
Foreword  

 
Airshows can and do change your life.  Steve Bridgewater reveals how a trip to an airshow as an 
aspirational nine-year old moulded his life.   
 
I remember straining my neck to look into the far distance.  An 
unmistakable shape was circling on the horizon, a shape this 
fresh-faced nine-year old [see right!] had seen in books and 
ƳŀƎŀȊƛƴŜǎΣ ōǳǘ ƴŜǾŜǊ ǎŜŜƴ ƛƴ ǘƘŜ ΨŦƭŜǎƘΦΩ  
 
.ǳǘ ƛǘ ǿŀǎƴΩǘ ǘƛƳŜ Ƨǳǎǘ ȅŜǘ.  High in the sky above RAF Cosford 
nine red jets spiralled and pirouetted their way between the 
clouds, their coloured smoke painting a trail and smelling 
divine as it drifted down onto the crowd.   
 
The jets arched over the top of a loop and speared straight 
down towards the earth...  ά[ŀŘƛŜǎ ŀƴŘ ƎŜƴǘƭŜƳŜƴΦΦΦέ ǎŀƛŘ ǘƘŜ 
commentator, adding a dramatic pause as the aeroplanes 
dropped ever-ƭƻǿŜǊΣ άL ƎƛǾŜ ȅƻǳ ǘƘŜ wƻȅŀƭ !ir Force Aerobatic Team for 1984...  ǘƘŜ wŜŘ !ǊǊƻǿǎΗέ  
Seemingly at the last moment the jets split in nine directions and tens of thousands of people 
applauded and cheered.  In front of me a small aeroplane burst into life belching a cloud of oily 
smoke behind.  Its silver fuselage and yellow wings glinted in the dappled sunshine.   
 

.ǳǘ ǘƘƛǎ ȅƻǳƴƎ ōƻȅΩǎ ŀǘǘŜƴǘƛƻƴ ǿŀǎ ŘǊŀǿƴ ōŀŎƪ ǘƻ ǘƘŜ ƘƻǊƛȊƻƴΣ ǘƘŜ 
incoming aeroplane was now trailing a cloud of thick black smoke 
and flying straight towards the airfield.  The mighty Vulcan 
bomber was inbound.  At crowd centre the pilot stood the big 
delta onto its tail and the engines howled as it climbed towards a 
large blue patch in sky.  For the next 15 minutes I stood 
spellbound as the V-Bomber cavorted in front of me, a wide eyed 
grin seemingly painted onto my young face.   
 
This was 1984, I was just nine years old but I remember my first 
airshow experience to this day.  LΩŘ ŀƭǿŀȅǎ ōŜŜƴ ƛƴǘŜǊŜǎǘŜŘ ƛƴ 

aeroplanes but that day, more than 25 years ago, I knew I wanted to be a pilot.   
 
Airshows do that to a young child.  They enthral, they energise an active imagination and they 
inspire.  Ask almost any aviator and they will tell you that a childhood airshow experience was 
instrumental in their decision to work in aviation. 
 
This year marks the 100th anniversary of both the 
ǿƻǊƭŘΩǎ ŦƛǊǎǘ ŀƛǊǎƘƻǿ ŀƴŘ ǘƘŜ ŦƛǊǎǘ ŀǾƛŀǘƛƻƴ ƳŜŜǘƛƴƎs in 
Great Britain.  The century has seen British airshows 
firmly establish themselves as the biggest, best and 
most famous in the world.  In 2009 the British airshow 
scene is the healthiest in the world.  Attendances top 
6.5 million ς making it the second largest spectator 
event in the country, second only to attending football 
matches.   
 



Airshow attendees in this country also have the widest choice of venues (per capita) and the biggest 
variation in airshow genres.  There are events tailored for those who are passionate about modern 
jets, shows specialising in restored World War Two aircraft, aerobatic contests and fly-ins of general 
aviation aircraft.  There are tradeshows for helicopters, microlights, light aeroplanes, kitplanes and 
of course the SBAC Farnborough show remains the best regarded aviation trade show in the world.   
 
