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Successful BNAPS “Isle of Wight Day” Event
BNAPS held a successful morning “get together” at the Propeller Inn, Bembridge
Airport on 24 September to help celebrate the Isle of Wight High Sheriff’s “Isle of
Wight Day” initiative. BNAPS supporters and visitors enjoyed the hospitality of Chris
and Annie Parsons, proprietors of the Propeller Inn, who had made the restaurant
available to us for the morning. With tea coffee and biscuits provided, those present
were able to view an information display about the project to restore the historic
B-N Islander aircraft G-AVCN and to view the first showing of our new video
“Charlie November – The Story So Far” (now available – see page 27)
As part of the proceedings BNAPS was pleased to present Chris Parsons with the
commemorative plaque from the “Islander 50” event in June 2015 so that it can
now be displayed in the Propeller Inn.

The Propeller Inn entrance was
decked out with some of the special
“Isle of Wight Day” bunting.

View of the audience for the first
showing of the new video
production about the restoration
project.

Isle of Wight High Sheriff’s Workshop Visit
As a follow up to his visit in June, BNAPS
was pleased that the Isle of Wight High
Sheriff, Robin Courage, made a return
visit to the restoration workshop on 3
November to see how work was
progressing.
On this occasion he was accompanied by
Graham Biss from the Island 2000 Trust
who was given a full briefing about the
project and its future prospects.

Robin Courage tries out the
Islanders’ “driving seat”
during his visit
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Remembrance of 9 November, 1966
Not long after the triumphant appearance of Islanders G-ATCT and G-ATWU, at
the Farnborough Show in September tragedy struck on 9 November, 1966
when Islander G-ATCT crashed in the Netherlands. Peter Hillwood, the pilot,
and Albert Weerda, the B-N representative for the Federal Republic of Germany
and the only passenger, both lost their lives.
On behalf of all BNAPS supporters and friends our thoughts go out to the
families and friends of those who died.
In particular we offer our sympathy to the Weerda family through our friendship
with Berend Weerda, Albert Weerda’s grandson.
With help from Berend Weerda we respectfully present this tribute to Albert
Weerda:

Albert Weerda

“In a tragic aircraft accident on 9 November, 1966, the city of Norden lost one of its most dynamic
businessmen: Albert Weerda. He was held in high esteem by the business community and the name of his
company, “Kornhaus Weerda”, and the East Frisian merchant tradition were known far and wide. He was a
man with a wealth of ideas, energy and a constant commitment for the interests of his East Frisian home.
Albert Weerda was born in 1906 at the Grain/Oil Mill at Norden. He studied at High school the UlrichsGymansium and in 1921, at the age of fifteen years, joined the family business as an apprentice. After his
three-year apprenticeship he took up a commercial apprenticeship in a grain trading house in Bielefeld from
1925 to 1927. In 1927, he went for a year to Hamburg and later gained valuable experience from his work in
Canada from 1928 to 1932. Albert returned to work in his father’s company. In 1936, the year of his marriage,
he built the Athens Grain Mill warehouse. In 1943 he was drafted into the Army.
After his return from Hungary in 1945 he took over the management of the family business with plans for
expansion. In 1953 he added trading in agricultural machinery. In the years 1953 to 1964 Albert Weerda was
a member of the board of directors of the Bank, Stadtsparkasse Norden. Also he was a member of the
executive board of the agricultural association for the northern region, a member of the presidium of the
chamber of industry and commerce of Eastern Friesland and Papenburg, the chairman of the Committee of
wholesale banks and trade representatives, a member of the commercial association for the Circle North and
representative for the Federal Republic of Germany of the British aircraft company Britten-Norman Ltd.
His commercial skills and his good contacts to British companies made it possible that at the beginning of the
1960s Kornhaus Weerda could also add a new business area, the trade in grain drying systems.
All who knew Albert Weerda appreciated his warmth and humanity as a person. His life was based on and
supported by a sense of duty and a high sense of responsibility. His tragic death left a gap that was difficult to
close.”
The memory of Albert Weerda lives on as a man of high reputation and great achievements during his life and
no doubt we all feel humbled and privileged to know more about him, but also deeply saddened due to the
tragic circumstances of his death on 9 November, 1966.

Andy O’Connell – 1934-2016
It is with sadness that we report that Andy O’Connell passed away on 13
September, 2016, at the age of 82. Andy joined BN in 1963 and retired in
late 1999. He joined as a Design Draughtsman and in his early days worked
on the Cushioncraft series of hovercraft before moving on to the Islander
Design Team.
Andy quickly took over responsibility for the electrical and avionics design
and became Head of Systems Design in the early 70s. By the end of the 70s
he was Deputy Technical Director as well as Head of Systems Design. This
was the position he held until his retirement in late 1999.
In the early days of the Islander, in addition to his design responsibilities, he
was also charged with negotiating deals with the key equipment suppliers.
Andy also played a key role in the technical support of the Sales team.
During this period he travelled extensively.
In the mid 80s he was one of the small group who successfully negotiated with the MoD to persuade them to
purchase the Islander in the competitive bid to replace the Army’s Beaver aircraft. This was a major
milestone in the history of BN and the contract was won against stiff competition from many other aircraft
manufacturers, both fixed and rotary wing.
After his retirement he was a regular attendee at the monthly get together of old BN designers known
affectionately as the Grumpy Club. This continued until his health started to fail 6 to 9 months before his
death. We offer our condolences to Andy’s two sons Chris and Neal and their families.
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G-AVCN Restoration Progress Report
September 2016 – November 2016
Introduction

