.
The Club has also bought a block of 20 approaches 
and/or landings at Newquay, which cuts the cost for 
an SEP from £30 to £15. These are being made 
available to members at cost. For those who keep 
their own aircraft at Bodmin, as long as you have an 
AI and a turn-and-slip we can offer enough instruction 
to help you keep control in IMC, and to get you back 

on the ground using the Surveillance Radar Approach 
(SRA) into Newquay. The better your kit, the more we 
can do. Obviously, you’ll pay only for the instructor.
There are a number of reasons why we’re focussing 
on this issue now. It’s the right time of year to do it – 
there’s a lot of IMC about. And we currently have 
access to the Cessna 172 G-BBNZ (‘Beans’), leased 
in to cover for G-EGLA while the latter is off games. 
BBNZ has a particularly good kit, which increases the 
range of instrument approaches you can experience 
and practice. As well as two Nav/Comms with dual 
ILSs it has DME, and of course ADF. It also has a 
GPS Skymap as a back-up. Our two 152s (and G-
EGLA when she comes back) are perfectly adequate 
for IMC training, but the dual ILSs in Beans give you 
more approach options.
If you want the full 15-hour IMC course, two of those 
hours can be flown in a recognised simulator, and 
we’ve arranged to have the use of one at Perranporth. 
Cost is £40 an hour – a significant saving. 
The idea for the five-hour course came from Terry Earl 
and was unanimously supported by the Board. Those 
who wish to take it will learn how to keep control of an  



aircraft in IMC even if unusual attitudes are 
encountered or instrument failure leaves only a 
partial panel. You’ll be shown how to track to a 
destination, and how to get the aircraft onto the 
ground using the SRA at Newquay, this being the 
most likely approach you’d choose if you were 
caught out in this area for real.
Unlike the IMC Rating (also called the ‘Instrument 
Rating Restricted’, or IRR) there’s no exam, the five 
hours doesn’t give you a certificate, reduce the 
minima in which you’re allowed to fly or give you 
access to more controlled airspace, but if you later 
want to go on to get the IMC Rating, the five hours 
will count towards the full rating.
Cornwall is uniquely vulnerable to unpredictable 
weather, and the IMC Rating is your best weapon 
against it. In the sixty years since it was introduced 
there has been only one instance of an IMC holder in 
current practice being killed after inadvertent entry 
into IMC. For safety, for peace of mind, and to 
develop essential flying skills, the IMC Rating is a 
godsend, and we hope this initiative will encourage 
more members to take it up. This offer lasts for six 
months, after which it will be reviewed in the light of 
uptake.
*If you want to use the Newquay discount card just to 
fly there for a visit, feel free. Remember, they will 
probably add parking charges if you stay for a while.

A virtual workout
Using the Frasca 142 simulator is a no-brainer if 
you’re doing your IMC Rating as it saves you money 
as well as polishing your skills, but any pilot can 
benefit from a session or two of virtual flying in the 
Perranporth hangar.
While two hours in an approved simulator 
can be deducted from the 15 hours you 
need for the IMC Rating – and at £40 an 
hour for the sim, that represents a 
significant saving – it’s probably worth 
doing more time, because you may find the 
first hour is spent coming to terms with the 
peculiarities of the kit. It’s actually more 
difficult to fly the simulator than an 
aeroplane, for several reasons. It’s slow to 
respond in some ways – acceleration is 
tardy and it’s in no hurry to climb, which is 
not all bad as it gives you time to sort 
yourself out. But it’s slippery on the 
glideslope, and it can run away with you 
before you know it. If you’re not used to an 
HSI, that can be confusing until your brain 

untangles the information. And of course, you get 
no visual clues at all.
The nav/com set-up is the same as G-BBNZ with 
the exception of the transponder which is better in 
the sim. The sim can be configured as a twin so 
there are a number of unnecessary buttons and the 
odd unnecessary gauge, but you’ll soon tune those 
out. It’s also retractable, something I ignored during 
a one-hour sortie with Terry Earl in January.
The instructor sits behind at a computer panel 
where he or she can throw in exciting variables like 
wind strength and direction. I was using the 
stripped-down approach plate you can get if you’re 
flying a slow aircraft – a lot of data on the main 
plate is applicable only to big fast planes. The 
plates repay study prior to “flight”; it’s useful to know 
exactly where the information you need is printed. 
We shot a couple of approaches to runway 30 at 
Newquay, from starting up and taking off at 
Perranporth to intercepting the localiser and 
capturing the glideslope, approaching to minimums 