However, perhaps more importantly, there are shows that feature a mix of all these genres ς 
offering something for everybody.  These shows offer much more than aeroplanes, they include 
funfairs, markets, craft stalls and all manner or attractions to appeal to the entire family.  It is 
perhaps these shows that do the most work at inspiring the next aviation generation.   
 
The largest growth area in recent years has been the boom in seaside shows.  Local authority funded 
shows are now commonplace at cliff top and beach venues around the coast of Britain from Dawlish 
in the south to Sunderland in the north.  The massive shows at Eastbourne and Bournemouth attract 
hundreds of thousands of spectators, many of whom would never consider visiting an airfield to 
watch aeroplanes. 
 

British airshows do an immeasurable amount of work.  
They inspire young and old alike.  They highlight the 
technological wonders created by the British 
manufacturing industry and pay tribute to the brave 
men and women of our armed forces.  They enable us 
to commemorate the past and pay our respects to 
fallen heroes.  Airshows also attract such huge 
attendance figures, which in turn play a massive part 
in the British economy with people from around the 
country (and the world) needing hotels, food, fuel and 
other services in the ǎƘƻǿΩǎ ŎŀǘŎƘƳŜƴǘ area. 

 
Since my indoctrination some 25 years ago airshows have become a way of life.  As a teenager I 
spent almost every summer weekend on an airfield watching my heroes fly in the skies above me.  In 
my early 20s I found a job that enabled me to convert my passion into a career and I have spent the 
last ten years reporting on airshows as an aviation journalist. 
 
IŀǾƛƴƎ Ŧƛƴŀƭƭȅ ƻǾŜǊŎƻƳŜ ŀ ƳŜŘƛŎŀƭ ΨƛǎǎǳŜΩ L ƎŀƛƴŜŘ Ƴȅ ǇƛƭƻǘΩǎ ƭƛŎŜƴŎŜ ƛƴ нллр ŀƴŘ ŀƳ ŀŎǘƛǾŜƭȅ ǇǳǊǎǳƛng 
my goal of becoming a display pilot.  It is my hope that I will one day be able to play my own small 
part and help inspire a child in the same manner as my eyes were opened on that June day in 1984. 
 
Airshows determined my path in aviation, and resulted in a career that I dearly love.  For me 
airshows are important in so many ways and the centenary of the inaugural event was an obvious 
choice for my third entry into the Dawn to Dusk competition.   
 

    
 
 
 
 
 
 

      Blackpool 1909            Fairford 2009 
 



 
Background  

I first found out about the annual Dawn to Dusk competition in 2005 when I was working as Deputy 
Editor at ¢ƻŘŀȅΩǎ tƛƭƻǘ magazine.  One of my contributors sent in an article about his entry ς detailing 
how he had flown a flexwing microlight ŦǊƻƳ [ŀƴŘǎ 9ƴŘ ǘƻ WƻƘƴ hΩDǊƻŀǘǎ ǘƻ ǊŀƛǎŜ ƳƻƴŜȅ ŦƻǊ ŎƘŀǊƛǘȅ ς 
and he had clearly had a lot of fun. 
 
At that time I was approaching the end of my National Private Pilot Licence (NPPL) and looking for 
ways to use my new licence.  Through my friendship with Polly Vacher I had also become involved 
with the Flying Scholarships for the Disabled (FSD) charity and I decided to use my Dawn to Dusk 
entry to benefit FSD. 
 
Using the 70th anniversary of the Supermarine Spitfire as our theme 
Louise Walker and I [right] set off early on June 29, 2006.  At that time I 
had just over 80hrs total time and just 18hrs in command.  Louise and I 
landed at 14 former Spitfire airfields during the day, covered 617nm and 
flew for 8hrs 35mins.  Our entry was judged to have come third and was 
awarded the Tiger Club Trophy but we also raised around £3,000 for 
Flying Scholarships for the Disabled and generated a mass of publicity. 
Having been ΨōƛǘǘŜƴ ōȅ ǘƘŜ ōǳƎΩ ƛƴ нллс L ŘŜŎƛŘŜŘ ǘƻ ŜƴǘŜǊ ŀƎŀƛƴ ƛƴ нллт.   
 