Work has continued at a steady pace in the following areas:
Wing
Mark Porter has picked up the work to repair the port central flap hinge which, like the
aileron hinges is badly corroded and bent.
The port side outer rear bay (Bob Ward, Bob Wealthy and Guy Palmer) is now ready to
have upper and lower skins replaced. Bob Wealthy and Guy Palmer visited a supplier in
West Sussex who will cut the new skins to size. Supply and cutting have been quoted at
a discounted rate for BNAPS. The material has been collected and is now at the
workshop.
Maurice Dyer and Bob Wilson have been working on the starboard side outer rear bay.
The false angles on the rear bay ribs have been removed (4 off). The attachment of these
false angles to the rear spar web either had the rivets completely pulled out or were
stretched and deformed. This means the rear is twisted and the aileron hinges are out of
alignment. The deformed holes in the rear spar have been made good as far as possible
since there is no access without removing main spar box skins. New false angles have
been made ready to be fitted and work is continuing to ensure that the rear bay is
properly aligned and clamped in position. Patrick Gallagher has started riveting skin
panels and doublers back in place on the central wing area.
Jeni Gallagher, Rita Edgcumbe, Bob Wealthy, Guy Palmer, Charles Chiveral and Mark
Porter have been continuing the work of de-corroding and paint stripping wing skin panels
and ailerons.
Fin and Rudder
Both close to being able to be paint top coated but some tasks still to be completed. The
rudder tab is badly distorted, the structure can be saved but a new skin is required. This
will be a challenge with our limited resources as it is a one piece skin and the wrap around
the trailing edge is obviously a very acute angle and one side has a radiussed edge at the
front. The badly corroded and damaged mass balance housing has been restored by Keith
Winter who has done most of the restoration work on both the fin and rudder with
occasional help from Bob Ward and Bob Wilson. The rudder drive bracket was very badly
distorted and requires more work to get to an acceptable working condition.
Fuselage
Side trim panels (not the doors) are now complete and installed. The trim work is being
led by Paul Thomasson ably assisted by Jeni and Rita. We have door panels, they are
metal but we believe we can make use of them. Work is now under way to assemble and
prepare the roof side panels with the lights and Punkah louvres. We have both light units
and ventilators but these are black and are not as the original style fitted. We are now
going ahead with the parts that are to hand.
Roof panels cannot be fitted until we have fitted the wing. The floor will be carpeted at a
later stage when the wing is attached and all the interior trim work is complete.
Landing Gear and Flight Controls
1 Bryan Groves has obtained supplies of detail parts needed for the landing gear and flight
controls ready for installation at a later stage. Also Bryan has devised and implemented a
repair scheme for the damaged aileron bell cranks so that these can be re-used when the
aileron controls are rigged.
4. Donated Parts
BNAPS was pleased to receive a number of exhaust system parts, a carburettor and a set
of engine air flow baffles that were kindly donated by Anglo Normandy Aero Engineering.
5.
Also thanks go to CIAS Chairman Roger Dadd who delivered the partS to the mainland
when he flew from Guernsey to Solent Airport at Lee-on-Solent for a meeting with B-N at
the beginning of November.
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G-AVCN Restoration Progress Report –
September 2016 – November 2016 (continued)
The following series of captioned photographs show the results of some of the work
undertaken in the last period:

Mark Porter (right) and
Bob Ward check the
fixings for the port wing
outer trailing edge bottom
skin being replaced due to
heavy corrosion and
damage

Keith Winter is seen here
working on the port wing
upper outer rear bay skin.

Bob Ward checks the
stringers and fixings for
the port outer trailing
edge bottom skin section.
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G-AVCN Restoration Progress Report –
September 2016 – November 2016 (continued)

Jeni Gallagher (left) and Rita
Edgcumbe are seen here
removing old paint from the
wing tip.

The surface of the wing tip
cleaned up well and will now
be etch primed ready for top
coat spray painting at a later
stage.

The starboard aileron is
seen here in the final
stage of de-corroding and
removal of old paint.
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G-AVCN Restoration Progress Report –
September 2016 – November 2016 (continued)

Bob Ward (second eft)
together with Keith
Winter (left) and Mark
Porter (right) offered up
the port aileron to check
bearing housing
alignments

The port aileron alignment
check showed that the hinge
bearing housings were
correctly fitted and properly
aligned after some minor
adjustments had been made.

Maurice Dyer (left)
continued the work of reinstalling several trailing
edge ribs where they had
been pulled away from the
box section spar.
Patrick Gallagher (right) is
seen here working on the
wing central section
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G-AVCN Restoration Progress Report September 2016 – November 2016 (continued)

Guy Palmer found that the
port aileron had received
an unsatisfactory repair in
the past before it came to
BNAPS. A section of the
skin has now been
removed and will be
replaced when a suitable
repair scheme has been
devised.

View of the rudder mass
balance housing following its
reconstruction by Keith
Winter.

Left is a view of the
outer aileron hinge
bearing support
that has been
rebuilt by Mark
Porter and Bob
Ward.
The view on the
right shows the
new port trailing
edge rib being
fitted in place.
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G-AVCN Restoration Progress Report September 2016 – November 2016 (continued)
Worn parts

The bell cranks that are part of the aileron controls have been expertly repaired by
Bryan Groves. On the left the port bell crank is seen before repair with the detached
worn parts and the repair sections in the centre. The view on the right shows the
starboard bell crank after repair.

A number of exhaust system parts and a second carburettor have been donated
to the project by Anglo Normandy Aero Engineering. View on the left shows the
exhaust system parts after identification, on the right is the carburettor.

With packaging
temporarily removed the
opportunity was taken to
capture this detailed view
of one of the superbly
prepared non-functional
Lycoming O-540 engines
assembled for the project
by Norvic Aero Engines
Ltd at St Neots.
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G-AVCN Restoration Progress Report September 2016 – November 2016 (continued)

View of the fuselage interior
looking forward showing the
port sidewall trim.

View of the fuselage interior
looking forward showing the
starboard sidewall trim.

View of the fuselage interior
showing the
starboard sidewall trim lower
section.

View of the fuselage interior
front section with the pilot’s
seat in place
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G-AVCN Restoration Progress Report –
September 2016 – November 2016 (continued)
Work Planned for the Next Period through to end of January, 2017
Work to repair the trailing edge of the wing and preparation of skin sections either as
existing sections or replacement sections ready for re-installation will be continued as
the highest priority activity with more than half of the restoration team involved.
Final preparation of the fin, rudder and tail plane will be progressed with the aim of
getting these items spray painted before the end of this year. Some work remains to refurbish the rudder trim tab that has suffered some damage.
Work on the ailerons will also be progressed where these items are ready for spray
painting. On close inspection it was found that the port aileron had been repaired in a
way that was not acceptable. A new skin section will be made to replace on overlaid skin
section that was fitted in place when the aileron had been repaired in an unsatisfactory
way some time back.
Work on de-corroding the flaps will be progressed through to etch priming following on
from completion of the ailerons. These items are expected to be ready for spray painting
early next year.
The engine bearers, exhaust systems and cooling air baffle plates will be cross checked
against available drawings to identify any remaining missing items.
Fuselage lighting and ventilation panels will be assembled and installed.
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Fuselage of Islander VQ-SAC on show at the
Hovercraft Museum Lee-on-Solent.
The front fuselage of Islander VQ-SAC , c/n 287, that was kindly donated to BNAPS by Frank
Matthews has been on show at the Hovercraft Museum at Lee-on-Solent over the past few months.
The Hovercraft Museum will be re-opening after a winter break on 1 April, 2017.

