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Trislander G-JOEY to go on Public Display? 

 

 

BNAPS News 

September 2015 
BNAPS News Vol 5 Iss 5 – September 2015 

BN2 Display Board from the 1965 Paris Air 

Show Discovered After 50 Years 

  
 

 

 

 

Quite unexpectedly the BN2 display board that was specially made for the 1965 
Paris Air Show appearance of the BN2 prototype G-ATCT at the Paris Air Show in 
June 1965 was found recently lurking in the inner recesses of Bembridge Fort by 

one of the team undertaking preservation work there. Contact was made with Rita 
Edgcumbe at Bembridge Heritage and the display board now forms part of BNAPS 

B-N heritage archive.  
The board does not refer to the name Islander as this name was adopted the day 
before G-ATCT left for the Paris Show on 17 June. The legend is in French and 

relates to the prototype as first flown.  

For more about this remarkable find see page 3. 

Much loved Trislander G-JOEY made 
its last passenger carrying flight for 

Aurigny Air Services on 28 June, 
2015.  

Recently an idea had been mooted 
that the aircraft would be stripped 
out and mounted on a pole at 

Guernsey Airport- this was seen by 
some as not much more than a 

short cut to the scrapyard. However, 
Aurigny Air Services MD, Mark 
Darby, has announced that he would 

like to see G-JOEY kept in a 
complete form and be on public 

display.  
Discussions have taken place to look 
at the possibility of placing G-JOEY 

with an established UK aviation 
museum and the Solent Sky 

Museum at Southampton has been 
approached. Although the future of 

G-JOEY has yet to be decided it 
looks as though a preservation 
group based in Guernsey has 

emerged with the prospect of having 
a suitable under cover location so 

that G-JOEY can be on show – watch 
this space! 

Trislander G-JOEY is seen arriving at Guernsey 

on the last leg of its final passenger carrying 

flight on 28 June, 2015. 

G-JOEY in the Anglo Normandy 

Aeroengineering Hangar alongside one of the 

leased Dornier 228s that is being introduced 

into service to replace the Trislanders. 

Trislander G-JOEY flight test report in October, 2015, FLYER magazine – see page 2 
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“Islander 50” DVD Now Available 
 
BNAPS Supporters Club member Clynt Perrot has produced a 45 

minute DVD covering “Islander 50” and all that happened on the 

13 June 2015 to make it a memorable occasion.  

 

The DVD is priced at £10.00 including UK p&p. All proceeds will go 

towards funding the restoration of VCN.  

 

A copy of the “Islander 50” Souvenir Programme will be included 

with each DVD while stocks last. See page 24 for contact details 

when placing your order. 

 

Islander 50th Feature in September’s “Aeroplane” Magazine 

 
 
 

 

 

Trislander G-JOEY Featured in October 2015 Issue of 
“FLYER” Magazine 

 
 
 

 

  

The October 2015 issue of FLYER has an article by Islander pilot Jean-Marie 

Urlacher takes Islander-flying friend Colin McAllister along on one of the last flights 
of G-JOEY, Aurigny Air Services' most famous Britten-Norman Trislander, and 
wonders if only an Englishman could have chosen such an atypical, eccentric and 

unconventional design – the proverbial “triumph of ingenuity”. 
 

The 50th anniversary of the first flight of the BN2 was 

recognised in a feature article by Denis Calvert, the 
renowned aviation writer, in the September, 2015, issue 

of “Aeroplane” magazine. Earlier this year BNAPS had 
contacted “Aeroplane” editor Ben Dunnell about covering 

“Islander 50”.  
Thanks go to Ben for immediately commissioning Denis 
to produce an article about the origins of B-N and the 

BN2 Islander. BNAPS was pleased to assist Denis and he 
also drew upon his own knowledge and experience of the 

early days of B-N during preparation of the article.  
Denis attended “Islander 50” on 13 June and then 
produced an excellent and informative report on the 

event that Ben Dunnell ran alongside the feature article 
“Fifty Not Out”. 

 



 

3 

 

The Story of the Paris Air Show BN2 Display Board 1965 -2015 

It was just a few days after the prototype BN2’s first flight that on 17 June, 1965, G-
ATCT set out from Bembridge Airport for the 1965 Paris Air Show. For the Paris Show 
Britten-Norman had produced a simple “A” board giving technical and performance 

details of their new BN2 aircraft design. In fact there had been no time to include the 
name “Islander” on the board as this name had only just been selected the previous 

day as a result of a small competition amongst the workforce organised by Desmond 
Norman, the £10 prize being shared by B–N employees Ted Smith and Arthur Rayner 

who both suggested the same name. 

 

This view shows the BN2 “A” board proudly 
displayed alongside the BN2 prototype, G-

ATCT at the 1965 Paris Air Show. 
Closer examination shows that this board is 

in French and is undoubtedly the same 
item that has just been found at Bembridge 

Fort (Photograph Bob Ward). 

 

G-ATCT is seen here on the right being 
prepared for departure to the Paris Air Show 

early in the morning of 17 June, 1965. At 
first sight it appears that the BN2 board is 

propped up against the petrol pump ready 
to be loaded on board. Detailed examination 

shows that this board is in English – so what 
happened to this board? Perhaps it still 

exists in some long forgotten store? Who 

knows? (Photograph Bob Ward) 
 

Remarkably some 50 years on, the actual 
board recently came to light when members 
of a local conservation group were having a 

clear out at Bembridge Fort. The board could 
only have been used at the Paris Air Show in 

1965 and may well have been stored in 
Bembridge Fort from the time of G-ATCT’s 
return from Paris in late June 1965. As the 

board had an obvious Bembridge heritage 
connection, Rita Edgcumbe was contacted to 

see if it was of interest to the Bembridge 
Heritage Society, of which Rita is the chair. 