By this time I had formed a longstanding flying partnership with 
Amanda Harrison and our mutual love of 1920s aviation and air 
racing resulted in us marking the 85th ŀƴƴƛǾŜǊǎŀǊȅ ƻŦ ǘƘŜ YƛƴƎΩǎ /ǳǇ 
air race.  By now I had logged 118hrs and I clocked up my 50th hour in 
command during the flight.   
 
We flew our 2007 entry on July 27 and by the end of the day we had 
ǊŜŀŎƘŜŘ мп ŦƻǊƳŜǊ YƛƴƎΩǎ /ǳǇ ǊŀŎŜ ǾŜƴǳŜǎ.  We had flown 712nm 
and been airborne for фƘǊǎ лрƳƛƴǎ όмлƘǊǎ орƳƛƴǎ ΨŎƘƻŎƪ ǘƻ ŎƘƻŎƪΩύ 
by the time we landed back at our base at RAF Brize Norton.   
 

Our 2007 flight resulted in yet more 
publicity for Flying Scholarships for the 
Disabled and was awarded both the 
Tiger Club Trophy and the Pooley 
Sword by the judging panel. 
 
The following year saw Amanda 
working as a newly qualified Flying 
Instructor and I had just formed my 
own company, having been made 
redundant.  As such we were unable to 
fund the flight ourselves and we had 
little available time to find a sponsor.  
Regrettably we were therefore forced 
to sit-out the 2008 contest. 
 
Amanda and I are both keen ŀŘǾƻŎŀǘŜǎ ƻŦ 5ŀǿƴ ǘƻ 5ǳǎƪ ŀǎ ŀ ƳŜǘƘƻŘ ƻŦ ŜȄǇŀƴŘƛƴƎ ŀ ǇƛƭƻǘΩǎ ŀǾƛŀǘƛƴƎ 
horizons.  All too many pilots allow their licence to lapse due to a lack of motivation or reason to fly, 
but we try to explain that Dawn to Dusk gives them that reason to fly. 
 



We both actively promote the contest through lectures at flying clubs and aviation societies around 
the UK and Amanda extols the virtues of the contest to the many student pilots that pass through 
her hands each year.  We have also published artƛŎƭŜǎ ŀōƻǳǘ ƻǳǊ ŦƭƛƎƘǘǎ ƛƴ ¢ƻŘŀȅΩǎ tƛƭƻǘΣ tƛƭƻǘΣ Dƻ 
Flying, the Guild of Air Pilots & Air Navigators magazine and the magazine published by the British 
Women Pilots Association.   
 
At least two teams of pilots have entered the Dawn to Dusk contest this year as a result of the 
promotion we have been doing.  They are both dear friends and we have offered them as much 
advice and encouragement as possible, but that only made us more determined to enter ourselves 
and give them a run for their money! 
 
Dawn to Dus k 2009  

My love of airshows recently combined with my publishing background and early in 2009 I was 
commissioned to write the definitive history of British airshows.  With the research into the book 
progressing well it became obvious that the Airshow Centenary would make an ideal theme for a 
Dawn to Dusk entry...  all we needed was a sponsor. 
 
The current financial climate did not help matters and our former sponsors wished us well but sadly 
could not offer any assistance.  By now my company, Awyr Aviation Communication ς which 
specialises in marketing and promotion work for aviation companies ς was building its client base 
and a number of companies were cajoled into giving the project consideration.   
 
Despite a false-ǎǘŀǊǘ ǿƛǘƘ !ƛǊ !ǘƭŀƴǘƛǉǳŜΩǎ /ƭŀǎǎƛŎ CƭƛƎht, who expressed interest but was eventually 
unable to help, we pressed on and a new customer sprang to the rescue at the eleventh hour.   
 
Take Flight Aviation employed the services of Awyr Aviation Communication in July 2009 and on July 
17 pledged to fully sponsor our Dawn to Dusk flight as long as we could guarantee publicity in one of 
the major General Aviation magazines. 
 