Fuselage of Islander
VQ-SAC with its information
placard on show in the
Hovercraft Museum’s
restoration hangar
(BNAPS Archive Photo)

Thanks to the support of the Hovercraft Museum Trustees, VQ-SAC has been lodged at the
Hovercraft Museum pending availability of storage/display facilities alongside G-AVCN on the Isle of
Wight. Meanwhile, work will be progressed over the coming months to create a “sit in” exhibit. At a
later stage it is envisaged that the fuselage section can be taken a stage further as an Islander
flight simulator. This is seen as a follow on project after completion of the work to restore Islander
G-AVCN.

BNAPS Supporters Fund Raising Appeal - November 2016

2000

2017

2015

Dear BNAPS Supporter,
Thanks to a number of generous donations the financial situation has shown an
improvement. However, there is still some way to go to provide the required cover for the
project to the end of 2017.
The fund raising appeal continues and goes out to all BNAPS Supporters and friends to ask
for more help in various ways:
1. Individual or Regular donations by direct debit or other arrangements. Feel
free to make payment directly to the Trust from your Bank Account and if you
are a UK taxpayer and wish to GiftAid your donation a signature form will be
provided. All donations will be acknowledged.
2. For donations by cheque this should be made payable to BNAPS or payment
may be made direct to our BNAPS account: NatWest Bank sort code: 55-5039. Account number: 47349344.
If you would like to support the fund raising appeal please contact BNAPS by e mail
bob@bnaps.org.uk or Telephone 01329 315561. All donations large and small will be
gratefully received,
Yours sincerely,
Bob Wealthy
Britten-Norman Aircraft Preservation Society Chairman
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Mexican Islander Round Up - Postscript
As a follow on to the Mexican Islander report from David McCartney in the July and September
issues of BNAPS News, a Facebook post has just been received from Pedro Arturo Ortega about
the work he has under way to rebuild Islander XC-FEE, c/n 2022. With over 15 years’ experience
on BN-2A and BN-2B types, Pedro is working single handed in very basic conditions to rebuild XCFEE and expects to finish in the next 2 or 3 months.

On the left Pedro Ortega is seen here with the damaged fuselage of XC-FEE and on
the right is the wing before work was started.
Below are views of work in progress to re-construct the wing
(All photos courtesy of Pedro Ortega)

The work being under taken by Pedro is remarkable and reports on his progress will be
included in future issues of BNAPS News. We are sure that all will want to send their best
wishes to Pedro and look forward to seeing Islander XC-FEE fully restored before too
long.
12

Air Flamenco Rolls Out their Refurbished B-N Islander N917GD
Air Flamenco currently operates the largest fleet of Islanders in the world (see July, 2016,
issue of BNAPS News). Recent postings on Facebook from Francisco Torres included
several photos of their BN-2A-27 Islander N917GD, c/n 789, that has recently been fully
refurbished to a very high standard.

Islander N917GD looking as
good as new in Air
Flamenco’s maintenance
hangar.

Instrument panel of Islander
N917GD with added digital
navigation instrumentation

Fin of N917GD carries an
image of a dolphin as part of
its Air Flamenco livery

Port side view of N917GD.
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Islander Pilot Report – April 1970
First published in the April 1970 issue of “Light Aviation” magazine, the official journal of
Royal Aero Club and British Light Aviation Centre, this pilot report by Mark Lambert
makes interesting reading nearly 50 years on.

Britten-Norman’s Islander
Pilot Report by Mark Lambert
This month's Pilot Report by Mark Lambert looks to something
rather more than the usual four-seat family touring aircraft.
The Islander is a ten-seat family tourer, which also seems to
have caught on as a versatile air-taxi, freight charter, and
commuter mini-airliner!
Everything about the Islander is based on a philosophy of
simplicity-right from the classic light aircraft design concept to
the interchangeable nose and main wheels. It takes an
adventurous, young company to make and sell such an aircraft
so successfully.
“You are not usually invited to bring eight friends for an air test flight from grass airfields; and Neil
Harrison, Britten Norman's UK Islander salesman, did not fail to shoot the line when we arranged
to fly the Islander for "Light Aviation" magazine. The Islander is an interesting aeroplane in its own
right, and Britten-Norman are even claiming that it could be a profitable group touring aircraft for
flying clubs.
Years ago, I listened a little sceptically to Desmond Norman's and John Britten's plan to build a
Rapide replacement-same cabin capacity, wing area, loadings and horsepower, but a modern
envelope. In fact horsepower and wing span have increased, but the basic concept is still valid.
Why, I asked, did they plan to stick with the outdated NACA 23000 aerofoil? Was there really a
market at modern prices?
We now know that there is, with well over 100 in service world-wide. The Islander is designed to
make money where capital is not unlimited and it profitably operates passenger services on low
density routes where old Viscounts and Dakotas are coming commercially unstuck. An Islander
even won the London to Australia air race.
Just as interesting, the Islander can operate from the real backwoods places. I have always taken
its claims to STOL performance with a pinch of salt, because it did not have all the slots and windtunnel jazz associated with short - field operations. But the Islander shows once again that the
classic light aircraft philosophy works-big wing area, low wing loading and low span loading are as
good as thousands of pounds worth of slots and camber. The plank-like NACA 23012 wing may not
lend itself to a 200 mph cruise, but it will allow a very decent 155 mph, while retaining a
ridiculously low stalling speed. Good tip shape and large flaps seem to do the rest.

