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BNAPS News 

November 2017 
BNAPS News Vol 7 Iss 6 – November 2017 

BNAPS Open Workshop Event to Support  

IoW High Sheriff’s “Isle of Wight Day”   
 

 
 

On Saturday 23rd  September, BNAPS celebrated “Isle of Wight Day” and 
welcomed around 60 visitors to the workshop to view our historic B-N 

Islander G-AVCN. Thanks go to all the BNAPS supporters that helped make 
the day a great success. 

 

 
 

BNAPS 2018 Desk Calendar now available- 
For price and ordering details see page 32 

 

 
 

 

More pictures on page 2 

 
 

 

 

 

 

Right – Rita Edgcumbe and Jeni Gallagher 

provided a welcome supply of tea, coffee and 

cake for our visitors. 

Left - Thanks to site owners Reynolds 

and Read Ltd BNAPS was able to use 

their reception area to greet visitors and 

to set up a display of prints, aircraft 

models and information about the 

restoration project.   

Above – Information about BNAPS was set up in 

the reception area. 
 

Right - A young visitor tries out the Islander’s 
“driving seat”. 
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BNAPS Supporters Fund Raising Appeal - November 2017 

 

 

  
2010 2016 

2018 

Dear BNAPS Supporter, 

Best wishes for a happy Christmas and a peaceful and prosperous New Year go out to all.  
 

In 2018 we will see our historic Islander emerge as a fully assembled high quality static exhibit 

some 18 years after it was brought back to the UK from Puerto Rico in early 2000. Thanks go to all 

who have generously supported the project over the years.  
 

Fund raising is still of critical importance to enable completion of the restoration work in 2018 and 

to ensure safekeeping of our restored Islander G-AVCN pending availability of a suitable place on 

the Isle of Wight for it to be on public display. 
 

If you wish 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 

 

 

BNAPS Workshop Open Day Picture Gallery 
 

 
 

  

  

1 2 

4 3 

1 Engine mounting frame, exhaust system parts and engine nacelle fairings on show. 

2 Guy Palmer (l) and a visitor take a look at one of the pair of Lycoming engines. 

3 Bryan Groves (r) explaining the finer points of the landing gear to several visitors. 
4 Clynt Perrot (r) points out some of the repaired areas of the wing to a young visitor. 

mailto:bob@bnaps.org.uk
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G-AVCN Restoration Progress Report  
September 2017 – November 2017 
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4.       

5. 

 
 
 

 
 

 
 

 

 

1. Fuselage Passenger seats have been installed to check fixings and will be removed when door 

trim panels and carpets are ready for fitting. Plywood has been cut to size to make the bases for 

two new passenger bench seat cushions to replace missing items. Action is under way to get foam 

inserts made and to locate matching upholstery material so that the new bench seat cushions can 

be made. 

 

2. Wing Work on installing access panel aperture in the wing rear bay and centre section has 

continued and new anchor nuts purchased as required.  It has been decided that some of the 

access panels that will not need to be opened in the future will be riveted in place.  Should access 

ever be required to these areas in the future the rivets may easily be drilled out.  Picture 3 

 

The starboard wing top surface rear bay skin, W/S 179 to W/S 269 has been riveted back in place 

up to the final row of rivets at the trailing edge.  The new fibre glass closing angle strip which 

runs along the rear of the top skin and the aileron shroud skin has been clipped in place and will 

be riveted in place shortly. 

 

Both of the fixed trailing edge sections, between the flaps and the ailerons,, have been rebuilt and 

are skin clipped and partially riveted into place.  A new lower skin has been manufactured for the 

port fixed section structure.   

 

The original top and bottom skins for the fixed trailing edge structures were made in one piece 

with a very acute fold along the trailing edge.  It is not feasible to reproduce this and so separate 

top and bottom skins have been used with a local folded edge strip riveted along the trailing 

edge.  Pictures 4, 5 and 6.  

 

The port leading edge drop down panel between the fuselage and the port engine has been 

formed into the correct profile and is being riveted to the piano hinge.  New Camloc fasteners will 

be required for both the port and starboard panels.  Pictures 17 and 18. 

 

3. Ailerons and Flaps Ailerons and both flaps have been top coat spray painted. 

 

4. Elevator Repair work on the starboard end of the elevator is continuing.  

 

Thanks to George Cormack port and starboard elevator trim tabs have been donated to the 

project. One will be used to replace the existing starboard side trim tab as the trailing edge is 

damaged beyond repair. The existing port side trim tab may also be replaced. 

 

5. Control Runs Nothing to report 

 

6. Engine cowlings The top half engine cowlings have been prepared for top coat spray painting. 

Slight handling damage to the rear section of one of the cowlings has been repaired. 

 

7 Propeller spinners have been prepared for etch priming. A crack on one of the spinners has 

been repaired. The new nose cap fixing holes have been drilled. 

 

8. Top Coat Spray Painting Part of the workshop has been cleared so that various parts can be 

set up for top coat spray painting.  

 

The first batch of parts top coat spray painted consisted of the fin, rudder, rudder trim tab, tail 

plane and engine nacelle/ main landing gear fairings.  

 

The fuselage wing and other items in work were covered to prevent over spray.  

 

The second batch of items top coat spray painted consisted of the flaps and ailerons,  

 

BNAPS has been most fortunate to receive the generous donation of a substantial quantity of 

undercoat and top coat paint from Rainbow Paints at Newport. The support provided by Rainbow 

Paints has enabled spray painting work to get well underway as reported here and as seen in 

Pictures 22-25 on page 11. 
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G-AVCN Restoration Progress Report 
 September 2017 –November 2017 (continued) 

 

The following series of captioned photographs show the results of some of the work 

undertaken in the last period: 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Maurice Dyer is seen here 
working on the fixings for 
one of the multitude of 

access panels on the 

wing. 

View of one of the seats 
after installation. Original 

upholstery has cleaned up 
satisfactorily and the seat 

frames re-painted during 
an earlier stage of the 

restoration work. 

Trial installation of the 
passenger seats was 

undertaken by Paul Brook 
Some minor rework of the 

floor fixings was required. 

 

 

 

Picture 1 

Picture 3 

Picture 2 
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G-AVCN Restoration Progress Report 
September 2017 November 2017 (continued) 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

View of the new skin 
forming part of the fixed 
section structure on the 

trailing edge upper surface 

of the starboard wing. 

 

Bob Ward (l) and Mark Porter 
are here installing the fixed 

section structure on the trailing 
edge of the port wing lower 

surface between the flap and 

aileron. 
 

 

 

View of the new skin section 
forming part of the fixed 

section structure on the trailing 
edge lower surface of the 

starboard wing. 

Picture 6 

Picture 5 

Picture 4 
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G-AVCN Restoration Progress Report 

 September 2017 – November 2017 (continued) 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

The fin and rudder 

have been suspended 
from the roof beams 

ready for top coat 

spray painting. 

A higher capacity 
compressor has been 

loaned by Bill Mason 
and is now installed 

ready for use during 
the top coat spray 

painting activity  

 

 

 

Paul Brook working on 

surface preparation and 
repair of a propeller 

spinner. 

 

Picture 7 

Picture 8 

Picture 9 
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G-AVCN Restoration Progress Report 
 September 2017 – November 2017 (continued) 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Flaps, ailerons, main 
landing gear fairings and 

wing tips that will be in 
the next batch of parts 

for top coat spray 

painting. 

General view of the 
parts including the tail 
plane that are now all 

in position ready for 

top coat spray painting.  

 

Engine nacelle/main 

landing gear fairings 
have been set up on a 

temporary support 
structure for top coat 

spray painting. 

 
 

 

 

Picture 12 

Picture 11 

Picture 10 



 

8 

 

G-AVCN Restoration Progress Report 
 September 2017 – November 2017 (continued) 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 

 

Elevator trim tabs that 

have been donated by 
George Cormack. These 
are in good serviceable 

condition and will 
replace the existing 

trim tabs 

 

 

 

Landing gear parts have 
now been brought back to 
the workshop for masking 

before etch priming.  
Top coat painting in the 

correct grey finish will be 
accomplished using spray 

cans. 

Fuselage in the 

background was covered 
to avoid any risk of over 

spray.  
In the foreground the 
elevator has been re-

located to enable repair 
work to continue. 

 
 

Picture 13 

Picture 14 

Picture 15 
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G-AVCN Restoration Progress Report 

 September 2017 – November 2017 (continued) 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

Bernie Coleman is 
seen here fitting one 

of the piano hinges for 
the drop down panel 

on the port wing lower 
surface in-board of the 

engine nacelle 

 
 

 

 

The port side drop down 
panel was missing and 
Bernie Coleman has 

fabricated a new panel that 
is seen here in the process 

of being installed. 
The fresh air inlet duct that 

is installed on the drop 
down panel will have to be 
re-made unless a suitable 

part can be located. 

Picture 16 

Picture 17 

Picture 18 

 

Keith Winter has 

started to install the 
fibreglass closing 

angles on the 
starboard wing trailing 

edge. The closing 

angles provide a seal 
between the aileron 

and the adjacent edge 
of the wing 

 

 

Closing angle installed here along 

the trailing edge. 
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G-AVCN Restoration Progress Report 
September 2017 – November 2017 (continued) 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 

 

Picture 19 

 

 

Main landing gear axle 
after it has been etch 

primed. 

Picture 20 

Picture 21 

Landing gear parts in 

process of being etch 

primed. 

Landing gear parts set out 

for inspection after being 

painted with etch primer. 