As both ¢ƻŘŀȅΩǎ tƛƭƻǘ and Pilot magazines had already included features about the 2006 and 2007 
flights respectively we decided to offer the rights to the third flight to Flyer magazine.  Discussions 
with Ian Waller, Editor of Flyer, were instigated and July 21 he confirmed he would commission a 
major article about our flight.  ¢ŀƪŜ CƭƛƎƘǘ !ǾƛŀǘƛƻƴΩǎ ƻǿƴŜǊΣ aƛƪŜ wƻōŜǊǘǎΣ ƎŀǾŜ ǳǎ ǘƘŜ go-ahead to 
ǎǘŀǊǘ ǇǊŜǇŀǊŀǘƛƻƴǎ ƛƳƳŜŘƛŀǘŜƭȅ ŀƴŘ ǘƘŜ ǊŀŎŜ ǿŀǎ ƻƴ ǘƻ ƳŀƪŜ ǘƘŜ ŎƻƳǇŜǘƛǘƛƻƴΩǎ ƛƳǇŜƴŘƛƴƎ ŘŜŀŘƭƛƴŜ.   
 

Take Flight  
¢ŀƪŜ CƭƛƎƘǘ ƛǎ ŀ ƴƻǾŜƭ ŎƻƴŎŜǇǘ ŀƳƻƴƎ ŦƭȅƛƴƎ ΨŎƭǳōǎΩ ŀƴŘ ŀŎǘǳŀƭƭȅ Ƙŀǎ ƳƻǊŜ ƛƴ ŎƻƳƳƻƴ ǿƛǘƘ ŀƴ ŀƛǊŎǊŀŦǘ 

syndicate or fractional ownership 
scheme.   
Take Flight members enjoy aircraft hire 
without limits.  There's no minimum 
hours requirement, which means you can 
hire aircraft for a day or a weekend, but 
only pay for the time the aircraft is in use.  
It's like having your own aircraft to use as 
you wish, but at the fraction of the cost of 
ownership!  
 
Unlike most flying schools and training 
organisations whose emphasis is training, 



Take Flight focuses on pilots who want clean and reliable aircraft to fly without restrictions, 
whenever they want them.  The monthly fixed cost to members is £40 per month then pilots pay per 
hour flown.  Members can fly as little or as much as they like.  No minimums - no maximums.  
Student PPL's pay half price for the duration of training.  The hire rates ς typically £89.00 for a PA-
28-140 on a weekday includes fuel, VAT and home landing fees at Wellesbourne Mountford.   
 
Change of charity   

As one of our friends was already entering the 2009 Dawn to Dusk contest on behalf of Flying 
Scholarships for the Disabled we decided to use our flight to benefit another charity.  We felt that 
ǘƘŜ ƎŜƴŜǊŀƭ ƳŜŘƛŀ ǿƻǳƭŘ ōŜ ƭŜǎǎ ǿƛƭƭƛƴƎ ǘƻ ƻŦŦŜǊ ǇǳōƭƛŎƛǘȅ ǘƻ ΨŀƴƻǘƘŜǊ ŀŜǊƻǇƭŀƴŜΩ ǊŀƛǎƛƴƎ ƳƻƴŜȅ ŦƻǊ 
ΨǘƘŜ ǎŀƳŜ ŎƘŀǊƛǘȅΩ ǎƻ ƻǇǘŜŘ ŦƻǊ ŀ ŘƛŦŦŜǊŜƴǘ ǎǘŀƴŎŜΦ 
 
In 2006 my first entry into the Dawn to Dusk contest received sponsorship from Shepherd Neame 
brewery, brewers of Spitfire Ale.  Among their package of support was a media launch event at 
Biggin Hill, to which the media, supporters and friends were invited along with representatives of 
the Flying Scholarship for the Disabled charity.   
 
Among the people I met that evening was a wonderful young lady by the name of Mandy Pantall.  
Mandy had enjoyed an incredible life, being a competitive gymnast, ballroom dancer and horse 
rider.  She had aƭǎƻ ǿƻǊƪŜŘ ŀǎ ŀ ΨǿƛƴƎǿŀƭƪŜǊΩ ǎǘŀƴŘƛƴƎ ŀǘƻǇ ǘƘŜ ǿƛƴƎ ƻŦ ŀ .ƻŜƛƴƎ {ǘŜŀǊƳŀƴ ōƛǇƭŀƴŜ 
sponsored by the Cadburys Crunchie Flying Circus and had the world at her feet.  Then, ten years ago 
a horse riding accident left Mandy unable to walk without grave difficulty and in chronic pain at all 
times.   
 