Terry is your (tor)mentor…

Pretty comprehensive kit



then going around to do it again, and while I wouldn’t 
frame the trace as an example to others, I think I made 
a decent fist of it. (Terry may beg to differ).
The sim makes some pleasing noises, and even with no 
graphics it’s easy to imagine you’re in a real aeroplane 
in real IMC. The “tyres” even give a little chirrup when 
you touch down, and the engine whine rises and falls 
with the power lever. I spent a lot of time chasing the 
pitch trim, even though I used to have electric trim on 
my Robin and was perfectly comfortable with it – you 
don’t get the feedback you quite expect from the yoke. 
Several times Terry told me to ignore the VSI and stick 
to the AI for pitch information. It also has aileron and 
rudder trim, which is overkill. 
It’s really hard work, partly because there is no time to 
rest and think things through – although usefully, you 
can freeze the panel to talk through what’s happening – 
and any more than an hour at the stick would probably 
be unproductive from a brain overload standpoint. But 
I’m looking forward to another session, and I will 
continue to use the sim regularly (this sortie was for IMC 
renewal purposes, although you can’t log the time for a 
renewal). There are lots of in-flight situations you can 
explore, and of course you never have to worry about 
the weather. We’re grateful to Ben Ellis at Perranporth 
for inviting CFC members to use his kit.

Stripped-down approach plate

Just do it!
I renewed my IMC Rating last week, and the last 
approach I did into Newquay was particularly 
thought-provoking. Terry Earl asked ATC for a “no 
compass, no gyro” approach and blanked out the 
Artificial Horizon and the DI. So I just flew partial-
panel while the controller did all the work – he would 
say “turn right now”, I would begin a turn; he’d say 
“stop your turn now” and I just has to act on the 
word “now”. Same went for the descent. For me, it 
was a test of my response to a suction failure, but 
what it really means is that with an absolute 
minimum of nav kit, you can get an instrument let-
down into Newquay.
No matter how few instruments you have in your 
plane, you can fly a (possibly life-saving) approach 
to Newquay in IMC. To put it another way, you can 
fly the approach you’re most likely to need if you 
inadvertently enter IMC, in the plane you are most 
likely to be flying. You can practice for the 
emergency you’re most likely to encounter, in the 
place where it’s most likely to happen. Could there 
be a more worthwhile use of your flying time?
Do it in your own plane and obviously you’ll pay only 
the instructor’s fee. Do it in a Club aircraft and you’ll 
qualify for the ten percent reduction on aircraft hire 
mentioned above. And of course, whatever you’re 
flying, you can practice using the Club’s 50 percent 
discount card for Newquay approaches. 

Newquay night-life

Two members have signed up for night flying, so we’ll 
be positioning an aircraft to Newquay in February; 
weather permitting, of course. If you’d like to get night 
experience or obtain or renew a Night Rating, have a 
word with Bruce Abbott (bruceabbott@hotmail.co.uk)  
and he’ll make the arrangements.

The Sky at Night
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U2s and 152s
By Jay Gates
A remarkable young pilot called Ellie Carter has joined 
the Club, and has checked out on the C152s with Rod 
Bellamy. At the age of 17 Ellie already has her PPL – 
she picked it up on her birthday in November – and 
has done a taildragger conversion on a Piper Cub. 
She has set her sights on a career in aviation.
Ellie has been passionately interested in flying since 
she was a toddler, something for which her father Neil 
cannot account as there is nothing in the family 
background that’s remotely linked to aviation. As a 
very small girl she tied her dollies to makeshift 
parachutes and flung them from an upstairs window. 
When she was eight years old she was asked to bring 
her favourite book to school for “show and tell”, and 
rather than take Harry Potter or Narnia she brought 
‘The History of the Lockheed U-2 Dragon Lady in US 
Air Force Service’. At the age of nine she wrote to 
RIAT at Fairford asking for information on U2 activity 
there, and as a result was invited to Fairford to watch 
the landing of a U-2 and to get a private tour of the 
aircraft and a meeting with the men who operate the 
type. Then she got to ride in the chase car that 
accompanies U2s landing at 120 mph. The pilots have 
stayed in touch with her ever since, and she gets 

regular bulletins from Beale Air Force Base in California. 
Ellie obtained her glider pilot license at the minimum 
allowed age, after going solo at the age of 14, and 
followed that with her first PPL solo three days after her 
16th birthday. At 17, with her PPL in her hand, she 
became the youngest pilot of a World War 2 Piper L-4 
Grasshopper when Richard Horner signed her off to fly 
his magnificent aircraft. She is studying for her Maths 
and Physics A-Levels, and has become so well known in 
the aviation world due to her superb flying achievements 
that she has been invited to appear on programmes 
such as BBC Spotlight and ‘The One Show’. She’s 
featured in many newspapers, including the Sunday 
Times. easyJet, which has a policy of raising its 
complement of female pilots to 20 percent of the total, 
have approached Ellie to with an offer to mentor her. 
Ellie’s connection with Bodmin dates from 2015 when 
Pete White took her flying in G-IVOR, and she has now 
accepted an offer from Pete to be a keynote speaker at 
Brooklands in March and present a talk encouraging 
more youngsters to follow her path. She will also deliver 
a similar talk at the Farnborough Air Show in July. 

