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Dark clouds will be slow to clear
By Pat Malone
Lord, what next, locusts? After five months of 
virtually incessant rain and a string of back-to-back 
storms that kept the hangar doors firmly shut, we 
are closed down by the coronavirus and have been 
forced to watch the gorgeous spring flying weather 
through the windows of our own homes. It is a small 
price for us to pay when others are paying so much 
– but still, it’s galling.
On the advice of Darren Fern, in mid-March we 
imposed severe restrictions on personal movement 
around airfield, closed Diner 31 and obtained a 
store of isopropyl alcohol and other anti-viral agents 
for use in the clubhouse. On  March 23rd, following 
the Prime Minister’s announcement we took the 
decision to close the airfield completely. This action 
was subsequently endorsed by statements from 
AOPA and the LAA. Many of our members fall into 
the high-risk group and need to take the self-

isolation advice particularly seriously, but all of 
us have a role to play in stopping the spread of 
the virus and keeping down the death toll. 
Obviously we have no idea at this stage when it 
will all end. The Club’s finances are sufficiently 
robust to withstand a closure that is longer than 
is currently expected, especially as Airfield 
Manager Jay Gates and Finance Officer 
Corinne Dennis have taken all possible 
measures to reduce our overheads during the 
enforced shutdown. But estimates of when we’ll 
return to normality are guesswork, and usually 
optimistic guesswork at that. 
On the last day of March the Department for 
Transport issued a document assuring general 
aviation that they are looking out for our 
interests as far as possible and setting out what 
we can do, and what we can’t. Obviously we’re 
not exempt from the basic rule – you should 
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leave home only to shop for basic necessities, 
take exercise once a day, get treatment for any 
urgent medical condition, or travel for essential 
work that cannot be done from home. 
Interestingly, the DfT classifies essential 
maintenance work on aircraft as something for 
which engineers can leave home, which is good 
news as we’ve been getting concerned about the 
problems that arise when aircraft are not used for 
protracted periods. At least now we can do 
something about it. The DfT specifies that the 
concession applies to 
workshops carrying out 
essential maintenance, as 
long as advice on social 
distancing and cleaning is 
followed. So if you have 
concerns, talk to Rod 
Bellamy.
But the main DfT message 
is that recreational flying is 
out for the duration. 
Remarkably, though, the 
DfT seems to want to treat 
us like grown-ups. Of the lockdown, it says: 
“This is being observed in practice by the vast 
majority of the GA community, and we are grateful 
to them for doing so. The message we are 
receiving from the GA community is that they fully 
appreciate the need for these restrictions, and 
observing them is being widely encouraged 
throughout the community. Again, we are grateful 
for this. Because the direction to stay at home is 
being well observed, we do not perceive a need 
to introduce a specific ban on flying by VFR, as 
seen in some European countries. This will have 
the significant benefit of allowing flexibility, and 
allowing GA flights to resume as overarching 
restrictions on movement are lifted.”
Let us ensure that we continue to behave like 
grown-ups and don’t abuse their trust.
Obviously they’re as much in the dark as the rest 
of us when it comes to predicting how long this 
lockdown will last, but they’re planning for the 
future. Their guidance goes on to say: 
“The GA team in the Department for Transport is 
well aware of the structural threat this period of 
non-activity poses to recreational GA, including 
with regards to flight training (given that training 
flights are not currently possible due to directions 
on social distancing). We are therefore ramping 
up work to mitigate any long term negative 
consequences. Similarly, we are taking steps to 
ensure that when it is safe to do so, we will 
continue to fully support the GA sector. As an 
example of this, we are supporting various GA 

stakeholders including the Light Aircraft 
Association in their dialogue with the Civil 
Aviation Authority (CAA) regarding extending 
both pilot medical deadlines, and developing 
short-term exemptions for those who would have 
required a flight with an instructor. The CAA’s 
initial priority has been in developing these for 
professional pilots. They are now working on 
similar measures for private licence holders.
“In some GA flights, the risk of transmission is 
undeniably negligible, for example where

the flight is a solo flight, from 
a private airstrip, in which no 
ground travel is required to 
access the airstrip. 
Nevertheless, such flights 
should not take place, in 
light of the blanket nature of 
the direction above, and the 
risk of an accident resulting 
in the need for social 
distancing measures to be 
abandoned.”

Finally, they voice a modicum 
of concern for air traffic services – even though 
the skies have probably not been clearer of 
aircraft than at any time since 9-11. The DfT 
says: 
“Prior to the guidance to stay at home if possible, 
a large number of GA pilots were active (i.e. on 
Monday 23rd March). This placed a strain on 
NATS, who are trying to limit the non-essential 
activities performed, including services to GA, to 
ensure the resilience of the critical Air Traffic 
Management services and complying with 
current guidance by not having more people on 
site than necessary.
“While most GA activity occurs in uncontrolled 
airspace and therefore does not involve NATS, it 
is important to remember that when GA activity 
resumes, it is likely that some restrictions will still 
be in place, and pilots should therefore be 
mindful of the strain their activity places on other 
essential services. The Lower Airspace Radar 
Services which NATS provide are also offered on 
a when possible basis, so could be turned off if 
necessary. Similarly, access to Class D could
also be simply refused by the relevant air 
navigation service provider.”
That’s for the future. For the moment, please 
remember those of our members who have vital 
roles to play during this crisis, particularly the 
medical professionals in the front line of the fight 
to stop Covid-19. Our inconvenience is 
insignificant when set against their concerns. So 
“stay at home, protect the NHS, save lives”.