In 2006 she was the recipient of a flying scholarship and on the day of my Biggin Hill press launch she 
flew a Piper PA-28 in from Goodwood with her instructor.  To this day I remember the moment I met 
Mandy.  She climbed from her cockpit and with the aid of two crutches she walked across the Biggin 
Hill apron to greet me.  άIŜƭƭƻΣέ she said, άLΩƳ aŀƴŘȅ ŀƴŘ LΩǾŜ Ƨǳǎǘ ƎƻƴŜ ǎƻƭƻ ǘƻŘŀȅΗέ She then 
promptly burst into tears and flung her arms around me.  We all remember our first solo fondly but 
for somebody who has been through so much as Mandy the emotion of such a landmark was too 
much to keep hidden.  From that moment Mandy became a very dear friend.  In fact she became the 
nearest I have to a sister and I love her dearly.  It was a proud day for us all when Mandy passed her 
skills test and qualified as a fully trained pilot.  She is one of the best aviators I know, precise, safe 
and cautious but she enjoys every second she is in the air.   

 
Amanda met Mandy independently through the 
British Women Pilots Association and was equally 
in awe of her willpower and determination as well 
as her infectious personality and drive for life.   
 
Mandy benefited from her scholarship in so many 
ways and she was eager to return the favour.  In 
ƭŀǘŜ нллс ǎƘŜ ǿŀǎ ŀǇǇǊƻŀŎƘŜŘ ōȅ wƻƭƭǎ wƻȅŎŜΩǎ 
Chief Test Pilot, Philƭ hΩ5Ŝƭƭ όth5ύΣ ǿƘƻ ŀǎƪŜŘ ƘŜǊ 
to join him in establishing a new charity at Kemble.  

This would become known as the fly2help Foundation.  The duo are seen here with F1 World 
Champion, and fly2help supporter Lewis Hamilton. 
 
 
 
 
 



fly2help - Turning Ordinary Days into Extraordinary Adventures  

¢ƘŜ ŦƭȅнƘŜƭǇ CƻǳƴŘŀǘƛƻƴ ƛǎ ŀƴ ŜȄŎƛǘƛƴƎ ŎƘŀǊƛǘȅ ǘƘŀǘ ƭƛŦǘǎ ǇŜƻǇƭŜΩǎ 
horizons via the medium of flight; working with individuals, 
groups and like-minded charities to stretch physical, mental 
and emotional boundaries that have been set by a life trauma or tragedy.  ¢ƘŜ ŎƘŀǊƛǘȅΩǎ ŎƻǊŜ ŦƻŎǳǎ ƛǎ 
disadvantaged youngsters for whom they aim to inspire imagination, determination, self-esteem and 

confidence.  However fly2help is committed to 
supporting anyone who could benefit, regardless of 
age or circumstance, typically supporting the 
terminally ill, chronically sick and bereaved.   
 
In addition, there are those who simply need a life 
boost; including those who have suffered extreme 
neglect and abuse, and those who face exclusion 
from society on a regular basis as a result of mental 
ill-health, sickness, disability, injury or financial 
deprivation. 

 
Central to the beliefs of fly2help is that offering an exhilarating flight and enabling someone to reach 
for the skies gives them the chance to see the world from a 
whole new perspective, both literally and metaphorically.   
 
For someone less-advantaged, just being able to wake one 
morning with a sense of achievement or excitement, rather 
than disappointment, can be an enormous step towards 
recovery.  ŦƭȅнƘŜƭǇΩǎ goal is to share blue skies, adventures 
and smiles; creating precious memories for those who need 
them most. 
 
ŦƭȅнƘŜƭǇΩǎ ŜŘǳŎŀǘƛƻƴŀƭ ǿƛƴƎ ŜƴŎƻǳǊŀƎŜǎ ȅƻǳƴƎǎǘers to reach their full potential through educational 
programmes run in partnership with schools or community groups; also offering flying scholarships, 
fostering and mentoring those who have a thirst for a career within the aerospace industry. 
 
Having seen firsthand the difference that fly2help makes to so many lives Amanda and I decided to 
use our 2009 Dawn to Dusk entry to benefit this amazing organisation. 
 