Ellie aged 9, with U2 pilot at Fairford

Ellie with BBNZ at Bodmin

Room for growth…



By Andy Wilkins
It is my pleasure to introduce to all our members 
the latest addition to the Club fleet, an American 
Champion Super Decathlon, which is a fully 
aerobatic aircraft rated to +6G -5G. Besides 
aerobatics the aircraft will be used for tailwheel 
training, and because the aircraft is fitted with a 
VP propeller, differences training to cover that 
aspect.
The aircraft is in the hangar if you are interested 
in having a look. It will be in full service from 
about the end of March – it needs to have its 
engine and prop overhauled before it can be put 
on as a Public Transport Category aircraft. It will 
also be resprayed and fitted with a fantastic new 
interior.
Previously the property of the Top Gear presenter 
James May (hence the raffish registration) it is 
now owned by me, and myself, Nick Chittenden 
and Bruce Abbott will be available to provide 
courses on the aircraft. 
Full information will follow in a later newsletter. 

Tailwheel aerobat is here

It’s a cat’s life
We have a superstar in our midst – Egla the aerodrome cat, 
who featured on BBC Radio Cornwall’s breakfast show in 
January and is now famous throughout the county. Radio 
interest was prompted by a “news item” the previous week 
about Hector, the cat who lives at Camborne railway station 
and is completely unfazed by passing trains. That’s nothing, 
said our own Corinne Dennis – we’ve got a cat who happily 
co-exists with aircraft and is completely unfazed by planes, 
propellers and engines. Corinne was called by breakfast show 
host James Churchfield to answer questions about the 
aerodrome cat. It was not a searching interrogation a la 
Humphreys or Paxman, but Corinne managed to mention 
Bodmin Airfield half a dozen times – way to go, Corinne!
Provenance of the name Egla seems a bit fluid, but Corinne 
explains it is Bodmin Airfield’s ICAO identification code, which 
must have gone over a few heads. The cat, she said, is fed in 

the Tower and sleeps the day away in a chair 
next to the air traffic controller, then when we lock 
up at night she goes out to do whatever it is cats 
do in the dark. The cat first came to the airfield 
five or six years ago, and took over the 
maintenance hangar when John Blick started 
feeding it. Rod Bellamy says it was guarded but 
not unapproachable, and she quickly proved her 
value by ridding the hangars of vermin. Rod 
thinks that as well as being fed in the Tower and 
maintenance hangar, she is a regular visitor to a 
house on the other side of the Trago warehouse, 
where she may scrounge a third meal and a bed 
on a wet night.

Good face for radio, fleabag

Egla helps Lionel maintain TWRL



The competitive advantage…
By Pat Malone
I wish to make it perfectly clear that the EGLA quiz 
on January 14th was completely above board and 
unimpeachable and was conducted in the spirit of 
friendly rivalry, without anybody indulging their over-
competitive instincts, especially me. At the end we 
all congratulated the winners in a gentlemanly 
fashion. Well done, chaps, we said – the best team 
won. Allegations of cheating, underhand phone use 
and collusion were not made, substantially fewer 
than 70 percent of the answers were disputed, no 
curses were muttered and quiz-master Pete 
Chapman’s adjudications were accepted instantly 
and without demur.
Richard Bracey and I agreed with good grace that 
while we should clearly have won, others had 
gamed the system even better than we had, and we 
had to settle for joint third. And anyway, you’d have 
to be a geek or a spotter to get some of those 
picture clues… I mean, how are you supposed to 
know a Carvair from a Bristol Freighter for heaven’s 
sake, or the engine of a Ju-52 from the engine of a 

Nobody loves a know-all…

Ford Trimotor? The intake of a Buccaneer? A mini-
jet off a glider? Get real. And anyway, Bracey and I 
were seated in a particularly poorly-lit area, so 
some of the smaller pictures were difficult to pick 
out, while some of the competition was sitting right 
under a spotlight. But do we complain? No!
Actually we did quite well in the sort of questions 
that might come up in an exam – which was a 
surprise to us because we thought we’d forgotten 
most of that stuff. But it’s lurking in there, buried in 
the remote recesses of the brain. Establishment of 
service ceilings, ground effect, how to get the 
smallest radius of turn, Tacan, types of icing, 
crosswind components, weather codes, radio 
procedures, compression ratios and dozens more 
aviation knowledge questions – we did okay.
Others, however, had clearly wasted their 
childhoods and could identify aircraft from the 
flimsiest evidence. But then, how could be compete 
with the likes of Pete White, who used to run 
aircraft identification classes? There was some 

