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By Chairman Darren Fern 

Hard to believe it’s a year ago this month that Hangar 3 burned down. When I look at how much addi>onal work that 
seminal event piled on to our staff, Directors and members, I’m mildly surprised to note that throughout the year we 
con>nued to set ourselves new targets and make significant progress towards achieving them.  
Some>mes it feels like we are wading through treacle, and I have to remind myself that we really are geFng closer to 
our goals. The ethanol-free mogas bowser is on the verge of being commissioned, the second RV12 is in daily use, new 
commercial tenants have moved onto the airfield, our flight training opera>ons has never been beNer… and of course, 
I’m looking back on a fantas>c flying summer, where rela>vely few days were lost to weather and we enjoyed some 
memorable events like September’s Cornwall Strut Fly-in, into which Pete White ploughed so much >me and effort.  
The cost of living crises and the explosion in energy prices have had us trimming our sails constantly, and the Board is 
busy reviewing our en>re business model, scru>nising the various cost centres to ensure that we are opera>ng at the 
op>mal level of efficiency and geFng maximum ‘value for money’. Howard Fawkes con>nues to project-manage the 
Hangar 3 work – the rebuild is looking likely to be a ‘like for like’ replacement of the roof, but we con>nue to develop 
plans to maximise the benefit of the internal space. This may require the reten>on of one of the Portakabins. We were 
provided with two Portakabins by the insurers but we’ve really only used one, and could con>nue to manage with one 
for the foreseeable future. It’s nice having the briefing rooms closer to the clubhouse and facili>es, so ‘Plan B’ is to try 

Thank heavens for blue skies!



to fund ongoing rental, or possibly to purchase the Portakabin from the supplier as a ‘second-hand’ unit. We need 
to provide office space for the General Manager so that he can concentrate on delivering essen>al management 
support, rather than running the tower ops for the day. 
Hangar 3A is likely to con>nue as hangar space for members’ aircra[ once Sky4pilots move into their final 
workspace. We’ve been working with Rod Bellamy and Trago Mills to try to find a solu>on to the financial 
challenges we have to live with on the Trago Hangar. The rental costs are due to rise significantly, and we don’t 
make enough money through sub-leFng it to cover them. We have advised Bruce Robertson that we wish to 
terminate our lease on the hangar in the very near future, but we have found a new tenant for them! Rod Bellamy 
and Bruce Keeping have had LAA and CAA inspectors looking around the Trago Hangar with a view to taking over 
the lease and developing a new maintenance facility in it. They s>ll plan to offer hangarage to exis>ng aircra[ 
owners, with similar charges and insurance support. The income from this will allow them to grow their 
maintenance business organically un>l their new business is established. Rod has purchased a lot of equipment 
from my personal aircra[ factory now that I am no longer an aircra[ owner; a fortuitous mee>ng of needs! Pens are 
poised to sign contracts, but it’s not all signed and sealed as we go to press… fingers crossed it will happen, as in 
these challenging >mes we really cannot afford to run the hangar at a loss. 
India Charlie’s engine has been sent for repair and overhaul, and is due back on site as I write. We hope to have her 
in the air and paying her way over the next week, subject to final checks on the test bed. Unfortunately, the part 
that failed was only one of a number of poten>al causes of her problems, and as it couldn’t be fixed without 

removing the engine, it was the last part we looked at. 
Hopefully, these repairs will put an end to the 
reliability issues that have troubled her over the past 
12 months. The second RV12 is performing well, and 
has already proved the value of having two similar 
aircra[ in the fleet; we would have been in great 
difficul>es without her.  
Our 152, SM, is back in ac>on a[er recent servicing 
that also required a new propeller. Performance is 
remarkably improved, and apparently Bruce’s face 
when taking off in SM looked remarkably similar to 
Jeremy Clarkson’s when he was driving the Ariel 
Atom! We have a bit of a dilemma with SM… we’ve 
spent a lot of money on corrosion work, a recent new 
engine and a new propeller, all of which have added 
value. Who knows what maintenance costs lie in the 
future? Given the difficult financial situa>on 

interna>onally, and a feeling that ‘the bubble is going to burst’ on aircra[ values, perhaps now would be the best 
>me to sell her and pay off the small loan that we took out to purchase her replacement, the second RV. This was 
always the plan, but perhaps with a bit of investment in cosme>c work, if we are lucky we could get another 1000 
hours out of her. If we can s>ll make a small profit on flight training, introductory flights and self-fly hire, perhaps we 
should hang on to her. If, if, if… if you have an opinion, please let us know. Your opinion maNers… 
The new fuel area to accommodate the bowser is geFng closer to frui>on, thanks to the help and advice of our fire 
officer. We have a very simple and cheap plan that should allow us to start selling unleaded ethanol-free mogas very 
soon. Again, Howard Fawkes is managing the project. Our Company Secretary Leith WhiFngton is leading a group 
examining our working prac>ces, and we have set up a small sub-commiNee to look at how we might provide 
catering and bar sales in a more cohesive way, and with longer opening hours. The rela>ve lack of catering op>ons 
is a weak point for the club; good catering is a real incen>ve for visitors, but un>l numbers increase, the catering 
doesn’t make a profit. It’s all a vicious circle, so we are reviewing whether there is a good business case to change 
how we fund the exis>ng services; I’ll report back in a couple of months’ >me. Again, if anyone has any sugges>ons 
on how we can improve things within a budget, please share your views. 
The AGM date has been set, and four current Board members – myself, Pete White, Richard Saw and Howard 
Fawkes – have reached the end of their first two-year term according to the updated Ar>cles of Associa>on. Two 
other vacancies following resigna>ons over the past two years will also be available. Some directors will be seeking 
re-elec>on, but we also need to consider the need for ‘new blood’ on the Board. We have two members interested 
so far, but if you feel that you can make a contribu>on to the running of our club, please start thinking about your 
applica>on soon.  
I hope that next month I will be able to confirm that the ‘ducks’ that we are trying to line up have come together in 
a manner befiFng the Red Arrows… fingers crossed! 

