
By Pat Malone
Bodmin Airfield is back in business, and while some 
virus-related limitations are still in force, members 
can now fly almost at will, and have the chance to 
take advantage of the most sustained period of 
good weather we’ve had in years.
Only solo flight, or flight with family, is allowed, so 
because we can’t do dual check flights we’ve 
suspended the Club’s 35-day currency requirement. 
In fact, this experiment has been so successful that 
we questioned whether it was necessary at all, and 
came to the conclusion that in most cases, it 
wasn’t. Pilots are mostly sensible people who can 
be relied on to do the right thing – so we’ve 
scrapped the currency requirement permanently.
From now on, most pilots won’t have to do a 
checkout if they haven’t flown for over a month. 
Bruce Abbott, as Chief Flying Instructor, or Nick 
Chittenden as Responsible Representative, will use 
their discretion to decide whether any dual is 
needed at all. In some cases, it won’t matter even if 

Come and fly – no checkout needed
you haven’t flown for several months. Bruce or 
Nick know you, and know your attitude and your 
abilities. On the next page, Nick explains how the 
new system will work.
So to be absolutely clear – you can make a 
booking today and rock up at the airfield, jump in 
a Club aircraft and head for the wild blue yonder, 
subject to a nod from one of these gentlemen 
which will not be unreasonably withheld. 
Obviously the safe working of this system relies 
on you doing everything with great care – taking 
your time, adhering to checklists, exhibiting good 
airmanship, really thinking through what you’re 
doing… but there’s clearly a case to be made that 
taking full responsibility for your own safety, rather 
than relying on an instructor to keep you right, 
makes you a better pilot. It’s also advisable to get 
back in the air as soon as you can – the longer 
you leave it, the more your skills fade.
Perhaps we should have revisited the checkout 
requirement a long time ago – but it’s one of those 
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stands-to-reason things that don’t get questioned 
until circumstances force a reappraisal. Obviously, 
social distancing and hygiene regulations continue 
to apply around the clubhouse, the airfield, and in 
the aircraft, and we have the tools to help you with 
that. So don’t be a stranger. We can’t yet offer you 
breakfast, but the light at the end of the tunnel 
looms large and it’s only a matter of time.

Mandatory dual checks: 
time for change 
By Nick Chittenden 
The ongoing Covid-19 crisis has undoubtedly 
changed life for us all. It’s also meant that hitherto 
accepted practices have come under scrutiny; one 
of these is the mandatory ‘dual check’ for club pilots 
who haven’t flown in the previous 35 days. We 
haven’t been able to fly dual and, as per the 
instructions sent out recently, have had to adopt a 
different policy. Pilots have been allowed to check 
themselves out solo, following the published 
guidance and authorisation from myself or the CFI. 
We’ve been so impressed by the attitude of all 
concerned that we have decided to modify our dual 
check policy from now on and allow pilots to largely 
decide whether they are ‘fit to fly’.
As from now, we are adopting the following 
discretionary policy, and the Flying Orders Book will 
be updated in due course.
Within 35 days – no dual check required.
35 days – 60 days. Dual check required or not 
required at the discretion of the CFI or Responsible 

Representative (RR). If no dual check is deemed 
necessary then the pilot will receive a short 
briefing (email, phone or in person) from the CFI 
or RR. Flight does not necessarily need to be solo 
unless the 90 day passenger rule (see below) 
dictates otherwise.
60 days onward. Dual check required or not 
required at the discretion of the CFI or RR. If no 
dual check is deemed necessary then the pilot will 
receive a briefing (email, phone or in person) from 
the CFI or RR. Pilot must complete three take-offs 
and landings as part of this solo flight.
In all cases, pilots must complete three take-offs 
and landings in SEP aircraft within the previous 
90 days before carrying passengers.
So how do we decide who needs a dual check 
and who does not? If you are beyond the 35 day 
period and wish to fly without a dual check first, 
email your request to bodminairfield@gmail.com 
with a copy or photo of the last page of your 
logbook. This will be passed to Bruce Abbott and/
or me and we will decide if a dual check is 
necessary. It is very likely (if recent statistics are 
anything to go by) that the vast majority of 
requests will be approved without further ado. In a 
small number of cases we will deem a dual check 
necessary; please don’t take offence or feel 
penalised should we do so, as we have your best 
interests and those of CFC at heart. No two pilots 
are the same, particularly in recreational flying 
where we have such a spread of age, experience 
and ability. 
This policy change pertains to the CFC fleet of 
aircraft. However, other Bodmin based flying 
groups are welcome to adopt it should they wish. 

Self-checked pilot on finals
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RIP Denis Ellery
Club member Bob Harris writes from his current 
domicile in the Falkland Islands to say that sadly 
Denis Ellery, who visited Bodmin Airfield several 
times in 2018 and 2019 and flew with Bob in      
G-BNKY, has died at the age of 95. Dennis was 
able to get into BYNK with the help of some stout 
club members and a pair of stepladders, and he 
very much appreciated getting airborne. 
As the members he chatted to in the clubhouse 
will attest, he had an unrivalled knowledge of 
Cornish aviation, military and civil.
Denis was born at Talskiddy on May 4 1925, and 
his lifelong interest in aviation was sparked in 
1930 when he saw the R100 airship flying over 
the village. He also saw Alan Cobham during his 
visit to Trebelzue aerodrome, now part of 
Newquay Airport. As a teenage ATC cadet Denis 
did much aircraft spotting near the busy Coastal 
Command base at St Eval. He joined the Royal 
Observer Corps in 1954, and partly because he 
was very good at aircraft recognition he was 
promoted to Chief Observer in 1958. During his 
time, the role of the Corps changed from reporting 
aircraft to monitoring nuclear bursts and 
radioactive fallout. Denis gained his Long Service 
ROC Medal after serving 12 years in the Corps 
and ended up serving for 37, including as Chief 
Observer from 1958 until the Corps was 
disbanded in 1991.
He was one of the lucky people who took full 
advantage of the ROC privilege of ‘Flight 
Experience’ with the RAF and Royal Navy, 
securing as many flights as he could from St Eval 
and St Mawgan. He also flew from RAF Chivenor 
and RNAS Culdrose. His first flight was in an 
Anson, and he also flew in the Beverley, Comet, 
Varsity, Constellation, Shackleton Mk 1,2,3 and 
T4, Canberra, Sea Prince, Jetstream, Wessex, 
Whirlwind, and Sea King helicopter. One 
Shackleton flight was looking for a Russian 