Heads down – Dave Silsbury and Chris Dennis



pretty random stick-a-pin-in-it stuff in the final third of 
the competition. What’s the thrust of a RR Trent 
XWB? (97,000 lbf.) How many aerial sorties were 
flown by the Allies during the first three days of the 
D-Day landings? (31,000.) What is the record for the 
most people flown on a 747 (1,088.) Normally in the 
exam game you’re not supposed to choose the 
middle answer of three, so we avoided it, and it cost 
us dear – Pete Chapman was wise to that one. 
When in serious doubt, we adopted a technique that 

once actually got an unqualified BAC employee 
through a multiple-choice Concorde qualification 
paper successfully – he simply chose the longest 
answer. And that didn’t work for us either.
At the end we had clear winners in (grits teeth) Jay 
Gates and Martin Pengelly, who won a bottle of wine 
each, and a propeller-and-piston-ring-trophy made 
by the quizmaster’s own hand. I mean, what chance 
had we got? Gates used to be an ICAO Standards 

Inspector at major international airports and he even 
knows how wide the yellow lines are supposed to 
be. Pengelly could probably identify any aircraft on 
the planet if you handed him the trim tab. They got 
95 points, four more than Pete White and Dan 
Gordon, and well ahead of the two teams in joint 
third place, Roger and Carol Bunbury, and (modesty 
forbids) me and Richard Bracey, both with 77 points. 

Honourable mentions to Chris Dennis and Dave 
Silsbury, Dave James and Martin Woods, and Jamie 
Wharram and Emma Herbert.
In truth it was an engaging and congenial 
AEROCLUB evening, and Pete Chapman was 
thanked profusely by Pete White for the work he’d 
put into the quiz – there were 128 questions. As 
ever, thanks are also due to Keith and Dottie for the 
excellent dinners. We hope that Pete Chapman will 
repeat the exercise in future.

You looking at my answers son?

The next Aeroclub talk is going to be unmissable. On 
Wednesday February 12th, Martin Pengelly will be 
presenting his visual feast of the history and 
development of the Harvard. There is very little that 
Martin does not know about one of the greatest 
training aircraft the world has seen. 
As always, Diner 31 is providing an evening meal 
from 1800 on the night – chicken casserole this time, 
with dessert. Please book with the Duty Manager if 
you want to eat. It is going to be yet another great 
educational evening, and the clubhouse is likely to be 
quite busy. Martin is looking forward to welcoming 
you on the evening – see you there.

No conferring – Gates, Wharram, unidentified

Second - Dan Gordon and Pete White

Creditable – Roger and Carol Bunbury

Gary Numan refuels his Harvard at Bodmin



When the pressure’s on…
By Airfield Manager Jay Gates
What is it about weather and the British? We are 
consumed by it, and within aviation we are 
obsessed by it! In respect to weather, 2019 was 
both diverse and interesting, and it would seem 
that 2020 is heading in the same direction. No 
sooner had we begun our journey through the 
second decade of the 21st century than we were hit 
by the second named storm of the season, with 
‘Brendan’ paying us a visit which kept everybody 
on the ground for a couple of days. We then swung 
the pendulum and went from being affected by a 
deep low to being affected by a monstrously large 
high pressure system, which topped out at Bodmin 
at 1049.7 hPa, a level that almost hit the stops on 
most GA altimeter sub-scales. 
As mentioned in previous newsletters, we are 
fortunate that we have on-site an official World 
Meteorological Organisation weather station, from 
which we can extract real-time and historic data. 
That station, officially known as Cardinham WMO 
(3823), is where we got that maximum reading. 
Our neighbouring weather station of Plymouth 

WMO (3827) recorded a maximum of 1050.1 hPa, 
and the highest pressure reading in our region was 
recorded by Dunkeswell WMO (3840) at 1050.4 
hPa. However, the UK record high pressure 