SM’s acceleration is much improved…



Wrapping up the season in style

By Pete White          Pictures by David Young 

What an amazing day we all had on Saturday 10th September for our last published fly-in for this year. The weather 
gods blessed us, and allowed a good number of visitors both to fly in and to come by road. It was a joyous occasion to 
see our airfield come alive, and to hear the happy chaNer amongst our smiling guests and club members. DoNy and 
her team looked a[er everyone’s culinary needs, while our brilliant 
volunteers directed the fleet of airborne visitors into safe parking 
places. We are lucky to have such an enthusias>c team, and I can’t 
thank them all enough.  
Mind you, beforehand my personal dilemma was making the decision 
on whether to hold the Cornwall Strut Fly-in at Bodmin Airfield on 
that day, or to cancel it due to the recent death of our beloved 
monarch, Elizabeth II. We were grieving for a Queen who has not 
only served her subjects in this country and across the globe so well, 
but was also truly respected by all the peoples of the world. A[er 
much delibera>on I did decide to go ahead and hold the event, more 
as a celebra>on of her life and an opportunity for us all to collec>vely 
join in our thoughts of her wonderful life and at the same >me 
welcome our new King, Charles III. 
To acknowledge Her Majesty’s passing I used my trusty portable air 
raid siren to gain the aNen>on of our guests and members, and at midday we all stood together in silence for two 
minutes to reflect,  and to pay our respects. 
Progressively the day became a much more joined up affair with the airfield buzzing with visitors, all enjoying the 

ambience and the famous Cornish welcome for 
which we are very well known. We were lucky to 
see visi>ng aircra[ from afar as well as our local 
airfields that support us wholeheartedly for all of 
our events. On a personal note, my pal Ed flew in 
with his Boeing Stearman and took my three lads 
for a local flight from the airfield. This was 
something I had previously organised as a ‘thank 
you’ for my sons and they all absolutely loved it. I 
was lucky enough to fly the same aircra[ earlier 
this year and it is s>ll very much in the forefront of 

Roger Pugh gets Dot airborne

83 bacon sandwiches please

Fabulous weather for the Cornwall Strut fly-in



my memory banks, especially the loops 
and wingovers over the beau>ful South 
Devon coast. Back to the day in ques>on –
and wasn’t it a wonderful way to finish our 
season of events at Bodmin Airfield. 
Next year’s events are already shaping up, 
so keep an eye on our website and our 
Bodmin Flyer newsleNer. I finish the story 
with a link to the master photographer’s 
photo collec>on of the day... see 
www.flickr.com/photos/190239926@N08/
albums/72177720302054056/with/
52353304987/ 
Thank you David Young, who went on to fly 
his Skills Test a[er spending the day 
volunteering for the event and is now a 
qualified pilot. Very well done, and 
congratula>ons from us all. 

Many thanks to the team… we couldn’t do it 
without you. Apart from myself as Event Manager, 
the team for the 2022 Cornwall Strut Fly-in were: 
John Colgate  Chief Marshal 
Tim Elkins  Tower 
John Cook   Marshal/Hos>ng 
Ma< Gunner   Marshal/Hos>ng 
Dan Gordon   Marshal/Hos>ng 
Peter Gibbs  Marshal/Hos>ng 
Chris Ma<hews  Marshal/Hos>ng 
Fiona Blatchford Marshal/Hos>ng 
Steve Blatchford Marshal/Hos>ng 
Bill Thirtle  Marshal/Hos>ng 
Anthea Colgate  Booking In 
Caroline Jennings Booking In 
David Young  Photographer 
Do<y Elderkin  Diner 31 
Sandra Gunner  Diner 31

We get all sorts in ’ere…

Off home? Do come again

Visitors from near and far

http://www.flickr.com/photos/190239926@N08/albums/72177720302054056/with/52353304987/
http://www.flickr.com/photos/190239926@N08/albums/72177720302054056/with/52353304987/
http://www.flickr.com/photos/190239926@N08/albums/72177720302054056/with/52353304987/


By Jay Gates 

Nature has its own way of leFng you know that the season has changed. Officially, we enter what is known as 
Meteorological Autumn on 1st September, although the actual Autumn Equinox occurs on 21st September, which is the 
date at which the length of daylight is equal to that of night darkness, and the sign that winter is effec>vely upon us. 
Memories are fading of drought and debilita>ng heat, and while the long hot summer gave us some excellent flying 
days, September has brought us back to 
earth with a bump. It would not surprise 
anyone to know that the weather cost 
us 10 full flying days, which is reflected 
in the movement figures for the month. 
Up to the 29th we’d had just 570 – and 
the magnificent Cornwall Strut Fly-In on 
10th September accounted for no less 
than 102 of them. The month compares 
poorly with previous Septembers; the 
2021 figure was 623 movements, we 
had 897 in 2020, 773 in 2019 and 815 in  
2018. 
But as ever, some of those movements 
provided life>me memories for those 
involved – who can forget their final 
flying exam? In September our 
magnificent group of instructors 
produced two more students for their 
GST flight. First we had David Young 
(pictured at right) who successfully 
completed his GST with examiner Bruce AbboN. David is our official photographer on event days, and is also an ar>st 
with the Guild of Avia>on Ar>sts – a beau>ful range of his pain>ngs is on display in the clubhouse. Next up was Tony 
Nelson, who successfully completed his GST with examiner Terry Earl. Anyone who has ever been into Polperro will 
have walked past his restaurant on their way down to the harbour. Interes>ngly the restaurant sign, reminiscent of a 
pub sign, is the famous 1799 portrait of Admiral Lord Nelson, the original painted by Lemuel AbboN, but Tony’s one 
painted by none other than club member Lloyd Edwards.  
We ran into the month with a hosepipe ban as a result of a lack of meaningful rainfall over the summer. Bodmin can 
normally expect 72 mm or 2.82 inches of rain in September, and yet by the 9th of the month we had already surpassed 