submarine off the Spanish coast in the Bay of 
Biscay, and on another they dropped Christmas 
presents to the weather ship Juliet 600 miles out in 
the Atlantic. Denis went on several air to air 
refuelling flights in the Nimrod, and flew to 
Mildenhall Air Show three times in a Nimrod and 
once in a Jetstream and to Scotland in a Canberra.
When the Cornish Aviation Society was formed in 
1977 Denis became its first chairman, a post from 
which he retired in 2004. Over the years, members 
may have heard him on BBC Radio Cornwall 
phone-in debates, where he was regarded as the 
county’s expert on aviation matters. Many times 
his distinctive voice could be heard on the air 
waves advising listeners about many different 
aspects of aircraft, mark numbers, engine types, 
airfields and even commenting on the 
government’s policy on aviation matters. A 
memorial service to celebrate Denis’s life will be 
held at Fowey when things are back to normal.

News from CFC's Port Stanley branch
Bob Harris himself is completing his second year 
as Queens Harbour Master in the Falkland Islands, 
and is missing flying. At the editor’s request he sent 
a selection of photographs illustrating his life in that 
distant outpost, and he writes: 
“Winter lashes at the window as I write this email, 
and the outside temperature with wind chill is 1-2 
degrees C. This week our resupply ship will arrive 
from the UK and we will turn her round in 4-5 days.
“I look forward to getting back into BNKY. The 172 
that I flew down here has sadly gone off line. It was 

No flying here, mate



owned by an ex Bodmin club flyer, Tom Chater, 
who now has a successful helicopter scenic 
business with a small four-seater.
“The Islands are locked down at present so the 
Falkland Islands Government air service is not 
flying the Britten-Norman Islanders which ferry 
passengers all around. 
“October will see the start of the next Antarctic 
season, and the port will start to get busier. Hope 
the club is able to start flying soon as restrictions 
begin to relax. Regards to all, Bob QHM.”

Bob at chilly East Cove Harbour 

BAS Dash-7 laid up in Stanley for winter

Working a cargo vessel in winter

RAF Voyager links to Brize via Dakar

Port Stanley, with its famous cathedral

Newquay-run BIH AW189 provides SAR service

Tanker hitches to Bob’s SPM



Step by step, the Club comes back to life
By Jay Gates
May started as April ended, with 
wall-to-wall sunshine but with little 
aviation activity, other than 
movements by Bodmin-based 
aircraft that required a monthly 
engine health flight. The original 
NOTAM advising all aviators of the 
temporary closure of Bodmin Airfield 
due to the Covid-19 restrictions had 
been renewed towards the end of 
April, and remained in force until 
May 23rd. Not much was expected to 
change in the short term – then 
along came Friday May 15th, when 
the Government released updated 
Covid-19 guidance that allowed GA 
flying with immediate effect, but only 
from English airfields, and only if 
social distancing measures were 
strictly observed. This meant that 
only solo flights could take place, or flights where 
everyone was from the same household. Training 
and introductory flights were still not allowed.
Within hours, Nick Chittenden had put together a 
comprehensive briefing paper for the guidance of 
club pilots taking to the air after a two-month hiatus, 
while reinforcing the government message of social 
distancing and hygiene, backed up with reminders 
of flight safety measures such as circuit discipline 
and runway safety. The decision was taken to 
continue to show the airfield as closed, other than 
for our own members, and to allow visiting pilots to 
use the airfield once the closure NOTAM had 
lapsed. The Chairman notified the local media, 
councils, police and neighbours in Cardinham and 
Millpool to ensure they were fully aware of what 
was happening. Unfortunately, we cannot yet open 
Diner 31, and the clubhouse is open purely for use 
of the members’ kitchen and toilets. All pilots and 
visitors are requested to stay out of the clubhouse, 
and do their relaxing and chatting outside on the 
patio for the time being. 
The first ‘solo’ aircraft out of the blocks was Ian 
Madgwick with G-BYNK on Saturday May 16th, and 
the first arrival from outside Bodmin for over two 
months was on Monday May 18th when PA-28 G-
ASEJ arrived from Perranporth for maintenance. 
Interestingly, former CFC member Carl Beardmore, 
who owns G-ASEJ, has applied a wonderful piece 
of World War 2 art to the tail of his aircraft and 
named her ‘Saucy Squaw’. The first ‘family’ aircraft 

to take to the air was Nick Chittenden himself, 
accompanied by his son Hector, acting as 
recorder and scribe when conducting a Permit 
renewal flight of the beautiful 1947 built Aeronca 
Champ, G-BPFM, also on May 18th – on which 
day we had twice as many movements as in the 
whole month of April.
As with April, the usual monthly statistical report 
and the comparison with the same time last year 
and the year before is largely pointless because 
of the lockdown. That said, it’s interesting to 
review how we’re doing. Between May 1st and 
May 16th, when we were not allowed to conduct 