reading remained unchallenged – 1052.3 hPa was 
recorded in Aberdeenshire way back in 1902. One of 
the side-effects of such a high pressure system was 
four days worth of fog and lingering low cloud, which 
again kept people on the ground. It just goes to show 
that it is not only low pressure that affects the airfield 
in a negative way to prevent flying taking place. High 
pressure can occasionally be an issue, too.
The use of the hectopascal (hPa) has overtaken the 
use of the millibar (mb) when giving out QFE and 
QNH on the radio. At least one of our members 
frowns when the millibar is used, rather than the 
hectopascal. The question is, why the change when 
the millibar appeared perfectly fine? The reason is 
that by international scientific convention and 
agreement, most scientific units are named after 
famous scientists in their field – we are all acquainted 
with Volts, Amperes, Ohms, Watts, Joules, Hertz, 
Curies, Celsius and Fahrenheit. With the adoption of 
the Pascal as the SI unit of pressure, meteorologists 
chose the hectopascal as the international unit for 
measuring atmospheric pressure (1 hPa = 100 
Pascals = 1 mb). While the millibar is still used in TV 
weather reports for the public, the term hectopascal 
is increasingly being used, especially on the 
Continent, and in France in particular… after all, 
Pascal was a Frenchman! The exceptions to the 
naming protocol are the basic units of length, mass 
and time, i.e. metre, gramme and second. 
The wet weather has calmed down slightly, and as 
per January 28th Cardinham recorded only 70% of 
the monthly average. That said, while the airfield is 
holding up well, it is still soft in places, and pilots are 
urged to taxi with caution, avoiding tight turns and the 
use of the brakes where possible. Runway 13/31, as 
the most frequently utilised runway, is showing signs 
of heavy use on the centreline, and it would help if 
you could favour the sides of the runway on take-off 
and landing – left or right, depending on the advice of 
the Duty Manager on the day. Runway 03/21 is 
holding up relatively well, although the 21 threshold 
is soft in places, and the Runway 31 starter 
extension is still to be avoided, due to it being very 
soft with some sub-surface waterlogging. 
Up to January 28th we had again lost 15 days of 
flying due to the poor weather, just as we did in 
December. We have recorded 296 movements thus 
far in January, which is not shabby when the lost 
days are factored in. This compares to 513 
movements in 2019 when good weather 
accompanied us through January, and a woeful 55 

This altimeter subscale runs out at 1050



movements in 2018 when poor weather was all 
encompassing. The fuel figures follow that pattern 
with just under 2,200 litres of fuel being dispensed, 
which actually compares well to January 2019 
where 2,550 litres was dispensed, and January 
2018 with only 420 litres dispensed. January 19th 
actually provided the busiest day of the month, with 
52 movements. This was the busiest day since 27th 
October, when we had 63 movements, and that 
was the busiest day since September 21st with 53 
movements. For those who can remember, 
September 21st was the last day before the rains 
started, and it continued to rain for what seemed to 
be the rest of the year.
The weather has certainly affected the flora and 
fauna around the airfield. The sounds of skylarks 
singing over the airfield has been heard this month, 
which is quite early for the pre-
breeding songbirds to be singing. 
Our resident robin has also been in 
fine voice, and the plants seem to 
have forgotten that Spring is still 
some way off. The primroses were 
already flowering next to the post 
box in December, a sure sign that we 
have definitely had a wet and mild 
winter thus far – or another pointer to 
global climate change?
The few magnificent flying days that 
we got from the high pressure 
system brought visitors from afar, 
and we welcomed aircraft from 
Cambridge, Wiltshire and 
Nottinghamshire. Our Cambridge 
visitor was a Robinson R44 
helicopter, G-ETKT, unusually float 
equipped, from Peterborough Conington, and the 
Wiltshire visitor was a magnificent German 
registered Piper PA-18 Super Cub from Membury, 

D-ESMV, resplendent in her 1954 US military 
provenance training colours. The other arrival came 
from an airfield we have not recorded before, namely 
Caughton in Nottinghamshire. The aircraft was a 
Pegasus Quik flex-wing microlight, G-CDCI, owned 

by Richard Allarton. Richard is a new member of the 
club and was repositioning G-CDCI to her new home 
in Bodmin, as he is moving to Cornwall on a 
permanent basis. His aircraft is now in the main 
hangar.
Roger Davis is continuing with his renewal of the 
clubhouse cladding and is currently completing the 
curtain wall around the base of the new kitchen 
cladding, before moving on to the opposite side wall, 
on the tower side. He has fitted a new outside light to 
the clubhouse to illuminate the outside patio. 
Chairman Pat Malone completed the rubdown and 
repaint of the clubhouse front roof apex and Nick 
Sharrett’s beautiful stainless steel CFC logo has 
been rehung above the front door. We also have to 
thank Richard Bracey for his generous donation of 
two commercial bags of cut pine timber, courtesy of 
renovations being carried out at his home, which will 
keep the club fires burning for the rest of the winter. 
Out on the airfield, storm ‘Brendan’ shredded the 
southerly windsock, which has been replaced with a R44 G-ETKT, in from Cambridge

German-registered Cub from Membury

Clubhouse is looking fantastic



bright, new eight-foot one. Thanks to Jamie 
Wharram and Howard Fawkes for doing the job, and 
especially to Howard for repairing the corrosion 
found at the base of the windsock pole when it was 
lowered to replace the windsock. 