that figure with 72.1 mm of rain, or 
2.84 inches. By September 29th we had 
reached 105 mm, which is 4.1 inches of 
rain and 146% of the monthly average. 
Our neighbours at RNAS Culdrose had 
by 29th September reached 198% of 
average rainfall – Culdrose was actually 
the weNest place in the United 
Kingdom for this month. Next weNest 
was Herstmonceux in East Sussex with 
195%, the driest being Tulloch Bridge in 
the Central Highlands of Scotland with 
just 41% of average rainfall. 
And we need the rain! These figures 
were not enough to arrest the drama>c 
fall in the levels of our reservoirs. Last 
month, Colliford Lake was showing a 
water capacity of just 34.5%, and 

Why is this man smiling?

Tony gets the nod from Terry

Great summer, but it’s definitely over



Roadford Reservoir was showing 50.2%. September’s rain has made liNle difference; as at 25th September, Colliford 
had fallen further to 21.9% capacity and Roadford has fallen to 39.4%. S>thians Reservoir in the west of Cornwall 
has just 18.7% of capacity. The hosepipe ban is not going to be dropped any >me soon. 

Not all our days of inac>vity was down to weather. 
One was, of course, the public holiday granted to 
allow the public to be a part of the funeral of Her 
Majesty the Queen. The decision was taken by the 
Board that the airfield should close on that day as a 
mark of respect. This decision was communicated 
to the Chair and Vice-Chair of Cardinham Parish 
Council, and promulgated on the Bodmin Airfield 
Facebook site, the Cardinham Calling Facebook site 
and our own website. It received posi>ve 
responses on all sides, but there was one member 
who expressed disappointment that he would not 
be able to fly that day. We were one of 75 known 
airfields throughout the UK that published a 
NOTAM informing all aviators that we would be 
closed on that day. The list included all Ministry of 

Defence air sta>ons, who would only allow defence related flying, and all Highland and Island airports, who would 
allow only PSO scheduled flights to operate that day. 
The reduced flying impacted on our fuel sales for the month, again producing our poorest September figures in five 
years, with 4,250 litres dispensed in the month to the 29th, including 450 litres of UL91. This compares with monthly 
figure of 5,960 litres in 2021, 7,405 litres in 2020, 
5,955 litres in 2019 and 7,750 litres in 2018.  
Despite a third of the month being lost to flying, 
we welcomed some lovely visitors from near and 
far, including Bidford-on-Avon and Wellesbourne in 
Warwickshire, Sleap in Shropshire, Kidlington and 
Brize Norton in Oxfordshire, a new one for the list 
being Craigmarsh Farm in Wiltshire. Arrivals 
included classic, heritage, modern, military and 
rare visitors. Classic included a 1946 Cessna 120, 
with heritage bringing the magnificent 1941 
Boeing Stearman, and modern being a fabulous 
2011 Cavalon autogyro.  
Our military visitors included one club member, 
Tony Knowles, who has had his 1959 Piper PA-18 
Super Cub refurbished and painted in the original colours it wore with French Army Avia>on (ALAT), when it served 
in Algeria. The most unusual military provenance visitor was a Piper L-4 Cub that was not in the usual US Army D-
Day colours, but in RAF colours. It is a liNle-known fact that the RAF operated six Cubs during the laNer stages of the 

Second World War. The most unusual 
visitor was a superb 1999 Schiebe Falcke 
motor glider that arrived from the North 
Hill gliding site in Devon. The pilot is 
undergoing a conversion from glider pilot 
to PPL.  
We had some fabulous rotary visitors 
during the month, including a rare and 
pleasant visit from the EC135P2 helicopter 
of Devon and Cornwall Police, which 
dropped in for tea while awai>ng orders to 
conduct a local search. Another rotary 
visitor was one of the regular Agusta A109S 
helicopters from Castle Air in Liskeard who 
come in to conduct a post-maintenance 
compass swing on the airfield. This is a 

You’re nicked, sunshine…

Tony Knowles’ Cub in Algeria markings

Schiebe Falcke motor glider



crucial instrument check, vital for flight safety, which must be conducted in an open area known to be devoid of any 
metallic contamina>on that may affect a compass. 
The airfield has received its annual meadow cut. Our local farmer, Pete Best, came in to cut, turn and bale the hay 
prior to removing it to his farm for use as winter feed for his dairy herd. We con>nue to conduct mows of the 

runways and taxiways, with Richard Bracey and Richard Saw doing the necessary. Mar>n Woods is also con>nuing 
with his trimming and pain>ng the runway designator numbers. One important requirement as we move into winter 
is that the new sec>ons of the wooden fencing leading up from the car park to the clubhouse requires a coat of 
creosote. If there are any members out there who would like to volunteer a day to do something therapeu>c down 
at the airfield, please get in touch with Pete White, or the Airfield Manager. 
Roger Davis con>nues with the work of upgrading of the clubhouse and is close to comple>ng the small porch 
extension at the rear of the clubhouse. We have removed the gas supply, which was used by Dot in the Diner, in 
order to install a central hea>ng boiler in the same enclosed space where we’d stored the gas boNles. We took out 

the large six-ring gas cooker in the 
kitchen and replaced it with a brand 
new five-spot, two-oven electric 
cooker.  
Speaking of Dot, last month our 
member Roger Pugh promised her 
a flight in his lovely Foxbat, which is 
kept at Tinnell airfield near Saltash. 
The aircra[ is also called Dot on 
account of its white body and red 
wheel spats – anybody who has 
seen the classic film ‘Wizard of Oz’ 
will know the connec>on there! As 
promised, Roger arrived at the 
airfield for the Cornwall Strut fly-in, 
and Dot got to go up with hm. 
Unfortunately, she could not find 
her house, despite it only being two 
miles from the airfield. “It all looks 
so different from the air,” she said. 
“I couldn’t even iden>fy the roads 
around my house!” 