 

 
 
 
 
 
 
 
 
 
 
 

 
 
 
 



Crew Members  

Two members of crew were carried on the Dawn to Dusk flight ς sharing the flying equally between 
them. 
 
Amanda Harrison  
Amanda ƻōǘŀƛƴŜŘ ƘŜǊ ǇƛƭƻǘΩǎ ƭƛŎŜƴŎŜ ƛƴ нллмΣ ƘŜǊ ƴƛƎƘǘ ǊŀǘƛƴƎ ƛƴ 
нллр ŀƴŘ ƘŜǊ /ƻƳƳŜǊŎƛŀƭ tƛƭƻǘΩǎ [ƛŎŜƴŎŜ ό/t[ύΣ aǳƭǘƛ-engined 
Instrument Rating (IR) Multi Crew Co-operation (MCC) rating and 
Flying Instructor rating in 2007.  She was born in the 
Nottinghamshire but travelled around a lot as a child before her 
family settled in the Lake District.  She now lives in Brize Norton in 
Oxfordshire.   
 
She has spent the last two years instructing in various aircraft but 
has become a specialist in the glass-cockpit equipped Cirrus range 
of light aircraft. 
 
Amanda has recently accepted a job with charter company PropStar at Kemble airport.  She has 
recently completed her conversion onto the Piper Seneca and has beŜƴ ǎƛƎƴŜŘ ƻŦŦ ŀǎ ΨtƛƭƻǘΩǎ 
!ǎǎƛǎǘŀƴǘΩ ƻƴ ǘƘŜ .ŜŜŎƘ YƛƴƎ !ƛǊ.  She has also converted onto the Tiger Moth and hopes to begin 
instructing on the type very soon. 
 
Before she flew for a living Amanda enjoyed a varied career with jobs ranging from photography and 
television production to dance teacher and prison warden.  In her spare time she looks after injured 
birds of prey.   
 
In September 2006 she competed in the 75th anniversary Schneider Trophy air race at Bembridge on 
the Isle of Wight.  Racing a Cessna 182 she finished 26th overall and was the fastest female 
competitor in the race.  She had previously been the Assistant Aviation Secretary for the Royal Aero 
Club Records, Racing & Rallying Association and has navigated in several air races.   
 
Amanda was diagnosed with Dyslexia at a young age yet has pursued her passion for aviation and 
become a commercial pilot despite this obstacle.  She prints her PLOGs and other in cockpit 
paperwork on yellow paper and finds this helps her to read it in flight. 
 
Amanda has flown around 1,300 hours in an assortment of types and was born to fly! She was 
elected as a Freeman of the Guild of Air Pilots and Air Men (GAPAN) in 2007 and is an active member 
of the British Women Pilots Association (BWPA). 
 
Stephen Bridgewater  
I have held a National Private Pilot Licence (NPPL) since 
September 2005 and had logged just under 150hrs when I began 
this Dawn to Dusk flight.  Most of those hours have been logged 
in Piper PA-28s and Cessna 152s but I have also flown aircraft as 
diverse as the Jet Provost, Extra 300 and Bulldog. 
 
I was born and bred in Tamworth, Staffordshire and have also 
lived next to RAF Wittering near Stamford.  I now live in 
Nottingham where my fiancée is a doctor at the Queens Medical 
Centre. 
 
 



After initially failing my PPL medical due to a minor heart condition (Wolff Parkinson White 
Syndrome ς Type 2) I have now obtained a JAA Class II medical.  It had been my intention to sit the 
tt[ {ƪƛƭƭ ¢Ŝǎǘ ǘƻ ΨǳǇƎǊŀŘŜΩ Ƴȅ NPPL license to a PPL(A) but I have not yet felt that the NPPL restricts 
my flying sufficiently to justify the time and expense of swapping. 
 
Although trained in marketing I made my aviation career as an aviation journalist and have edited 
!ƛǊ !Ŏǘƛƻƴ ŀƴŘ Dƻ CƭȅƛƴƎΗ ƳŀƎŀȊƛƴŜǎ ŀƴŘ ōŜŜƴ 5ŜǇǳǘȅ 9ŘƛǘƻǊ ŀǘ ¢ƻŘŀȅΩǎ Pilot and Pilot magazines.  I 
have been short-listed for the prestigious International Aerospace Journalist of the Year Award 
(AJOYA) on three separate occasions and have had work published worldwide. 
 