If only it was just the weather…
By Jay Gates
I would have thought that February was a month to 
forget due to poor weather, but that has paled into 
insignificance and March has turned out to be one to 
give it a run for its money, and then some! It started 
with the same poor weather run that ended February, 
but it finished far, far worse due to the scourge of 
Covid-19 pandemic. As a result of Government 
advice, which soon became regulation, this is how 
the month officially ended for us:
(E0047/20 NOTAMN  
Q) EGTT/QFALC/IV/NBO/A /
000/999/5030N00440W005  
A) EGLA B) 2003250900 C) 2004240800  
E) AIRFIELD CLOSED)
But first, back to the start of the month. February was 
a month of constant westerly winds, courtesy of a 
strong jetstream which badly affected airfield 
operations and resulted in weeks of cancelled flying. 
This continued into March, with the month starting 
with the last of the trio of storms to hit the UK in quick 
succession. Memories are short, and most people 
will have already forgotten Storm Jorge which blew 
out February and blew in March, and where winds 
continued to gust above Force 6 for the first 11 days 
of the month. On the 12th, the winds finally abated 
and some semblance of flying could finally get under 
way after a mammoth run of 34 days of dreadful 
stormy weather. See the table at the top of the page 
for wind observation notes for that period. 
With the Covid-19 pandemic taking everyone’s 
attention we have also forgotten that February was 
reported by the Met Office to be the wettest and the 
windiest February since records began in 1862. The 
rainfall figure for the UK as a whole was 237% above 
average, with England being 258% above average 

and Cornwall just over 200% above average. 
Bingley in West Yorkshire recorded the highest 
rainfall figures in the land with a whopping 412% 
above average.
From a statistical perspective, February ended with 
no more than the 132 movements reported in the 
last newsletter and with a total of only 840 litres of 
avgas dispensed. March started poorly due to the 
weather, but from the 12th onwards activity began 
to climb nicely and by the 23rd we had reached 206 
movements and just over 1,420 litres of fuel 
dispensed. The last eight clear weather days of the 
month was likely to have brought us close to the 
figures of March 2019. Unsurprisingly, as a result 
of the truncated month ending on the 23rd, the 
figures compare poorly to March 2019 where 358 
movements were recorded and 3,300 litres of fuel 
was dispensed. Yet in comparison to March 2018 
the 2020 figures do not look all that bad, as March 
2018 produced 203 movements and fuel sales of 
1,650 litres.

Things can only get better…



As we approached month end, the arrival of the first 
sustained Atlantic High anti-cyclone of the coming 
spring, and one forecast to last for the rest of the 
month, was the first positive indication that we had 
received for over six months that the airfield would 
finally dry out completely, the aircraft movements 
rate would double, fuel sales would go 
up and visitors would once more dare 
to cross the Tamar and enjoy the 
delights of Bodmin Airfield and Diner 
31. However, at 1900 on the evening of 
the 23rd March, the Prime Minister’s 
announcement live on TV changed all 
that. As a responsible operator we had 
no choice but to officially NOTAM the 
closure of the airfield as soon as we 
could, and to suspend our student 
training programme. The next day was 
spent closing down non-essential 
systems and equipment around the 
clubhouse and airfield and making 
plans for ‘arm’s-length’ management of 
the airfield before, finally, sending the 
closure NOTAM to NATS. It is valid for 
one month, and can be amended, 
extended or cancelled at any time if the 
government changes its advice, or relaxes the 
restrictions in force.
We are extremely fortunate as an organisation that 
we have Darren Fern as a board member, and a 
former Chairman, to advise and guide us to ensure 

that our staff and members remained safe. For 
those who know him, Darren is not just an eminent 
orthopaedic surgeon, but he was formerly Director 
of Trauma and Emergency Medicine at the Royal 
Cornwall Hospital in Truro. His advice and 
recommendations were crucial in ensuring that we 
followed the right path in determining that any 

identified risks to the airfield from Covid-19 were 
met and mitigated beforehand. 
The strict enforcement of the 2m ‘social distancing’ 
requirement meant that the flight training had to 
cease anyway. The Prime Minister’s announcement 
made all that preparation academic, and despite 

having drawn up health and safety procedures, 
purchased isopropyl alcohol sprays and wipes, and 
other disinfecting wipes and products for the 
clubhouse and aircraft, the decision taken by the 
Board for immediate closure of the airfield was the 
only one to make. We hope that the pandemic will 

treat us lightly and will pass in due 
course, allowing flying to resume. Until 
then, Duty Managers are coming onto the 
airfield on a regular basis to check it over 
from top to bottom, and carry out some of 
the routine infrastructure maintenance.   
Before the boom was lowered we had the 
most fantastic Aeroclub meeting on 
March 11th with Captain Les Brodie, the 
last man to fly Concorde, giving a superb 
talk to a full house about a career that 
culminated in his becoming BA Concorde 
Training Manager. (See full report below.)
Visitors to the airfield were, as expected, 
few and far between, other than our 
friends from local airfields, but included a 
lovely RV-4 arriving from Otherton in 
Staffordshire. This aircraft, G-PIPS, is the 
new steed of Nick Lomax, one of our 

members based in Roche. Nick Chittenden 
delivered the aircraft for Nick and they managed at 
least one familiarisation flight before the closure. 
The aircraft will remain safely in our main hangar 
until such time that it can be safely moved across to 
Roche. It was a month for new aircraft as another 
member, Dave Lewin, took delivery of a lovely 

Concorde Captain Les Brodie
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Italian built Sky Arrow 600 which is now 
permanently housed in the main hangar. It arrived 
by road, and the aircraft is unusual in that it is both 
a ‘pusher’ aircraft and in tandem configuration. Like 
Nick Lomax, Dave was booked to do his 

familiarisation flying with Bruce Abbott on the week 
that the airfield closed, so will have to wait a little 
longer to get a feel for his new girl. Another visitor, 
and the last visitor to the airfield for the month, was 
ex-member Ben Argent is his Bristell NG-5 out of 
Wadswick Farm in Wiltshire. He arrived on the 23rd 
for a quick visit to see his father before the 
expected lockdown came into play and he 
managed to depart from Bodmin, and head 
back home, on the morning of the 24th 

before the NOTAM came into effect. Ben is 
likely to be the last visitor to Bodmin for a 
while to come!
Unusually, March has also seen a wide 
spread of rotary wing arrivals, nearly all 
involving training of one sort or another. 
We were very pleased to welcome the 
brand new AW169 helicopter, G-CRWL, of 
the Cornwall Air Ambulance Trust, which 
came over for crew training only a few 
days after arriving at its Newquay base 
direct from final fitting out. We think we 
were the first airfield the new air 
ambulance visited on a crew familiarisation 
and training mission, so a proud moment for us – 
not to mention the fact that one of our members, 
Thomas Jones, is a paramedic with the Air 
Ambulance. The new AW169 is due to enter full 
operational service in April, from when the current 
MD902 helicopters will be retired. We also 
welcomed the boys in blue when the Devon and 
Cornwall Police EC145 helicopter, G-DCPB, arrived 
whilst training a new Police Observer on a 

navigation exercise flight from Exeter. They even 
shut down and popped in for tea and cake. We also 
welcomed one of the newest of the small, single 
piston engine, training helicopters on some local 
training flights, namely the French Guimbal Cabri 