As Rita is also Membership Secretary for 
BNAPS it was immediately evident that this 
was a piece of “must have” B-N memorabilia 

and now forms a part of a growing collection 
of such items in anticipation of the time 

when it may be possible to have the 
collection on public display. 
 This unimaginable piece of good luck and good fortune has ensured that a unique bit of 
B-N memorabilia has been saved. To complete the story it would be really useful if the 
English version of the board could also be found together with identification of the 

possibly local company/signwriter that made the original boards.  
 

 

 

The view of the 

sign board on the 

left shows the BN2 
specification. 

The view of the 

sign board on the 

right shows the 
BN2 performance. 
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VCN Restoration Progress Report 
July 2015 - September 2015 

 

Over this period work has continued on a variety of tasks related to completion of all 

Phase 1 activities for the fuselage. Work on Phase 2 has moved ahead at a steady pace 
with 3 or 4 people working on the wing and other work underway to complete the 

installation of the new fin leading edge section. The new workshop arrangement has 
worked out better than expected and has allowed a degree of flexibility in making best 
use of the limited workshop space available. 
 

Paul Brook has turned his attention to the windscreen and with the help of a specialist 
Jig/Tool loaned by Alan Hunter the seating gasket is now in place and trimmed with all 

mounting holes cut.  The capping strips have all been prepared and painted by Pat 
Gallagher. Before the screens could be installed all the previous sealant had to be 

carefully removed and the Perspex polished. Generally the screens are in reasonable 
condition but do have some scratching and surface roughness. The lengthy process of 
polishing out these imperfections has taken a fair amount of time. 
 

Paul Thomasson continues with the internal trim and some of the upper corner sections 

that house the passenger service units are now in position.  
 

Patrick Gallagher, Roger Young, Bob Wealthy and Bob Wilson continue the long process of 

de-corroding and surface preparation of the wing. Cleaned up areas are being sprayed 
with etch primer as we go to give protection and prevent re-oxidisation.  We have to 
accept that spray painting with aerosols is an expensive way of doing it, but, as with the 

fuselage, we cannot use a spray gun with our compressor without proper breathing 
protection and extraction. There would also be the bigger problem of overspray settling on 

the fuselage The main spar box is progressing well but the rear bay presents a major 
challenge as not only is it corroded, but damaged and in some places quite badly and with 
some pieces missing. 
 

Keith Winter and Bob Ward continued on the new fin leading edge , part of which had to 
be remade by Keith Winter, Paul Thomasson and Bob Wilson as the part made by 

Airframe Assemblies did not fit properly all the way along. Due to our limited facilities to 
cut and bend sheet metal the leading edge is now comprised of three sections.  It has 

been a real challenge with our limited tooling resource and back marking of all the holes 
in the unsupported leading edge ribs has been a long and tedious process, but is now 

complete.   
 

Guy Palmer has soldiered on with the difficult task of restoring the plastic window 

surrounds with GRP and filler.  They are quite brittle so again it is a long job and cannot 
be rushed.  
 

Following on from the outstanding work done to reconstruct the instrument panel and 
controls Bryan Groves has taken up the challenge of sorting out the landing gear. Charles 
Shiveral is working alongside Bryan and he has already checked the inventory of parts 

that came from APPH (now Heroux Devtek). The donated parts have proved to be just 
what we need and, together with the nose wheel fork donated by FLN, we now have all 

the main components for the nose and main landing gears. Bryan and Charles have now 
pulled together a list of detailed parts needed and these are being sought from various 
sources. For static display purposes the landing gear will be set up in the ground loaded 

position and locked in place. For the purposes of a static restoration it has been agreed 
that there is no need to fully restore the hydraulic and pneumatic landing gear functions. 
 

The pilot’s seat has been reupholstered and three of the four passenger bench seats 
refurbished. The fourth seat is being worked on by Andy Stewart and is nearing 

completion. At present we are short of two passenger bench seat cushions. It is possible 
that the cushions were left behind at the B-N site and if they cannot be found replacement 

items will be made, although sourcing of matching covering material has not been 
successful so far. 
The following captioned photographs present the work in progress over the period: 
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. VCN Restoration Progress Report July 2015 – September 2015 
(continued) 

 
 

 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
  

 
 
 

  

The photo on the right shows an area of the wing’s surface that has been de-corroded 
and made ready for spraying. The left hand view shows the contrast with the condition of 

the wing before the work started. 

 
 

 

 

 

Work on the wing is now taking increasing time 
and effort as the restoration project is moving into 

Phase 2. With the wing in the vertical wing stands, 
surface preparation of the upper and lower wing 

surfaces has continued with pleasing results. 
Some areas have been left pending repair and 
reconstruction of damage to the trailing edge 

structure. The leading edge surface preparation 
will be done at a later stage when the wing is 

moved to a horizontal position.  
The view at top left shows Bob Wealthy working 
on the engine nacelle and at top right the result 

after etch priming. 
In the view at bottom left BNAPS Supporter, Tony 

Smart, took time out from his holiday to help 

clean the paint off the multitude of rivet heads. 
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VCN Restoration Progress Report July 2015 – September 2015 
(continued) 

 
 

 

 
 

 
 
 

 
 

 
 
 

 
 

 
 
 

 
 

 
 

 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

  

 

 

The view at top left shows Keith 
Winter carrying out final trimming 

of the last of the three fin leading 
edge skin sections before fitting. 