View of the aircraft
flown by Mike
Lambert, BN2A-27
Islander G-AXDH,
c/n 70.
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Strongly supporting the Islander's simple aerodynamics is a ruthless pursuit of low cost and
simplicity. Carburettors, for example, are cheaper and lighter than fuel injection, can be more
easily serviced, give better hot starting and are therefore retained. What performance
shortcomings there may be for some climates are being tackled, not with expensive turbosupercharging but with airframe refinements. In fact we are now talking about the Series 2
Islander with reshaped engine nacelles and undercarriage fairings, which have allowed a 350 lb
improvement in load under any WAT-limited conditions and a good increase in single-engine
performance.
Other series 2 features are individual adjustable pilot's seats, ram's horn control yokes instead of
spectacle wheels, new cabin trim, an external door to the luggage compartment, new fuel gauges,
carburettor temperature indicators and fully variable carb heat controls, alternate static source,
intercom and cabin address system and so on. On the boards are fuel-filled wing tip extensions
which lift some of their own weight. All refinements are designed to be retrofitted to earlier
Islanders, so that no one need miss out on performance improvement.
Price in UK of a bare Islander is £30,600. To this add £3,353 for blind flying instruments,
compass, seats, carpets, heating, beacons and radio installation kit to form the so-called
commuter group. Then add £2,397 for dual Narco VHF Com/Nav, Narco marker receiver and
Bendix T.12C radio compass. Complete de-icing costs £3,125, dual controls £104, dual brakes
£121, customer's paint job £98, Brittain B5 autopilot £2,261. Commuter packages and full fuel
bring the basic weight to around 4,600 lb, leaving room for eight occupants and 80 lb of baggage.
The Islander I flew, register G-AXDH, was the 70th production aircraft with Series 2 mods and
furnished with an executive interior by Alar Empresa Iberica de Material Aeronautico of Portugal.
They offer a five-seat luxury interior separated from the pilots, with cocktail bar and curtained
toilet, too. For my flight, the ten normal seats had been reinstalled. G-AXDH had full airways
radio, airline-T instruments, exhaust gas temperature monitor, passenger address system, full
lighting, heater and ventilators, and the Brittain B-5 autopilot with heading select and height hold.
With a 56 Imp gal integral tank in each wing, fuel cocks are simple on/off knobs with
diagrammatic cross-feed settings. Flaps are electric with predetermined stops at 25' for take-off
and 56' for landing. All five landing wheels are equal size, with disc brakes on the mains. It is
allowed to transfer a mainwheel to the nose to get home in spite of a puncture. Nose wheel
steering is direct from the rudder pedals and just about the only feature of the Islander that is
really heavy work. You need a strong leg and plenty of anticipation, and asymmetric braking
doesn't help much on slippery grass.
Being intended for hard work in hot climates and at low speeds the 260 hp Lycoming 0-540
engines are lavishly cooled and temperatures stay well down the scales. On the other hand, the
carburettor temperature gauge and fully variable hot air control should remove any possibility of
carburettor icing. A final point is that the rear two doors, one right and one left, are arranged to
discourage people from walking into turning propellers, though the pilot's door is not so protected.
A horn blows if a door is left unlatched and one left-engine magneto switch is linked with an
electrically actuated bolt which can be heard clinking into the pilot's door as a final safety device.
You can't start the left engine with that front door open.
The basic format of the Islander is promising. Span of 49 ft and 325 sq ft area give an aspect ratio
of more than 7. The NACA 23012 aerofoil section is possibly not exciting, but it has been
extensively calibrated. Hoerner-type wing tips probably improve it. The flaps are plain with slots.
Wing loading is modest at 18.4 lb/sq ft and power loading, though a tough high at 11.5 lb/hp by
business twin standards, is reasonable in relation to the generous wing.
The flight envelope runs from a never exceed speed of 210 mph to a minimum single-engine
control speed of 35 mph, which is below the clean stalling speed ! VNO is 162 mph, max speed for
full control deflection is 128 mph. Maximum flap-down speed is 102 mph. I made four flights in
the Islander. The first was with Neil Harrison and my wife and three children as an intermediate
load. We had about two-thirds fuel. Having secured doors and checked for door-warning horns and
the thud of the electric safety bolt, we started up and rolled away across Redhill's soggy grass.
Nose wheel steering really was extremely hard work, but effective. Brakes were no use at all in
steering but throttle helped.
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Take-off checks were routine and the first surprise came in the ample nose-up rotation of
becoming airborne, followed by the exaggerated angle required to hold the 80 mph climb speed at
full power. We sailed upwards at no less than 1,800 ft/min amidst a penetrating engine roar.
Raising take-off flap caused a considerable trim change and apparent sink, which Neil explained
was trim rather than sink. B-N advise pilots to crank in a handful of tail-down trim as the flap
comes up. If correctly proportioned and timed this is effective in eliminating a transitory reduction
in climb, but it feels odd at first. En route climb can be made at 25 ins and 2,500 rpm and a good
deal higher speed, but the 80 mph will haul you out of a valley or over trees with no trouble at all.
We tried three cruising power settings at 2,000 ft in fairly bumpy weather. At 21 ins and 2,100
rpm we made an indicated 140 mph with a comfortably low noise level. The family was happy
being briefed over the cabin address system as we passed over home and schools. Neil showed
how to adjust carburettor temperature positively, and how mixture could be considerably
weakened to economise on fuel. The "book" consumption figures can apparently be achieved very
easily. At the 75 per cent power setting of 24 in and 2,400 rpm the speed increased to 155 mph
which slide-ruled out to a TAS of 158 mph at 7,000 ft, just 1 mph better than brochure. A
reduction to 23 ins and 2,300 rpm decidedly reduced noise level for a small airspeed penalty.
From take-off power down to 75 per cent, I would rate the Islander as pretty noisy.
This is the key to Islander field performance. The stalling speed is so very low that a 70 mph glide
approach presents absolutely no problems even at full load. Slow touchdown makes a short stop
simply a question of braking, and slow touchdown results from a slow approach and not from any
special handling technique or special drill.
Going into and out of Fairoaks under those conditions would have been satisfying in a Cherokee. It
was little short of amazing in a 6,000 lb twin with nine and ten people on board; and the twinwheel main gear did not leave embarrassing ruts in the soft grass. Time was getting short now for
Neil to get back to Bembridge before dark, but he insisted on a single-engine demonstration and
we trotted back to the Islander, collecting a lady aerobaticist on the way. Having learnt the simple
drills by now, I started up quickly, taxied out, roared off the ground into that soaring climb and
headed east from Redhill. At about 2,500 ft, Neil retarded the right throttle as we climbed at full
power. Nothing really happened except a reduction in the rate of climb. After applying a bootfull of
rudder, I reached for rudder trim in the ceiling and found that it worked powerfully and quickly.
Neil then feathered the propeller and rudder loading decreased. I was able to trim hands and feet
off at 70 mph with the left engine at full power. Then I reduced airspeed progressively until, at
around 60 mph, it was becoming difficult to hold heading without using bank as well. At around 55
there was an occasional stall nibble, but I was able to keep substantially straight and control
forces were perfectly reasonable. During these experiments we gained several hundred feet of
height, so there was positive climbing ability. "Book" single-engined climb, at best speed and sea
level, is a reasonable 237 ft/min.
Now I turned round, throttled back and set up a full-flap glide while Neil relit the right engine with
the starter. The airfield was almost hidden beneath the nose from 3,000 ft, but after gliding at 60
mph, and helped by the strong wind, I actually had to use a little power at the end to get into the
field. The Islander really behaves like a light aeroplane. It is hard to remember that it is a ten-seat
commercial aeroplane designed to make money.
It will be fascinating to see how many Islanders are eventually sold and how long they remain in
service. They are being built in England and Rumania. There seem also to be plans for an
Australian factory. The kind of launching cost problem that has hit other manufacturers should be
past. There is plenty of development life in the airframe, and plenty of profit potential in the
operation of the aircraft as it stands. It should be, and deserves to be, a durable success. From
the control point of view, the islander was much as one might expect. It waffled along cheerfully,
showing no marked inclination to hold precise heading or attitude, but the controls were firstly
light and secondly responsive so that very little effort was needed to fly reasonably tidily.
There was very little adverse yaw in turns and the elevator trim was powerful, easy to move and
to set precisely. Lowering the flap caused a mild nose-up rotation. Power-off glide with flap at 70
mph showed a 1,000 ft/min descent, which is good for this size of aeroplane. Application of full
power produced a lot of noise, an average nose-up tendency, a certain amount of small buffet, but
a positive climb with full flap still extended. Raising flap was best done with the B-N technique of
tweaking some trim at the same time. It took me a while to reconcile myself to this technique, but
it was certainly effective in maintaining an uninterrupted climb during retraction.
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Nothing surprising so far, but the interesting bit was still to come. Power-off in level flight with
flaps up, the warning hooter sounded at 65 mph indicated, but the mildest of stalls did not appear
until an indicated 54 mph. Aileron control remained and nothing much happened in the stall until a
wing dropped slightly after some turbulence. With full flap, the minimum airspeed under control
was an astonishing 45 mph after which a good deal of aerodynamic twitching indicated the onset
of some attitude changes to which the children were vociferously objecting. I always forget the
extreme sense of insecurity that a stall produces in uninitiated passengers. So I returned to Redhill
and set up a nice steep glide approach at 80 mph, but this proved far too fast. At 70 mph over the
"hedge" I was able to close the throttles and easily make the very large nose-up rotation needed
to check the descent. B-N talk about glide approaches at 65 mph. After touchdown, which was a
little difficult to judge at first because of the rearward location of the main wheels, I lowered the
nose and we trickled to a stop almost immediately.
After taxying in and depositing the family, Neil collected six Tiger Club members for a trip to
Fairoaks to pick up a B-N colleague. We taxied out, lined up into the blustering wind and applied
full power. Trying now for a shortish take-off, I managed to raise the nosewheel almost
immediately. The Islander leaped off the ground after an astonishingly short run and settled into
its ultra-steep climb angle. Flap raising, with trim adjustment, was smooth this time and we
settled straight into a cruise climb and set course for Fairoaks. There we discovered most of the
field to be liquid mud, with a tiny mushy grass area still in use along the southern boundary. The
Islander fitted perfectly into the circuit with Austers and I was able to plonk it down accurately and
stop within the confines of the one bit of green grass. We threaded our way carefully along the
narrow concrete taxyway to the hard-standing, picked up the tenth occupant and returned to the
little green bit.
Once again, I could raise the nose wheel almost immediately and haul the aircraft off the ground
exactly as before. Load seems only to lengthen the run slightly and has no effect on handling.
Back at Redhill, I made a continuous curved glide approach, rotated the mainwheels on to the
grass and stopped in what looked like under 200 yds - real short-field stuff achieved with
completely conventional flying and no tricks.
It appears that Mark Lambert set aside his earlier pre-conceptions and came to appreciate the
flying qualities of the Islander that continue to make it a front runner in its class.