 

11 

 

  
G-AVCN Restoration Progress Report 

September 2017 – November 2017 (continued) 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

 

Bill Mason has undertaken 
the spray painting work 

and is seen here applying 
undercoat to the fin. 

Parallel lines on the fin are 

shadows from the portable 
light unit. 

Fin, rudder and tail plane 
after top coat spray 

painting 

 

Ailerons after top coat 

spray painting 

Engine nacelle fairings 

after top coat spray 
painting. 

Colour variations in 
comparison with other 

views are due to variable 

lighting conditions in the 

workshop 

Picture 22 

Picture 23 

Picture 24 

Picture 25 
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G-AVCN Restoration Progress Report 

September 2017 – November 2017 (continued) 
 

Work planned for the next period through to end of January, 2018 
 

 

Wing:  Complete trailing edge re-skinning and fabrication of access panels/fresh air 

inlets (port and starboard). De-corrode and remove old paint and etch prime areas of 
the wings including the flap retraction recesses and other detail areas ready for top 
coat spray painting. 
 

Fuselage: Continue with the door internal trimming and marking out for cheat lines. 

Install fin, rudder and rudder trim tab.  
 

Passenger Seats: Progress fabrication of two new seat cushions. 
 

Landing Gear:  Continue to source the missing items for the nose and main 
undercarriage legs. Top coat spray painting of landing gear parts. Refurbish wheels and 
prepare for painting. 
 

Engine Baffles, Engine Bearers and Engine Exhaust System: Complete the 

shortage list and continue the process to source/manufacture missing parts. Refurbish 
engine mounting frames and support struts. 
 

Flying Controls: Complete elevator end section repair and detail repair of the trailing 
edge by the trim tab. De-corrode and remove old paint from remaining areas of the 

elevator, apply body filler to small dents and surface imperfections and etch prime. 
   

General: Top coat spray painting of selected areas of the wing while it is in the vertical 
stands. Prepare the engine cowling upper sections for top coat spray painting. 
 

Devise procedure for lifting the wing onto the fuselage. Obtain lifting gear and 
additional support stands. Prepare fuselage for move to centre of the workshop. 
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Flying with Britten-Norman   

By Colin Newnes 

 

Part 1 Flying with Britten-Norman 1967 -

1969 

 

Introduction      

The four years that I was employed as a test 

pilot by the Britten-Norman aircraft company 

from June 1967 until May 1971 were the most 

significant of my flying life, and exercised a 

tremendous influence on my life afterwards, 

flying or otherwise. 

 

My involvement with the Islander aircraft first 

occurred in the autumn of 1966.  I was the 

fixed-wing test-pilot at the Royal Naval Aircraft 

Repair Yard at Gosport, flying Scimitars, other 

aircraft and helicopters from the Air Station at 

Lee-on-Solent.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The airfield at Bembridge was flooded and 

unuseable, and it was arranged for the Islander 

to come to Lee-on-Solent instead to continue 

the test-flight programme.  I met the pilot, Jim 

Birnie, and flight-test observer, Andy Coombes, 

and assisted them as best I could.  I thought it 

a delightful little aircraft, and on examining it 

closely, understood what a unique aircraft it 

was. 

I was at the end of my Naval career, and my 

wife and I were planning to emigrate to 

Australia or New Zealand, since I could not find 

a job test-flying in the British industry.  In  

 

 

 

 

 

 

 

 

 

 

 

 

November the prototype Islander was lost in an 

accident in Holland in controversial 

circumstances, when it had suffered a wing-

structure failure when flying in a thunderstorm.   

 

The pilot, Peter Hillwood, a most experienced 

man recently retired from the English Electric 

Company and a skilled film-making pilot, had 

been killed.  I therefore wrote to Britten-

Norman to ask if they needed a replacement 

test-pilot, and I went to Bembridge for an 

interview with Desmond Norman in December 

of that year.  I was most impressed with 

Desmond and his bubbling enthusiasm, and I 

decided to throw in my lot with him if he 

offered me a job.  I was much influenced by the 

history of British test-flying, and the 

autobiography of Nevil Shute Norway, and I 

had a rather romantic view of my prospects.  

They did not materialise of course, but it was 

the correct attitude to have to carry me through 

the years I spent with the company.  I had a 

final interview with both John and Desmond in 

February of 1967 and they offered me an 

appointment, to start in June 1967 when I left 

the Service. 

 

1967 

In June after leaving the Navy I took a course 

at the Oxford Air Training School and obtained 

my Instrument Rating. Then flying to 

Bembridge in one of the Tiger Club’s Turbulent 

aircraft, to start my new job with the right 

image!  The following day, in the absence of 

Jim Birnie, Desmond checked my flying ability 

in the Piper Tri-Pacer aircraft used as a 

communications hack. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

BNAPS is indebted to Diana Newnes for allowing publication of “Flying with B-N”. 

Written by her late husband, Commander Colin Reginald Newnes, RN, C.Eng., 
M.I.Mech.E., M.R.Ae.S, it gives an account of his time as a senior pilot and test 

pilot with Britten-Norman from 1967 to 1971. It is evident that Colin made a 
major and highly significant contribution to the success of the Islander by 
bringing to bear his outstanding piloting skills and personal qualities. 

Sadly Diana informed BNAPS whilst this issue of BNAPS News was in preparation 
that after a long illness Colin passed away on 2 October 2017. Our sincere 

condolences go out to Diana’s family and friends in respect of their sad loss. 

RN FAA Supermarine Scimitar landing on a 

carrier. 

A Tiger Club Turbulent – the type of aircraft 

that provided transport to Bembridge for the 
B-N job interview in 1966 
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The next day I was able to fly the second 

prototype Islander (G-ATWU) to Staverton, to 

collect the Chief Pilot of  the newly formed 

Channel Islands airline, GlosAir, (the first 

customer for the Islander),  and then back to 

Bembridge.  I was delighted with the aircraft - 

although very ignorant of the role for which it 

was designed - I could see and feel that it was 

sensible, forgiving and very pleasant to fly.   

 

For the next week - to my total happiness - in 

Jim Birnie’s continued absence, I flew the 

Islander each day with either Andy Coombes, or 

Andy O’Connell the radio development 

engineer, completing flight tests on the 

radio/navigation equipment, necessary for the 

CAA certification of the aircraft. The CAA 

Certificate of Airworthiness, originally due on 

the 7th July had still not been granted, and the 

first airline operation of the aircraft by Loganair 

in the Orkney Islands, was now delayed.  Also 

the two UK ‘Third Level’ airlines, Loganair and 

GlosAir, were now subject to an Air Operators 

Certificate, and this drew attention in much 

more detail than before, to the performance 

criteria of the aircraft used. In particular the 

‘runway length’ required was now much greater 

than under previous rules, and the new grass 

airfields constructed in the Orkney Islands for a 

new inter-island air-service to be operated by 

Loganair on behalf of the Orkney Islands 

Shipping Company, were now too small.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

This delay in the entry into service of the 

Islander necessitated a political visit to Loganair 

at Glasgow and Orkney by the B-N joint 

managing directors. On 26th July I therefore 

flew Islander G-ATWU to Glasgow and then to 

Kirkwall.  It was my first long trip in the 

Islander in bad weather that necessitated IFR 

flight on the airways. I experienced the poor 

standard of the radio installation, which was 

adequate for the local routes for which the 

aircraft was destined, but not good enough for 

serious IFR work.  As John and Desmond, 

observed the problems I had encountered to 

establish the aircraft on the ILS approach to 

Glasgow, they became aware of the CAA’s 

justified criticisms. The return flight from 

Kirkwall to Glasgow was therefore made under 

VFR, with a long detour around the east of 

Scotland to avoid thunderstorms over the 

Grampians and a Royal Flight from 

Lossiemouth. 

 

Desmond considered “instrument flight”- as did 

much of the RAF - as the ability to fly an 

aircraft by instruments in cloud, not considering 

the use of the civil aviation ground-based, 

radio-navigation aids and procedures.  Jim 

Birnie did not have an Instrument Rating, and 

the company policy had been to fly VFR, i.e. 

clear of cloud and in contact with the ground.  

Later when the accident report to the prototype 

Islander in Holland was published, it showed 

that the accident was primarily caused by the 

problems of flying in marginal VFR conditions). 

G-ATWU remained at Glasgow with Loganair’s 

Managing Director and Chief Pilot, Duncan 

McIntosh, for further airfield trials, and the B-N 

party returned to Bembridge by BEA and rail. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The next two weeks I spent in the Tri-Pacer 

ferrying the design staff to meetings with the 

CAA to complete the C of A paper work.  At this 

time I also met a newcomer to the company 

who was to have a great influence on my life 

and work – Wing Cdr. Brian Partridge, the new 

Sales Director designate, who had previously 

worked for B-N associated companies in West 

Africa. Jim Birnie returned to Bembridge.  Until 

then I had been flying the aircraft on a 

Category “B”, (test-flying), dispensation, 

pending the C of A Approval, and Jim gave me 

an official type-rating check.   

 

I completed the production flight-tests of the 

Loganair aircraft (G-AVKC), and then had my 

first experience of sales-demonstration flying.  

The flight-test editors of the magazines 

“Aeroplane” and “Flight”, John Fricker and Neil 

Harrison respectively, came to Bembridge to 

appraise the aircraft for articles intended for 

 

 

John Britten (r) and Desmond Norman with 

their Piper Tri Pacer, G-ARBV. 