 

The view at top right is of Keith 
Winter and Bob Ward doing the 

difficult job of back marking rivet 
holes and skin clipping the skin 
before final fixings are installed. 

 
On the left the fin leading edge is 

now complete with all fixings 
installed and surface preparation 

now underway that will take the fin 

to the next stage for etch priming. 
 

The view on the left shows Guy 

Palmer at work. Guy has been busy 
repairing the plastic window 

surrounds. 
 
Although still useable, the plastic 

mouldings have become somewhat 
delicate with age and are prone to 

cracking.  
Car body fibreglass repair 
materials have proved effective 

and now a full set of window 
surrounds is ready to be installed 

as part of the final stages of the 

Phase 1 fuselage restoration work. 
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VCN Restoration Progress Report July 2015 – September 2015 

(continued) 
 
 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

  

  

 

Views above show Paul Brook engaged on fitting the windscreen gasket/mounting strip 

and checking that all fixings are lined up to ensure that the windscreens can be 

attached properly. 

Paul Brook and Bob Wilson 
are seen here polishing the 

Perspex windscreens. 

Windscreen capping strips 
were painted prior to 

installation. 

Another major step forward now that the port side 

windscreen is in place. In this view one more section 

of capping is to be fitted to complete the installation 
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VCN Restoration Progress Report July 2015 – September 2015 

(continued) 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

Thanks to the earlier work undertaken by Charles Shiveral to identify and document all 
the landing gear parts kindly donated by APPH last year, Bryan Groves had a head start 

when it came to getting all the components marshalled together.  
Existing landing gear components were surveyed in more detail to look at the feasibility 
of recovering detail internal parts. However, due to most of the items being severely 

corroded these had to be sawn apart and it was found that the internal parts had 
deteriorated beyond the point of their being suitable for re-use. 

A detailed shortage list has been generated together with an action that will deliver the 
required landing gear set in good time. Bryan has proposed that the nose and main 
landing gear units will be fitted out internally with substantial alloy spacers to preset the 

units to simulate the leg extensions of a normally loaded aircraft and will be assembled 
internally coated with Waxoyl or a similar anti corrosion treatment. No hydraulic or 

pneumatic functions associated with a landing gear will be functional for the purposes of 

VCN’s restoration as a high quality static exhibit. 

No it was not a BNAPS car boot sale but 
a special display organised by Bryan to 

show off all the landing gear main 
components. 

With the parts donated by APPH 

together with the nose wheel fork that 
had been donated by our friends from 

Islander operator FLN in Germany, all 
the main parts are available.  

The priority now is to track down and 

acquire the missing detail components 
and to design and construct the 

necessary spacers to allow the landing 

gear ride height to be preset 

This view shows the original 
main landing gear components 

that are too badly corroded to 
be re-used. 

It was necessary to carefully 
cut open the tubular sections 
with a bandsaw to investigate 

the condition of the internal 
parts. Inspection of these 

items showed that nothing was 

in a fit state to be re-used. 
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VCN Restoration Progress Report July 2015 – September 2015 

(continued) 
 
 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

 

 

View of one of the main landing 

gear component sets together 
with the important build file 

documentation. 

On the right is a close up view 

showing the excellent 
condition of the main landing 

gear components. 

On the right is a close up view of 

the nose wheel fork. This will be 
repainted after surface preparation 

and priming. 

On the left is a close up view 
showing the excellent 

condition of the nose leg 

landing gear components. 
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News of Cylinders Needed for “Non-functional”  
Lycoming O-540 Engines 

 
 

Thanks go to BNAPS Supporter, Pete Jenness for looking out a Lycoming engine cylinder 
for us. After consultation with Jon Howard at Norvic Aero Engines we found that the part 

number of this cylinder indicates that it is not the type needed. However, Jon said that 
another suitable cylinder had recently been acquired and now four more cylinders are 
needed to complete the second “non-functional” O-540 engines. The cylinders are used 

on O-360 and O-540 engines, cylinder part number and other details to assist 
identification are as follows: 
 

 “The assembly part number required is 05K21102, this is termed a “narrow deck” type 
and is identified with a cylinder head/barrel part no of LW 12425, there are other older 

cylinder head/barrel part numbers that will do the job listed in the following link 
http://www.eci.aero/pdf/crm08.pdf. Use the ECI cyl class no 10 as reference.” 
  

If anyone knows of something suitable that might be available please get in touch with 
BNAPS in the first instance. 
 

VCN Restoration Progress Report July 2015 – September 2015 

(continued) 
 
 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

 

Thanks go to local yacht fitting out specialist John Olney for reupholstering the pilot’s 
seat. The inset view on the right shows the seat before the work was carried out. The 

view above shows the pilot’s seat after it arrived back at the workshop. This work 

supports and maintains the high quality standards set for restoration of VCN. 