The fly-in was the last event of the 2022 summer season. It was a very successful day, with lots of visitors flying in 
from all over, and nicest of all, we were able to welcome many local folk who drove in to enjoy a day out at their 
local airfield. Our winter programme of monthly evening talks has begun, as you see elsewhere in this newsleNer, 
and pleasingly, the audience included some local people who’d read about the event on the Cardinham website.

A109 in for a compass swing EC145 in for a cup of tea

Double sun dogs – and the fence needs creosote



As always, Cornwall’s skies treat 
us to an ever-changing procession 
of cloud forma>ons which we’re 
in a perfect posi>on to see, up in 
the Tower, in all their glory. A lot 
of the clouds we see are what are 
known as ‘messenger’ clouds, and 
in the days before weather 
forecas>ng and TV, sailors and 
farmers would watch the sky for 
clues about the weather to come. 
All clouds are a result of 
atmospheric physics, and will only 
appear if certain things are 
happening in the atmosphere. 
Some heavenly ac>vity produces 
dreadful weather, and there are 
some clouds that are harbingers 
of that coming bad weather.  
One of these cloud forma>ons is 
what is known as ‘mackerel sky’, 

so named because the altocumulus cloud forma>on looks like the markings of the mackerel. These clouds warn that 
a warm front is rapidly approaching, which will bring strong winds and rain, but it will pass quickly. The old sailors’ 
adage sailors is “mackerel skies and mares tails, make the tall ship take in sails.” As expected, within 12 hours we 
received strong wind gusts the very next day of 33 knots, together with light rain of 2.4 mm on the airfield, all of 
which passed within 12 hours. There is something to be said for knowing your clouds!

Help needed with school and scouts visits
By Pete White 

October 10th will be a big day at the airfield as we’re playing host to two 
groups of children, and we need a roster of volunteers to make sure the day 
goes smoothly. If you can help, we’d be incredibly grateful.  
In the morning we’re hos>ng around 20 primary children from Blisland 
Primary School, and in the early evening we welcome 20 St Mabyn Beaver 
Scouts, who are aged between six and eight. 
As well as being good community involvement events, it’s hugely rewarding 
to see the pleasure the children get from their first introduc>on to 
aeroplanes and the wonder of flight. O[en our volunteers tell me they get more out of it than the children do. 
We’ll need people to arrive by around 9:30am, half an hour before the Blisland children are due, in order to go 
through the morning briefing. The even proper begins with a welcome and a safety talk on the pa>o, and 
between 10:30 and 12:15 they’ll tour the airfield looking at different aspects of our opera>ons. They’ll go 
around in groups of six or seven, accompanied by a teacher, and we’ll need volunteers at each of the sta>ons 
they visit. They’ll be able to sit in an aircra[ and be briefed on the controls; they’ll be told how aeroplanes are 
made, and the material used; they’ll see work in progress on the Supermarine S5 in the Trago Hangar; and 
a[er lunch they’ll be introduced to air traffic control radio, and will learn something of avia>on history in the 
South West. They’ll spend around 20 minutes at each sta>on. 
The Beaver Scouts will  arrive at 1800, and they too will be shepherded around in groups of six or seven. 
They’ll follow much the same progression as the Blisland children, but they’ll also be working towards their 
Avia>on Badges. They’ll make and fly paper gliders, learn a liNle more about the main parts of the aeroplane 
and their func>ons, and they’ll learn about how weather affects avia>on. They’ll talk to an experienced pilot 
about his or her experiences, and they’ll send a basic message using the phone>c alphabet. And they’ll need 
help with all of this. We should be finished by around 19:30.  
If you’re able to assist, either morning or evening, please get in touch with me – pete@aeronca.co.uk 
or 07805 805679, or tell Jay and he’ll pass the message on. 

mailto:pete@aeronca.co.uk


The Queen and 
Howard’s dad
This photo is the proud possession of Howard Fawkes, 
and it shows his father Oliver Fawkes OBE with Her 
Majesty Queen Elizabeth II as she signs the visitors’ book 
in his office at the Cambridge Military Hospital in 
Aldershot in 1963. Howard has been a pilot, instructor 
and Director at Cornwall Flying Club over 40 years but 
hails from an Army family. His father’s extraordinary 
career in the Royal Army Medical Corps began in the 
1920s when as a 15-year-old he lied about his age to join 
up. Trained as a pill dispenser, he served in India as  
medical orderly. Promoted to Sergeant, then Regimental 
Sergeant Major, he served with Montgomery’s Eighth 
Army in North Africa and was promoted to Captain in the 
field. He took part in the Italian campaign at Salerno and 
Monte Cassino, and a[er the war aNained the rank of 
Major, then Lt Colonel. He was responsible for geFng 
medical supplies to places as diverse as Korea and Biafra 
and was a senior member of a combined services team 
which created the first disposable sterile surgical packs 
for use by army doctors in the field. When he got the OBE 
in 1963 he took his en>re family to Buckingham Palace for 
the inves>ture, one of the highlights of Howard’s youth. 
Three weeks later Her Majesty visited the hospital where 
he was second-in-command. “I remember you… Oliver Fawkes,” she said as she sat to sign the book. Our thanks 
to Howard for giving us good reason to run a photograph of Her Majesty at this sad >me. Long live the King!