Looks beautiful – the time has not been wasted

Carl’s artwork



solo GA flying, there were a paltry 11 movements, 
all linked to engine health and maintenance flights. 
With the fair weather continuing for the rest of the 
month – leading to more weather records of 
‘sunniest’ and ‘driest’ May since records began – we 
soon built up a good head of steam and by May 29th 
May we had reached 256 movements. We 
dispensed only 241 litres of fuel up to May 16th, but 
we had dispensed a total of 2,037 litres by the 29th. 
The comparison with May 2019 is stark – a similarly 
sunny month saw us record a whopping 966 
movements, and a fuel sales total of almost 6,800 
litres, and in May 2018 we had 994 movements and 
8,300 litres of fuel was dispensed. It’s clear that the 
pandemic has dealt us a serious blow in what 
should be some of our busiest months.
We did however have some very interesting visitors. 
Top of the list had to be the ‘virgin’ visit to Bodmin of 
the magnificent new Vans RV-8, G-OGZZ, of our 

former Chairman Darren Fern. She arrived to 
complete her initial Permit flight tests, and Nick 
Chittenden spent two days going through the 
required flight checks with her. And after a two-year 
build and 2,600 hours of intricate work, 
Darren has created an aircraft which is the 
envy of all. Not to be outdone, a week 
later, member Dave Karniewicz drove his 
newly rebuilt Easy Raider microlight, G-
CBKF, down from his home in Devon on 
the back of a trailer and made the first 
flight since it was damaged in an accident 
some years ago. The aircraft also looks 
magnificent. 
Happily, with the airfield now fully open we 
recorded our first ‘foreign’ visitor when the 
1969 built Jodel DR1050, G-AWWO, 
arrived from Bowden Farm airstrip near 
Marlborough in Wiltshire. She was in for a 
quick coffee, comfort break and refuel 

before heading off to Perranporth. Our friends in 
the Devon and Cornwall Police EC-145 
helicopter, G-DCPB, arrived while conducting a 
missing person search in the area. They were 
on the case before the ground forces had 
triangulated the search area, so to save fuel had 
popped into Bodmin to await further information. 
No sooner had they boiled the kettle and they 
got the call to scramble to the search area. The 
missing person was found safe and sound. 
A most pleasing visitor towards the end of the 
month was our 17-year-old member Ellie Carter, 
who graced us for two days of solo circuit 
training in Richard Horner’s magnificent 1944 
Piper L-4 Cub G-AKIB, resplendent in her 
original D-Day markings as an artillery spotting 
aircraft of the American 30th Infantry Division. 
Ellie was gaining the necessary hours in this 
splendid heritage military aircraft to allow her to 
fly it solo under any circumstances in the future, 
such as events, fly-ins and displays. There 
aren’t many 17-year-olds who can boast that 
they are licensed to fly Warbirds! To add to her 
impressive CV, Ellie was invited on to BBC 
Radio Devon to take part in their programme

Chittenden family flight

Ellie Carter’s L4 is almost five times her age

The law’s longest arm



‘Devon Island Discs’ with Caroline Cook on the 
afternoon of Sunday May 31st. Ellie’s choices of 
music was seemingly all related to either aviation, 
or to the USAF U-2 ‘Dragon Lady’, of which Ellie is 
particularly fond. I could have listed her choice of 

music here but, musically, most of 
us are all probably from the wrong 
generation and we would have been 
none the wiser.

The pristine 1945-built Taylorcraft 
BC-12 in the picture above flew in 
from Leicester with widely known 
commercial pilot Clare Tector at the 
controls; Clare has in the past flown 
some of the Shuttleworth aircraft 
and like our own Corinne Dennis is 
building a Pitts, although her 
commercial flying career takes up a 
lot of plane-building time. Clare 
came down to visit family in the St 
Austell area.

The last weekend of the month 
proved to be our busiest, with pilots 
calling from as far afield as 

Andrewsfield, near Stansted, for PPR. We were able 
to confirm that we were open, and that we had fuel, 
but that we had no food on offer, although they could 
make themselves a cuppa and use the loo. And that 
was enough! With the weather perfect, the visibility 

topping 40 miles and a stiff 
easterly tailwind to bowl them 
into the West Country, they 
enjoyed fantastic flying 
conditions and hopefully went 
back with good reports of 
Bodmin. Among them was the 
Polish-registered Carbon Cub 
pictured at the bottom of the 
page, which came in from 
White Waltham near 
Maidenhead. Completing the 
overseas contingent for the 
month was a French-registered 
Robin DR400-180, G-FVBN, 
which came to us from 
Bicester.

Clare Tector’s Taylorcraft

Beautifully turned-out Jodel

Polish-registered Carbon Cub



And during the last week of May we had 
six visits from Cobham’s Newquay-based 
Cabri helicopters – it’s good to see them 
back in our circuit. They came to an 
airfield where the enforced closure had 
allowed the completion of the refurbishing 
of all of the markings of Runway 13/31, 
the renewing of the thresholds of Runway 
03/21, and the airfield getting its first 
grass cuts of the year. The small team of 
volunteers who have been responsible for 
ensuring that the airfield looks absolutely 
first class from the air are Jamie 
Wharram, Richard Saw, Richard Bracey, 
Brett Lorraine and Martin Pengelly. The 
clubhouse internal refurbishment has 
continued with Roger Davis. On top of 
renewing the internal side wall and some 

floorboards, Roger has also strengthened the 
roof by fabricating metal supports for the roof 
trusses that were cut through when the new 
tower was built – the result left the roof 
sagging by three inches. All in all, the 

clubhouse and airfield are looking in fine fettle, 
and Bodmin Airfield is a place to be proud of. 
One interesting outcome of the attention that the 
main runway received was that a most unusual 
piece of FOD (Foreign Object Debris) was found 
close to the centreline of Runway 31 shortly after 
the start of the flying programme. The thought is 
that it was used by one of our members while 
working on an aircraft, then left lying unnoticed 
on an aircraft surface. The assumption is that the 
aircraft was taxied up onto Runway 31 for 
departure and, once the airspeed was high 
enough, or it hit a bump, or the aircraft rotated, 
the offending object fell off, or out, of the aircraft. 
So, if anyone is missing a 25cm long 7/8ths 
spanner, you can collect it from the Tower. 