I have also worked for Pooleys Flight Equipment as Head of Marketing and the Air Atlantique Classic 
Flight Club as Commercial Manager.  I now run Awyr Aviation Communication, a company offering 
marketing, PR and journalism services to the General Aviation industry. 
 
I was also elected as a GAPAN Freeman in 2007 and in 2008 was asked to help create the GAPAN 
Young Members (GYM) organisation to promote youth in aerospace.  I sit on the GYM committee to 
this day and have recently applied to become Liveryman of the Guild 
 
I am also a founder committee member of the Friends of Duxford (FOD) organisation (which we 
created in 1999) and also sit on the committee of the Tamworth Model Aero Club ς which I have 
been secretary of since 1991 (when I was 16). 
 
The bulk of my time this year has been taken up researching a book marking the 100th anniversary 
of the first British airshow in 1909. 
 
The Bears! 
It is seemingly impossible for Amanda and I to conduct any long distance flight without the cockpit 
being infiltrated by at least two bears! On this occasion we welcomed aboard Ψ/ƘŀǊƭƛŜΩ ǘƘŜ ƻŦŦƛŎƛŀƭ 

ŦƭȅнƘŜƭǇ ōŜŀǊ ŀƴŘ ΨwŀȅΩ.  The latter is my own bear, 
which has now flown on all three of my Dawn to 
Dusk flights.  The name is two-fold.  Firstly it is in 
memory of the late, great and much missed Ray 
Hanna ς Spitfire maestro and airshow pilot par 
excellence.  Secondly the name Ray also refers to 
the Rays of light we hope to see during the sunrise 
and sunsets we experience on our Dawn to Dusk 
flights.  The bears were left on charge of provisions 
during this flight but in hindsight we are sure they 
consumed more than their fair share of bananas! 

 
John Baker & Guy Stockley 
My previous two entries have benefited from the input from an Operations Manager both 
beforehand and, crucially, on the day itself.   
 
We have found that an Operations Manager helps co-ordinate our day by liaising with airfields and 
air traffic units to advise them of our amended timings and speed our transit through their facility.  
He also updates us with weather and NOTAM information as required and gives gentle reminders on 
food and hydration ς which is all too easy to forget during the stress of the flight. 
 



The Operations Manager for my 2006 flight was Guy Stockley but he was unavailable in 2007 so John 
Baker stepped up to the mark.  In 2009 they both played a vital role...  even though Guy was 
stationed in Afghanistan! 
 
Guy [right] was born in Crawley, West Sussex and currently lives in 
Leicester.  He is a newly qualified commercial pilot with a background 
in the RAF.  He worked finished his RAF career in photographic 
interpretation at RAF Brampton before leaving to become an airline 
pilot in 2006.  The slump in airline recruiting has resulted in Guy 
looking elsewhere for work and he is currently flying Unmanned 
Aerial Vehicles (UAVs) in Afghanistan on secondment to the Royal 
Netherlands Air Force. 
 
 

 
John [left] was born in London, but now lives in Lingfield next to 
London Gatwick airport.  He gained his PPL in 2005 at Shoreham-on-
Sea and has flown about 140hrs, mostly in Cessna 150/152s and 
Piper PA-28s, but has also flown the Piper Cub, Tiger Moth, Harvard 
and an AirCam amphibian.  He is a Design Engineer by profession 
and volunteers as the Turn Point Coordinator for the Royal Aero 
Club Records, Racing & Rallying Association.  He has also navigated 
in several air races. 
 
Both Guy and John were a tremendous help in the lead up to the 

flight.  5ǳǊƛƴƎ ǘƘŜ ŦƭƛƎƘǘ ƛǘǎŜƭŦ Dǳȅ ǿŀǎ ŜƴƧƻȅƛƴƎ ŀ ǿŜƭŎƻƳŜ ΨŘŀȅ ƻŦŦΩ ƛƴ !ŦƎƘŀƴƛǎǘŀƴ ǎƻ ƘŜ ǇƻǎƛǘƛƻƴŜŘ 
himself at a computer and remained in e-mail contact with John.  He kept a watchful eye on 
NOTAMs and weather and helped John as much as he could from afar.   
 