 Islander c/n  2  G-ATWU in a B-N company 

colour scheme that was later adopted by 

Loganair 
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publication. Jim was away taking his Initial 

Instrument Rating Test, so I had to accompany 

the two magazine pilots.  They were interesting 

flights because G-AVKC only had one set of 

controls!    

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Neil insisted that the aircraft should be carrying 

nine passengers, and there was no shortage of 

B-N staff wanting a flight in their aircraft.  They 

had a possibly frightening experience, because 

Neil still had to perform the tests typical of 

these magazine reports.  He had experience of 

aircraft such as the Beechcraft Baron owned by 

“Flight”, and was impressed by the Islander’s 

single-engine handling - I am not so sure about 

the passengers.  I realised that these reports 

inevitably contained information given them by 

the company test pilot, and my favourable 

comments about the aircraft were faithfully 

reported. 

 

The next day I had to deliver the aircraft to 

Loganair and take their CAA Operations 

Inspector, Derek Helmore, with me - to give 

him experience of the aircraft - flying from 

White Waltham to Glasgow.  This was the 

second long airways flight, with a problem on 

the ILS approach to Glasgow because the 

Islander’s approach speed was so slow, 

delaying the following aircraft!  Obviously 

Loganair would have to develop special 

procedures. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

I took G-ATWU from Glasgow to Kirkwall the 

next morning, to aid Loganair, by showing the 

press the new Orkney airfields, in an effort to 

pressure the CAA into granting the airline the 

approval to start passenger services. I spent 

the next three days in most interesting flying, 

taking the press and other interested parties to 

and from the Orkney airfields, demonstrating 

the aircraft’s Short Take-Off and Landing 

(STOL) performance. 

I was impressed: both by the aircraft but also 

by the friendly interest of the Islanders who 

wanted the promised air service. (They had had 

similar air services until the end of the war 

operated by Scottish Airways, until they were 

taken over, and then shut down by BEA!).  The 

Orkney Islands Shipping Company, who were 

financing these services as a joint venture with 

Loganair, had lengthened the runways of 

several of the airfields, by making a wide gap in 

the dry-stone wall to the next field; but my job 

was to convince the press that these changes 

had been made to satisfy CAA bureaucracy, and 

were not really necessary.  (After all, the same 

fields had been used for years in the 1930s and 

throughout the war by Rapide aircraft with a far 

worse performance than the Islander).  Since 

the Islander’s take-off and landing speeds were 

around 45 - 50 knots, it only required a little 

wind to dramatically shorten the take-off and 

landing run, and as the Chairman of the OISC 

said at a press conference, “Natural assistance 

(wind) was something the Orkneys were not 

short of”! 

 

I flew G-ATWU back to Bembridge on the 16th 

August and on the 18th August 1967 the C of A 

was issued by the CAA. My wife and I then 

enjoyed the first of a series of memorable 

celebration parties whilst with the Company. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

On the 26th August I had returned to Bembridge 

at tea-time after a communications flight to 

Staverton, when John told me that we were 

going to fly the GlosAir Islander (G-AVCN) to 

Bucharest.  With my interest roused I asked, 

 

 

 

 Islander c/n  4  G-AVKC delivered to 
Loganair in August, 1967. 

 Islander c/n  3  G-AVCN was flown to 

Romania with John Britten on board on 26th 

August, 1967. 

Islanders often encountered very muddy 

conditions at some of Orkney’s airstrips. 
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“when”.  The reply was “this evening”!  Now I 

had not made any long flights at low level 

across Europe, as my main experience was at 

high level in jet fighter aircraft:  I knew we had 

a new Jeppesen Airways Manual in the Test-

Pilots’ Office, but after all Romania was behind 

the “curtain”, with perhaps special flight 

procedures, and I was not certain if we had the 

topographical maps required. I was 

apprehensive, but the challenge could not be 

refused.  I went home and packed a suitcase, 

and then returned to the airfield to find John 

“constructing” a set of aircraft documents 

sufficient for an international flight.  I was not 

certain of the mountain routes across Austria 

and the east-European countries, so I decided 

to play safe and fly across France to Nice, then 

across Italy to Yugoslavia and thence into 

Romania.  John and I flew to Southampton to 

clear customs and file a flight-plan and I was 

grateful to find that John had telephoned ahead 

to expedite the process (an example of the 

practical help I was to find whenever I piloted 

him on our journeys together).  

 

With the forecast winds I found that the 

distance to Nice was marginal for fuel, so we 

departed at 2050 with a flight-plan for Lyons.  

The full IFR flight, with a long-winded ILS 

approach meant the flight-time was nearly four 

hours, and we landed just after midnight.   I 

was tired, and was very relieved when after I 

had re-fuelled the aircraft John came to the 

aircraft and announced that we were stopping 

for the night and that he had booked us into a 

nearby hotel.   

 

The next morning early we left in fine weather 

for Nice and then went on to Split.  We spent 

the night there and during a pleasant outdoor 

dinner John explained the purpose of the visit - 

the Islander had become part of negotiations 

between the British Aircraft Corporation and the 

Romanian Government, since the national 

airline Tarom was planning to buy BAC 1-11 

aircraft.   

 

We left for Bucharest the next morning, and it 

was a tiresome IFR flight, since the radio 

installation was still not good, (the ADF gave 

unreliable bearings) and I was not familiar with 

the East-European radio dialects, and also had 

to transpose Imperial Units to Metric Units. Also 

there was a thunderstorm on the approach to 

Bucharest, and we arrived with little fuel for a 

diversion.  The aircraft was parked in pouring 

rain, where we were met by a pretty, but 

soaking wet, little Romanian secretary.  John 

was annoyed with me for trying to look after 

the aircraft, instead of playing the part of his 

Flag-Lieutenant!  We were taken to the best 

hotel in Bucharest to meet the BAC agent, and I 

had my first experience of the five-star, all 

expenses paid, life of international marketing.  

To sit with John during dinner and listen to the 

discussions that followed was a privilege. 

 

We were introduced to the head of the IRMA 

aircraft factory and his mentor Professor 

Grosso, a splendid man currently lecturing at 

the Bucharest University, and in the late 1930s 

the designer of the IAR-80/1 Romanian fighter 

aircraft.  The next day I went on a local test-

flight in the Islander, piloted by a so-called 

‘Government test-pilot’. He spoke little English, 

but did not seem to have prepared a plan for an 

evaluation flight. Air Traffic Control did not 

understand what our flight was for, and were 

reluctant to allow this foreign-registered aircraft 

to fly other than an IFR airways clearance. The 

pilot was much more interested in the aircraft’s 

radio/navigation installation, and could not 

follow Grosso’s flight test instructions - he was 

sitting behind us in row 2. 

 

Initially, Grosso wanted to check the 

performance envelope, measuring the 

maximum level speed and the maximum rate-

of-climb for a series of power settings. At one 

stage, we were flat-out at low level, heading 

due south for the Danube which was the border 

with Bulgaria, and I worried that I was taking 

part in a political defection! So I carried out the 

performance tests Grosso wanted, and then 

demonstrated the aircraft’s handling qualities. 

 

I attended the meetings with the Minister of 

Industry and Aviation, when John skilfully 

negotiated a plan to build 240 odd Islanders in 

Romania for a very low price, as long as B-N 

accepted the responsibility for selling them!  

The thought processes of these communist 

officials were fascinating, and the threadbare, 

debilitating, life-style of the people we met was 

most significant. 

 

John offered Geoffrey Knight the BAC marketing 

director, a lift back to the UK in our Islander, 

and we retraced our flight back home via Split 

and Nice. The sector across Italy had to be 

made at an altitude of 10,000 ft. and we met 

unforecast headwinds over the mountains.  This 

resulted in the decent to Nice being made with 

the fuel gauges showing nearly empty, since at 

that time the aircraft’s un-gauged, fuel was 15 

gallons - about 45 mins flying time.  

 

 The under-reading of the gauges was 

exacerbated by the nose down attitude during 

descent, and John became quite agitated, much 

to my amusement since he had refused to 

authorise any modification to the system to 

meet Loganair’s complaints.  (Within a few days 

after our return to Bembridge the un-gaugeable 



 

17 

 

fuel amount was much reduced by a simple 

modification!)    

We stopped at Clermont Ferrand for fuel and 

John showed his normal kindness and help: 

while I obtained the weather forecast and filed 

the flight-plan, he supervised the re-fuelling 

and purchased a magnificent boxed lunch for 

each of us, with wine for the passengers. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

On the 5th October I flew to New York by TWA 

with Gerry Maynard, - who had been appointed 

the Marketing Director (Brian Partridge being 

given the post of Commercial and Sales 

Manager).  We went to meet Jonas Aircraft, the 

new Islander Distributor in the USA, and the 

first Islander aircraft (G-AVOS), which had just 

been ferried across the North Atlantic, by Bob 

Iba.  FAA certification had been applied for, and 

it was also planned to use the same aircraft for 

publicity and demonstration purposes.  The 

next week was an eye-opener to this blinkered, 

UK Service-trained pilot; as I was introduced to 

the free and easy, simple yet professional, 

world of US General Aviation.  I remained a 

convert for life. 

 

The first event was a STOL convention at 

Republic Field, organised by Walter Bakke the 

local FAA Regional Director, and I was to 

demonstrate the Islander.  Bakke’s plan was to 

use nine railroad barges from the fleet that 

linked the New York railway termini, lashed 

together to form a floating airstrip of 300 yards 

by 150 yards, as a STOL-port anchored in the 

Hudson River!  The technical and demonstration 

flying was easy; what surprised me was flying 

VIP’s into JFK without a flight plan in VFR, 

slotting into the airliner traffic pattern, with the 

rapid almost unintelligible Brooklyn patois of 

the radio conversations. Bakke understood my 

apprehension and laughed, “If you are worried 

about a traffic violation - tell them that I am 

aboard!” Such a performance at Heathrow 

would have caused ATC apoplexy! 