History of B-N Islander c/n 70
B-N Islander c/n 70 made a first flight from Bembridge on 20 April 1969 as BN-2A, G-AXDH. On 4
August 1969, it was assigned to Douglas Arnold Aviation Services at Fairoaks. On 10 February,
1970, ownership was transferred to Britten-Norman. Later that year G-AXDH was sold to Peter
Cadbury on 21 June, 1970.
In August 1970, the
Islander G-AXDH in its Aurigny Air Services colours c1988.
aircraft was with Fairoaks
(BNAPS Archive Collection)
Aviation Services before
being sold to the Daily
Express/Red
Devils
Parachute
Team
at
Farnborough 27 August,
1970. G-AXDH stayed
with the Red Devils until
May 1986 when it was
transferred to the Skybird
Parachute
Club
at
Blackbushe. In between
the aircraft had been
leased to Northern
Executive Aviation at Manchester from 16 November, 1977 until March 1978 and to Malinair,
Glasgow, from November, 1986 until March 1987. In December, 1987 G-AXDH was sold to Aurigny
Air Services and used for crew training. On 10 September, 1990, ownership was transferred to
Montserrat Airways as VP-LMG on 8 September, 1990. The aircraft was damaged when it was
flipped over onto its back during hurricane Luis in September, 1995 and subsequently stored
pending a rebuild. The fuselage was sold to Flightline/Phoenix in Florida in January 1997 and the
fuselage was eventually acquired by R F Saywell Inc. – the end of the line for c/n 70.
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Islander on Floats
Projected Amphibious Islander (1976)
In 1976 Islander G-AVCN served as a mock up for an amphibious islander variant. It is understood
that due to predictions of adverse effect of the floats on the Islander’s performance work did not
proceed beyoned this stage.