helicopter. The Cabri has one of the 
lowest noise profiles of any aircraft, fixed 
wing or rotary, with a certificated noise 
level of only 75dBA when operating at 
100% power, which is equivalent to the 
noise a household vacuum cleaner 
makes at a 10-foot distance from the 
listener, or the same as your average 
bedroom alarm clock going off. 
Our last rotary arrival of the month was 
the rare daytime appearance of one of 
the Royal Navy Merlin HM.2 helicopters. 
Most unusual was that she was operating 
under a ‘Guardian’ callsign of 849 Naval 
Air Squadron, which as some of us will 
remember was the operating squadron of 
the Seaking ASaC.7 Early Warning 
Helicopter that was retired just over a 
year ago. Keep our Naval Aviator friends 
in your thoughts during the Covid-19 

pandemic, as the Navy Merlins will be providing 
additional ‘emergency’ transport in support of the 
civil powers assistance programme for medical 
crews and hospital patients for the South and 
Southwest of the country. We are always proud at 
Bodmin to welcome them to our airfield, at any time, 

to train and practise their important roles required 
for the protection of our people and our nation. 
We reported last month that Colin Best had been 
called in to deal with rogue moles entering the 
airfield from the Cardinham Downs fields over the 
road. We are very pleased to say that ‘unlucky for 
some’, Colin managed to trap a total of 13 moles 
around the airfield, and hopefully we will not have 
problems with them undermining the ground around 

Dave Lewin’s Sky Arrow pusher
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the runways and taxiways for the foreseeable 
future. Despite the closure, the onset of Spring 
continues and the flora and fauna continue to 
bloom around the airfield. We have not one but two 

jackdaw pairs nesting in the hangars, the rookery 
outside the main gate is getting ‘noisy’ and our 
beautiful little resident wren has been spotted 
collecting fluff from the hangar floors and taking it 
off to a well-hidden domed nest. The explosion of 
flies in the nice weather has given a food boon to 
our resident Pied Wagtails, we have one of our 
local buzzards back perching on the windsock arm 
looking for his ‘bunny’ supper, and we have had a 
number of visits from the local roe deer population. 
Our stewardship programme is reaping dividends 
for the local wildlife. Around the clubhouse, Roger 
has started the third side of the clubhouse renewal 

and taken down the old wall. The removal of the 
wall revealed another piece of the clubhouse 
history when the original door was revealed, 
together with the original wooden clinker wall. For 

those who remember, the current ‘front door’ 
never existed it its current form, and 
entrance to the clubhouse lounge was by 
way of the side of the building. Roger’s 
magnificent work in the Diner kitchen last 
month, and Dot and Keith’s fastidious 
programme of keeping the place spotless, 
has resulted in Diner 31 increasing their 
‘star’ rating with the Cornwall Council Food 
Hygiene Rating Scheme when the biennial 
audit of Diner 31 took place. The outcome of 
the Council inspector’s check was that the 
Diner increased their rating from three to 
four stars, which isn’t at all bad for a small 
diner at an airfield! Well done Dottie and 
Keith – we are very proud of you.   
The French drain that takes water off the 

airfield and drains it out at the end of runway 31 
has been located, who else but by Roger Davis. 
Howard Fawkes and Richard Saw then rodded the 
drain for a length of over 50 metres and found it to 
be clear. Howard is now going to look at getting a 
cobra drain snake to go further down the drain 
and see if we can find where any blockage might 
be located, and which may have caused the pre-
threshold area of runway 31 to become very soft 
in places this winter.
The community outreach programme continues, 
and March saw Pete White being invited to 
Cardinham Primary School to talk to the children 
on aspects of aviation, and all the things that 
occur at the airfield. The children enjoyed the talk 
immensely and it would appear that they 
particularly like the helicopters! A visit by a number 
of the classes to the airfield is next on the cards 
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including some of our very special 
charitable events, will have to be 
cancelled as the year unfolds. On a 
happy note, some of us were extremely 
worried about our gentle, sweet little 
feline ‘Egla’ the cat, and what would 
happen to her because of the extended 
airfield shutdown. Well, I am pleased to 
announce that Jamie Wharram agreed 
to take her home with him and give her 
a proper place to live, one that a girl of 
her age richly deserves. She has now 
been living down by the river at 
Devoran for nearly ten days, as this 
newsletter goes out, and she has 
relaxed into her new home and 
environment. Apparently she likes to 
sleep on the bed with Jamie and Liz 
and wakes them up in the morning at 

the crack of dawn, by pushing her face 
into theirs in order to wake them for breakfast. As 

we all know, dogs have owners, cats have staff, 
and Egla is no different!    
Finally a further duty of care reminder, not that 
any of you need one, concerning the slow 
incremental spread of the insidious Covid-19 virus 
through our community. Please take great care 
when out and about, follow the sensible advice 
issued by Public Health England of ways to 
maintain your safety and your personal hygiene in 
order to keep the virus at bay, and if in any doubt 
about your own health in the days ahead, phone 
NHS Direct on 111 to seek help and guidance. 
This dark period will pass and we will all get 
through this together. I look forward to welcoming 
you all back into the clubhouse just as soon as we 
can safely do so. STAY AT HOME, PROTECT 
THE NHS, SAVE LIVES.

and, hopefully, despite the current Covid-19 school 
closures this will take place before the planned 
summer holiday break. It will follow on from the 
visit last year by both the Reception and the Year 
One classes of Cardinham Primary School. 
Unfortunately, the pandemic crisis has resulted in 
the cancellation of any further Aeroclub talks, the 
school visits and the first of the spring flying 
events. Sadly, it is very likely that further events, 
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Big bang theory
show, some of which surprised pilots with their 
weight – the up-lock for the nose, for instance; they 
really didn’t want that to break – and the boxes, like 
the ramp control panel and the anti-icing controls, all 
old-fashioned dials and toggle switches from 50 or 
60 years ago. As Capt Brodie said, you wouldn’t 
need the tunnel to the flight deck if you designed 
Concorde today – it was full of boxes which would 
probably now fit into something the size of a fag 
packet and cost £500 at PC World. The wonder is 
not just that they did it, but they did it in the 1950s 
and 1960s, and they worked with slide rules and 