On the social side, we had the ‘Aviation Quiz’ 
presented by Peter Chapman. The competition was 
entered by seven teams and it turned out to be a 
headscratcher designed to trawl to the bottom of the 
memory banks. It was won by the only non-pilot 
team in the mix, Martin Pengelly and (modest cough) 
Jay Gates, who were awarded the 2020 Aviation 
Quiz trophy.  Special mention must go to Roger 
Bunbury who, aided by his wife, took third place. 
An interesting visitor to the club this month was Lloyd 
P Robinson. Lloyd is well known in aviation research 
circles as he is the Registrar of Airframes for Aviation 
Heritage UK (AHUK). Originally known as the British 
Aviation Preservation Council (BAPC), the 
organisation was started many years ago and is 
tasked with listing and recording all the anonymous 
airframes that are to be found in museums, as gate 
guards, memorials or for educational purposes. 
Lloyd’s role is to maintain this incredibly important 
aviation list. As of late 2019 there were an 
astonishing 538 anonymous aircraft and gliders on 
the list. Our connection with the Eastbourne 
Monoplane project through Pete White, Howard 
Fawkes, Richard Saw and others is the link we have 
with Lloyd and AHUK. 
Regular visitors to both the CAS hangar and the 
Tower will know that the airfield cat is a regular in 
both places and enjoys nothing better than spending 
her day sleeping and eating, especially in the tower. 
She is now well-known throughout Cornwall as 
Corinne Dennis was interviewed by Radio Cornwall 
on January 20th, and the interview centred on our 
feline member – see the story elsewhere in this 

newsletter. Egla is a great mouser, and the hangar 
no longer has a vermin problem – the airfield 
population of rabbits is slowly dwindling!
Two important pieces of operational information to 
bear in mind. Firstly, Perranporth Airfield will be 
closed for the day on Saturday 8th February due to 
a motoring event being held on the airfield. It will be 
NOTAM’d as usual. Secondly, it is nice to report that 
after an enforced absence of almost five years, that 
626 Volunteer Gliding Squadron (VGS) of the Air 
Cadets is once more up and running at Predannack 
Airfield. They performed their first flight since 2014 
in mid January and currently have two gliders. 
Activity will slowly increase as the squadron ramps 
up for the return of training for Air Cadets in the 
south west. So if any of our members are planning 
a flight down towards the Lands End area or across 
to the Scillies, please be advised that gliders may 
now be operating around the Lizard peninsula, 
especially on weekends, public holidays and school 
holidays. It is great to see 626 VGS back in the 
skies after all this time. 

Finally, a reminder to a small number of members 
that the tea and coffee in the back kitchen is not 
free. The kitchen tea and coffee supply is provided 
for use whenever the Diner is closed. However, 
whether the Diner is open or closed, anyone who 
wishes to make themselves a cup of tea or coffee, 
using the supply on offer, is reminded to pay £1 per 
cup. Unfortunately, recently a few members have 
been making themselves tea and coffee without 
paying for it. The club purchases these supplies 
and relies on the small income from the provision of 
this service to cover the cost. By not paying you are 
taking from the club. There is a sign on the kitchen 
wall reminding members to pay for anything used. 
Please remember to do so.

New flexwing

Lloyd Robinson, Registrar of Airframes



Uncertain of position
It’s a long way from Cornwall to the southern Indian 
Ocean, but Club member David James has a 
special interest in Malaysia Airlines Flight MH370, 
which disappeared six years ago next month. Here, 
he sorts some of the technological wheat from the 
conspiratorial chaff.
Despite an enormous multi-national investigation 
costing $250 million or so, the ultimate fate of Flight 
MH370 and its 239 passengers and crew constitutes 
a tragic, unsolved mystery. It is extraordinary that 
despite impressive technical analyses of radar, 
satellite, ocean currents and other data, and despite 
huge co-ordinated sea and land searches, the likely 
final location – even approximate, to say 100nm – is 
still beyond reach. To the general public, and 
especially the relatives of the missing, this is near 
incomprehensible. 
In a former life I had much 
involvement in the early 
satcom systems for airliners 
and for GA. This was at the 
time of the important transition 
from single-channel to multi-
channel capability, and 
naturally the pilots on airliners 
loved it, as did owners such as 
the pension plunderer and all-
round crook Robert Maxwell. 
He never paid for his bizjet, the 
fueI, the satcom installation, 
anything. He would be on the 
phone every minute of each 
flight while criss-crossing the 
Atlantic, and never paid 
Inmarsat for that either – and it 
was around £5 a minute back 
then. Satcom installations on 
bizjets were mostly then the 
province of Middle Eastern 
potentates, and I was appalled 
to witness such crass, 
conspicuous consumption as, 
for example, on-board solid 
gold bathroom sinks or a 
marble headboard on a king-
sized bed. I worked on refining 
a new ‘codec’ – a digital compression system for 
decoding analogue signals – to facilitate fax as well 
as voice, and a neat steerable antenna beneath a 
central radome sited between the wings of the T-tail 
on a Gulfstream GIV. That necessitated co-operating 
clandestinely with an Israeli company; a huge chunk 
of my employers’ business was with Arab countries. 