In the coming months work under Phase 2 on repairing the wing structure will gather 
pace. We have to source a significant quantity of 22 swg or 24 swg material to re-skin 

damaged areas of the wing and to re-make internal frames in some cases that are too 
badly damaged to repair. A work plan for moving ahead with the rudder, elevator, 

ailerons, flaps and wing tips will be defined.  
The time is soon approaching when the project will need larger premises. The search is 
continuing to find a larger workshop that would allow the wing to be fully assembled 

together with a hangar type facility that will allow the whole aircraft to be assembled and 
if possible be on show. Another key concern is that of fund raising and the budget for the 

cost to completion.  

BNAPS welcomes any help in the search for suitable premises and for fund raising. 

http://www.eci.aero/pdf/crm08.pdf
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The Islander 
F. R. J. BRITTEN, CBE, AFRAeS 

Britten-Norman Ltd 
Designing the Islander 

The Islander is extremely simple and has had few aerodynamic problems; the 
exception was a persistent elevator "buzz" in some aircraft which was annoying 

more than it was serious and the cause of which was never satisfactorily 

established, despite an investigation that took six to seven months and which 
included wind tunnel testing and elaborate flight instrumentation. It was eventually 

reduced to an acceptable level by improved detail engineering. 
The NACA 23012 section that we use is not a popular section nowadays despite 

having a good CL max, low CMO and low CDO. Its main drawback is the abrupt stall it 
can give to a wing. The usual cure for this is to provide generous washout. We 

chose to confine our washout to the wing tip and, as no dihedral was necessary 
apart from the tips, we achieved a very simple rectangular box structure with no 

joints-both a stressman's and a production engineer's dream. It is not often that 
you can please them both. 

Fixed low set flap hinge points gave a geometry that made the wing/flap 
combination as effective as a Fowler flap since we only needed take-off and 

landing positions. Elimination of intermediate positions enabled us to avoid 
expensive tracks. 

The plain unflapped piece of wing between the flap and the aileron was a cure for a 

minor lateral stability problem in asymmetric flight with flaps down. In this 
condition, air would spill round the end of one flap more strongly on one side of 

the aircraft than the other. The plain unflapped piece of wing prevents this flow 
affecting the ailerons. 

 

 

 
Supporting BNAPS & Islander VCN’s Restoration 

 

 

 

 

 

 

 

 
 

 

 

 
The Propeller Inn 

Bembridge Heritage

Society

Bembridge Heritage

Society

  

 

AQS Ltd 

 

  
 

The following is an illustrated adaptation of an article by John Britten 

from Vol 75 of The Aeronautical Journal of the Royal Aeronautical 
Society, March 1971. The Main Lecture was given by John Britten to the 

Reading Branch of the Society on 4 November 1970. 
Thanks go to the Royal Aeronautical Society for permission to use the 

article in BNAPS News. 
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BN-2 Islander G-ATCT as seen at Farnborough 1966 
 

The only flight test rule that we made for ourselves and never broke during 
certification is simply stated; no changes to the aircraft are allowed unless 

certification depends upon it. This removes any temptation to "improve" the 
aircraft just for the sake of improvement until it is certificated. The better is the 

enemy of the good and good then meant certification. It proved to be a wise policy 
and without it, I believe certification and production would have been greatly 

delayed. 
Post-certification improvements and refinements have increased the disposable 

load from an original 2200 lbs to today's 2750 lbs-an increase of almost 25% 
which gives both an indication of the rigidity with which this policy was adhered to 

and also of the growth potential that is inevitably built into a new design. We have 
now been able to charge for this bonus. 

We believe that an economic aircraft is only likely to be obtained by scheming, 

initially, around the smallest variant. Our new Mark III Islander (Trislander) is an 
extreme example of what can be done later to "stretch" an existing design with 

economy of tooling and without sacrificing design efficiency.  
 

 
 

Production Prototype Trislander G-AYTU 
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The Islander started out at 4200 lbs gross, reached 4900 lbs by prototype first 

flight, was re-engined and went up to 5200 lbs increasing to 5700 lbs upon certifi-
cation. It is now 6300 lbs with more in the offing. The gross of the Tri will be 9350 

lbs. 
I think that is about all we did right in design. Now for some of our mistakes - we 

made many in putting our design concepts into practice. The care with which we 
approached detail design and the choice of equipment during the months of 

scheming could not be sustained under pressure from the shops for decisions, with 
the result that production economies could still probably be made by redesigning 

or choosing different equipment. However, our experience of redesigning for value 
engineering reasons alone has been disappointing despite carefully budgeting each 

change. Good design from the outset is the only way to obtain an economical 
aircraft. Nevertheless once the scheming is finished a properly educated design 

team should not dawdle over turning their schemes into detail drawings. Extra 
time and care in detailing does not seem to reduce errors or improve design. It is 

good for the drawing office then to have the shops close on the draughtsman's tail. 

The Nymph gave us the chance to try again and we were pleased with the 
progress we found we had made. Once the basic design was settled, we set cost, 

weight and design budgets for each component. These were achieved in almost 
every case, mainly I believe because although we set a short time scale to first 

flight these budgets were considered inviolable. Only the fuselage has needed 
significant redesign and we had accepted this was likely to be desirable as the 

scheming was incomplete when we decided to build the prototype. Our cost to first 
flight was almost exactly as budgeted and we were within 4 % of our empty 

weight target. 
 

 
 

BN-3 Nymph brochure cover 

 
We are very unhappy with the drawing system that was used on the Islander 

which stemmed largely from what we had believed was common practice in UK 

firms. The system we evolved later for the Nymph has since, to our relief, proved 
compatible with the Islander drawing system and seems to work well. 