So smart! Thanks to all

Jay taking his exercise

Richard painting by numbers



The message here is that conducting what are 
known as ‘FOD plods’ along the runway are an 
essential part of the checks the Duty Managers 
carry out on a daily basis, although it is not often 
that you come across something as interesting as 
this! 
The airfield continues to look its best in the warm 
spring weather. Along the hedges the bluebells of 
April have given way to the beautiful red campion 
and foxglove. As the month progressed, the variety 
of meadow flowers that abound in our grasslands 
continues to increase, with some lovely spreads of 
yellow rattle, corncockle, cuckoo flower, forget-me-
not, scarlet pimpernel, stitchwort and wild 
strawberry, among many others. As always, one 
man’s weed is another man’s wildflower! Due to the 
fact that the airfield has had no chemicals of any 
description spread on it for over 50 years, and 
receives an annual meadow grass cut, that the 
sheer variety of wild flowers creates a riot of colour 
around the margins. 
Despite initial worries about lack of open doors 
during the lockdown, our resident colony of 
swallows are now happily nesting in three of our 
buildings and the sound of young jackdaws can 
also be heard in the roof space of another building. 
The skylarks continue to be the stars of the airfield 
with continuous birdsong throughout the day. Our 
never-ending land stewardship programme 
continues to benefit the local wildlife, and we 
maintain a superb diversity of flora and fauna. 
Our resident feline, Egla, has returned to the fold 
after her two-month holiday down by the Fal River. 
Now the lockdown is effectively over, she has been 
brought back to the only place she has ever known 
as home to resume her patrol duties around the 
manor. Within hours of her arrival she joined 
Corinne Dennis in her hangar and got to work 
‘mousing’ with immediate success. We are pleased 
to report that she has settled back in to airfield life 
and she looks mighty relaxed about being back. 
It is always nice to welcome ‘original’ old members 

back to the club, and we are very pleased to 
welcome Jim Woolford as a flying member. As 
Jim explains in this newsletter, his first 
acquaintance with Cornwall Flying Club was 
back in 1976 when he was checked out by 
Instructor ‘Simmo’ Simmonds in one of the 
original club Aircoupes. Jim went on to build 
and fly one of the only two ‘Turner Two Seat 
Wot’ biplanes (TSW-2) ever built. As the 
anoraks amongst us are aware, the Two Seat 
Wot was a dual version of the single-seat 
Currie Wot, designed by Chris Turner with the 
first example built by him in Sunderland. 
Interestingly, Jim’s TSW-2 is mentioned in 

Wikipedia, which says:  “This second example, G-
BLPB, was built by James Woolford and Kingsley 
Thomas in Mullion, Cornwall between 1980 and 
1986. It first flew from Lands End Airport on 31 
August 1986. This aircraft is still airworthy and in 
2017 was based on a farm strip in Wiltshire.” 
Finally, as with the last newsletter, and despite the 
easing of the lockdown, we give you a further 
duty-of care-reminder to please continue to take 
great care when out and about, please continue to 
follow the advice on maintaining your safety and 
personal hygiene to 
keep the virus at bay, 
and if in any doubt 
about your own health 
in the month ahead, 
phone NHS Direct on 
111 to seek guidance. 
This difficult period for 
all of us will pass and 
we will all come through 
this safely together. The 
new mantra of STAY 
ALERT, CONTROL 
THE VIRUS, SAVE 
LIVES is as important 
as ever.

FOD… any claimants?

Oi you! Two metres…

Egla returns to EGLA



Cornish classics

My, doesn’t the Club car park look classy? On 
one glorious day in May it was graced by two 
rare and unusual vehicles owned by members – 
a Vauxhall Tourer belonging to Nick Chittenden, 
and a Daimler Dart owned by Richard Saw. We 
asked both for a few details, and this is what 
they wrote: 
Nick Chittenden: “It’s a Vauxhall LM 14/40 
Colonial Tourer with a 2.5 litre 4-cylinder 
sidevalve engine. Built in 1927, one of 
approximately 8,000 of that model built in Luton, 
it was exported new to Australia and returned in 
2001. I bought it as a non-runner in March 2002 
on what turned out to be an expensive week; 
having arrived home in a Twin Otter from the 
Antarctic on Friday, I bought the Vauxhall on the 
following Tuesday and acquired a fiancée on the 
Thursday.
“I rebuilt the engine and overhauled the steering, 
brakes and wheels. It was repainted in 2008, the 
total cost being £5 for a tin of green paint in 
Trago Mills; I already had a tin of black paint and 
a brush. The only part missing from the car was 

the magneto switch. I found an old porcelain 
light switch on the scrap heap at Fossil Bluff in 
the Antarctic. It cleaned up well, and works a 
treat. I still have the fiancée, too.” 
Richard Saw: “Yes, it’s a Daimler Dart – but I 
can’t call it that. It was intended for the 
American market, and Daimler launched what 
was their first sports car with great fanfare at 
the 1959 New York Motor Show. Within 
minutes, the heavies from Chrysler came over 
and told them: ‘You can’t call it a Dart cos 
we’ve registered that name for one of our 
Dodge models!’ Embarrassed, Daimler 
renamed it SP250 – its project designation 
when it was being developed by Daimler’s 
then owners BSA.
“I have known and lusted after this car for over 
30 years, when previous owner Charlie Beilby 
joined Brymon Airways. When we retired 
about 11 years ago Charlie moved abroad and 
I became the new custodian. I have kept it as 
it came out the factory, so has all the quirky 
handling of a vintage car with a legendary V8.” 



Made in 
Bodmin
Pete White has spent Lockdown clearing 
out his attic – when he wasn’t polishing 
his Scrabble – and has uncovered some 
long-lost artefacts going back to the early 
days of Bodmin Airfield. Among his 
historic papers are several brochures 
relating to the Trago Mills SAH-1 trainer 
aircraft, designed and built on the airfield 
under the auspices of Trago Mills owner 
Mike Robertson. Here, Pete tells the 
story of that seminal event in Cornish 
aviation history.