All this, together with earlier experience in 
developing subsystems for spacecraft, have led 
me to follow very closely the MH370 story from the 
outset, especially Inmarsat’s commendable 
technical efforts to help identify the actual flight 
path taken.
Some two dozen items of debris have been 
washed up on beaches in East Africa or 
Madagascar, including a flaperon positively 
identified as from the missing Boeing 777, with 
some other items ‘almost certainly’ so identified 
according to the Australian Transport Safety 
Bureau. Official searches have stopped, but the 
mystery remains.        
MH370 disappeared en route from Kuala Lumpur 
to Beijing. Two hours after take-off, military radar 
showed it had abruptly left its planned route, 
turned around and flown back towards Malaysia. It 

left radar screens and continued flying for another 
six hours, making hourly satellite contact – 
responding to an RF ‘burst’ leading to a 
‘handshake’ – seven times. The final handshake, 
made as the plane apparently ran out of fuel, most 
likely placed MH370 in the southern Indian Ocean 
near Australia. An eighth satellite-initated 



handshake attempt an hour later went unanswered, 
suggesting that the plane had crashed. 
What happened in that last hour remains unclear. 
Detailed time interval analyses, mostly done by 
Inmarsat, have broken new ground technically, and 

the considerable number of factors that must be 
corrected for have been made with characteristic 
thoroughness (Doppler shifts from both spacecraft 
and aircraft, spacecraft’s daily gyration, subtle 
temperature effects on the spacecraft’s down-
converter oscillator etc). Nevertheless, a few 
independent investigators have offered alternative 
interpretations. And of course a number of 
conspiracy theories have surfaced, including one in 
which the aircraft’s satcom system was hacked by 
a knowledgeable passenger sitting underneath the 
aircraft’s satcom antenna. 
A radically new approach from Cardiff University 
Maths Department may shed further light on the 
subject, and it uses acoustic-gravity wave analysis 
of data from the Comprehensive Nuclear Test Ban 
Treaty Organisation's hydrophone network. Using 
data from two such hydrophone stations, each 
equipped with three hydrophones, the approach 
seeks to identify the likely site for a violent impact 
with the sea around the suspected time the aircraft 
was ‘lost’. First assessments took account of the 
fact that hydro-acoustic waves move much faster 
through the denser water than they would through 
air – 1,500 m/s compared to 340 m/s. They can 
travel thousands of kilometres through the water 
before dissipating. Revised analyses have now 

been done, to take account of a crucial new factor, 
the elasticity of the sea floor. This means that as the 
waves start travelling through the sea floor, their 
propagation speed increases to over 3,500 m/s. 
Previous analyses considered the sea floor to be 
rigid, so not allowing through propagation. The 

results suggest greater confidence 
in one of the two areas hitherto 
considered most likely. This 
approach may be extended since 
more data is potentially available 
from the other six hydrophone 
stations in the Treaty 
Organisation’s network. 
Published material on MH370 
includes a liberal dose of 
conspiracy theories, and all of the 
pseudo-news causes nothing but 
further distress to anyone closely 
affected by the tragedy. But one 
serious technical paper that 
cropped up recently caught my 
attention. It reports a collaborative 
study by university researchers in 
Miami and Berlin, and addresses 
much more closely the issue of 
the drifting of confirmed floating 
debris items beached on East 
Africa. It re-assesses these drifts 
to back-track the estimated Indian 

Ocean crash site by the use of well established 
satellite-derived data for drifting buoys, with all sorts 
of corrections made for a variety of second order 
effects that would have influenced the debris 
routes. This new paper appeared in Chaos: An 
Interdisciplinary Journal of Nonlinear Science. It is 
a probabilistic analysis that is based on Markov 
chains, a Bayesian estimation approach. This is 
heavy stuff; anyone wishing to fully understand the 
paper needs to know of Galerkin's approach, 
Ulam’s method, understand the surface ocean 
Lagrangian decorrelation time, be au fait with 
eigenvector methods, non-linear dynamic systems, 
and related mathematical techniques. Oh yes, and 
have plenty of experience with computer modelling.
The conclusion? After all this impressive and 
ingenious work, the authors determined that there is 
every probability that the crash site area shown in 
the graphic above is still approximately correct 
(~27°S 102°E).  But the 95% probability area is still 
enormous, equating to at least the area of the UK, 
say. Maybe the mystery will remain for a long time 
yet.
Not exactly LAA territory, but fascinating all the 
same. And maybe one day all this will help solve 
the mystery and bring some comfort to all those 
more directly impacted by such human loss.   