Left, right, left, right…
By Stefan Heale 

The fuel selector on the high wing Cessnas 172, 182, 180, and 185 have 
posi>ons OFF, LEFT, BOTH, and RIGHT. The Aircra[ Flight Manual tells 
you to use BOTH for take-off and landing, and to select individual tanks 
for cruising flight alternately to equalise fuel weight in each wing. 
What it does not tell you is that the tap connected to the selector lever 
is in the form of a TEE internally. Thus when the selector is in the BOTH 
or OFF posi>on, the tanks are interconnected. If you park the aircra[ 
with BOTH or OFF selected, unless it is on perfectly level ground, with 
both mainwheel tyres equally worn and with the same tyre pressures 
and the gear legs having the same amount of wear and sag, the fuel will 
transfer from the higher wing to the lower wing. If the le[ wing is the 
lower, when that tank has been filled from the fuel in the right tank, the 
excess will depart from the fuel vent (just behind the li[ strut) onto the 
ground. This is bad for tarmac, bad for grass, bad for CFC’s or your fiscal 

stability. Thus, please always park the aircra[ with LEFT or RIGHT selected. 
Only use BOTH for take-off and landing and only use OFF if the engine is on fire. 
NB: The foregoing does not apply to the Cessna 150 or 152 as with that system you do not have any choice as to 
which tank you use fuel from –  except when flying out of balance, when the engine will favour fuel from the tank 
opposite to the side that the slip ball is posi>oned. Happy landings!



The Battle we 
had to win
By Pat Malone 

A[er three long Covid-stricken years, AEROCLUB 
is back with a bang! Our monthly series of talks 
by avia>on experts, organised by Pete White, 
resumed in September with the BaNle of Britain 
expert Peter Channon giving a fascina>ng 
exposi>on on his specialist subject to a full house 
of members who enjoyed their first real 
opportunity since 2019 to get together for a 
sociable evening meal, and to swap flying stories. 
Peter Channon’s personal avia>on history 
includes everything from ATC gliding to 
imprisonment in Iran while trying to fly a Comper 
Swi[ to Australia, but his boundless knowledge of 
the BaNle of Britain stems from the fact that as a 
child, his parents moved next door to Kenley 
Airfield, one of the pivotal Sector airfields most heavily involved in the BaNle. His obsession with Kenley and 
the BaNle has never waned. Kenley has survived largely as the Germans le[ it – the sole remaining Belfast 
Shed hangar there burned down in the 1970s – and unlike dozens of other BaNle of Britain airfields which 
have been lost to housing it is s>ll in use as an airfield, mainly for gliding. 
All aviators know something of the BaNle of Britain, but the story Peter Channon tells is all-encompassing. 
Between the wars aircra[ technology advanced by leaps and bounds but the RAF was run down to dangerous 

levels. ‘Boom’ Trenchard, Chief of 
the Air Staff, ensured that Britain 
did however have the highest-
quality training and engineering 
establishments, at Cranfield and 
Halton. On these founda>ons 
rested our ability to ramp up our 
air defences in >me to meet the 
German threat – although it was a 
close-run thing. 
Many airfields like Kenley (see 
above) were laid out to a standard 
paNern which grouped all the 
hangars, accommoda>on and 
admin buildings together, making 
them par>cularly vulnerable to 
bombing. When war started Britain 
was woefully short of planes and 
men, and what liNle we had was 
largely destroyed in the failed 

aNempt to defend France. Hugh Dowding, head of Fighter Command, displeased Churchill by refusing to send 
more Hurricanes to France, realising we’d need everything we had if the Germans were to be stopped at the 
Channel. Even more importantly, he recognised the importance of radar and created an Observer Corps 
network which made best use of its poten>al. The Germans never realised just how vital the ‘Chain Home’ 
radar system was to Britain, to their cost. Without it, the outcome would have been very different. The BaNle 
was largely fought by Hurricanes, as Spixires were slow to come on stream, but both were powered by the 

RAF Kenley before the Germans visited

Photo taken from a German Ju88 during the attack



Merlin engine, produced at a Derby factory which was never bombed. The 
Merlin started the war producing 1,000 hp, and by the end was making in 
excess of 2,000 hp without any increase in size – every improvement was 
down to supercharging and a[ercooling. 
A[er Germany’s swi[ victory in France, Goering was possibly jus>fied in 
expec>ng to overcome the RAF quickly – in four days, he said. It’s a moot 
point whether the Germans would actually have invaded; the threat might 
have been enough to make Britain capitulate. Indeed, had Churchill not 
been there to put backbone into the Cabinet and into the Bri>sh people – 
the determina>on to fight was by no means universal – a “deal” might 
have been struck, which Hitler would have ignored. (Incidentally, Von 
Brauchitsch’s orders for the invita>on s>pulated that every Bri>sh male 
between the ages of 16 and 45 was to be deported as slave labour; the 
inten>on was to populate the country with a Germanic race.)  
The Germans had potent aircra[, and their Bf109 fighter was armed with 
20mm cannon, which were an order of magnitude more destruc>ve than 
the .303 Brownings favoured by the RAF. There were many tales of 
German bombers limping back to France with literally hundreds of bullet 
holes, none of which had done fatal damage. But the ace in the hole was 
the RAF’s radar and Observer Corps repor>ng system, which gave 
controllers the ability to concentrate our outnumbered fighters where 
they could do most damage. The network provided informa>on not only 
to RAF HQ but to sector airfields like Kenley, which could launch fighters 
from secondary airfields on their own ini>a>ve. The weak point was the 
phone links, which were vulnerable to enemy damage; it was quickly 
realised that Ops Rooms did not have to be on airfields at all. Kenley’s was 
relocated to a butcher’s shop in nearby Caterham. 
A second weakness which is not always appreciated was with radio – the 
HF sets in use were unclear and unreliable, and although they did have VHF, it was in the experimental 
stage and was not perfected for several years. 
Peter Channon used one low-level raid on Kenley to illustrate the strengths and weaknesses of the system; 
nine Ju88s came in at very low level from France (the defence system had always envisaged aNacks from 
Germany and was biased in that direc>on). They flew beneath radar but were tracked by the Observer 
Corps, giving Kenley enough >me to get its people to the shelters and get some fighters into the air. The 
bombers did significant damage, but only two of the nine returned to France rela>vely unscathed, for the 