By Pete White
The SAH-1 was designed by Sydney A. Holloway 
while he was working for Trago Mills, which had 
hoped to market the aircraft to Britain’s armed 
forces as a replacement for the ageing Scottish 
Aviation Bulldog trainer.  Holloway started on the 
SAH-1 in 1977, building the aircraft, designated 
SAH-1 in his honour, in his living room of his home 
at Cardinham, next to Bodmin airfield. Holloway’s 
wife Sheena (a draughtsperson in WW2) did the 
drawings and put up with the mess. Holloway’s task 
was eased by the spontaneous help given by 
several skilled experts including Frank Robertson 
(no relation to Trago boss Mike Robertson), who 
took over responsibility for the aerodynamic and 

stress calculations. Syd Holloway, an aircraft 
engineer and designer for some 53 years 
experience with famous companies like Fairey, 
Airwork and Percival, went for a strong but 
simple metal airframe, with the emphasis on 
minimum maintenance and easy repair. 
Unproven materials were avoided, and PVC 
foam was used for skin stabilisation to prevent 
“oil-canning”. The ailerons were of the slotted 
Frise type, with differential action and external 
mass-balances. The slotted flaps, operated by 
means of a lever between the seats, 
incorporated built-in steps for easy entry.
The production and design of the 120 hp 
SAH-1 (which was in a later life to become the 
FLS Club Sprint) was undertaken in what is 
now known as the Trago Hangar at Bodmin 
Airfield. The prototype first flew with Air Vice 

Marshal Geoffrey Cairns at the controls 
on August 23, 1983. Reports from the 
test flights (including a flight by Neville 
Duke) consistently praised its excellent 
handling and performance. For 
example, BAe Dunsfold’s ex Chief Test 
Pilot, Bill Bedford, said of the aircraft: 
“It has made a great impression upon 
me and I am absolutely convinced that 
it is the best modern trainer yet 
produced. The Tiger-Moth of the 21st 
Century.”
Flight International said: ”In handling, 
the SAH-1 is clearly a ‘pilot’s 
aeroplane’ in the best tradition of earlier 
British trainers and refreshingly 
different from most of its 
contemporaries.” Two years later, on 

SAH-1 on a test flight



12 December 1985, the SAH-1 gained its type 
certificate In 1987 the plans were sold on to Orca 
Aircraft, but a slump in the world’s economy left 
Orca Aircraft bankrupt in 1989. The plans for the 
SAH-1 again changed hands, this time to Lovaux 
Ltd/FLS Aerospace.
FLS Aerospace began modifying the basic SAH-1 
and came up with two models, the Club Sprint, 
essentially the original SAH-1, and the Sprint 160, 
a re-engined Club Sprint with a 160 hp aerobatic 
Lycoming and a Hoffman constant speed 
prop. FLS got as far as building a first run of five of 
these aircraft between 1993 and 1998 (of which 
three were complete and airworthy in 2008 – the 
others were stored) while negotiating a 
building contract. However, before the 
Sprint could be produced FLS went 
bankrupt and the Sprint programme 
was put into storage.
In 2004, the design was sold again, 
this time to The British Light Aircraft 
Company Ltd. BLA, of Liss, 
Hampshire, was a subsidiary of 
Aviation Group International Ltd, and 
acquired from FLS Aerospace the 
rights to two British-designed light 
aeroplanes, the SAH-1 Sprint and the 
Edgely Optica. The Optica observation 
aircraft was to have been 
manufactured as the BLA Dragonfly, 
but by 2007 those plans were in 
abeyance in order to concentrate on 
the second design, the SAH-1 Sprint, 
which was being marketed as the BLA 

Redwing.
In 2007 BLA was constructing a plant 
at Henstridge Airfield in Somerset as a 
finishing and distribution centre for 
Redwings, but work was halted by 
mid-2007 and by 2008 the design 
rights for both aircraft had been 
acquired by Aero Elvira. The company 
was dissolved in 2009.
John Edgley, the Optica’s designer, 
also had ideas for the Sprint to be 
manufactured as a kit aircraft for the 
home build market, but alas this did 
not materialise.
Trago entrepreneur Mike Roberts 
claimed to have spent £1.25 million to 
have the SAH-1 designed, developed 
and built, a job he began in 1977 with 
the intention of revitalising the British 
light aircraft industry. Unfortunately 
the RAF opted instead for a German 
contender, the Grob Tutor, dealing a 
death blow to the domestic light 

aircraft manufacturing business. 
The SAH-1 has featured in flying magazines 
several times, including Pilot in 1984 and 1986, 
Flight International in 1987, Flyer in 1993 and 
2008. It also featured in the TV series Test Pilot 
when it was based with the Empire Test Pilots 
School, who commended its handling 
characteristics.
So where was I involved? In the late 1970s I was 
regularly visiting Bodmin Airfield just before I 
started training for my PPL, and my visits 
coincided with the early days of the SAH-1. I 
admired the purposeful looks of this excellent 

Roomy cockpit, well suited to training

SAH-1 on display at RAF St Mawgan



contender as a future training aircraft. In fact, I 
thought then and still do believe, it would suit the 
CFC fleet admirably. To quote the brochures of the 
time: “Once in a while an aeroplane comes along 
that puts it all together. Designed from the outset 
as a primary trainer that teaches people to perfect 
piloting skills, the ORCA SAH-1 combines 
superlative handling characteristics and 
performance with true classroom-in-the-sky 
versatility. Everything that is desirable in a trainer 
has been considered and incorporated in this 
remarkable aeroplane. Side-by-side seating in a 
wide cabin, full aerobatic abilities with impeccable 
spinning characteristics and rugged construction 
mark the SAH-1 as a trainer apart from the rest – 
but then add to the list 360 degree vision, an 
airframe stressed to +6g, a touring range of over 
700 miles with two people, 100lbs of baggage and 
with outstanding economy... then you 
have a very special aircraft indeed...”
Makes you wonder what the RAF saw in 
the Grob that led them to send the 
taxpayers’ money to Germany. 
 