The essence of our present drawing system is the following: - 
l. Detail drawings have as little numerical information as possible. Shops are 

encouraged to scale drawings, which are made on foil. 
2. "Assembled on" information has been transferred to the DO (Design Office) 

register. 
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3. Assembly drawings are done in perspective and the DO prepare building 

instructions which in effect are planning schedules. 
The system largely eliminates the two most frequent errors on conventional 

drawings, i.e. 
1. Parts that are correctly drawn but are wrongly dimensioned. 

2. Parts that are drawn but cannot be made (or assembled). The draughtsman 
finds writing the build instructions a useful check of practical manufacturing 

considerations and can save endless trouble in the shops. 
The prototype Nymph wing had only four drawing errors which encourages us to 

think we have made everybody's job easier. 
A few minor points in detail design that we have found useful are, I believe, worth 

recording. 
1. l inch rivet pitch. We used to call up rivets at "equal pitch". It is a ludicrous 

waste of the loftsman’s or fitter’s time working out the resulting pitch. Normally we 
pitch all rivets at ½ inch. At the end of the rivet row we then call up one odd pitch 

to locate the final rivet. When strength requires it we call up half standard pitch 

and occasionally double, i.e. 2 inch pitch. 
2. We forbid the use of anchor nuts without the express permission of the Chief 

Designer. They cost a fortune and are seldom really necessary. 
We insist that all equipment salesmen have firm prices and delivery promises 

when they call. 
 

Production of the Islander 
Initially we planned to produce the aircraft at quite a low rate. This seemed logical 

because we were neither known nor were we trying to compete in a proven 
market, so large numbers were unlikely to be required. Furthermore a lower 

production rate would minimise the capital we would need. Our solution to this 
analysis of our position was set up to the smallest possible, but complete, 

manufacturing facility. 
 

 

 
 

Scheme for New B-N Factory at Bembridge Airport 
 

The initial underestimate of the market demand for the Islander meant that our 
production staff was under tremendous pressure from the beginning and plans 

were under constant review.  
The factory we built at Bembridge was designed to produce 50 Islanders a year. It 

has a rubber press, a paint shop, an instrument and electronics section besides all 
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the usual equipment and tools. It has a total floor area of 60,000 sq ft and cost 

around £250,000 including plant, equipment and machinery. 
 The first jigs were moved into the new factory in November 1965 and our first few 

aircraft were delivered in August 1967. This was about six months after we had 
hoped, but the start-up process was much more difficult and expensive than it 

would have been in a factory that was already in existence-or perhaps we were a 
little optimistic in our early forecasts. 

By the end of 1967 it was clear that we had something of a tiger by the tail. We 
were producing barely one Islander per week and had an 18 month backlog of 

orders. Meanwhile the investment in work in progress was increasing daily and our 
crop spraying activities, combined with our ability to borrow money, could no 

longer support the cash flow deficit. We therefore decided to offload all the 
production and to concentrate on design and marketing. 

In April 1967 the British Hovercraft Corporation took on the entire production 
activity including even operating our Bembridge factory. The idea behind the latter 

decision was to centralise production control and to minimise problems at the 

interface between BHC and ourselves. After a few months, however, we found it 
preferable to take back the final assembly operation and now wings and fuselages 

are delivered by BHC and flaps, ailerons, fins, rudders, tailplanes, elevators and 
trim tabs are supplied by C. F. Taylor (Metalworkers) via BHC who currently deliver 

kits to B-N at a rate of ten-eleven per month. BHC's own start up costs were also 
higher than expected; it particularly surprised both companies to find that moving 

the B-N labour force to Cowes meant a complete new learning cost burden 
although the constitution of the labour force was practically unchanged. It was 

therefore a long while before BHC began to make a profit from their Islander work. 
 

 
 

Islander fuselage and wing production at BHC’s Falcon Works, East Cowes. 

 
While BHC were getting into their stride we were also helping the Romanian 

government to set up an Islander factory. We had agreed to do this partly to help 

BAC to sell some BAC One-Elevens to Tarom and also because the Romanians 
quoted us keen prices for a batch of 215 aircraft to be delivered over a five-year 

period. This arrangement is working well. Romanian workmanship is excellent and 
we have built up a high regard for the team they have working on the project. 
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Today we have the tooling and facilities needed to build 20-24 aircraft per month. 

We have delivered over 200 aircraft and reduced our backlog to about 35 aircraft, 
production has become a matter for good management and control rather than the 

hectic innovation needed in the early days. 
 

Selling the Islander 
Our early selling efforts were modest indeed. With an anticipated world market for 

35 aircraft a year we could see no place for a distributor organisation of the 
conventional type and we used the apparent savings inherent in this policy to keep 

down our list price. Our experience of operating aircraft in many different countries 
led us to believe that the typical Islander operator would usually be a professional 

who would prefer to deal direct with the factory and who could be expected to 
make himself responsible for stocking spare parts and servicing his machine. To 

help the operator keep his spares inventory to a minimum we specified readily 
available engines, instruments, wheels, tyres, brakes, etc., used on most American 

light aircraft. The exception to this distribution policy was the appointment of 

Jonas Aircraft and Arms in New York who undertook to look after the whole of the 
Western Hemisphere for us and to take 50% of our production. 