By Pat Malone
Even if you didn’t get to the March AEROCLUB talk you 
may have heard the sonic boom – at least if you live 
within five miles of the airfield, anyway. It was the 
acoustic climax of former British Airways Concorde 
Training Manager Les Brodie’s presentation on the 
supersonic icon which he flew into retirement – Captain 
Brodie was the world’s last Concorde pilot, having landed 
G-BOAF at Filton on November 26th 2003, the last time 
any Concorde ever flew.
His love for the aircraft has not dissipated in the 
intervening years and his passion shone through as he 
told of an extraordinary career in which he started his 
working life as a Post Office Telephones apprentice and 
ended it in the left seat of the world’s only successful 
supersonic airliner. The triumphs of the seventies, 
eighties and nineties were followed by the tragedy of the 
Paris crash in 2000, the monumental effort to get the 
aircraft back into service and the final decision to pull the 
plug in 2003, and in the final years Les Brodie was 
intimately involved in every aspect of the Concorde 
programme.
The Clubhouse was full for the evening, with Dottie and 
Keith serving 25 meals – they couldn’t cope with more – 
and Sandy Wilkinson doing good trade behind the bar. 
Visitors came from Perranporth Flying Club, Roche and 
elsewhere. Just to add some tangible interest to the 
presentation we had a collection of Concorde parts on 
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blueprints at the very limit of what was technically 
possible. Capt Brodie began by showing a picture of 
his very first flight, when his mother took him aboard 
a single-engined Fairchild for an experience flight at 
Butlins Holiday Camp in Skegness 
in 1954. As a four-year-old he had 
been outraged because he was not 
allowed to fly in Billy Butlin’s de 
Havilland Dragon Rapide, parked 
next to the Fairchild. His father, an 
engineer in the Fleet Air Arm, 
instilled in Les a love of aviation 
engineering, and aviation remains 
the family business – Les showed 
photographs of his daughter Sarah, 
aged eight, with him in the cockpit 
of a 737, rather later on the flight 
deck of a Concorde, later still as a 
young PPL on the wing of a PA-28, 
and recently in BA uniform as a 
Captain on the Airbus A320. 
On March 30th 1970 Les had a trial 
lesson in a Beagle Pup 100 at 
Biggin Hill and was hooked. That 
year he was able to get onto the BEA/BOAC training 
course at Hamble, which was lucky as 12,000 people 
applied for 200 places. The training fleet included a 
Chipmunk for aerobatics and a Beech Baron, which 
was particularly good for single-engine training. He 
joined the Trident fleet, which helped to pioneer Cat 
III landings – the minima were reduced to 12 feet 
altitude and 75 metres visibility during his time there. 

He did his Trident flight training in Cyprus, which 
included low-flying over the Med at 80 feet and flying 
through the mountains looking up at the peaks. He 
qualified at the age of 25 and flew the Trident for ten 
years, after which he was sent to the 737 fleet at 
Gatwick. At the age of 40 he bid for a first officer’s 
position on Concorde, and got the job.

Here he showed us a BA video of Concorde, 
beginning with the first take-off and Raymond Baxter’s 
memorable commentary – “she flies, she flies…” and 
including David Frost’s remark that the three most 

beautiful man-made sights in the world were New York 
from the Triborough Bridge, Sydney Opera House, 
and Concorde – and they reminded us, he said, that 
mankind could do extraordinary things.
The New York flights departed at 10:30am and 19:30, 
and there were usually nine crew – Captain, First 
Officer, Flight Engineer and six cabin crew, although a 
seventh was carried if there were more than 80 

passengers to keep the level of service 
up. They had three Transatlantic 
tracks, Sierra Mike for westbound, 
Sierra November for eastbound, and 
Sierra Oscar which was further south 
and was used largely by Air France. 
With a maximum cruise altitude of 
60,000 feet – the limit was the time it 
took to descend to breathable 
altitudes in case of depressurisation, 
which in fact never happened – there 
was no other traffic to worry about 
apart from the occasional SR-71. The 
Blackbird may have had a higher top 
speed, but it couldn’t beat Concorde 
across the Atlantic because it would 
have to descend to refuel. 
When it came after sunset, the 19:30 
departure from Heathrow had the 
added attraction of affording the crew 

and passengers the experience of watching the sun 
rise in the west, with the earth rotating at 800mph at 
these latitudes, and Concorde overhauling it at 
1350mph. Fuel decisions were complex and nuanced; 
Concorde performed much better when in cold air, so 
it was sometimes better to carry less fuel and reach a 
higher altitude more quickly, which would give you 
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greater range than if you took on more fuel. Concorde 
carried up to 95 tons of fuel, a remarkable load for an 
aircraft that weighed 80 tons empty – and that 
massive, complex undercarriage weighed fully 20 tons, 
one quarter of the total. With full fuel, you were left 
with ten tons for the payload. 

The aircraft was far more efficient at supercruise than 
at 190 knots. At slow speed she’d burn 95 tons an 
hour, at Mach 2 it was 25 tons an hour. Part of the 
reason was the extraordinary engine air intake ramps, 
which were designed by the missile people at BAC. 
The ramps, which were opened and closed 
automatically, created a shock wave that decelerated 
the air entering the engines from 1350 mph to 350 
mph in a distance of 14 feet, at the same time 
increasing its temperature by 200 degrees. But they 
also had the effect of creating 25 percent of the 
aircraft’s thrust. Another 25 percent was produced by 
the exhaust nozzles, and the fact that the engines 
only needed to produce 50 percent of the thrust at 
Mach 2 meant that the afterburners could be turned 
off after a maximum of 15 minutes (more than that 
and you had an overheating problem). The Russian 
Tu-144 could only sustain supersonic cruise with 
afterburners on, and they were terribly greedy on 
fuel, so its range was short.
Capt Brodie said that with Concorde getting 0.18 
mpg at supercruise, that equated to 18 mpg per 
passenger, assuming a full cabin – so it was quite 
economical. As to development costs, he pointed out 
that the Americans spent more than we did and didn’t 
even get a plane. “All the money went back into 
circulation, employing people who were pushing the 
technological boundaries and paying taxes,” Capt 