SAH-1 - Trago Mills prototype with Avro 
Lycoming O-235-L2A engine (1 built, 
registered G-SAHI)
Club Sprint - FLS production version of 
SAH-1 (1 built, plus one incomplete in 
storage)
Sprint 160 - FLS version with Textron 
Lycoming AEIO-320-D1B engine (1 
built, plus two incomplete in storage) 
Powerplant: 118 b.h.p. Avco Lycoming 

O-235-L2A 
Prop: McCauley fixed-pitch, 5ft 6in diameter 
Wingspan: 30ft 8.4in 
Length: 2lft 10.25in  
Height: 7ft 7.5in  
Cockpit length: 5ft 
Cockpit width: 3ft 11.5in 
Baggage volume: 14 cu.ft 
Empty, equipped: 1,l00lb 
Max take-off: 1,750lb 
Max fuel load 25 Imp gal: 188 lb 
Max wing loading: 14.581b/sq.ft 
Vne: 164kt 
Max level speed/sea level: 122kt 
Cruise at 75% power/sea level: 110 kt 
Service ceiling: 16,400ft 
Take-off to 50ft (15 deg flap): 1,285ft 
Range with 45m reserve: 620 n.m.

Flying into the sunset, Kemble, 1985

Farnborough pitch produced no sales



Zooming with the Beavers
By Pete White
The present COVID 19 pandemic 
has turned the world as we knew it 
into a whole new learning process 
and journey of discovery. Besides 
the unusual attention my garden has 
recently received from me – now 
assisting the usual gardening 
resident of No 92 – I have had time 
to consider the planned events that I 
would normally be organising for our 
airfield, FOG etc. My feelings are 
that we should plan for 2021, and 
while not completely forgetting this 
year, we should be prepared to slip 
in an event or two a little later in the 
season.
While my brain was occupied with 
planning, as it always seems to be 
doing, I had a telephone request 
from the 27th Plymouth Beaver Scout 
Colony, who wished to continue with 
their meetings and badge work 
regardless of the pandemic, and they 
had resorted to the online meeting 
process called ZOOM. So my 
journey of discovery found me as an 
invited guest to the Beaver meeting 
on Friday May 1st, using my PC. It 
was an amazing experience, and I 
was able to chat with about 20 young 
Beavers and their leaders, so the 
youngsters could ask me numerous 
questions to help them with their 
badge work. 
My first experience of using ZOOM 
was most encouraging, and it proved 
to be an ideal way to continue our 
work and keep up the connections 
with Feet Off the Ground (FOG), the 
airfield and the young people who 
will be tomorrow’s adults.
Later the same day I joined another 
ZOOM group arranged by the Light 
Aircraft Association and managed to 
catch up with over 50 LAA 
members... and later in the month, 
we held a CFC Board meeting via 
Zoom. What a wonderful way to 
communicate in these difficult times.

Pete shows Beavers around IVOR

Helmet optional

Pilot Not Flying



Perfection takes flight

The finished article – Darren’s RV8

By Darren Fern
The last time I flew back from the Alps in my Husky 
G-OGGI my groundspeed was 62mph all the way 
from Stuttgart. Halfway home I was told off by the 
air traffic service for deviating from my heading by 
30 degrees for a few moments, but they forgave 
me when I advised that I was trying to pee into a 
bottle in an aeroplane with a stick, and no autopilot!
As I was recounting my story to Europe’s Husky 
King, Tom Dietrich, he said: “You should build an 
RV… it will land almost anywhere you can take the 
Husky, but will fly at 200mph on the way home.” 
And so it began…
Building my own aeroplane was at the top of my 
bucket list for retirement, but as I pondered on my 
future flying options it dawned on me that building 
one right now was the best option. The RV range 
was an obvious choice, and I prefer a tandem 
seating arrangement. I didn’t like the RV8 as it 
looked a bit like a Dan Dare cartoon sketch of what 
an aeroplane should look like, and poor paint 
schemes seemed to make it look even worse. 
Fortunately, I chanced upon a picture of the 
RV8 with the Showplanes Fastback conversion, 
and I was instantly hooked!
I took the plunge and put my beloved Husky up 
for sale. In order to keep shipping costs down I 
purchased the empennage kit, as well as  
quick-build wings, fuselage, firewall forward 
and finish kit. The empennage kit arrived within 
three weeks, and I had something to play with!
I love tools, so the unbridled joy of leafing 

through aviation tool kit catalogues added a whole 
new level of excitement to the project, and within 
weeks I had an aircraft factory at home. I built the 
‘introductory tool box and aileron section’ practice 
kits, and managed to not ruin them completely, 
and then it was time to crack on with building the 
empennage. There are lots of small parts in the 
empennage, and by the time it is built, most of the 
skills needed for the rest of the build have been 
practiced. Replacement parts are cheap, but I 
managed to complete the empennage and only 
had to order one replacement front rib for the 
horizontal stabiliser.  
It’s an interesting process of trial assembly, Cleco, 
match drill, disassemble, deburr every drill hole 
and skin edge, reassemble to check, disassemble, 
then prime and reassemble for riveting. My 
workshop is 10 feet from the sea, so thorough 
prep and priming is essential. I used a two-pack 
acid etch primer, then a two pack epoxy primer 
which is fairly nasty stuff. More money on positive 

Primed for assembly



pressure ventilation masks, breathable air 
system, fireproof ventilation fans and a good 
spray gun later, every single part of the 
empennage was primed and ready for assembly.
After building the skeleton of the parts, an 
inspection from my dear LAA Inspector Rod 
Bellamy was required. Fortunately, he seemed to 
think my efforts  were not too shabby, and he 
allowed me to rivet the skins to the skeleton parts.