 

We then went to Boston to attend the National 

Business Aviation Manufacturers Conference 

and the local airports where two potential third-

level airline customers operated, ‘Provincetown-

Boston’ and ‘Viking Airways’.  These scheduled 

air-taxi operations were so different to the rigid 

socialist control of the UK airlines.  I was also 

fascinated when at Norwood, to see a young 

mother with her child charter a Cessna 172 to 

fly about 10 miles to land on a super-market 

parking-lot, for the weekly groceries trip!  She 

had no more concern than her English 

equivalent would have had in hiring a taxi. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The warm welcome we received everywhere 

was wonderful, and I was given the opportunity 

to fly several new types of aircraft, such as a 

Twin-Seabee flying boat and the STOL Wren 

460. The Islander was received with 

enthusiasm, by such experts as Archie Trammel 

of ‘Flying’ magazine, and at the end of the visit 

Gerry and Alex Muller of Jonas had obtained 

Letters-of-Intent for about 60 aircraft.  This 

acceptance of the aircraft by the world’s largest 

potential market was to have a serious effect 

on the whole Islander production saga. 

 

At the beginning of November my education 

was enhanced during a visit by John and 

Desmond to ‘Ostfriesiche Lufttransport’, one of 

the earliest potential buyers, who operated 

scheduled services between the German 

Friesland Islands and Emden.  (It was during 

the return from a demonstration flight to OLT 

that Hillwood’s accident had occurred).  

Desmond took Bo his wife with him and invited 

Diana my wife, to accompany her.  Desmond 

was adamant that we should avoid Holland as 

far as possible, and certainly not make an IFR 

flight as de-icing equipment and a cabin-heater 

had not been fitted. 

 

Luckily the weather was good and a low-level 

flight was made across Belgium and Germany 

without having to speak to anyone.  A local 

flight was made to the islands (of “Riddle of the 

Sands” fame); a good informal lunch was eaten 

in Emden, and then we flew back to Gatwick 

 

 
 Islander c/n  5, G-AVOS, was flown in the 

USA to demonstrate its STOL capabilities in 

October, 1967. 
 While in the USA the Wren 460 STOL light 

aircraft took B-N’s interest and a trial flight 

was made during October, 1967. 
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and Bembridge. OLT subsequently purchased 

three aircraft. 

 

Other demonstration flights followed in England 

to Thurston Aviation, and then another visit was 

planned to the USA to take part in the National 

Aviation Traders Association Convention at 

Dallas in December.  The second Islander for 

Jonas had now been ferried to the USA. More 

demonstration flights were made from Flushing 

near La Guardia, to Waterford and Norwood.  

Then at the end of November I set off on my 

first long trip solo, across the USA to Dallas.  G-

AVOS’s radio installation was not cleared for 

instrument flight, and the weather on the first 

day was not suitable to cross the Allegheny 

Mountains on the direct route, so I planned to 

fly the long way round via Atlanta.  After 8:40 

hours flying and stops to refuel at Winston-

Salem and Atlanta, I arrived at Memphis for the 

night. 

 

The next day it was pouring with rain at 

Memphis: there was bad weather with a large 

depression on the route to Dallas.  A VFR flight 

was not possible and I sat in the luxurious 

FBO’s lounge drinking coffee. Determined to 

obtain the maximum experience of US aviation, 

I obtained permission to inspect the FBO’s 

workshops and facilities.  The radio-shop was 

marvellously equipped, and a young engineer 

there seemed very competent.  I mentioned the 

problems B-N were having with the Bendix ADF 

fitted to the Islander, and detailed the 

symptoms.  “Let me look”, said the engineer 

and went out in the rain to the Islander. Then 

to my horror, I saw him on top of the aircraft 

cutting the ADF sense-aerial, which ran from 

the top of the fin to the cockpit roof.  (This was 

a UK registered aircraft and no-one, but no-

one, could interfere with a CAA-approved radio 

installation!). He re-joined the aerial/antenna 

with a small fitting as I ran out to the aircraft, 

and said, “That should fix it - like to try it now?”   

Of course the ADF now worked perfectly - the 

sense-antenna had been shortened to the 

correct length - so much for the many high-

powered radio-engineers in the UK who had 

pontificated over this problem for months. 

 

Therefore the next day I was now confident 

enough with the aircraft’s radio-installation to 

file an IFR flight-plan, and set off for Fort Smith 

and Oklahoma City where I was to meet Gerry 

Maynard.  Gerry had appointments with the 

Jonas publicity agent GKD, and we flew 

demonstration flights to several airfields around 

the Oklahoma area - ‘Wiley Post’, ‘Will Rogers’, 

Downtown Airpark, Cimmaron and Altus.  My 

admiration for this no-nonsense, no prior-

permission, no landing fees, method of 

operation increased by bounds.   

 

Whilst flying a demonstration flight for the 

potential passengers of Altus Airlines, from 

Altus to Dallas (Love Field), a new phenomenon 

happened.  The elevator trim wheel started to 

vibrate and the trim wheel turned unaided, in 

the nose down direction.   I held the wheel 

stationary, and as speed was reduced, the 

vibration stopped. We obviously had a mild 

case of elevator tab-flutter and I purchased a 

rubber door-stop to jam the trim wheel during 

further flights.  I telephoned Jim Birnie at 

Bembridge, and a friction damper was quickly 

designed and installed on production aircraft, 

pending a more detailed investigation and 

modification to the tab-drive mechanism.  After 

three days at Dallas and many more successful 

demonstration flights, I set off back alone 

across the USA, to Zahn’s Field in Long Island, 

via Oklahoma, Memphis,  and Charleston, in 

just over 9 hours flying. 

 

The last two weeks of the year were spent at 

Bembridge with a busy schedule of test and 

demonstration flights.  In six months I had 

flown the Islander for over 160 hours of the 

most satisfying flying, and I had added 11 new 

types of aircraft to my log-book.  I thought I 

had one of the best jobs in aviation. 

My ETPS course was criticised by industry 

pilots, because it was rooted in the old, knee-

pad, spring-balance and stop-watch style of 

test-flying.  However, this was exactly what I 

was now doing and I was grateful.  Auto-

stabilisation, hydraulic control systems, and 

inertial-navigation systems were not required in 

the industry I had joined. 

 

1968 

 

The first three months of 1968 were spent at 

Bembridge in routine test-flights and 

demonstration flights. Britten-Norman and the 

Islander were now becoming well known in 

England due to the favourable publicity we 

received, and it was humbling yet fascinating to 

fly the aircraft around and show it off to people 

wanting their first sight of it.  

 

An increasing role for me was training 

customer’s pilots to fly and operate the 

Islander.  This was not the job I liked best - I 

had not been a Service QFI - but was 

interesting when I had to train pilots to use the 

aircraft in its “bush-flying mode”.  I was much 

surprised to find the wide range of competency 

some of these pilots displayed.  Standards in 

some developing countries were obviously very 

low, and I was flying with Chief Pilots/Training 

Captains for much of the time.  The Islander’s 

very forgiving handling at slow speeds, 

immaculate asymmetric handling and low 
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landing and take-off speeds, were obviously 

essential for its principal ‘third-world’ operators.  

 

At the end of January the Islander was offered 

for French Certification, and I took the aircraft 

to Le Bourget.   The weather was appalling - 

low cloud and heavy rain. An excellent lunch 

party with special wine had been arranged by 

Air Gabon, the airline sponsoring the 

certification, and the test-flight was not 

cancelled until the end of the afternoon.  The 

wine proved satisfactory, and following an 

aircraft inspection in the hangar, a few flight 

manual amendments were agreed and the 

certificate was issued. 

 

The next event of interest was a demonstration 

flight to the Minister of Petroleum of the 

Kingdom of Libya. The eighth Islander built I-

TRAM, had been sold to the Italian operator 

Aertirrena of Firenza, and this was chartered for 

a visit to Libya.  The aircraft was picked up at 

Fiumicino, with the Chief Pilot Captain Laguzzi 

in command (he was a retired Alitalia DC-8 

captain), and flown to Luqa in Malta for the 

night.  The next day we flew to Benina only to 

find that the Libyans were not there and 

expecting us at Idris. Late that night we flew to 

Idris when I had a lesson in airline-captain 

diplomacy, as Laguzzi handled a group of over-

officious immigration and customs officials.  The 

Minister was not available and after several 

demonstration flights at Idris for the companies 

that served the oil industry, we flew back to 

Malta.  The owner of a new casino was planning 

a private airline to bring in customers from 

Sicily, and also to start an Islander service from 

Malta to Gozo.  

 

 

 

 

 

 

 

 

 

 

 

  

 

 

 

 

The plan to open the old wartime runway on 

Gozo, now used as a road, was arousing 

considerable opposition. Also the use of the 

land, owned by the church, needed the 

Cardinal’s permission.  A series of flights were 

made to Gozo without landing, for the Cardinal 

and a number of dignitaries to view the 

prospect, but nothing came of this project. At 

the end of the month we returned to Idris and 

flew the Minister along the coast to Masurata - 

an abandoned war-time airfield - to show flying 

operations using minimal facilities, the aircraft 

being refuelled from petrol drums supplied by 

Shell Oil, brought in by Landrover.  The aircraft 

was then flown back to Rome Ciampino, 

experiencing severe turbulence during the 

crossing of the Tyrrhenian Sea. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Ostfriesiche Lufttransport had for some years 

provided a singular 10 minute air service 

between the Hannover Airport and the Messe 

Flug-platz at the famous Hannover Trade Fair.  