Dates for 
your diary
AEROCLUB: 

February 12  Martin Pengelly  
Pilot Maker… the Harvard story 

March 11  Capt Les Brodie
The last pilot to fly Concorde
April 8 Helen Doe
My dad was a Battle of Britain pilot!

October 14 Polly Vacher
Life after Flying… A Donkathon!
October 18 Bryan Pill
‘Keys don’t float’ – Everything you need to 
know about flying floatplanes

2020 FOG events at Bodmin: 
May 9 (Sat)   Action Stations - Help for Heroes  
May 29 – 31 (Fri-Sun) Devon Scout Aerocamp     
June 13th (Sat) Bader Braves 
July 3 - 5 (Fri-Sun) Cornwall Scout Aerocamp       

Fly-ins and other events: 
April 14/15 Wing Walking (plus other dates TBC)
May 9 Action Stations Fly-in (VE Day)
May 9/10 TMT Tiger Moth flights (other dates TBC)
May 16/17 TOPNAV (Book at www.rin.org.uk )
July 6 -10 School Activities week 
July 18/19 VAC Fly-in weekend. Vintage Aircraft  
Club are our special guests
August 2 Lundy Sunday Fly Out. (PPR essential 
07805 805679/01752 406660)
Sept 12 Cornwall Strut Fly-in. Open to all, with 
vintage and classic vehicles

GASCo Dunker Day
GASCo is running a Dunker Course at the RNLI 
College at Poole on March 11th and 12th, and all are 
invited. The ‘Ditching and Sea Survival Seminar’ is 
particularly pertinent to those who spend a significant 
amount of time flying over water, and concentrates on 
how best to ditch, how to get out of an aircraft that is 
sinking, and how to give yourself the best chance of 
surviving in the sea. The seminar runs for two days; the 
first covers a simulated rescue in the RNLI’s sea 
survival pool, the second takes you to Andark’s 
underwater escape trainer at Swanwick. Price is £275 
per person for Day One, £190 for Day Two. Book online 
at gasco.w4x4.com.

For details: Pete White     pete@aeronca.co.uk 01752 406660 07805 805679

http://www.rin.org.uk
mailto:pete@aeronca.co.uk
http://www.rin.org.uk
mailto:pete@aeronca.co.uk


AEROCLUB and Cornwall Strut at BODMIN AIRFIELD 
On Wednesday 12th February 2020 at 19.30. 
 

 
 

Pilot Maker - the Harvard Story 
 
There may have been more versions of this aircraft than of any other in aviation history 
(260) It is the World's most widely used trainer, educating over one million pilots, was 
used by 72 countries and for some remained in service until the mid 1990s. 
 
So prolific and diverse is this family of tough, growling all metal aeroplanes, that it is 
difficult to give it a name.  To the Swedes they were Sk14s, to the Japanese the K10W, the 
South Africans the Spammy, US Navy the SNJ and to the wartime Luftwaffe, the North.  
 
Martin Pengelly has had a lifelong interest in the Harvard family after seeing his first one 
at an airshow in the early 1970s. He helped to rebuild one to fly again in Dorset ten years 
later and this led to joining the Harvard Formation Team, Editor of the Harvard Owners 
Group Magazine and European Correspondent to the North American Trainer Association.  
He has researched the histories of over 80 airframes and is responsible for the repainting 
of 8 British registered Harvards.   
 
This presentation will be a pictorial look into the Harvard family from its origins in 1935, 
through the wartime years, onto to Korea and other warzones, the films and to the 
modern-day.   
Please contact the duty manager on 01208 821419 to book your place especially if you 
wish to dine at Diner31. (meals available from 18.00) 
 
Pete White, AEROCLUB, 01752 406660 or 07805 805679 or pete@aeronca.co.uk   
 
 



Wing Walking At Bodmin 
Airfield!          2020 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

This unique Wing Walking Experience 
is now available at Bodmin Airfield, 
Cornwall; Dunkeswell Airfield, Devon; 
and Breighton Airfield in Yorkshire.  

 Mike Dentith, the pilot, flies the Boeing 
Stearman used for this special event 
and he is an extremely experienced 
wing walking and display pilot. 

Both aircraft and pilot have featured 
on television on several occasions 
including when Phillip Schofield 
walked aloft for the Duke of 
Edinburgh Awards Challenge 
programme. 

Charity sponsored flights are welcome. 

For more details please contact; 

Wing Walk Displays 01404 890244 
info@wingwalkdisplays.co.uk 
www.wingwalkdisplays.co.uk 