So from the Amphibiuous Islander that did not get beyond the mock up stage we can now get an
impression at how it might have looked in action when we hear about Mike Roach’s Islander on
floats...........
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Mike Roach’s Floatplane Islander Model (2016)
Back in 2010 I had just crashed my 84” span model of a Consolidated Catalina, a scale model
designed by Ivan Pettigrew, an expat New Zealander living in Canada. His approach was quite the
new thing in the transition from smelly noisy vibrating IC engines to the smooth quiet power of
electric motors. They were designed to fly, not to survive a big crash and had lightweight open
structures, much like the Keil Kraft and Veron gliders and rubber-powered free flight models of my
youth.
I was inspired by watching an Islander flying overhead on most days and it was just crying out to
be modelled. I based my plan on Ivan’s structures and a professional 3-view drawing, enlarged to
72” wingspan and the plane itself on G-SSKY which flew to the Scillies. Originally I was going to
make the standard wheeled undercarriage, but two things changed my mind: I’d had a lot of fun
flying the Catalina off Christchurch Harbour from my Sailing Club’s safety boat and I found the
single leg stalky UC of the real thing far too difficult to model without adding a lot of extra weight. I
found a 3-view of the proposed Islander-on-floats on the internet and based the design on that
drawing.

Views of the Islander float plane model on the water getting ready to
take off (All photos courtesy of Mike Roach).
The wing is a simple structure based on a main spar at about 1/3rd chord and sub-spar at the back
to take the flaps and ailerons, with sheet ribs and a “D box” leading edge to maintain the integrity
and stiffness of the wing under aerodynamic loads. Each control surface has a small servo to
operate it, controlled from the radio transmitter through a receiver mounted in the fuselage. It is
powered by the flight battery. At the other end, the rudder and elevator are also servo powered.
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The fuselage is just a basic box of ¼” square balsa, held apart by formers, with a tray in the nose
to hold the 4000 mAh Lithium battery. This supplies current to the two brushless electric motors
which drive 9” diameter propellers. Each motor has its own speed controller, also controlled from
the transmitter. The motors are mixed with the rudder function by the transmitter, so that holding
port rudder speeds up the starboard motor: very useful for steering on the water.

The Islander floatplane
model is seen on the
left making a spirited
take-off.

The Islander floatplane
flies well and looks good
in the air.

So after a fairly quick build (it took about three months) I framed up a set of floats and skinned
them with 1/16th balsa. Originally I attached them to the fuselage with carbon fibre rods faired
with balsa, but this arrangement proved too flexible, and after a couple of prop strikes on the float
upper surface, I made a less elegant but stronger set of supports from wire. The model is covered
with coloured iron-on heat-shrink film which strengthens the structure and is completely waterproof
(well, up to a point, as you will see later).
The model weighed 5 lbs and passed its taxi and flotation tests with ease. The first flight was
nearly a disaster at the one minute point, when the rather elderly flight battery decided it was too
tired to provide any more power and I had to land dead stick. Subsequent flights with a new
battery proved just how good the basic design was. The model is well-mannered, easy to fly and a
treat to take off and land from water. My club, the Christchurch & District MFC has access to a
large fresh water reservoir at Longham, north of Bournemouth and so far my Islander has had over
50 flights.
One day, however, after a terrible landing caused by pilot error, the model ended up inverted and it
gently drifted to the shore in a rather soggy state. After a few months of drying out I stripped the
covering off and replaced the Skybus logo with Securite Civile, the French organisation that
operates the Bombardier CL-415 water bombers. Just for a bit of fun, and because I’m a fan of that
aircraft. With new motors and speed controllers, it flies just as well as before and I look forward to
many more flights.
Links: www.cdmfc.org (Christchurch & District Model Flying Club) www.rcgroups.com and search
for Britten Norman Islander.
Mike Roach September, 2016
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Saving G-JOEY – Increasing Concern for its Future
Recently there have been further reports expressing concern about the current situation
regarding Trislander G-JOEY’s future. The aircraft has now been de-registered, the Certificate
of Airworthiness has been suspended and the aircraft has been ‘Permanently removed from
use’. Whilst the probability of G-JOEY returning to the skies was very small, there was always
some hope that the aircraft could fly once again. This could only happen with a lot of
investment, both time and money. Recognising that G-JOEY has been in open storage most of
the time for the past 16 months at Guernsey Airport without any real attention, the chances
of this happening seem to be somewhat remote.

Trislander G-JOEY in
happier times on
approach to land

Trislander G-JOEY
out to grass at
Guernsey Airport

Originally there appeared to be a plan to house G-JOEY at a new purpose built attraction at
Oatlands on Guernsey. However, lack of development and planning permission for the new
attraction at Oatlands means that G-JOEY is very likely to remain outdoors for the foreseeable
future, resulting in further deterioration. In view of the current situation it has been
suggested in some quarters that a better option would have been to take G-JOEY apart and
put into suitable storage until the Oatlands development had been completed. It would appear
that the G-JOEY should go to the mainland as an exhibit in the Solent Sky museum would
have been much more preferable than the current situation where G-JOEY is just corroding
away.
With the retirement by May, 2017, of the remaining Trislanders in operation with Aurigny Air
Services and the stated intention that they will be scrapped, G-JOEY will most likely be left as
the only tangible reminder of the Trislander type’s 40+ years of service in the Channel
Islands. It is hoped that in recognition of this outstanding record steps will be taken to
preserve G-JOEY from further deterioration and to find a suitable permanent home as a
matter of some urgency.
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Orkney Westray to Papa Westray Route
One Millionth Passenger Celebration
The Orkney inter-islands air service has reached an impressive milestone, in carrying its
millionth passenger. Operated by Loganair since 1967, inter-islands air service connects
seven islands and includes the 1.7 mile hop between Westray and Papa Westray which is
officially recognised in the Guinness Book of Records as the world’s shortest flight.