 

 
 

Selling the Islander’s Commuter Airline Role 
 

We were fortunate enough to receive a great deal of world coverage in the press 
and an early rush of orders gave us a sellers' market for many months. It soon be-

came clear that the Islander was likely to sell in substantial numbers for quite a 
number of years. With the increased quantity we began to have problems with 

financing customers, handling their trade-ins and product support. It was obvious 
that we would have to appoint many more distributors as we could no longer 

handle such problems from Bembridge. Accordingly we revised our pricing policy 
to allow for the necessary dealer discounts. Last summer we had our first 

distributors' conference which was attended by over 50 people. Since the 

beginning of 1970, 80% of our orders have come through distributors. 
As in most other matters we considerably under estimated the task of the Islander 

salesman. It takes a customer an average of 5 to 6 months to come to a buying 
decision. During this time the salesman will have done everything from 

demonstrating the aircraft to helping to find the money to pay the deposit. 



 

17 

 

In many cases we have dealt with customers who are entering the airline business 

for the first time. Not all their ventures turn out successfully and we now expect 
that, in common with the manufacturers of larger aircraft, we are going to have to 

make ourselves even more closely aware of the operator's needs and to assist him 
with financial and managerial advice should he require it. 

 
Funding the Islander Programme 

The faith that others have shown in the eventual success of the Islander has been 
truly remarkable and it is the people that backed their faith with hard cash that 

deserve the most credit for the project. Recent experience has not always been 
pleasant in this industry. The first to have faith were our two partners in Crop 

Culture Ltd, who agreed we should invest half the company's annual profits in 
building a prototype. All four of us knew we did not have enough money to see the 

whole job through but we felt that if the prototype performed well, the rest of the 
money required could be borrowed or perhaps a manufacturing licence sold. Not 

long after we began building the prototype our attention was drawn to HMG's 

launching aid scheme which had been made use of by other manufacturers of civil 
aircraft and engines. The procedure for obtaining this assistance was to seek 

approval of the project by the Transport Aircraft Requirements Committee who 
were charged with the duty of selecting viable projects for the Government to 

support. Assessment of our case must have been particularly difficult for the 
Committee; not only had they to assess the likely market for the Islander but also 

they had to convince themselves that the aircraft would actually be built and 
marketed by a company entirely new to aircraft manufacture. Launching aid for 

the Islander was approved within eight months of our application, just a few 
months after the prototype's first flight. The aid amounted to something under 

£200 000, recoverable from an expected sale of 150 aircraft. 
While the Government was considering our case for launching aid, cash kept 

rolling out and we were in a state of great uncertainty. We were indeed immensely 
fortunate to find someone-a business man and an aviation enthusiast-who was 

prepared to lend us some £75 000, knowing as' he did that this was still not 

enough to see the project through to completion and that much more would have 
to be found from other sources. This investment by Ken Couling was perhaps the 

greatest and coolest individual act of courage of all. 
It took just over two years from first flight to obtain, a Certificate of Airworthiness 

and to deliver our first three aircraft. During this period we not only had to support 
the certification programme, we also had to build a factory and find cash for 

materials and the work in progress. The capital required was escalating alarmingly. 
HMG provided us with a loan of £300,000 to help finance production. A further 

£250,000 was advanced as, the orders began to materialise and it became clear 
that, the Islander was going to be a winner. Meanwhile, the, Isle of Wight County 

Council agreed to, finance the factory on a buy and lease back basis - yet another 
unusual and significant act of faith. By early 1968 Islanders wire ning to trickle off 

the production line and it became obvious that the factory we had built was 
already too small for the volume of production needed. 

Discussions with the British Hovercraft Corporation at Cowes uncovered a surplus 

of manufacturing capacity which was relatively close to hand. Further discussions 
led us to conclude that the correct next step would be to transfer the entire 

production responsibility on to BHC's shoulders. This meant that both BHC, by 
taking over our work in progress, and their principal shareholder, Westlands, in 

providing a bridging finance, were involved in a sizeable investment. As Westland 
company accounts have indicated, they found the introductory costs high but they 
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now indicate that the initial problems have been overcome and Islander work is 

profitable. 
Meanwhile, a merchant bank, who financed some early Islander customers, began 

discussing how they might work with us. Gradually they have been substituting 
their finance for much of that of our earlier financiers. New aircraft and new plans 

for expansion will call for yet more money. We have yet to write off the launching 
costs which eventually totalled more than £1M and therefore have yet to show a 

profit. The only evidence that I have that the faith of all these people has been 
justified is the following table of export earnings for the past three years. 

1967/68 £431,000, 1968/69 £1,353,000, 1969/70 £2,729,000 
 

The Future 
Growth is essential to any company's health and in aircraft manufacture cannot be 

sustained without successful innovation. Once our production headaches were 
cured we began to spare a little time for planning future growth. The most 

significant step forward that we have taken from the original Islander concept 

followed the realisation that the world's transport aircraft safety requirements 
seemed to be designed to favour three-engined aircraft and the appreciation that a 

third engine would not only be relatively easy to install on an Islander but would 
give many practical advantages. 

The design that Desmond Norman and I sketched in a Chicago motel late in 1969 
had obvious potential structural and aerodynamic problems. We felt that these 

could only be investigated quickly and economically by building a low cost 
prototype. The result was the Islander Mark III which first flew in September 

1970. To our delight it turned out to be almost completely trouble free and we are 
now pressing forward with production plans. The Mark III will provide the step-up 

aircraft that existing Islander operators need for less than half the cost of a new 
16-seat turbine-powered aircraft. About 80% of its airframe components and 

equipment are common to the standard Islander. It also increases the number of 
aircraft over which we can amortise the original Islander launching costs 

 

 
 

John Britten (right) and Desmond Norman with their Islander 



 

19 

 

What Comes Next? 