loss of one Hurricane and its pilot. 
As well as the sacrifices of The Few, the 
outcome of the BaNle of Britain was a 
vindica>on of the strategy of Hugh Dowding 
and the tac>cs of Sir Keith Park, the New 
Zealander who commanded 11 Group, 
which took the brunt of the German 
onslaught. Both, however, fell foul of vicious 
internal poli>cking in the RAF, at which 
neither excelled, and were removed from 
their posi>ons a[er the BaNle.  
At the end Pete White thanked Pete 
Channon for his unique insights into what 
was unarguably the most important chapter 
in our military avia>on history, and 
reminded members that in October our 
AEROCLUB speaker will be aviatrix Polly 
Vacher, among whose exploits has been a 
round-the-world solo flight in a PA28. 

Ours (left) versus 
theirs (right)

Peter Channon in full flow



October’s AEROCLUB: 
Not to be missed!
What a fantas>c talk Pete White has lined up for AEROCLUB on the 
evening of Wednesday October 12th. Our guest speaker is none 
other than Polly Vacher, the famous aviatrix who, despite having 
learned to fly in her fi[ies, became one of the most accomplished 
female GA pilots of the modern era. She was the first woman to fly 
solo around the world via Australia, and the first woman to fly solo 
across the North Pole – both feats accomplished in her own light 
single, a Piper PA-28 Dakota. When her aNempt to fly to the South 
Pole was stymied in Antarc>ca by peevish quasi-government bodies 
who consider the con>nent to be their personal fiefdom, she 
con>nued around the world a second >me, a trip which made her 
the first woman to fly solo in all seven con>nents.  
Polly is an indefa>gable charity fundraiser whose flights have 
brought in tens of thousands of pounds for Flying Scholarships For 
The Disabled and others. In 2002 she was awarded the MBE for her 
charity work. The s>ng in the tail is that Polly has been grounded following an eye opera>on which went wrong – 
but for those of us who are wondering whether there’s life a[er flying, Polly has an answer. If your adventurous 
streak rarely takes you further than Compton Abbas, Polly is a living clarion call to raise your sights and grasp life’s 
challenges. Get AEROCLUB on October 12th in your diary – Polly’s talk starts at 7pm. If you want to book dinner on 
the night, tell Pete, Jay or Dot. The bar will be open.

Juggling jobs, and getting there slowly

Polly and earthrounding PA28

By Howard Fawkes 

We’re inching forward on our most important job, commissioning the ethanol-free mogas bowser, which will give 
us substan>ally cheaper fuel for the RVs and will make a real difference to the boNom line – something we really 
need in these challenging >mes. The hold-up has been the fire officer’s regula>ons, but we have now established 
how to conform to these in outline and are crea>ng the drawings the fire authori>es require. We’ve taken the 
levels and the measurements, and once the drawings are agreed – which should not take the Chief Fire Officer 
long as we checked almost everything with him at a site visit – we should be able to get the blockwork in and 
finish the job quite quickly. Fingers crossed. 
At the same >me as the blockwork goes in, the contractor should be able to resurface the boNom end of the car 
park. We bought enough road planings to do the work, although it’s difficult stuff to get these days and the price 
has firmed up a lot. But the entrance to the car park has been geFng very rough, and doesn’t make a good 
impression on visitors. It’s not just a maNer of spreading and compressing it, we have to prepare the ground to 
ensure the planings are as firmly set as they can possibly be, especially down 
there near the gate where cars are braking, accelera>ng and turning. So that 
means a certain amount of work with the digger… but if we all treat the car 
park surface with respect, avoid the wheel-spin and the handbrake turns, it 
should last for many years. In fact the car park was last resurfaced ten years 
ago, and at the top end, it’s s>ll in excellent condi>on. Go easy, and it will 
serve us well. Hangar 3B s>ll awaits the appointment of a steel engineering 
company. As anyone who’s tried to get building work done recently will tell 
you, there’s so much construc>on going on that many companies are 
overwhelmed. Steel erectors who promise on their websites that they could 
build you the Eiffel Tower can’t answer the phone. However, we have been 
making some headway and I hope to have news in >me for next month’s 
newsleNer. We’re very conscious of the deadlines imposed by the end-date 
for some of our insurance support.