Accompanied by
one of Loganair’s
B-N Islanders,
Anne Rendall was
presented with a
celebratory
bouquet of flowers
by newly appointed
route captain Alex
Rendall
(Orcadian photo)

During a ceremony at Kirkwall Airport on Monday 31 October, to mark the occasion, one of
the air service’s most frequent and long-serving flyers, Royal Bank of Scotland mobile-banker,
Anne Rendall, was presented with a celebratory bouquet of flowers by Orcadian pilot, and
newly appointed route captain Alex Rendall (no relation). Anne has completed over 10,000
trips on the inter-islands service, visiting island communities across Orkney and tending to
their banking requirements. Her trips take her to Sanday, Westray, Stronsay, Papa Westray
and North Ronaldsay, and once a month she boards the ferry to Hoy.
Alex Rendall, 27, from Kirkwall, is the latest Loganair pilot to take over cockpit duties on the
famous route having recently completed an extensive training programme to operate the
eight-seater Britten Norman Islander aircraft. He started his career with Loganair when he
was only 17, working in the airline’s Kirkwall office while undertaking flight training during his
days off. Alex has been flying for eight years and after completing four years of training,
gained his commercial pilot Licence. Earning his opening role behind the controls with
Loganair at the age of 23, Alex initially flew Saab 340 aircraft as a First Officer out of
Aberdeen Airport.
Jonathan Hinkles, Loganair’s managing director said: “The route is a jewel in our network and
known across the world. However, despite its fame, it’s an essential life-line service for the
people of Orkney, connecting the individual islands via a convenient air-link. It’s used by
teachers, doctors, policemen and school-pupils, helping them to go about their daily routines
with ease and simplicity We’ve been operating the service on behalf of the Orkney Island
Council for 49 years, with our eight-seater aircraft a stable fixture above the Orcadian skies
during the time. I’d also like to congratulate Alex for being promoted to captain of the Britten
Norman aircraft while thanking Anne as one of the airlines most frequent passengers.”
From a news report in the Orcadian 1 November, 2016
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Shetland’s Tingwall Airport 40th Celebration
Tingwall Airport has provided a base for
flights to and from Shetland’s outer isles
since October 1976. Thursday 20 October,
2016, marked four decades since the first
passenger aircraft landed on the runway.
At that time colour television had yet to
arrive in the isles, but the oil industry had
begun to make its impact on Shetland. It
was in the weeks after the opening of
Tingwall Airport that BP submitted the
blueprint for the Sullom Voe Terminal to
Shetland
Islands
Council’s
planning
department. Oil-related charter flights, for
smaller aircraft at least, became a regular
sight at Tingwall, known by some as
Lerwick Airport.

Tingwall Airport from the air looking south

Shetlands Islands Air Service
Islander (Photo Colin Webster)

The first scheduled inter-island flights
from Tingwall were operated by Loganair,
which also provided the air ambulance
service in Shetland at that time.
Scheduled flights from Tingwall to
Edinburgh using Twin Otter aircraft began
in April 1979 and continued until the early
1990s. Loganair continued to operate
from Tingwall for almost 30 years until
Direct Flight Ltd was awarded the contract
to provide scheduled services in 2006.
Around 400 passengers pass through the airport in an average month, most on board the
Tingwall continues to serve island
passenger flights operated by AirTask Group on behalf of the Shetland Islands Council (SIC).
communities today with regular flights to
The nine-seater Britten Norman Islander aircraft is a familiar sight across Shetland, linking the
Fair Isle, Papa Stour and Foula, as well as
outer isles with the mainland in a shorter time than would be possible on inter-island ferries.
providing 24-hour availability for air
ambulance
flights
and
Shetland
Tingwall is also regularly used by a range of commercial operators including helicopters on
Coastguard’s
search
and
rescue
contract to the Northern Lighthouse Board and SSE. During the summer months particularly,
helicopter.
a number of private aircraft regularly call in from the UK and further afield.
SIC councillor Michael Stout, chairman of the council’s environment and transport committee
and Shetland’s transport partnership ZetTrans, said: “Having lived in Fair Isle, I know how
important the flights are for the communities living in Shetland’s outer isles.
Whether it’s a new infant coming home, ill folk getting away to hospital, school bairns getting
to spend time with their families, or the delivery of emergency supplies, the service has been
an essential part of island life, and has come to mean much more than simply a way for folk
to get in and out.”
Councillor Stout added that he wished to thank airport staff, past and present for “their hard
work and dedication in managing the airport for the last 40 years, going above and beyond
the call of duty on so many occasions.”
The public were invited to attend an open door celebration at Tingwall Airport on Monday 24
October Sandwiches and home bake were provided as well as a display of historical photos
and books on the airport.
Based on a report in Shetlands News, 19 October, 2016.
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Islander Operator Pacific Island Air
Pacific Island Air offers helicopter, seaplane and fixed-wing aircraft for resort & island
transfers, scenic flights, charters, adventure packages and commercial operations in and
around Fiji.
Pacific Island Air has two Islanders as part of its fixed wing fleet that are used to provide
extensive flight services including transfers and charters between most Fijian airstrips as
well as surrounding Pacific destinations. The airline currently operates Islander BN-2A-26
DQ-SLM, c/n 605 and Islander BN-2A-8 DQ-YIR, c/n 845.

Pacific Island Air B-N
Islander DQ-SLM at its
home base at Nadi
Airport, Fiji
(photo Pacific Island
Air)

View of the cockpit section of
Islander DQ-SLM
(photo Pacific Island Air)

View of the fuselage interior
and passenger seating of
Islander DQ-SLM
(photo Pacific Island Air)
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Islander Leads Formation Flypast in Romania
The Islander seems to be a popular air show performer in Romania, perhaps reflecting
the fact that a large number of Islanders were manufactured there – as seen on the
youtube video clip: https://www.youtube.com/watch?v=bUG_CyEMy5A
Following on from this appearance of Islander YR-BNR, c/n 824, at the air show in
Bucharest in 2015, the same aircraft was present at an air show in May 2016 when it led
a formation of five Extra 300s of the Hawks of Romania display team.

A fine view of what must be a unique formation with Islander YR-BNR
leading the Hawks of Romania’s five Extra 300s at an air show in
Romania in May 2016 (Photo Andrei Visan)

Islander YR-BNR first flew on 29 March, 1978.
It is now owned and operated by the Romanian National
Institute for Aerospace Research (INCAS)

The appearance of an Islander as an air show “turn” seems to have gone down well in
Romania. Looking at the UK’s air show scene would there be sufficient interest in
something similar here? Demonstration of the Islander’s STOL capability, low and high
speed passes, steep turns and wing overs all within a tight boundary would be quite a
stirring sight – certainly this would appeal to fans of the Islander!

Future of Aer Arann Islands Air Service Future Still Undecided
It is understood that bids are still under evaluation for the provision of air services to the Aran
Islands. Meanwhile Aer Arann Islands has continued to operate its Islanders from the airport at
Connemara to provide the essential air links to the mainland for the island and local communities.
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Unique Long Nose Islander VQ-TDA
B-N Islander VQ-TDA, c/n 504, has an interesting history and is unique as it is the only
long nose Islander now in existence. Originally registered G-BDPR, c/n 504 was built at
Gosselies in Belgium made its first flight on 15 April, 1976, as a BN-2A-25 and arrived in
the UK ON 22 April, 1976. It was then converted to a BN-2A-41 Turbo Islander fitted with
Lycoming LTP101 engines and in this form made a first flight from Bembridge on 6 April,
1977.