Looking back, I think I have made it evident that we never knew how to answer 
this question. The golden thread through the tapestry seems to me to be the 

Islander and the faith so many people have shown in it. Perhaps if we had known 
how long the tapestry would take to weave and how intricate would be the 

pattern, we would never have started. Today, with quite a large part of the picture 
complete, I am afraid we still cannot see the whole, but I know that we have 

learnt a lot. 
Evidently the company still has a long way to go before, for example, it can invite 

the public to invest in it. It has yet to show a record of profits; it has yet to 
achieve a satisfactory balance sheet. 

Professor Galbraith has set out some of the problems facing a company growing 
from the entrepreneurial phase to that of a mature corporation. When my partner 

Desmond Norman spoke to the RAeS Bristol Branch in 1968, he discussed this 
problem as we then saw it. Today we are still concerned with it. One lesson we 

have learnt is that innovation becomes harder as production becomes easier. 

Keeping the proper balance is almost as interesting and important as picking the 
next gap in the market. 

 
 

  

Unsold Production Stock in 1971 Causes Cash Flow Problems for B-N 
 
 

 

Not long after John Britten presented his paper to the RAeS Reading Branch the 
company suffered severe cash flow problems mainly due to a build-up of unsold 
production of a large number of Islanders and several Trislanders. The situation resulted 

in financial backing for the company being withdrawn and inevitably the B-N Board 
called in the receiver who was dully appointed. 

Fortunately the appointed receiver, Monty Eckman, took the view that the company had 
good prospects and he used his best endeavours to re-structure the company which 

resulted in the formation of Britten-Norman (Bembridge) Ltd so that it could be sold as 
a going concern. In 1972 the Fairey Group became the new owners to form Fairey 
Britten-Norman or FBN. However, after only a few years the group also encountered 

financial difficulties and their FBN operations were acquired by Pilatus Aircraft to 
continue trading as Pilatus Britten-Norman or PBN until the company was sold off in 

1999. Following re-structuring and re-financing, B-N operations have been continued as 

part of B-N Group. 

 

View of the busy Islander final assembly 
line at the B-N works Bembridge c1969 
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 From a news release issued by Mark Darby, Aurigny CEO, August, 2015: 

Aurigny to get new £5m Dornier 228  

 
 

View of two Dornier 228 fuselages in production at RUAG's factory at Oberpfaffenhofen in 
Germany. Credit: RUAG Aviation 

Aurigny expect to get their first new Dornier 228 by the end of this year. The airline has 
confirmed it has agreed a deal with manufacturer RUAG Aviation. The States-owned airline 
is using Dorniers to replace its Trislander fleet but so far they have had to purchase 
second-hand aircraft, only one of which is in full operation. The Treasury have now 

approved the finances for one new Dornier, costing around £5m. Aurigny carried out a 
detailed evaluation process to determine the best aircraft to replace the Trislander and the 

Dornier 228 was by far the most appropriate model for both the airline’s requirements and 
passenger comfort. It is fast, with a maximum cruising speed of 234 knots and will 
shorten the flight time on all routes; most significantly between Southampton and 

Alderney. It is purposely designed to take off and land on short runways and has good 
crosswind capability, making it ideal as an all-weather aircraft for the Alderney routes. 

 

 

 

Leased Dornier 228 CS-
TGG, seen here in 

Aurigny Air Services 
colours, is currently used 
for route proving, training 

and service operations. 

(Tim Osborne)  
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 Flying From Key West to Cuba and Back by Islander
By Tom Hudson 

Air Key West flies a weekly round-trip flight from Key West to Havana on a 10 seat Britten 

Norman BN-2T Islander. Ten international passengers is all the Key West International 
Airport can handle at a time. The airport is expanding that capacity in an effort to grow its 
international business, possibly including Cuba. 

Rob Valle used to fly fighter jets for the U.S. Navy. Now he flies charter flights for his 
company Air Key West. Since late March that has included a weekly scheduled flight from 

Key West International Airport to Havana. He fits nine passengers, including one in the co-
pilot seat next to him. They pay $525 for the round-trip flight. 
"I have a lot of hopes and expectations for Cuba. There was a lot of curiosity that I think 

was pent up through the years," Valle said. "We've gotten a whole lot of calls. I think 
there's a whole lot of interest of people wanting to go down to Cuba and check it out." 

 

 
 

Following the recent announcement by President Obama to expand travel opportunities, 

Americans still cannot visit the island for purely tourism reasons. Valle says most of his 
passengers have family in Cuba. Despite the travel restrictions, he was confident enough 

the demand for flights to Cuba will continue to help afford his $1 million Air Key West 
plane. 

 

 
 
Key West International Airport also is investing in hopes of attracting more international 
travelers, including those from Cuba. The airport's U.S. Customs and Border Protection 

Bureau can only handle 10 international passengers at a time. (That's partly why Valle 
bought a plane with a 10 person capacity.) Designated as a general aviation facility, the 

airport's international growth is limited by how many passengers it can process. It's 
spending several million dollars to add space for customs to become a federal inspection 
facility. Once completed, it will be able to accept up to 70 international passengers at a 

time. 