They wanted to provide a much more 

comprehensive service with Islanders, having 

previously used Cessna singles, and they 

chartered the Islanders that had been supplied 

to Thurston Aviation and Aertirrena, to 

supplement their own Islander D-IOLT which 

had just been delivered.  The first Hannover Air 

Show was also being held at the same time and 

B-N planned to attend it.   

 

Eric Thurston and I flew G-AVUB to Amsterdam, 

so that he could check me out to fly as an 

authorised charter-pilot under his AOC, and on 

to Hannover with Gerry Maynard, Brian 

Partridge and a new salesman Chris Elliot, as 

passengers.  We participated in the Air Show 

and flew services to the Messe-platz - another 

addition to my flying experience. On the return 

flight to England it was decided to take the 

Islander to a potential customer at Dortmund. 

We made an instrument flight to Dussledorf, 

with the intention of making a special VFR flight 

on to Dortmund.  The weather and visibility was 

marginal and got worse as we neared 

Dortmund, and we noticed the very high factory 

chimneys in the Ruhr, which appeared to be 

supporting the low clouds!  After a bad-weather 

circuit - as taught during RAF primary training - 

we just got into the small grass airfield at 

Wickede.  It would have been more prudent to 

 

 

In early 1968 Islander c/n 8, I-TRAM was 

demonstrated to the Libyan Minister of 

Petroleum.  

 

Islander c/n 9, G-AVUB, was flown to 

Hannover to assist OLT operations with the 

newly delivered Islander C/N 21, D-IOLT. 
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return IFR to Dusseldorf - but then we would 

have missed a memorable evening. 

 

Our German hosts had not prepared for our late 

arrival, and we needed dinner after a long day. 

Each restaurant that we visited was shut until 

we found a Chinese restaurant - open but 

empty and run by a Hong Kong Chinese family. 

The Germans did not know about Chinese food 

and were very doubtful, but the chef was 

delighted with our custom and even more 

happy when he was greeted and the menu 

discussed in Chinese by Brian Partridge who 

was a qualified RAF Chinese interpreter!  We 

had a successful dinner party and the Brits 

were one up! 

 

Towards the end of May another extraordinary 

series of demonstration flights were laid on in 

Donegal. There was a move to establish an 

airfield north of Lifford, and in an attempt to 

create a political air-mindedness, it was decided 

to fly local dignitaries from a nearby site.  The 

Islander was chosen so that it could operate 

from a small hare-coursing field.  Gerry 

Maynard hoped that a more practical and lower 

cost air service could be opened up in the west 

of Ireland, by using Islanders, in a similar 

manner to the Loganair services in Scotland.  

Peter Hicks, (a pilot recruited from “C” 

Squadron at Boscombe Down as the new B-N 

Training Captain) and I flew to Lifford after 

refuelling at Aldergrove - experiencing complete 

brain-fade by ignoring the fact that we were 

crossing an International border! However we 

spent a Saturday afternoon flying trips around 

Donegal from the little stadium with its knee-

high grass.  We finished the demonstration on 

the Sunday by flying Charles Haughey from 

Lifford to Dublin before picking up the others of 

the B-N party at Aldergrove and returning to 

Bembridge. 

 

On the 28th June the Islander demonstrated its 

versatility by landing on HMS “Hermes”.  John 

Britten wanted to make a deck landing and he 

had a friend in Rear Admiral Empson, then Flag 

Officer Aircraft Carriers. John asked me if I was 

interested in deck-landing an Islander, and the 

Admiralty’s permission was sought. At first they 

were not enthusiastic - the Islander was a twin-

engine aircraft, with minimal rate of climb on 

one engine and no arrester hook!  Also the 

prospective pilot, although an ex-Fleet Air Arm 

test pilot, had not made a fixed-wing deck 

landing for eight years. Finally the event was 

organised during a trials period for the carrier 

whilst operating in Lyme Bay. It was a 

wonderful opportunity to demonstrate STOL 

capability to the public, and of course the naval 

possibilities were not ignored. 

G-AVUB with John Britten and I on board left 

Bembridge to land on Hermes, then 20 miles 

west of Portland Bill, at 1600. The weather was 

anti-cyclonic; wind calm but with limited 

visibility and a hazy sun. Hermes was steaming 

slowly to create about 10 knots relative wind, 

to provide some useful headwind component, 

but minimise turbulence over the deck. We 

were in radio contact with ‘Flyco’, that was 

using an ex-Islander (Bendix) VHF com-set, 

mounted with an antenna and a battery on the 

proverbial breadboard.  (We could not fit a 

military UHF radio into ‘UB). 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

I was briefed to follow the standard drill for a 

new deck-landing qualification - an approach to 

land on, to check that I could follow the 

projector sight indications; an overshoot to 

show and obey the ‘wave-off’ red lights; 

another approach for a ‘touch-and-go’, followed 

by a ‘full-stop’ landing. The Islander’s docile 

handling made the exercise relatively simple.  

The only problem was that taxying on deck was 

difficult, as ‘UB had the standard nose-wheel 

steering system with a large radius of turn. This 

was solved in the time-honoured way by 20 or 

so deck-handlers pushing on the wing leading 

edge, to roll the aircraft back for each take-off. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Islander c/n 9, G-AVUB touched down on the 

deck of HMS Hermes without incident. 

 

HMS Hermes deck handling crew pushed 

G-AVUB back ready for take-off. 
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Although only one landing had been planned, 

the Commanding Officer of “Hermes”, Captain 

Parker, was keen to allow several of his officers 

to experience a deck landing. (The Carrier On-

board Delivery aircraft at that time was the 

Airborne Early Warning, Gannet Mk.3 - it had 

two seats in the back, with no forward view). 

Therefore we made several take-offs, circuits 

and landings, with a load of passengers on 

board. 

 

The ship’s Air Engineer Officer, Tom Hardy, was 

a tutor of mine at Manadon, the R.N. 

Engineering College, and as I walked into the 

island to go to Flyco, he said “How is the wing 

bolted on?” When I replied, “With four fitted 

bolts”, Tom said, “We could jack up the 

fuselage on a bomb-trolley, unbolt the wing and 

engines complete, and standing on the main-

wheels, turn it through 90 degrees, park it 

alongside the fuselage, and put it down the 

aircraft lift to the hangar”.  What a brilliant idea 

that was.   (If the idea had been followed 

through, and the (later) turbo-prop engines 

installed, so that avgas did not have to be 

carried at sea, just think what use could have 

been made of the Islander during the Falklands 

War. It could have been used for the missing 

AEW role, and for COD and delivery of 

commandos ashore.  It could have been kept 

on the flight-deck in the deck park except for 

hangar maintenance, and so cheap to buy that 

it could have been pushed over the side if 

emergency deck-space was required). 

 

We had VisNews taking publicity film on board 

Hermes, and we flew the cameraman back to 

Southampton, with me giving a taped interview 

during the flight, in order to catch the BBC 6 

o’clock television news.  The main press 

interest was not in deck landing a twin-engine, 

passenger aircraft without an arrester hook; but 

that it carried a civil registration - a first time 

event. (Not so - an ‘Auster’ G-AERO was landed 

on HMS ‘Illustrious’ in 1946). 

 

I did not see this news-film, until much later 

on, when Denis Berryman called me to his 

office where he had a 16mm film-projector and 

screen set up.  “Watch the fuselage side during 

the landing roll-out” he enjoined.  Now for the 

first landing, I was ‘trying’, so with no arrester 

hook I used maximum braking. The flight deck 

was treated with a special paint with a rough, 

high-grip surface, so the coefficient of friction 

was very high! 

 

On the film clip we could see the fuselage side 

panels, wrinkling in a classic ‘shear-field’ 

pattern, which disappeared as I released the 

brakes. The interest in this was that at the time 

there was some dispute between the CAA and 

the B-N designers about the braking reaction 

loads on the forward fuselage and nose-wheel. 

For the latest UK certificated Islanders, the CAA 

required extra stringers to be fitted to the 

standard FAA-build aircraft, between the 

fuselage frames at the wing pick-up positions:  

their reasoning now proved by the deck landing 

film. 

 

The flying activity continued when at short 

notice three days later, I decided to accompany 

Hill Du Bois - one of Interflight’s ferry-pilots, 

when he delivered the first Islander to be sold 

in Canada.  We flew to Shannon to have the 

FAA ferry-tank installation fitted, and then via 

Reykjavik, Narssassuaq and Gander to 

Montreal.  I found this experience of flying the 

old wartime ferry route most interesting, as it 

brought Ernest Gann’s “Fate is the Hunter” to 

life.  Even the wrecked ship in the fjord to 

Narssassuaq (Bluie West One) was still there to 

be seen. 

 

I then attended the Reading Air Show with 

Jonas Aircraft, where my wonder at the USA 

General Aviation world was reinforced.  When 

the show closed, and in the two hours before 

sunset, hundreds of aircraft departed in a 

continuous stream from two runways, with 

minimal radio chat.  I forget the exact number 

now, but I remember that I saw more aircraft 

take-off, than all the aircraft on the civil 

registers in the whole of Europe! 