Before I started the build, I was told that if I 
finished the empennage inside six months, I’d 
complete the project. If I hadn’t finished after a 
year, I would probably never finish it. It took six 
weeks, and almost 300 hours of work, but the 
price for hand squeezing all of the dimples and 
rivets in such an intensive period was Carpal 
Tunnel Syndrome, and synovitis of my left index 
and middle fingers, which seriously started to 

affect my ability to carry out my day job as a 
surgeon. A few steroid injections later, it became 

apparent that I would need surgery, and I ended up 
taking a short break. Fortunately, the wings and 
fuselage didn’t arrive for five months, so I was ready 
to start again by the summer of 2018. I invested in a 
pneumatic rivet squeezer and more power tools to 
protect myself for the next phase, though!
After a couple of months off, the rest of the kit 
arrived, and a friend agreed to store parts until I 
needed them. There were a few very large boxes!
The quick-build wings come with the spars, ribs and 

some skins completed by a team in the Philippines. I 
wanted to put inverted fuel flop tubes inside the 
tanks, so they had to be disassembled, large holes 
cut out, and new flop tubes installed before sealing 
all the holes up again with Proseal… If Satan kept a 
pet snail, the slime track it left would probably have 
the same qualities as Proseal; truly horrible stuff to 
work with!
Fitting the autopilot servos, heated pitot, wiring 
looms and control rods was straightforward, but 
riveting the skins on single-handed was a challenge, 
with more injuries sustained!  After another couple of 
months the wings were primed inside and out and 
put away on the wing jig for storage.
Once the wings were packed away, the fuselage 
‘canoe’ was delivered, and the process of installing 
the undercarriage, turtlenecks, interior panels and 
flooring began. A ‘rotisserie’ for holding the fuselage 

Skeleton ready to cover

Time for a short break

Parcel for Mr Fern…



made access easier, and was cheap and easy to 
construct using a couple of engine stands and 
universal joints at each end.
After fitting conduit runs along the rear, the 
Fastback conversion started in earnest. Some of 
the previously constructed empennage had to be 
cut to fit the new shape, and the rear part of the 

quick-build fuselage disassembled and parts 
thrown away before the new parts could be 
attached. Attaching the turtledeck made it start to 
look like an aeroplane!
After another few weeks, it was time to convert the 
garage back into a spray booth so that all of the 
parts could be epoxy primed. The process of 
disassembly, cleaning, prep, priming and 
reassembly started again…
By this stage it was apparent that I needed a bigger 
shed, so the garage sprouted a temporary 
extension made from a steel garden shed attached 
over the opened garage doors. My dear wife forgot 

it was there (it was only 12’ x 10’) and reversed 
into it the following morning! Fortunately I had the 
tools and enough experience to straighten 
everything out, but it was still a tight squeeze 
inside.
The next stage was to get the control rods, 

cables and fuel lines fitted, and get the floor 
temporarily on… there is a lot going on 
underneath the flooring.
In March 2019, the lovely new Aerosport power 
Lycoming IO360 A1B6 engine arrived, and a bit 
of room was found to work on it. It was a whole 
new learning phase as I’d never even done an oil 
change on previous aircraft. Mounting it to the 
airframe without help was an interesting 
challenge. I’m sure that if designers had to 
actually install the parts they create, things would 
have been done differently.
The alternators, exhaust, inverted oil system, 
wiring and installing the various probes was a 
really enjoyable part of the build, and was a 

Primed wings stored on jig

‘Rotisserie’ makes fuselage work easier

Shaping up like an aeroplane

’ello, Darren, got a new motor?



surprisingly clean phase in construction. It wasn’t 
long before the misery of fibreglassing came back, 
though! The Fastback canopy comes in many parts, 
constructed from a honeycomb core and fibreglass 
skin, devoid of smooth gelcoat. After epoxying the 
parts together, filleting and filling, there was a 

seemingly endless phase of painting with thinned 
epoxy, sanding, repainting and so on, until the frame 
was smooth. Then the dreaded time to cut the 
canopy arrived…
The canopy is a small part of a huge acrylic bubble 
that has to be cut to shape and prepped meticulously 
in order to reduce sharp edges and ‘stress raisers’ 
that will inevitably result in cracking of the canopy. 
After waiting for a warm spring day, I managed the 
cuts, drilled the 1/8th” holes and checked everything 
in place. I was elated that it hadn’t been as scary as 
everyone had said! All looked well, so it was time to 

drill 1/4” holes that would be used to bond the 
canopy to the frame. What could go wrong after the 
easy ride yesterday?  
It went wrong… I twisted the drill slightly, and the 
canopy cracked! I could have cried… in fact I 
wailed so loudly that Ali came running out of the 

house to find out if I’d hurt myself.
I went on line and ordered another one… 
$860.00 to replace. Then shipping… a 
whopping $2200.00! Mr Happy Face was 
absent for some time. The replacement 
arrived after a week, and I had to do it all 
again… it was beyond nerve-wracking, but 
fortunately I had learned from my previous 
errors, and all went well.
After installing the canopy, a similar 
process ensued for the cowling; mind-
numbingly dull filling, sanding, epoxy, 
sanding and repeat, but finally she started 
to take on her proper shape.
By the end of the summer of 2019 it 
seemed like the major construction was 
done. The fuselage was complete, trial 
wing fitting was done, empennage fitted, 
and everything lined up within 3mm or 0.5 

degrees of where it should be, and 
well inside the tolerances required 
by Van’s. All that was left was to put 
the avionics in, a job that shouldn’t 
really take more than three or four 
weeks, I thought. How wrong was 
that belief! Four months later, and 
400 hours of fiddling, and I finally 
got it in and working!
On the 12th Feb 2020, I had done 
everything that I could do at home, 
and it was time to load up and move 
everything to the hangar. “Don’t 
worry, it will fit on my trailer” said 
Tim. It did, but only with the tyres 
overhanging the side of the ramps 
on the way up! I couldn’t watch…

What could possibly go wrong?

Starting to take her proper shape…

Now where does this one go?