Ready to roll



The strange 
St Neot  
airfield saga
By Pat Malone 

Most members will know something of the 
struggle Mike Robertson had to establish Bodmin 
Airfield back in the 1970s, and the hoops he had to 
jump through to lay the founda>ons of the flying 
club we have today. But our resident avia>on 
historian Mar>n Pengelly has unearthed some 
fascina>ng documents which show that the airfield 
might just as easily have been established on a 
rough patch of Bodmin Moor three miles away. 
As the accompanying sketch map shows, the 
original plan was to transform a piece of common 
land on Goonzion Downs, south west of the village 
of St Neot, into an airfield with three runways, a 
clubhouse, hangars, workshops and car parks. 
Ul>mately the plan foundered on opposi>on from 
St Neot Parish Council; although some local people 
were in favour, there were not enough of them, 
and Mike Robertson had to look elsewhere. 
Newspaper cuFngs from 1967, more than five 
years before Bodmin Airfield got up and running, 
show that the proposal was to establish the 
airfield on 187 acres of land given to the parish of 
St Neot by a charity, the P.R. Blamey Recrea>onal 
Founda>on, whose founder had s>pulated that it 
be used for recrea>onal purposes. The then-
Chairman of St Neot Parish Council, Mr Arthur 
Eddy, said that the Downs were too far from the 
village to provide playing fields, and had provided liNle or no revenue to St Neot which could be spent on 
recrea>onal facili>es. But others voiced concerns about noise and traffic, and at a public mee>ng to discuss the 

proposal the local vicar, Rev W.J.R. Johnstone, 
said that people came to St Neot for its peace 
and beauty, and did not need a flying club 
“which was a rich man’s hobby.” 
Mike Robertson was offering to rent the land 
for £250 a year, or buy the freehold for £3,500 
– big money in 1967. He would also provide 
flying scholarships for two St Neot boys. He 
had, he said, established a flying club with Air 
Marshal Sir Leslie Bower as President and 
Group Captain Ken Hubbard as Vice President. 
These men were heavyweights indeed. Both 
had been decorated war>me bomber pilots, on 
Wellingtons and Mosquitos, and Group Captain 
Hubbard flew the Vickers Valiant which 
dropped Britain’s first thermonuclear bomb at 

Goonzion Downs, by St Neot



Christmas Island in 1957. How Mike Robertson 
secured their services is unclear, although the 
records say that a[er re>ring from the RAF in 
1966, Ken Hubbard had a go at farming in the 
West Country. Mike’s son Bruce, Chairman of 
Trago Mills (and Patron of Cornwall Flying 
Club) can shed very liNle light on the maNer.  
“I’d been working abroad in the late 1960s 
having le[ school at 16,” he says. “I returned 
to a father intent on developing an airfield and 
flying club, a process which was well in train 
by that >me. It resulted in my ini>al short-lived 
s>nt in the family business, helping the Dingles 
(brothers) clear Treswithick and Higher 
Carblake, ergo my arrival on the scene was 
a[er any unfulfilled aspira>ons Mike may have 
had about Goonzion Downs.” 
The public mee>ng held in St Neot at the end 
of November 1967 was described by Mr Eddy 
as being intended to “get the feeling of the 
parishioners”. They certainly got that. Not one 
of the 100 people present supported the 

proposal. But St Neot’s rebuff did nothing to 
dampen Mike Robertson’s ardour for 
avia>on, and he con>nued his search 
elsewhere. In Trago Mills adver>sing in 
1969 he aNacked Cornwall Council for 
failing to see the need for flight training and 
execu>ve avia>on in the county. He warned 
of the probable closure of Plymouth Airport 
and its effect on “an enterprising new 
company, Westward Airways, opera>ng a 
daily passenger service between Scillies, 
Newquay, Plymouth and London, a service 
that is dependent on Plymouth remaining 
open as an airport, and upon the goodwill 
of the RAF and Newquay Council in 
allowing the use of St Mawgan service 
airfield.” He offered up to £10,000 for land 
suitable for an airfield, and said it must be: 
•East of Bodmin and south of the Moor 
•Level, well-drained land with unobstructed 
approaches 
•Of a size sufficient to allow two bisec>ng 
runways eight hundred yards in length and 
not less than sixty yards in width 
•Having good road access 
•No overhead cables 
•No commoners rights, or 
presumed rights (this had been 
an issue at Goonzion Downs) 
•At least a mile from the nearest 
village 
Waste land might suit, he went 
on, if it could be levelled, drained 

Air Marshal Bower

Group Captain Hubbard

Christmas Island, 1957



and seeded, but the price would have to be low. “If you have land which you are willing to sell at current market 
value, telephone Shirley Chance, Cornwall Flying Club Secretary, during office hours at Dobwalls 584. (Shirley 
Chance, now sadly departed, was Mike’s long-standing PA at Trago Mills, says Bruce.) 
Whether this adver>sing brought forth Treswithick Farm, on which Bodmin Airfield now stands, or whether Mike 
came by it through other means is not known. Dingle Brothers were brought in to level the fields, although 

much of the work of removing stones from the 
runways was undertaken by the young Bruce 
Robertson on his hands and knees with a bucket. 
The Dingle patriarch Adrian Dingle was, according 
to Bruce, as determined as Mike to see an airfield 
established. “Dear old Adrian was as keen as 
mustard,” he says, “and together with me he 
witnessed the first landing when Ron Wingfield 
and Mike literally crashed a Rallye Club into a far-
too-short unfinished field.  
“I think it’s truthful to say that not even pride was 
dented, as it was a daring stunt typical of Ron, and 
the only damage was to the metal of the aircra[’s 
bungee undercarriage which Adrian and the boys 
heated up and straightened on-site.” 
But we digress. As to St Neot Interna>onal, it 
remains today as it was in 1967, a rough patch of 
scrubland which provides liNle income to its 
trustees on St Neot Parish Council; Chari>es 
Commission records show that last year the P.R. 
Blamey Recrea>onal Founda>on had a total 
income of £167 and an expenditure of £640. But St 
Neot’s loss is Bodmin’s gain. 