Air Key West owner and pilot Rob 

Valle with his Britten-Norman 

Islander that flies weekly from Key 

West to Havana and back on 

Fridays. Credit Tom Hudson 

 

 

Air Key West’s BN-2T Islander 
N685KW, cn 2120, that is 

operated for charter flights and 

for the weekly Key West to 
Havana trip. 
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Stewart Island, New Zealand 25 Years Ago 
 

Thanks go to our friend Paul Jeffrey from New Zealand for this item about Stewart 

Island Air Services and their Islanders. 

 

25 years ago, at Ryan's Creek Airstrip, one of the smallest commercial airstrips in the 
world, BN2A-26 Islander ZK-FGR 'Kakapo' of Stewart Island Air Services (formerly 

Southern Air) sets down another load of people for Halfmoon Bay (also known as Oban) 
which is the only township on Stewart Island, situated south of the bottom part of the 

South island of New Zealand. One of the southernmost operators of Islanders in the 
world, now renamed Stewart Island Flights, the BN2s remain the mainstay of the fleet 

since introduction with them in March 1978. ZK-FGR, cn 741 was delivered to Stewart 
Island Air in 1984 but was later sold on in late 1991, last reported delivered to Tropic 
Air Charters, registered N297TA and reportedly still active. 

 

Islander Action Sequence in Latest James Bond Film – 
Full Story in November’s BNAPS News 

 

From information that has leaked out over the past months of filming, it appears that 
an Islander plays a starring role in a dramatic action sequence in the latest James Bond 

film, “Spectre”. The film is due for release in the UK on 26 October, the image below 

gives a tantalising hint of what is to come. 

After a crash landing the 

Islander is seen here as it 
careers down a snow covered 

mountainside with James Bond 

on board. 
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BNAPS “Islander 50” Items for Sale 
(See page 24 for How To Order details) 

 
 
 
 

 

 

 

 

 
 

New “Friends of VCN” Subscriber Donations Appeal  
Launch of a new subscriber donations scheme, that will enable regular donations to be 

made typically by Direct Debit, is now planned for introduction later this year. 

 

B-N cap as illustrated with original style logo  

£7.50 + £2.00 UK p&p 

 

Islander 50 commemoration mug 
incorporating images of the “First of 
the Many” and “First Man Out” 

artworks plus “Islander 50” badge 

£6.00 + £2.50 UK p&p 

 

“VCN Restoration Project – The Continuing Story 
“ book, 3rd Edition, full colour, 28 pages,  £4.00 
+ £1.80  UK p&p 

 
“BN-2 Islander – 50 Years On” book, full colour, 

24 pages, £4.00 + £1.80 UK p&p 
 

   

 

Islander 50 artwork prints signed by Ivan Berryman, 

£30.00 each + £5.00 UK p&p 

“First of the Many” Islander 
prototype, G-ATCT, is 

shown departing  
Bembridge Airport to go to 

the Paris Air Show on 17 

June 1965 

“First Man Out”  

depicts the occasion when 
Tony Austin made the 

first ever parachute drop 
from an Islander in 

September 1965 

BN-2 Islander  

G-ATCT – 
Farnborough 1966 

Livery 

 

“Islander 50” 
stickers 50p each 
or 3 for £1.00. 

Post free if 
included with other 

purchases 

“Islander 50” souvenir 
programme  £1.50 + 

£1.00 UK p&p- while 

stocks last 



 

24 

 

 

Forthcoming BNAPS Events 
 

Tuesday 29 September - BNAPS Social Meeting 

at the Propeller Inn - 1845 for a start at 1915. 
 
This evening will include a showing of some of 

the archive film that was originally scheduled for 
“Islander 50”.  

Also there will be all the latest news about the 
restoration of Islander G-AVCN plus a raffle and 
an opportunity to purchase BNAPS merchandise 

including the new “Islander 50” DVD. 

 

How to contact BNAPS: 

Email: 

solentaeromarine@hotmail.co.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 now: 

BNAPS Trust, 

7, William Close, 

Fareham, 

Hampshire, 

PO14 2PQ 

Trustees are Peter Graham, Bob Wilson, 

Guy Palmer and Bob Wealthy. 

Bob Wealthy is now Chairman of the 

Board of Trustees effective from 13 

November, 2013. 
 

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. 

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 on Ivan Berryman’s website: ivanberrymandirect.com/bnaps.htm 
 

 

Other BNAPS Items for Sale 
 

BNAPS Ltd is the sales arm of BNAPS and in selling books and memorabilia etc. makes a significant 

contribution to our restoration funds. These items can be purchased direct from BNAPS Ltd, at 

BNAPS events and sales stands and by mail order. If you need a current price list or wish to 

purchase specific items please contact Rita Edgcumbe on 01983 875790 or by e mail: 

m_edgcumbe@yahoo.co.uk 

BNAPS mug decorated with 

a striking image of G-AVCN 

and is dish washer proof. 

Price for BNAPS Supporters is 

£5.00 and for non-members 

£6.00, UK p&p is £2.00. 

 

BNAPS fridge magnets  

and key rings- 

Price for members is £2.00,  

for non-members £2.50 

UK p&p is £1.00 

   

VCN Postcard Set 

8 cards in a presentation  

folder 

£5.00/set including 

UK p&p 

 

http://www.ivanberrymandirect.com/bnaps.htm