Brodie said. “The value of the whole programme 
should be looked at as well as the cost.”
The double-delta wing was a thing of wonder, and 
could fly from 130 knots to 1350 knots without 
changing shape. On take-off it produced no lift until 
the point of rotation, when up-elevon produced a 

pitching moment with the nose rising to 18 
degrees, and vortices over the wings 
created a laminar flow layer over them that 
produced the lift. Those long, extremely 
heavy undercarriage legs then began a 
complex retraction procedure – the bogies 
were locked perpendicular, the nosewheel 
leg retracted backwards, the main gear legs 
were shortened before being drawn up into 
their bays.
But before any of that happened, the flight 
crew “checked everything to death,” Capt 
Brodie said. Printouts generated before 
flight covered every eventuality at every 
stage of flight, range on three engines, or 
two, diversion aerodromes, conditions at 
diversions, you could cross this stuff off as 
you went. Today, you’d have it all on a 
laptop. Most important was the C of G 
position, which moved across a permitted 
“corridor” in flight according to fuel burn and 
speed, shifting backwards as speed 
increased. This movement was countered 

by shifting up to 25 tons of fuel. Concorde had 13 fuel 
tanks numbered 1 to 11 (it had 5a and 7a close to the 
wingtips) and the flight engineer was pumping fuel 
back and forward almost throughout the flight, with 
the centre of pressure moving over five feet. The C of 
G corridor narrowed with speed. “When you were 

Flight engineer was kept busy…
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getting up towards coffin corner, it paid you to keep an 
eye on it,” Capt Brodie said. 
The flight engineer was absolutely essential, and his 

job has been likened to having 12 pans of milk on a 
stove, every one ready to boil over at any moment – 
and if any one boiled over the jig was up. It fell to him 
to pump fuel between tanks, and to operate the air 
conditioning. The limiting factor on Concorde’s speed 
was the heating of the skin, which could not be 
allowed to rise above 127ºC. This was not just kinetic 
heating, but was mostly compression heating from an 
aircraft travelling faster than a rifle bullet, and was 
hottest at the nose.
Concorde was the first fly-by-wire aircraft and had 
originally been designed with a side-stick, but the 
authorities didn’t like the idea – it took them some 
years to come round. The yoke not only had hydraulic 
and cable-and-servo back-ups, but there was a strain 
gauge at the yoke root which could transmit the pilot’s 
inputs electrically to the servos at the back if all else 
seized up. It was fun to catch people out in 
the simulator by getting them to engage the 
emergency strain gauge button without first 
switching off the other back-ups… 
Concorde would quickly loop the loop. “It 
was a big fighter really,” Capt Brodie said. 
“As well as the loops we did in the 
simulator, the French barrel-rolled it for 
real.”
Navigation was via three INS systems 
cross-checking each other and was very 
good – within four miles on a Transatlantic 
crossing. The aircraft didn’t have an APU 
and could only be started on ground power, 
so the crew would start two engines before 
pushback, and two more during push-back. 

The Tu-144 suffered from having an APU, with one 
crashing in 1978 when the APU caught fire.
In the runway Concorde was a drag-racer until the 

point of rotation, with the reheats being brought 
lit in pairs to reduce the kick in the pants for 
passenger comfort. After 90 seconds, and to 
the engineer’s count of “3,2,1, noise” the 
reheats would be turned off, and Concorde 
would climb to 26,000 feet at Mach 0.95. Over 
the Bristol Channel south of Swansea the 
reheats would again be brought in in pairs 
and the aircraft would slip through Mach 1 
and begin a climb to that maximum altitude of 
60,000 feet. Afterburners were switched off at 
1.7 Mach. 
In answer to questions Capt Brodie said sonic 
booms heard in Cornwall would mostly come 
from Air France flights, although in certain 
circumstances the boom made by a BA 
aircraft could bounce off the Heaviside Layer 
and be heard further afield. The shock wave 
formed a cone ahead of the aircraft, rather 
than simply propagating downwards towards 
the ground. The double boom came about 

because the nose of the aircraft went through the 
sound “barrier” first then the air decelerated across the 
wing and accelerated again coming off the trailing 
edge.
Capt Brodie showed a video taken by a group of 
French enthusiasts who had sailed a yacht into the 
Channel to hear the sonic boom produced by the last 
Air France Concorde to New York, and it really was 
quite startling, competing with the RN Merlin that was 
doing night circuits to the airfield during his talk. He 
added that he had only once heard his own sonic 
boom – it’s inaudible from the aircraft – when he was 
on the phone to a friend who was standing on the 
deck of the QEII in mid-Atlantic as he passed 
overhead.
Cruising at 60,000 feet, he said, the curvature of the 
earth was clear and you could see over an area of 

Concorde components on show in the clubhouse

Reheats overheated after 15 minutes



300,000 square miles. On test flights with no 
passengers he had taken Concorde to 63,000 feet.
On March 21st 1992 Capt Brodie suffered a rudder 
delamination off Gander on a flight to New York. 
“There was a bang and a lurch and I spilled my 
coffee all over my trousers,” he said. “The engine 2 
indicators lit up and I thought, goodness me, what’s 
that – or words to that effect. There was a great 
vibration and a rolling moment. I was First Officer at 
the time – the Captain tried to reassure the 

passengers, who were somewhat concerned, while 
I reduced power gently on all four engines, and the 
vibration smoothed out. Then I opened up the 
engines one at a time, and number 2 responded 
with a significant increase in vibration, so we shut it 
down. I eased the rudder in to get the ball in the 
middle and the vibration returned if I was slightly out 
of balance, so I reasoned that we had an airframe 

issue. I flew very carefully to JFK where they gave 
me the shortest runway, with a crosswind. And after 
I’d touched down the fire chief said, ‘hey mister, 
there’s a piece of your airplane missing’.” Two 
months later BA replaced the rudders on all its 
Concorde’s – at £1 million apiece.
We’re all familiar with the photographs of Concorde 
flying with the Red Arrows, but Capt Brodie showed 
us one of his own photos from the flight deck with 
the Red Arrows lined up ahead of the nose. And he 

told us about Concorde’s last flight, where 
he was in the left seat as G-BOAF was 
delivered to Filton to form the centrepiece of 
Aerospace Bristol, the museum that 
celebrates the city’s proud aviation heritage. 
Five times he flew over his approach route 
to ensure perfect positioning of the 
helicopter from which the famous picture of 
Concorde over Brunel’s suspension bridge 
was taken; he banked her to 40º over the 
bridge, which concerned his First Officer but 
made a spectacular photograph.
In answer to questions, Capt Brodie 
dismissed the conspiracy theories 
surrounding the Paris crash and said the 
accident could easily have happened to a 
BA Concorde. The Air France aircraft hit a 
sharp metal strip on the runway after V1, 
and pieces of the destroyed tyre hit the 
underside of fuel tank 5, causing a rupture 
and a fuel leak which was ignited by 