 

The summer progressed with flights to airfields 

throughout the south of England, and in the 

new stretched aircraft known as the ‘Long-

Islander’. This was G-ATWU with a 3 ft 

insertion, and one row of seats stretch, behind 

the pilot.  (It made the Islander an even better 

aircraft to fly but was not persevered with). 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Jim Birnie decided to widen my experience and 

allowed me to fly a Snow S2C crop-sprayer that 

was visiting Bembridge.  That flight was an eye-

opener - to evaluate the world’s most 

successful agricultural aircraft - yet one which 

 

In the summer of 1968 the “stretched” 

Islander G-ATWU was given a trial flight. 
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would have failed every handling test at 

Boscombe Down. 

 

Rolls-Royce wanted to regain their position as 

supplier of engines for the Islander using their 

Continental engine franchise.  They purchased 

G-AVUB and fitted the turbo-charged TSIO-

520-E engines, as there was a new market for a 

version of the Islander for ‘hot and high’ 

operations.  I took this new version of the 

aircraft to the Farnborough Airshow, where I 

found that it was quite difficult to devise a 

demonstration routine for such a small and slow 

aeroplane that would please the spectators and 

use up the huge airspace provided for high-

speed jet-fighters. I had been impressed with 

the routine used by the German pilot Hans 

Scheit in the Dornier Skyservant at the 

Hannover Show, and I devised a similar tight 

and vertical show.  This display was gradually 

developed with an eye to outsmarting the Twin-

Otter displays; this aircraft being our main 

STOL competitor. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

At the beginning of November, B-N chartered 

an OLT Islander for a demonstration in 

Denmark and I flew D-IJAN from Bremen to 

Copenhagen, Hagenholm, Hamburg and back to 

Emden. I was then asked by OLT to take their 

first Islander back to Bembridge for a repair.  

The aircraft had struck the threshold of the 

runway at Heligoland with its main-wheels and 

slightly wrinkled the fuselage near the wing 

pick-up points.  I made a careful survey of the 

damage and decided it was safe to do so. 

Subsequent experience in later years showed 

how risky this was.  The first Islander crash 

which happened in Costa Rica and an incident 

in Abu Dhabi, were caused by this type of 

damage and it could result in the wing 

becoming detached! 

 

On the 11th October I had a new air-engineering 

experience.  Islander c/n 14 was the second 

crash for the type, and the first in customer 

operations.  It occurred to an Aeovias del Valle 

aircraft, TI-1063C, at Puerto Cortes in Costa 

Rica.  I accompanied the UK AAIB members 

Richard Westlake and B. A. Morris, and the B-N 

Chief Designer, John Allen. (This visit really 

needs a book in itself).  The wreckage was in a 

mangrove swamp, with the complete wing 

several hundred yards from the rest of the 

aircraft. Key parts of the wreckage were 

removed from the crash site and examined at 

Farnborough. Clever and detailed analysis 

determined that the aircraft must have flown 

into the sea, on let down to the primitive strip 

at Puerto Cortes in very bad weather, and 

continued for a mile or so across the coastline 

before the wing detached. 

 

The remainder of the year was spent in routine 

flying at Bembridge.  Then in December I had 

my first experience of flying in the Fort 

Lauderdale area helping Jonas Aircraft 

demonstrate the Islander at the National 

Business Aviation Association Conference at 

Opa Locka. 

 

I flew the Islander about 220 hours in 1968 and 

flew 11 different types of aircraft. This was one 

of the happiest years for a varied experience. 

 

1969 

 

The year opened with routine test flights and 

local demonstrations in the south of England, 

together with a larger number of Type-Rating 

check flights, even though Peter Hicks was now 

established as the customer Training Captain.  

Several flights were also made for publicity 

reasons.   

 

The BBC realised that a B-N Islander was often 

available for TV film crews to use, and I made 

flights to film the Queen Elizabeth II and the 

Ark Royal, off the Isle-of Wight. (In the latter 

flight, the carrier was not operating aircraft at 

the time.  As she was steaming at about 20 

knots into a force 4 -5 wind I was able to 

‘hover’ the Islander abeam her bows, and drift 

backwards while the camera crews were at 

work, filming through a side door.  I should 

have made an approach to deck-land or at least 

made an overshoot, but as I was not in radio 

contact and Flyco did not give me a ‘green’, I 

did not - but have often regretted my 

prudence). 

 

It was planned that I should take a Jonas 

Islander to Buenos Aires for a demonstration 

tour.  Before the event, the aircraft was 

purchased by Sud Aviation, and flown to 

Argentina by the owner.  Here it gave a 

demonstration flight to a group of Service and 

civil VIPs, including shutting down one engine.  

 

Islander c/n 9, G-AVUB, now fitted with Rolls-

Royce Turbo-charged 300hp engines, was 

demonstrated at the 1968 SBAC Farnborough 

Show. 
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The airfield was at about 3,000 ft. altitude and 

the OAT about +25 o C; i.e. a density altitude of 

about 5,000 ft. - close to the Islander's single 

engine ceiling! It crashed, but fortunately there 

were no injuries to pilot or passengers - but the 

aircraft was a write-off.  (As the British 

Embassy report put it, “The aircraft was 

demonstrated with exuberance and verve - until 

it hit the ground”). 

 

A new airline “Westward Airways” had been  

formed by retired BOAC pilots to operate 

services from Land’s End to the Scillies, and 

also between Heathrow and Gatwick. This latter 

operation could not get approval for air-traffic 

control reasons, and B-N spent some time 

devising a suitable route profile, and operating 

from taxiways as we had seen done in the USA, 

instead of blocking valuable runway time/space.  

We also developed a navigation routing system, 

with the assistance of the Decca Company for 

this service.   During a visit to the National Air 

Traffic Services, we were able to persuade 

Stallybrass the Controller, together with the 

SATCO at Heathrow, to allow me to 

demonstrate US practice.  We spent a happy 

hour operating an Islander from ‘Block 85’ (The 

intersection of runways 28L and 23) between 

departing and taxiing aircraft, much to the 

consternation of the other users, although of 

course we had the ‘bosses’ on board. Oscar 

Bakke had been vindicated! 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

It had been decided to have a demonstrator 

aircraft at the Paris Air Show, and that it should 

have a new executive interior with five luxury 

seats and a refreshment bar.  Therefore I took  

G-AXDH to Lisbon for Alar to install the interior.  

I also took an Islander to the Biggin Hill Air Fair 

in May, further developing my Show routine.  

Then at the end of the month I returned to 

Lisbon to collect ‘my’ new aircraft making a 

high level flight, stopping only at Bordeaux for 

fuel.  Mild altitude sickness, or possibly the 

effect of solvents used in the new upholstery, 

left me with a violent headache and little sleep 

before flying the first service to the Show the 

next day. 

 

Previous experience had shown that ground 

transport from the outlying GA airfields near le 

Bourget, to and from the Show was not 

feasible. The Show organisers then laid on a 

special route along the Seine for helicopters to 

fly to the west side of the airfield where there 

would be a special immigration and customs 

service.  Not believing that sanity would prevail, 

I pushed my way through an open door, by 

suggesting that I could land an Islander on the 

grass strip set aside for the helicopters.  “No 

problem” was the reply, “as long as you comply 

with the helicopter routes, altitudes and 

reporting points”. (They had already proposed 

holding patterns at key points along the routes, 

because they did not want helicopters just to 

hover there).  Thus B-N ran a daily service 

direct from Bembridge to and from the Show, 

taking distributors and important guests.   

 

The next event was the Cannes Air Show, a 

very good visit since several small French 

airlines/air-taxi operators were considering 

purchasing the Islander which had now received 

its French certificate of Airworthiness. We flew 

to Perigeux, Limoges, Grenoble, Fayence and 

Ajaccio and Propriano in Corsica.   

 

One of the benefits of this type of flying is the 

wide experience that I was able to obtain.  For 

example, on the way back from Grenoble to 

Cannes I was asked to give a lift to a senior 

mountain-flying instructor. I shall always 

remember his breathtaking flight through the 

Alps on a glorious day, especially as I was able 

to share the experience with my wife, Diana, 

who was a passenger.    

 

The use of small grass air-strips was of course 

a great interest, with flights to Kings Somborne, 

Street, Charing and the now-closed Ryde 

airport, for example.  With five hours 

endurance, a full airways radio fit, and an ultra-

short field performance, the Islander in my 

opinion, is the perfect private aircraft for UK 

use - it was an airborne Land Rover and I 

promoted it as such.  Subsequently Peter 

Cadbury purchased G-AXDH for just that 

purpose.  Several small operators where now 

taking an interest in the aircraft.  One such at 

North Denes airfield at Great Yarmouth, Rig Air, 

purchased an Islander, and became the fore-

runner to Air Anglia. 

 

In September I had a month-long series of 

demonstration flights in Scandinavia, starting 

with Norway.  I flew G-AXIN to Oslo via 

Gronningen, and Copenhagen with Peter 

Mallinson as companion, flight-engineer and 

 

Islander c/n 70, G-AXDH, was the Paris Air 

Show demonstrator. Before the show it was 

flown to Lisbon for installation of  a new 

executive interior. 
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auto-pilot.  We flew the Norwegian DCA people 

and met a prospective agent Group-Captain 

Lund (a senior DCA Flight-examiner and 

wartime hero).  He accompanied us throughout 

our tour as he was known to all the light-

aircraft and air-taxi operators.  The small 

Norwegian communities dotted along the 

coastline and fjords, were interested in the very 

successful Loganair operations in the Orkney 

Islands, and they wanted their government to 

build airstrips for them to use for community 

services.   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Some services were provided by Wideroe, using 

Norseman Nordwind floatplanes.  Their VFR 

flights in ground/sea contact, often in bad 

weather, were masterpieces of practical flight-

operations. However the DCA were insisting on 

twin-engine aircraft and IFR flight rules, for 

which the Islander was ideal.  I said that the 

Islander could also fly these sea-plane routes to 

small grass airstrips, since it could cope with an 

engine failure far more safely than the float-

planes, even at low level.  In the event, the 

Norwegian Air Force wanted 1,500 metre 

runways built, that would allow them to operate 

their F-5 fighters, and this allowed larger civil 

passenger aircraft to be operated as well.  