Turbo Islander G-BDPR on a local flight off the
Isle of Wight c1977 (Ivan Berryman photo)

After a period of test flying, the aircraft was withdrawn from use in August, 1979 and
later dismantled for shipment to International Aviation Corporation in Florida in August
1982. The US registration N3265N was allocated but not taken up. In August, 1992, c/n
504 went to Audrey Promotions of Port Macquarie, New South Wales, Australia where it
was converted to a BN-2A-27LN, registration mark VH-LRX, making a first flight in this
form on 8 March, 1993. This registration was cancelled in January, 1998, after the aircraft
had been delivered to Phoenix International Corp., USA.
Ownership was then assigned in April, 1998, to SAPSA in the Dominican Republic and
registered as HI-704CT. In December 2002 ownership was taken up by Air Turks and
Caicos in the Turks and Caicos Islands as VQ-TDA. Its current status is not known for
certain as VQ-TDA was offered for sale in July, 2016, by SkyQuest International LLC.
Islander c/n 504 as VQ-TDA with Air Turks and
Caicos in 2003 (Royal S King photo)
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Army Islanders and Defenders to be Transferred to the RAF?
A recent report by James Ripley in Jane’s Defence Weekly brought news that plans are
under consideration to transfer the British Army's fleet of Britten-Norman Islander and
Defender aircraft to the Royal Air Force by 2018 are being developed by the UK Ministry of
Defence (MoD).
The proposal is believed to be part of a series of economy measures required to allow
funds to be re-invested in new capabilities, as mandated by the November 2015 Strategic
Defence & Security Review (SDSR).
The Army Air Corps' (AAC's) fleet of Islander AL.1 and Defender AL.2 aircraft are used to
provide surveillance support to special forces operations overseas and counter-terrorist
operations within the United Kingdom. The Islander has served in the AAC since 1989,
while the Defenders were purchased from 2004 onwards with Urgent Operational
Requirement (UOR) funding for the Iraq and Afghanistan campaigns. Both aircraft types
have been fitted with a variety of sensors, including some with a WESCAM MX-15 electrooptical camera and downlink package, to fulfil their manned aerial surveillance role.
An MoD statement was released last September which confirmed the measures are being
looked at as part of a study into aspects of Fixed Wing Manned Aerial Surveillance
(FWMAS) and how support for this capability can be rationalised to improve efficiency.
Although the proposal seems to be gaining support many details, such as basing, unit
structure, and whether existing army air and ground crews will transfer to the RAF, have
yet to be resolved.
It would appear to be the case that certain aspects of the FWMAS missions could be
fulfilled by unmanned aircraft. It is not known at present when the findings of the FWMAS
rationalisation study and associated recommendations will be released.

“Charlie November” – The Story So Far
DVD Now Available
The DVD is titled “Charlie November –The
Story So Far” and presents the story of B-N
Islander G-AVCN from the time of its first
flight in April 1967 through to September
2016 – the DVD’s running time is
approximately 30 minutes.

“Charl
ie N
The Sto ovember”
ry So F
ar
April 1
1967 – S
eptemb
er 2016

The DVD was produced by BNAPS
Supporter Clynt Perrot for which we offer
Clynt our grateful thanks.
The story is told using still photographs and
video material taken in the restoration
workshop at various stages together with
“Islander 50” highlights.
The DVD is now available from BNAPS
Ltd Sales and is priced at £7.50 +
£1.50 UK postage.
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BNAPS Sales
Catalogue

BNAPS 2017 Desk Calendar

The
BNAPS
Sales
Catalogue Winter 2016
issue will be distributed
in early December.

The BNAPS 2017 Desk
Calendar is now available.
For 2017 the calendar will
feature
a
selection
of
Islanders
currently
in
service around the World.

Orders over £10 will be
sent post free to UK
addresses.
If you wish to purchase
specific
items
please
contact BNAPS Ltd Sales
by e mail
sales@bnaps.org.uk

If you wish to place an order for the 2017 calendar
please contact BNAPS without delay.
The BNAPS calendar is priced at £5.00 plus £1.50 UK
p&p, non UK postage will be charged at cost. Orders for 5
Calendars or more will be post free in the UK.

BNAPS on the Internet - information about BNAPS, including back issues of BNAPS
News, can now be found from the following link: www.bnaps.org.uk

More BNAPS Supporters Needed
If any BNAPS Supporters Club member knows of someone
who would be interested in joining please pass on contact
details to our BNAPS Membership Secretary, Rita
Edgcumbe at sales@bnaps.org.uk
The principal aims of the BNAPS Supporters Club are:
“to assist BNAPS to preserve the history and aircraft of
Britten-Norman through member donations and to provide
assistance with the day-to-day operations of the charity”
Anyone with an interest in local aviation heritage is
welcome.
As a point of clarification, whilst BNAPS has contact with
B-N Group from time to time, as a charitable trust BNAPS
is an independent organisation.

Forthcoming BNAPS Events

The BNAPS Christmas meal is now arranged for
Saturday 17 December at Fox’s Restaurant
Bembridge – booking and menu details are on
distribution to BNAPS Supporters Club members.
Closing date for bookings is 10 December.
Social Evening Friday 20 January 2017 at Bembridge
Community Centre 7.30 -10.30 - Food + Country and
Western music group. Tickets are £10/person.
If anyone has any questions or needs more information
about BNAPS activities and what is happening please do
not hesitate to get in touch.
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BNAPS
BNAPS is a Registered Charity,
No. 1100735, set up to
"preserve the history and
aircraft of Britten-Norman with
the support of members’
subscriptions, sponsorship and
donations"
BNAPS registered address is:
7, William Close
FAREHAM,
Hampshire,
PO14 2PQ
Trustees are Peter Graham,
Bob Wilson, Guy Palmer and
Bob Wealthy.
Bob Wealthy is currently the
Trust Chairman.

How to contact BNAPS:
Email:
bob@bnaps.org.uk
Telephone: 01329
315561
Post:
BNAPS (Dept NL)
c/o
7, William Close,
FAREHAM,
Hampshire,
PO14 2PQ.