damaged wires in the wheel well. The crew never 
had a chance to save the aircraft. He had run the 
final flight profile through the simulator countless 
times with AAIB investigators, and the scenario 
which perfectly replicated the final few seconds was 
a loss of hydraulics causing the controls to go to 
neutral while the number 1 engine failed. They 
never had a chance.
On a lighter note, Capt Brodie spoke of some of the 
many celebrities he’d met on Concorde. He had 
Madonna on the jump seat when we were held in 
the Ockham stack coming into Heathrow. 
Concorde’s fuel burn goes sky-high at low speed, 
and he expressed his concern. “I need to get home 
– tell ’em you’ve got Madonna on board,” she 
commanded. But even that would not move 
Heathrow ATC.
Capt Brodie also struck up a friendship with the 
singer Lenny Kravitz, a nervous flier who was 
knocked off his feet when Concorde suffered an 
engine surge due to a sticking ramp just as he got 
up to go to the loo. “I invited him up to the flight 
deck and explained exactly what had happened,” 
Capt Brodie said. “He stayed on the jump seat into 
Heathrow. Thereafter, I sort of became his personal 
Concorde pilot – he would phone me to ask which 

I had that Madonna on the jump seat…

Hey mister, there’s a piece missing



flight I was on, and he’d book that. 
On one occasion he called from 
Paris, and I had to tell him I didn’t fly 
for Air France. He sent me tickets to 
his concerts and invited me 
backstage, so I took the kids. He 
put his arm around me and said, 
‘This is my man, we drink a little, we 
smoke a little…’ and the kids 
thought I was just the coolest.
“I explained to him that the best way 
to overcome his nervousness about 
flying was to learn to fly, and he 
booked a lesson with me at White 
Waltham. Unfortunately, on the day 
there was a 20 foot cloudbase and 
we had to call it off, and thereafter I 
think he got too busy, or lost 
interest.”
Capt Brodie flew Tony Blair to Washington for a 
summit meeting with President Bush and landed at 
Andrews Air Force Base. “It was after 9-11 and on final 
approach I had an F-16 on each wing. The runway 

seemed rather poor quality – with the flight deck 35 
feet ahead of the nosewheel you’re very conscious of 
imperfections. Before we left I inspected the tarmac 
and it just wasn’t good enough. I had to ask for a 
number of holes to be filled in before I was prepared to 
take off.”
The end came, he said, because of the American 
boycott of all things French when they refused to 
support the coalition in the second Gulf War. “The 
French had a lot invested in Saddam Hussein and 
didn’t want him removed,” he said. “In New York, 
French Fries were renamed Freedom Fries, French 
mustard was just called mustard, and Dijon mustard 
was still called Dijon mustard because they thought 

Dijon was in Texas. But the boycott hit Air France 
hard, with Concordes leaving New York with as few 
as five people on board. The Americans all shifted to 
British Airways – we were making £1 million profit a 
week while the French were losing £1 million a week. 

“But the French held the type certificate, 
and when they pulled that, there was 
absolutely nothing we could do about it. 
There was never any chance of someone 
like Virgin Atlantic taking it over. I was 
hauling in a Virgin 747 one day and talking 
on the chat frequency, and the captain said, 
hey, Concorde, we see you up there… 
that’ll be us soon. And I said to him, you’ll 
never fly this aircraft – giving it to you would 
be like giving a Formula 1 team to a bus 
company.”
Finally Richard Saw added some comments 
on his own Concorde experience, saying 
that as a founder of Brymon, later bought 
by British Airways, he enjoyed the travel 
perks offered by BA, including heavily 
discounted supersonic travel. In his case it 
included an early arrival at the Concorde 
lounge so he could neck all the free 

champagne he could lift, and the never-
forgotten sights of the curvature of the earth, and the 
sun rising in the west.
At the end of the last century, if you asked any 
foreigner what came to mind when they thought 
about Britain, they would have said two things – 
Princess Diana, and Concorde. What would they say 
now, I wonder?
There’s a five-minute video of Concorde’s last fight 
on YouTube at https://www.youtube.com/watch?
v=yr0v64evBxc 
And if you can watch it without getting a lump in your 
throat you’re missing an aviation gene. What a crying 
shame it all was.

Lenny Kravitz – nervous flier

Blair on Concorde – a bumpy ride 
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YES we can!
By Pete White
The 13th Annual Youth Education Support (YES) 
Conference at Brooklands Museum in Surrey was 
a tremendous success although the impending 
arrival of the Corona virus epidemic was certainly 
a talking point. However its severity and impact 
was far from our minds as we prepared to once 
again welcome people from all over the UK, and 
sometimes even further afield, to discuss how we 
can collectively help our youth to step into the 
world of aviation, either as a career or as a 
pastime. As a member of the YES National 
Committee I am always looking out for 
inspirational speakers for the YES conference 
and it was an honour to find such a person in our 
recent new CFC club member Ellie Carter. Ellie’s 
drive and determination has taken her from 
gliding, going solo at 14years old, to a PPL with 
her first solo at 16 years old and receiving her 
licence on her 17th birthday. She has added to 
this tail-wheel flying – including flying a wartime 
Piper L4 Cub solo and signing up for an aerobatic 
rating. On top of all of this, and her many other 
exploits, easyJet are mentoring her... not bad for 
a 17 year old!
So, as expected Ellie’s talk was well received, 
and in the networking sessions she was 
swamped by young people hungry for more 
information.
YES is a UK-wide group and the Youth Education 
branch of the Light Aircraft Association, working 
together with LAA Clubs, leading industry 
companies, local education authorities, schools 
and universities and many others to educate, 
encourage and inspire young people to take part 
in all sorts of activities connected with aviation. It 
runs aircraft building projects, training in 
meteorology, navigation and airmanship, exhibits 
at aviation shows, and arranges talks and 
practical activity sessions for schools and youth 
groups and activity days for Beavers, Cubs, 
Scouts, Explorers, Girl Guides and others. It 
maintains an independent web-based aviation 
information centre for youngsters and provides 
guidance on a future career in the varied world of 
aviation.
With another hat on, I also represented Feet Off 
the Ground (FOG) with a presentation of how we 
can make a difference in the West Country by 
flying disabled and disadvantaged children, 

Scouts, etc. and introducing youngsters to 
aviation with talks and airfield tours. I had no 
idea then that not only FOG events, but most 
other flying events would not take place 
because of the coronavirus pandemic.