Therefore in the end Wideroe purchased the 

larger Twin Otter - de Havilland Canada 

benefiting from my trail blazing.  We showed 

the aircraft to all the air-taxi operators and 

several Islanders were sold into Norway as a  

result. It was a splendid two weeks flying, 

operating from large/military airfields like Bodo, 

to farm tracks at Meraka near Trondheim.  

  

Afterwards we flew to Sweden, first to 

Goteborg, where the trip nearly came to an 

end!  We were booked to make a series of local 

flights, but on the 22nd September when I woke 

at the Hotel and looked out of the window a 

worrying sight was seen.  On a large site near 

the hotel was a fairground and circus, with a 

very large traditional circus tent which was 

being destroyed by a very strong wind.  As I 

watched the circus staff trying to ‘reef the 

topsails’ in the gale I realised that the Islander 

was parked in the open at the airport.  I rushed 

out of the hotel and took a taxi to the airport.  

The driver at first refused to go since the main 

high-level bridge across the harbour we had to 

cross was shut because of the storm, but we 

were able to make our way round via an old 

bridge further upstream of the city.  On arrival 

at the airport I found uproar.  No-one was 

prepared to help save the Islander because 

they had enough troubles of their own!   I 

found the fuel-bowser driver’s room, and 

persuaded one of the drivers to take a large 

articulated fuel tanker and park it across the 

front of the Islander as a wind-break.  I then 

secured the aircraft with ropes to the tanker.  

The Islander had been dancing up and down 

held by its tie-down ropes, but was quite 

undamaged.  Nearby a Cessna single had blown 

away and was upside-down against a hangar 

wall and the hangar door had blown in, 

crushing several aircraft parked inside.  Then as 

we finished securing the Islander the control 

tower windows blew out in a stream of broken 

glass and sheets of paper! We had been very 

lucky. 

  

The next day the local - and unforecast - storm 

had moved away and we left Goteborg and 

made our way across country to Skelleftea, 

then to the skiing resort of Hemevan in the 

mountains on the Norwegian border; and on to 

Forslanda and Umea in the far north of the 

country. We then flew south calling at all the 

airfields we could find, back down to Stockholm 

and Goteborg. Another week was spent in 

Denmark visiting Kastrup, Frederickshavn, 

Viborg, Odense, Skovlunde and Aahus, before 

returning to Stockholm and Malmo.  We 

returned to Bembridge via Gronningen, with a 

tour total of 83 hours of prime flying under my 

belt. 

 

This tour subsequently resulted in a number of 

Islander sales, but I made a great mistake; I 

did not write a detailed visit report, and was not 

 

Islander c/n 79, G-AXIN, was flown to 

Scandinavia for a sales tour in September, 

1968. This Islander is seen here in a 

publicity photo with another B-N product, a 

Cushioncraft CC7. 
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invited to a de-brief by John or Desmond.  

Therefore I was not able to enthuse Desmond 

about the potential that existed in Scandinavia, 

and I did not get much attention or appreciation 

on my return to England. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

At the end of the year was the Air Race to 

Australia.  The handicapping system, gave 

benefits to payload capacity and low wing-

loading:  the Islander was nearly ideal for the 

handicap and two were entered for the race.  

One by the Hon. Hugh Astor and one by 

Captains Bill Bright and Frank Buxton, both 

professional ferry pilots, who were allowed to 

enter the aircraft, leased to them by Aerial 

Tours of Port Moresby.   

 

Bill Bright then persuaded the Royal Aero Club 

that the ferry-tank system was CAA approved 

and included in a supplement to the Flight 

Manual. This gave the Islander over a 1,000 

miles range and a huge handicap advantage.  

Hugh Astor followed suit by fitting the system 

to his aircraft and I spent some time helping 

with the preparation of this entry.  It was a pity 

that the ferry-tank system was approved, since 

it spoiled the race, and it was no wonder that 

Bill Bright’s Islander won.  However, we at B-N 

were pleased. 

 

Over 300 hours and 11 aircraft types were 

logged that year. 

 

 

 

 

 

 

 

 

 

 

 

  Mexican Islander Rebuild 

 
 

 

 

 

The Britten-Norman entry for the London-

Sydney Air Race was Islander c/n 81, G-AXSN. 

It finished in 7th place and was then delivered 

to Ports Augusta Air Services in Adelaide and 

became VH-ROV. 

 Part 2 of Colin Newnes recollections of 
“Flying with B-N” will be included in the 

January 2018 issue of BNAPS News.  
Note that the text copyright is held by 

Colin’s wife Diana Newnes. 

Following on from a report in the November, 2016, issue of BNAPS News about Islander c/n 
2022, XC-FEE, that was being rebuilt by Pedro Arturo Ortega and the fact that the owner 

called a halt to the work, recent reports have arrived that Pedro is now engaged on a 
rebuild involving Islander c/n 24, XA-CUL. Updates on Pedro’s progress will be included in 

future issues of BNAPS News as information becomes available. 

  

The fuselage of c/n 24 being worked on by 
aircraft engineer Pedro Arturo Ortega 

(Pedro Arturo Ortega). 

Pedro Arturo Ortega working on the 

control rods of c/n 24  

(Pedro Arturo Ortega). 
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17 (BN-2A-6) T7-IGF Fly & Go, Opa Locka Florida. To N70GF Fly Go Aircraft Services, Opa Locka 

Florida. 21.3.17. Operated as GoFly Tours. Re-reg. T7-IGF Fly Go Aircraft Services, Opa Locka Florida. 

6.17. 

181 (BN-2A-6) G-AYRU Jensen Fin Gert Huettel, Bjuv, Sweden. To Versatile Air Services, Freetown 

Sierra Leone. 18.9.17 

292 (BN-2A-9) TU-TLC Air Littoral, Abidjan, Ivory Coast. 12.3.80. Withdrawn from use at Abidjan 

1983. 

306 (BN-2A-8) 8R-GAR Air Services, Georgetown, Guyana. Badly damaged landing at Kopinang airfield 

on 12.4.17. 

417 (BN-2A-21) N130PC Rediske Air, Nikiski, Alaska. To Moro Aircraft Leasing, Two Rivers, Alaska. 

9.16. Operated by North Air, Kenai, Alaska. 

478 (BN-2A-27) 8R-GER Air Services, Georgetown, Guyana. Damaged on landing at Chenapau 

1.11.17. 

520 (BN-2A-20) N6561B McCall Aviation, McCall, Idaho. To Gem Air, Salmon, Idaho. 2014. 

611 (BN-2A-9) H4-WPF Western Pacific Airline, Honiara, Solomon Islands. Ditched in sea off Solomon 

Islands, date unknown. Reported to have crashed into the sea just outside one of the outer island 

airports. It was recovered and shipped to Honiara. 

624 (BN-2A-3) C9-AOV TTA - Sociedade de Transporte e Trabalho Aereo, Maputo, Mozambique. 

Written off Vumba mountains of eastern Zimbabwe 27.3.17. 

659 (BN-2A-26) PJ-WEA Windward Express Airways, St. Maarten, Netherlands Antilles. Written off in 

Hurricane Irma, Anguilla 7.9.17. 

 
PJ-WEA (659) of Windward Express was substantially damaged during Hurricane Irma 7.9.17.  

(Rob Brown) 

683 (BN-2A-9) ZS-BLV Cocopine Air, Austinmidran, South Africa. To Overberg Aviation, Overberg, 

South Africa. 2017 

712 (BN-2A-9) N909VL Vieques Air Link, Vieques, Puerto Rico. Re-reg. N864VL 1.9.17. 

766 (BN-2A-20) N4438 McCall Aviation, McCall, Idaho. To Gem Air, Salmon, Idaho. 2014. 

861 (BN-2B-21) 5X-EMM Kampala Aeroclub Flight Training Centre, Kampala, Uganda. To George 

Cormack, Cumbernauld, Scotland. 4.17. Noted at Southend 25.4.17 en route to Cumbernauld. Arrived 

at Cumbernauld 25.4.17. To Trans Anguilla, The Valley, Anguilla. 7.17 as VP-AEJ. 
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5X-EMM (861) at Southend 26.4.17. It now flies as VP-AEJ with Trans Anguilla in the Caribbean 

(Keith B Pics) 

1048 (BN-2A Mk.III-3) N905VL Vieques Air Link, Vieques, Puerto Rico. Re-reg. N869VL 27.3.17 

 

N869VL (1048) is Vieques Air Link’s last flying Trislander (via Flightaware) 

1060 (BN-2A Mk.III-3) N906VL Vieques Air Link, Vieques, Puerto Rico. Withdrawn from use and stored 

outside at Vieques 2015. Blown away from tie down during Hurricane Maria 26.9.17. (see picture 

below) 

 

2015 (BN-2A-26) C6-FYP Golden Wings Charter, Nassau, Bahamas. Damaged by fire at Nassau 

13.9.17. Wing fuel tank caught fire in hangar, destroying most of port wing outboard of engine. 

2034 (BN-2T) ZF573 Royal Air Force, Northolt, Middlesex. To Islander Aircraft, Cumbernauld, 

Scotland. 6.7.17 as G-BJOH. 