Left: A broadside from the boss

Goonzion Downs – not very flat



Grumpy old men’s tour of France, part III
By Reg Stainer 

Lying as it does some 90 miles south east of Paris, Troyes falls neatly 
into the category of  “nice tourist city to visit” for the aviator – it’s 
easy to circumnavigate Paris from the east or the west. What first 
stuck us at Troyes was the magnificence of the architecture, the 
churches and the cathedral, and above all the cleanliness of the Old 
and the New in the centre.  
During the Middle Ages Troyes was an important interna>onal 
trading town. It gives its name to the Troy weight for gold – the 
standard of measurement was developed here. Eight hundred years 
ago the Champagne Fairs put Troyes on the European commercial 
map, and the town got rich as the crossroads of trade between the 
Low Countries to the north and the Mediterranean ports to the 
south. Trustworthy coinage and systems of credit introduced here 
drove the medieval economy of Troyes. The great fire of 1524 
destroyed much of the medieval city, although the different 
sec>ons of the town were separated by canals, which no doubt 

helped save some of the 
centre. 
A[er the fire it was 
decreed that more solid 
structures be built in 
stone, but thankfully the 
in the old sec>on many of 
the buildings remain 
intact. True jus>ce can 
only be done by going to see the city and sampling its 
magnificence, as we only scratched the surface. 
Again, as we only planned one day in the city, we sampled the 
cafes and two excellent restaurants only 200m from the Brit hotel, 
but we were unable to sightsee and do it jus>ce. There are so 
many things for the tourist to see and do. Apart from the many 
city and river walks, they even have medieval jous>ng about 15m 
from of the city. There are so many reminders of the medieval 
knights of old. Our hotel had swords mounted on the walls. They 
put the movie myth to shame, because the size and no doubt the 
weight made them desperately unwieldy to use. Mel Gibson and 
Kevin Costner would have to have been in the six Weetabix a day 
category if their Robin Hood movies are to be given any credence. 
Again, a point to stress is that planning our next leg to Caen in 
Normandy was to send off PPR details to ATC and Flight Services, 
and as we were heading home from Caen, we included or dura>on 
of stay for 

parking, and our expected >me of departure for 
Bodmin. Caen will refuse entry and landing for flights 
unless booked in, unless in emergency. French 
commercial avia>on is similar to the UK in suffering due 
to Covid 19, and traffic numbers are well down but on 
the road to recovery. We had a response and 
acceptance within a couple of hours, and a very 
efficient lady called Camille, who was so pleasant, acted 

Our hotel, the Brit

Medieval magnificence

And they’re off, again



as our host on arrival and departure. She even co-ordinated with ATC, and most importantly with French 
Customs, who can be very daun>ng to deal with as we found out at Dinard. 
Taxi to Troyes airport was sorted by our super-efficient, forever smiling hotel recep>onist. This fare was €20 as 
opposed to the €25 into town on arrival. At the terminal we sorted out G-NK and re>red to the lounge for final 
route check and NOTAMs, which looked really good. We meet a Swiss pilot called Tomas and his French co-pilot 
who were heading for La Rochelle, so we were able to give them updated informa>on for GA entry and exit. We 
were invited to fly G-NK to Switzerland in 2023 where Tomas would host us.  
Departure heading east from Troyes was straighxorward with only a nuclear power sta>on to avoid. Before we 
were even clear of the CTA we were passed to Seine Info for our onward trip. The plan was to fly south of Paris 
airspace and north of Orleans airspace along a corridor approximately six miles wide – a plan with which Paris/
Seine were more than happy. Our only area of concern was the gliding airfield at Buno Bonnevaux, which we 

were warned was ac>ve. As we skirted it to the south we could see the gliders flying in proximity to us. Picking 
up GA aircra[ during the trip was a bit hit and miss both on our PCAS and our EFL on the iPad, but under the 
control of Paris, the lady controller was excellent in warning us of aircra[ in our vicinity. 
The final 90 miles to Caen was with Nantes and Deauville, which was again excellent. As we entered Deauville 
airspace we were directed towards Caen via a repor>ng point which I could not find, as they had an execu>ve 
jet on approach. Mutual agreement was reached and we were routed via Caen Quarry VRP to SC about 5 miles 
SW of Caen, then ATC gave direct rou>ng which was a five mile base leg and finals for R31 as No 1, ‘call finals’. 
Once clear of the runway we requested taxi to the fuel berth which was granted, but were asked to hold short 
and park on a designated spot while priority was given to a Casevac helo on task. This we did with speed, 
priority being given to a toilet break for the pilot on the grass next to the fuel bay. Once on the berth we had to 
wait for two firemen to refuel NK and complete the paperwork, then we parked up and sorted ourselves out as 
best we could for ease of packing for departure. Then into Flight Opera>ons for paperwork and confirma>on of 
departure, and to meet Camille, the lovely efficient lady who had everything sorted for us. Then came the 
crunch blow, which included a near ‘heart aNack’ for us to find that on top of the fuel bill, we had a €43 service 
charge for fuel handling, as we had no French Total credit card. Expensive for two firemen to drive 150m, refuel 
us and fill in a form, then drive back to the FBO. We had sorted out our accommoda>on in the Apartment Hotel 
near the centre, overlooking the Orne Canal. 
The bonus of Caen airport is the regular bus 
service into the centre and the Gare de l'Ouest 
or Gare Calvados railway sta>on. The bus 
stopped 15 metres from the hotel, the return 
stop was directly over the road and the cost 
was just €2:30 per person each way for a 
journey that took 15 minutes. 
*The final instalment of this ar>cle will appear 
in next month’s Bodmin Flyer.

Troyes Barberey to Caen Carpiquet

BYNK at rest