Pete and Ellie at YES

Back to school for Pete
Cardinham Primary School is situated just to 
one side of the approach to RW31, and the 
passing aircraft based at or visiting Bodmin 
Airfield have provided a lot of interest over the 
years for the youngsters and teachers alike 
from the school.  This interest and enthusiasm 
motivated the teachers to use our airfield as a 
part of their curriculum by arranging visits in 
which volunteer members of our Club have 
organised tours of the hangars, aircraft and 
control tower. We still proudly display drawings 
by the pupils in a frame on the Clubhouse wall. 
(See the link for photos of the school visit... 
https://www.flickr.com/photos/16090262@N06/
albums/72157709805971596)
These visits all happened in early 2019, yet the 
enthusiasm for their local airfield and aviation in 
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general has not waned, and I was asked by 
teacher, Alice Holmes, if I would come to the 
school to talk about the history of Bodmin Airfield, 
the aeroplanes that use it and say a few words 
about our based charity... FOG.
On Monday March 2nd I entered the classroom to 
a sea of expectant and attentive young faces all 
sitting down, smartly presented in their green 
uniforms and prepared to listen to my story. After 
a short introduction I asked the pupils for 
questions before using the images from my 
memory stick to illustrate my talk. This may have 
been an error on my part as the questions came 
thick and fast, asking me about aircraft I have 
flown, what happens at Bodmin Airfield, have I 

flown a helicopter – and one little soul even 
wanted to know what year I was born! (In the last 
century, but only just.)
I did, with teacher’s help, manage to get back on 
course and using the modern equivalent of a 
blackboard, show them some aeronautical 
images to back up my words.
Several of the questions were related to the Air 
Ambulance, and I took this opportunity to major 
on helicopters in general and emphasise how 
valuable they are in everyday civilian and military 
life, especially those that can help and save lives.
Cardinham Primary School is at the top of our 
supporters list, and just about every child I spoke 
to will be wending his or her way to our door to 
learn to fly as soon as they have reached the 
appropriate age. A very successful and enjoyable 
visit to our special young neighbours in the valley 
to the south of Bodmin Airfield.

School adopts FOG 

Pete captivates his audience

After a very successful and enjoyable visit to 
Bodmin Airfield on 4th February by pupils and 
staff from the South Petherwin Primary School, I 
was asked to visit the school to talk to the young 
folk about aviation and our local charity FOG.
South Petherwin is a sizeable village south of 
Launceston, and it was a delightful drive from 
Plymouth through lanes slowly waking up from 
the wet winter and showing evidence of the 
forthcoming explosion of the fresh colours of 
Spring.
I was welcomed by the head teacher and staff at 
the school, once I had found my through the 
necessary security systems, then I was given a 
very welcome cup of coffee. While waiting in the 
wings for my classroom slot I watched with 
interest as the staff worked with and managed a 

Letters of thanks from children

Models made by the children



young lad with special needs. I was filled with 
admiration for their patience and understanding 
while they cared for this poor young soul.
Right – my audience were ready and waiting, so I 
settled in the classroom ready for an avalanche of 
questions, most of which were aviation related 
and about our airfield, although one lad wanted to 
know how old I was... 21, of course! Our FOG 
charity work aroused a lot of interest, especially 
as the school has adopted FOG as their chosen 
charity and intend to donate takings from a Craft 
Fair to the cause.
For me, it was a super experience, and it was very 
encouraging to see so much enthusiasm from our 
up-and-coming adults of tomorrow.

How old? Really?

Keep the kids 
occupied!
This is an urgent message for all bored, 
aviation-minded, kids, parents and 
grandparents! To help stave off lockdown 
boredom the Light Aircraft Association has 
launched ‘Kids at Home – Aviation Art 
Competition’  which will give young people at 
home an opportunity to use their creative skills 
to design a flying machine.
The competition is sponsored by the Light 
Aircraft Association, the Shuttleworth 
Collection and the Guild of Aviation Artists. 
Entries, in three age categories – 5-8, 9-12 
and 13-15 – can be drawn, painted or 
computer-generated. They should be posted 
to the Light Aircraft 
Association’s 
headquarters 
(Turweston Aerodrome, 
Brackley, Northants 
NN13 5YD) by Tuesday 
30th June 2020. 
Selected entries will be 
displayed on the LAA’s 
Facebook page and website in the coming 
weeks.
Later, they will be judged by experts from the 
LAA, the Shuttleworh Collection and the Guild 
of Aviation Artists. Prizes will include tickets for 
the prize winner and family to visit one of the 
Shuttleworth Collection’s spectacular air 
shows at Old Warden in Bedfordshire.
Said Anne Hughes, LAA Art Competition Co-
ordinator: “For the last three years the LAA 
has facilitated a UK Young People’s Aviation 
Art Competition, with the winning entries 
forwarded to the FAI’s global contest each 
May. 
"We hope that, in these difficult times, this 
competition will inspire the pilots, engineers or 
designers of the future to continue to look 
toward the world of aviation and perhaps give 
parents something different to keep their kids 
busy! Meantime, I hope everyone has some 
fun creating their piece of artwork!”
Please see the LAA website 
www.lightaircraftassociation.co.uk and LAA 
Facebook page for further details and a poster 
to print off to give added inspiration!