2118 (BN-2T) ZH537 Royal Air Force, Northolt, Middlesex. To Islander Aircraft, Cumbernauld, 

Scotland. 2.6.17 as G-BJEC. 
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2119 (BN-2T) G-MAFF FR Aviation, Bournemouth, Dorset. To Islander Aircraft, Cumbernauld, 

Scotland. 28.9.16 as G-BJED. To Air Alderney, Alderney, Channel Islands. 23.8.17. 

 
G-BJED (2119) in the colours of new airline Air Alderney at Lee-on-Solent 6.9.17. (Ian Haskell) 

2188 (BN-2B-26) G-BLNI Islander Aircraft, Cumbernauld, Scotland. Being rebuilt. Noted at 

Cumbernauld in hangar 19.4.17 still marked VP-FBI. 

2235 (BN-2T) ZH536 Royal Air Force, Northolt, Middlesex. To Islander Aircraft, Cumbernauld, 

Scotland. 12.5.17 G-BSAH. 

2313 (BN-2B-20) G-CCJO Britten-Norman. To FLN - Frisia Luftverkehr, Norden- Norddeich, Germany. 

Delivered 10.8.17. To D-IFLB reg. 25.9.17. 

3006 (BN-2A-27) 8R-GRA Roraima Airways, Georgetown, Guyana. Written off Eteringbang, Guyana 

25.7.17. The plane crashed on approaching the airstrip at Eteringbang in western Guyana, killing the 

pilot, Collin Martin. No other persons were aboard the Islander. Preliminary indications are that the ill-

fated plane was airborne at a location from where the pilot could have seen the Eteringbang airstrip. 

Sources said before nose-diving to the ground, the plane almost flipped. 

 

3008 (BN-2A-26) N906GD(2) Air Flamenco, San Juan, Puerto Rico. Damaged when over ran runway at 

Culebra 2.8.17. The aircraft apparently veered off the runway on landing. It continued, across the 

grass and eventually came to rest part way through a low, wire fence, nose-down in a small ditch. 

There were no reported injuries to the pilot or six passengers. The accident happened in daylight and 

in VMC. The aircraft has since been repaired and returned to service. 

  

Thanks go to Allan Wright and Andy Clancey at BN Historians for producing the 

latest Islander Update and making it available to BNAPS News, this is much 
appreciated. 
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Romanian Islanders Seen on Google Earth Back in the Air 

 

 
News has surfaced regarding five Islanders stored at Bucharest Airport that were spotted 
from a Google Earth image as shown below. Allan Wright of BN Historians commented 

that “the picture shown in the facebook post is old - at least 5 years ago. In 2014 there 
were three left, and looking at the latest Google Earth picture looks like there are only 

two”. 
George Cristescu provided more specific details when he posted a report on BNAPS 
facebook page which gave this information “YR-BNM and YR-BNR are flying. Soon I hope 

YR-BNN will start to fly again...” 

[c/ns for the Islanders are: 808, YR-BNM; 804, YR-BNN; 824, YR-BNR.] 

  

Loganair 50th Celebrations in Orkney 

B-N Group took their gold-painted Britten 

Islander G-JSAT to the Orkney Islands in 

September to be part of the 50 years of 

Loganair celebrations.  

 

The Islander has been the mainstay of 

the airline fleet in delivering its regional 

services since 1967. Islander G-JSAT flew 

a number of “hops” between six of the 

North Isles on Wednesday, 27 

September. During the tour it completed 

the world’s shortest commercial 

passenger flight between Westray and 

Papa Westray. Flights on this route are 

scheduled for one and a half minutes, 

although the actual flying time in an 

Islander can be as little as 53 seconds. 

Other stops included Stronsay, Sanday, 

North Ronaldsay, and Eday. 

 

After the tour there was a series of 

speeches and presentations at Kirkwall 

Airport. An address was given by 

Jonathan Hinkles, managing director of 

Loganair, with congratulations from 

Orkney Island Council civic leader, 

Harvey Johnston, and Scott Grier OBE, 

former Loganair chairman. The 

celebrations also included performances 

from local dance groups and musicians. A 

commemorative plaque was later 

unveiled at Kirkwall Airport. 

 

 
 

 

 

 

B-N Group’s distinctive gold BN-2T Islander,    

G-JSAT, (B-N) 

Former Loganair chairman Scott Grier OBE (right) 

and Loganair managing director Jonathan Hinkles 

unveil a plaque honouring 50 years of Orkney 
Islands air services at the airport (The Orcadian) 

Google Earth view of the parked Islanders at 

Bucharest Airport about 5 years ago. 
Seen here is Islander YR-BNM 

now in flying condition. 
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B-N’s Next New Build Islander in Work 
 

 
 

 

 

 

 

 

 

 

 

 

 

 
 

 

 

A recent posting on the Britten-Norman facebook page included photos of the next new 
build Islander, believed to be a BN-2T. This may be the BN-2T for Channel Islands Air 

Search or possibly the second one for Air Tetiaroa. 

Air Alderney – Latest News 

 
 

 

 

 

 

 

 

 

 

 

 

 
 

 

According to recent reports the Air 

Alderney AOC has required more time and 

effort due to the fact that the BN-2T type 

has never been used for scheduled 

passenger transport operations in the UK.  

 

Latest prediction is that the air services 

from Alderney will start on 25 March, 2018. 

 

Right: Air Alderney BN-2T Islander G-BJED 

parked by the Solent Airport at Daedalus 

control tower during a recent visit 
(Air Alderney).  

 

Left: Air Alderney BN-2T Islander 

G-BJED at Alderney Airport 

parked alongside the company 

helicopter that is understood will 

support emergency and medical 

evacuation flights for Air 

Alderney 
(Air Alderney).  

Left: New build fuselage being worked 

in the assembly jig (B-N) 

Right: New build elevator in the 

assembly jig (B-N) 
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Aer Arann’s Islander Operations Update 
 

 Peter Smithson has just returned from a 3 day trip to Ireland to see the Aer Arann Islanders and 

has kindly provided BNAPS News with an update on the airline and its aircraft:  

 

“Aer Arann, based at Connemara Airport, operates 3 Islanders. EI-AYN c/n 704, a BN2A-8 built in 

1974 and purchased by Aer Arann in March 1974, EI-BCE c/n 519, a BN2A-26 built in 1976 and 

purchased by Aer Arann in September 1976 and EI-CUW c/n 2293, a BN2B-26 built in 1998 and 

purchased by the airline in November 2000.”  
 

“The condition of these aircraft in no way shows their age, as EI-BCE is now 41 years old and EI-

AYN is 43 years old. All 3 are kept in beautiful condition and if it wasn't for the pointed nose on 

EI-CUW, you would be hard pushed to tell which one was the newest aircraft. They are kept busy 

flying from their base at Connemara, out to the 3 Arann Islands, a mere 8-10 minutes flight time 

away. The aircraft in the hangar, EI-AYN, was in for its 100 hour check and did not fly during my 

visit. The picture of the approach to runway 23 at Connemara was taken through the right hand 

DV window as the wind was 90 degrees to the runway and very gusty. In all, it was a fantastic 

visit and very friendly people.” 

 

 

 

 

Above: Aer 
Arann Islander 

EI-CUW taking 
off from 

Connemara 

Airport 
(Peter 

Smithson) 

Aer Arann Islander EI-AYN in the 
hangar at Connemara Airport  

(Peter Smithson) 

Above: View 
of a 

crosswind 

approach to 
Connemara 

Airport 
(Peter 

Smithson) 

 

Aer Arann Islander EI-AYN pictured 
in a Galway Sunrise (Liam Brady) 

Liam Brady reported on BNAPS 
facebook page that he has been 

working at Connemara with JLT 
Aviation providing assistance to 
Aer Arann Islands with 

100hr/SB190 inspections for the 
Islanders. 

For more about JLT Aviation see: 

www.jltaviation.co.uk 

http://www.jltaviation.co.uk/
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Forthcoming BNAPS Events 
 

BNAPS Christmas Meal 8 December – now fully 

subscribed 

 

Saturday 3 March 2018 - Celebration Event  

At BNAPS Restoration Workshop 
 

50 Years since Islander G-AVCN made the first passenger 

flight for Aurigny Air Services on 1 March 1968 

Detail arrangements will be circulated.  

 

If anyone has any questions or needs more information 
about BNAPS activities and what is happening please do 

not hesitate to get in touch. 
 

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. 
 

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.  
 

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. 
 

 
 

 
 
 

  

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 

 
  
 

 
 
 
 

Alderney Media Prints and Prints of Toby Dixon’s Paintings 
 

Samples of the above prints (see July issue of BNAPS News page 27) were on show at the BNAPS 

“Isle of Wight Day” open workshop event on 23 September. 

Discussions are ongoing regarding the most effective way for BNAPS to handle the Alderney Media 

Prints and associated mugs bearing the same set of images. Prints and mugs are now available for 

pre-ordering. Details will be circulated separately. 

 

BNAPS 2018 Desk Calendar 
 

 

The 2018 BNAPS desk calendar is in a new format and 
features selected scenes at Bembridge Airport from the 
time the Bembridge Farm flying field was established 

by Mr E. U. Taylor in 1920 up to recent times.  
 

The calendar is priced at £4.00 plus £1.50 for UK post 
and packing. Please contact Rita Edgcumbe at BNAPS 
Ltd Sales at the earliest opportunity to place your 

order. 
 

http://www.bnaps.org.uk/