Fortunately, everything arrived safely at the hangar, 
and final assembly could commence (once I’d built 
a workshop to house all my tools). The wings went 
on, empennage attached, alignment check and all 
was well. Time to put the propeller on!
My plan throughout the build was to fly it in its 
horrible green primer for a while, then pull it apart 
for professional painting. I had spent hours 
doodling colour schemes, and I knew exactly what I 
wanted. Then Covid Lockdown happened… I was 
furloughed from my day job, expecting to be 

seconded to work with my former colleagues at the 
main hospital. My outpatients work continued for a 
few weeks, and I was able to carry on  working on 
the plane in complete isolation with only a 400 yard 

detour on the way to and from work. 
After a couple of weeks of fixing minor snags, I had 
time to think about progress to the final stage. 
Could I use the ‘lockdown time’ effectively, rather 
than do nothing? After some time spent going 
through options and corresponding with the LAA, I 
decided that I was going to wrap my baby in 3M 
1080 vinyl, as it was cheaper than paint, lighter 
than paint, and easier to repair than paint, and the 
only downside was that it was slightly softer and 
probably wouldn’t last as long as paint. I took the 
plunge, and asked Darren Harding at Autografitti 
(Falmouth) to do the work. He did a magnificent 
job! Everything was covered in Ghost White, and 
then colour trim added on top. He estimated that it 
would take five days, but it took almost three 
weeks.
The final design evolved as we went along, with 

the end result nothing like what I had initially 
drawn. I’m so glad I didn’t send it off to be painted 
to my original design. I’m obviously biased, but I 
think that the final result is passable…
After considerable time spent resolving paperwork 
issues, and with enormous support from Rod 
Bellamy and Jon Viner at the LAA, I finally 
received the ‘First Flight Authorisation’ from 
Francis on May 22nd, just two years from the start 
of the build. Nick Chittenden flew down from 
Roche in his beloved Aeronca ‘flying bathtub’ to 
carry out the first flight. He had visited earlier in the 
week to go through my POH and to get to grips 

It all works!

Ghost white wrap hides green primer

Nick’s ‘flying bathtub’



with the comprehensive avionics 
installation, and did a thoroughly 
profession job in preparing for the first 
flight. 
Although I was a designated test pilot as 
well, I was grateful for Nick’s experience 
and methodical approach to the first 
flight, but it is still difficult to watch 
someone else take one’s pride and joy 
away for the ‘first ride’… an odd 
combination of jealousy, and fear that 
my work might result in the demise of a 
friend!

After a smooth take-off roll 
and climb, the relief when 
after a couple of minutes he 
radioed “she flies great… no, 
better than great!” was almost 
overwhelming. He spent 30 
minutes running at 25/25 to 
give the engine a good warm 
up, then landed for a ‘loose 
bolts check’. The customary 
‘RV grin’ was present on 
landing, and he gave it a big 
thumbs up. The only issues 
found after inspection were 
loose wheel pant outer 
attachment screws, soon 
resolved by changing the 
bolts and lock washers.
After another hour of ‘engine 
burn’, I finally got to fly her 
myself. What a joy… she flies 

straight and level with hands and feet 
off the controls, and seems remarkably 
stable. 
I managed to build virtually all of it 
without assistance, although there are a 
few stages when an extra pair of hands 
are needed; thanks Chris and Colton for 
being there!
The greatest assistance during the build 
was the unwavering support of my 
darling wife… It would have been a far 
longer journey without her patience and 
tolerance. 2,600 hours in the garage 
over two years is a lot of time away from 
home; thank you, dear! I know deep 
down that you really do want to go flying 
with me!

Creator finally gets to fly his baby

Nick Chittenden wears the RV grin

Ali can’t wait to get in!



By Jim Woolford
There is an entry in my logbook for the twelfth of 
December 1976 which says ‘Simmons – 
Aircoupe – forty minutes’; that was my checkout 
the first time I joined the Cornwall Flying Club. I 
was flying with Simmo Simmons, the club’s CFI, 
in a twin-ruddered Aircoupe. 
So here I am again, back as a member after a 
short break of forty-three years and yes a few 
things have changed in that time, but not as 
many as you might think. The hangars and the 
clubhouse were already there, and the airfield 
layout was pretty much the same but there was a 
perilous taxiway where the car park is now.
So where have I been flying since then? Well, 
after that we kept a Condor at Lands End, then in 

1986 our homebuilt Two Seat Wot was finished 
and flown. That kept me amused for the next 
nine years and with both the Condor and the Wot 
I flew into Bodmin from time to time. Between 
then and 2004 I flew mainly with the Lands End 
Flying Club until I joined the Culdrose Flying Club 
(bet you never knew there was one?) and 
subsequently the Culdrose Gliding Club. There I 
glided and tugged for the next nine years before 
buying in to a Midlands based Cessna 120 

group. That aircraft was sold last December – so 
I’m back, and what better place to be flying than 
Bodmin. The goal now is to achieve fifty years of 
validity on my pilot’s licence, from its issue date of 
August 1972. Although I’m not too sure at the 
moment what the next aeroplane is to be.
So what of the Aircoupe, or Ercoupe? In those days 
the flying club seemed to have quite a nest of 
them; three or four I believe. I flew G-ATWP and G-
ARHB. They were touted as an easy to fly, 
unstallable and thus allegedly safe aircraft. What it 
really meant was that they had limited elevator 
effectiveness. Woe betided the pilot who got slow 
on finals. The earliest models had a coupled yoke 
and rudder, with no pedals, and like a car you just 
turned the wheel to go around a corner! Fortunately 

the manufacturers subsequently changed their 
minds and the flying club’s had conventional 
controls. The aircraft could best be described as 
‘unspectacular’ – however, they worked, and 
seemed to suit Bodmin well during the time they 
were there. I’m not sure though, with what haste or 
enthusiasm the club swapped them for the Cessna 
150s that came after.
By the way, the young lady who flew with me in the 
Aircoupe in 1976 still flies with me as my wife and 
flew once again from Bodmin today, in a 152. 

Welcome home, Jim

Two Seat Wot landing at Bodmin

Club fly-in, 1991

CFC Ercoupe, circa 1976
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