Class 2’s airfield project work 
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Lockdown 
and your 
engine

Aircraft, and in particular the engines, survive best if 
used regularly. So what can we do when  they’re 
grounded? If you have an older design engine and 
your maintenance organisation has access to your 
aircraft then consider “winterising”. They will 
probably change oil and spray a preservation fluid 
mist into the cylinders, and seal up the engine to 
isolate the internals from damp air. Once done, the 
engine should survive for several months without 
degrading. When lockdown ends, ask the 
maintenance organisation to return the engine to 
service. 
If you cannot reach your aircraft, little can be done. 
However, we do suggest you discuss this with your 
maintenance organisation so that a plan can be 
formulated for getting the aircraft ready for flight 
after several months of inactivity. They may remove 
plugs and rocker covers to spray in some oil before 
the first start, for example. Rotax engines seem to 
survive longer periods of inactivity better, although 
even these would still benefit from winterising if 
possible. When finally back with the aircraft in a few 
months time, try pulling the engine through and if it 
feels quite normal then you are probably okay to 
proceed. However, if it feels rough and/or makes 
unusual noises as you start turning the engine over, 
stop and talk to your maintenance organisation. If 
you are able to access your aircraft, consider 
plugging the exhaust with newspaper and then a 
plastic bag, and cover the intake with a plastic bag 
to help keep moisture out. A dehumidifying device 
will help, perhaps a low wattage heater in the engine 
compartment. Also, a box of desiccant for the 
cockpit can help reduce damp and protect avionics 
and instruments. It is generally advised that you do 
NOT turn the engine over with the prop by hand 
periodically as this will wipe any residual oil film off 
the cylinder walls, camshaft lobes and tappets, 
thereby aiding corrosion onset. Also, do not be 
tempted to start and run the engine on the ground 
as you will not achieve normal operating 
temperatures, as in flight, and the oil can get 
increasingly contaminated which also aids corrosion. 
It can however, be a good idea to leave the fuel 
tanks full to help avoid condensation build up. We 
will come back to thinking about fuel when this 
lockdown is over as fuel does have a shelf life.

By Dave James 
In last month’s Bodmin Flyer (‘Fuelling 
adventures’) I recommended a relatively new fire 
extinguisher, the JE-50, which costs less than £40 
inc. VAT. There are several suppliers in the UK, 
and I think it is ideal around the hangar, whilst re-
fuelling an aircraft, also in the car. It weighs only 
about 400g and is single shot and lasts about 15 
secs. Lifetime is five years and there is no internal 
pressurisation and attendant annual checks. 
The technology involved is very new, involving a 
piezo ignition (one press of the button) to trigger 
the release of a cloud of nanometre-sized particles 
that actively ‘capture’ the oxygen and smother the 
fire. Importantly it can tackle all fire types, and after 
use leaves an unusually small quantity of benign, 
non-invasive particles that can simply be swept or 
vacuumed away. 
So would it also be good for carriage in flight? I 
think so, but one needs to be aware of one aspect 
that it shares with some other extinguisher types 
viz. the fact that the discharge is not entirely 
transparent. There are a few issues to consider 
here. Firstly, TSO’d extinguishers are very 
expensive to begin with, and their regular checks 
and limited life is a nuisance. Higher weight is also 
a real drawback. Halon types are generally 
preferred for aviation, and of course the gases are 
strictly controlled world-wide following the Montreal 
Agreement. Re-cycling is immensely demanding, 
with only few companies authorised to do this, and 
in just a few countries. So expensive. What is 
noteworthy is the huge and welcome improvement 
in the Ozone Layer following the banning of CFCs 
and halons which were leading to damaging 

New fire extinguisher 
for PtF aircraft



reduction of the ozone’s ability to absorb UV 
radiation. If only the International Community 
could reunite again under UN auspices again 
to develop a plan to counter climate change! 
Aviation holds a privileged position under this 
global regime due to the agreed safety critical 
needs as opposed to the refrigeration and 
cosmetics or consumer convenience 
applications for CFCs formerly. But what other 
types are there? There are of course the CO2 
and dry powder types, but they suffer from 
many issues. 
Less well 
know is the 
fine mist-
spray 
approach, 
using 
deionised 
water, suitable 
for electrical 
fires, too. All 
in all, when it 
comes to PtF 
aircraft it 
seems very 
few owners 
actually install 
or carry one in 
flight, citing 
weight and 
cost as the 
key factors. 
Surely this is 
unwise? When I 
contemplate the terrifying prospect of a fire in 
flight, I am comforted by the fact that I have a 
Leveller (Garmin’s ‘Blue Button’) to hold me 
straight and level for a while to free hands and 
brain, and also a ballistic recovery system in 
extremis. If there is much smoke already I 
wonder how much difference a transparent 
rather than somewhat opaque extinguisher 
discharge would make. It’s also worth noting 
that pretty well all small extinguishers really 
require both hands, at least for a couple of 
seconds. I discussed all this with Malcolm 
McBride (LAA Airworthiness) some while ago, 
and we decided to do some properly 
controlled testing on several JE-50 
extinguishers at Turweston, with cameras and 
fire service in attendance. 

Unfortunately this has been delayed and has 
just been further put back due to the SARS-
CoV-2 regime. But I did test one of these 
extinguishers in a small chicken shed having 
one closed window, with internal volume 
roughly representing that of my light aircraft. I 
felt re-assured by this admittedly crude test. 

And I felt the same after I did likewise with the next 
small extinguisher I identified, described below. It is 
the Fire Safety Stick, developed and built in Italy 
with technology derived from the US space 
programme. There are plenty of retailers for this in 
the UK, often chandlers as this family of 
extinguishers seems popular amongst the boating 
community. The price is about the same, £45 inc. 
VAT for the smallest version as shown, which is 
rated for 25s discharge time (again, single use). 
There are larger models available at 50s and 100s. 

The 25 s 
model is half 
the JE-50 
weight at 
200g, and is 
supplied with 
a suitable 
plastic clip, 
as shown 
between the 
two designs 
in the 
picture. 
Importantly 
it, too, 
requires no 
maintenance, 
but has a 
higher life at 
10 years min. 
I had 

planned to 
show a photo of 
mine mounted 

via this clip on the bulkhead just above and behind 
the seats in my aircraft, so readily accessible for 
either person, but like most of us I’m now confined 
to barracks. 

The actual operation of this extinguisher is unusual, 
consistent with its basic design approach as a 
modified flare. So in use one removes the top 
plastic yellow cap, takes off the bottom yellow part 
and then, much like lighting a match, uses that to 
strike the top of the now exposed extinguisher top 
to trigger the discharge action. Sounds alarming, 
but it’s easy and effective. 

One other quirk for this model is that the top 
(furthest from the hand) gets warm, but it cools fast, 
too. I am hoping the testing at the LAA will take 
place later this year, so will report back then. In the 
meantime, despite some reservations, I feel 
comfortable that the £45 unit at only 200g does 
add some valuable safety measure in flight. At just 
twice the weight, the JE-50 seems to me a great 
alternative. Either unit is admirable for car, hangar 
or re-fuelling, in any case; and there is a handy belt 
holster available for both designs, as now used by 
some police, fire and other personnel.    


JE-50 (top) and Fire Safety Stick
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