Flightworx  

During the flight John positioned himself in the 
24hr Operations Room used by Flightworx Aviation 
at Earls Colne.  FlightWorx provides one-to-one 
trip support to both business aviation and private 
pilots who want to travel throughout the world.  This is provided on a fixed fee ad-hoc basis or fixed 
annual/bi-annual or monthly tariff as required.   
 
They can provide all manner of services including customs and flight planning, airfield awareness 
briefs, flight following, ground handling, PPR and even hotel bookings ς thus taking the uncertainty 
out of long distance touring.   
 
Amanda and I are indebted to the help given by John and Guy ς along with James Wiskin and Adrian 
Kinsley at Flightworx - without whom this flight would have been even more difficult than it was. 
 
 
 
 
 
 
 
 
 



Aircraft  and Equipment  

Take Flight Aviation owns a variety of aeroplanes, all based at its Wellesbourne Mountford home.  
We had originally been allocated Piper PA-28-161 Warrior G-BSCY but as the day of the flight 
ŀǇǇǊƻŀŎƘŜŘ Ψ/¸ ǿŀǎ ŀǇǇǊƻŀŎƘƛƴƎ ƛǘǎ рлƘǊ ŎƘŜŎƪ ŀƴŘ ǿŜ ǎǳōǎŜǉǳŜƴǘƭȅ ŎƘŀƴƎŜŘ ǘƻ tƛǇŜǊ t!-28-181 
Cherokee II G-BYSP. 
 
Ψ{ƛŜǊǊŀ tŀǇŀΩ was built in 1985 and imported 
to the UK from Germany in 1999.  Powered 
by a 180hp Lycoming O-360-A4M engine 
turning a two-blade, fixed pitch Sensenich 
76EM8S5-0-62 propeller the aircraft has an 
economical cruise of around 100kts. 
 
According to the handbook the top speed is 
148kts, the best rate of climb speed is 85kts 
and the stall speed (with full flap) is 54kts.  
Best rate of climb is 735ft/min and the take 
off ground roll is 870ft (265m). 
 
Fuel consumption at 75% power is quoted as 8.8 US Gal per hour (33.3 litres per hour).  This power 
setting will give a 690nm range at a cruising altitude of 7,000ft.  Fuel capacity is 50 US Gallons (189 
litres). 
 
The Cherokee II has a 35ft wingspan and a wing area of 170sq ft.  Length is 23ft 9in and it stands 7ft 
4in at the tail.  The aeroplane has a wing loading of 15lb/sq ft and a power loading of 14.2lb/hp. 
¢ƘŜ ŀŜǊƻǇƭŀƴŜΩǎ ŜƳǇǘȅ ǿŜƛƎƘǘ ƛǎ мΣпмоƭō όспмƪƎύ ŀƴŘ ƛǘǎ ƎǊƻǎǎ ǿŜƛƎƘǘ ƛǎ нΣррлƭō όмΣмртƪƎύ ƎƛǾƛƴƎ ŀ 
useful load of 1,137lb (516kg). 
 
Sierra Papa and has ŀǊƻǳƴŘ тΣрллƘǊǎ Ψƻƴ ǘƘŜ ŎƭƻŎƪΦΩ {ƘŜ ƛǎ ŜǉǳƛǇǇŜŘ ǿƛǘƘ one VOR/DME, one ADF 
and two radios.  It is equipped with an STEC autopilot but this was unserviceable during Dawn to 
Dusk and flagged as inoperative.   

 
We carried an Airbox Foresight Global 
Positioning System generously loaned by 
Airbox Aerospace especially for the Dawn to 
Dusk flight.   
 
This new, state-of-the-art, GPS was recently 
launched to the market after 20,000 man-
hours of development by British company 
Airbox Aerospace.  Based in Grove, 
Oxfordshire the company has produced this 
GPS to be as easy to use as possible and it 
comes in two versions ς the Freedom Clarity 

with a 4.3in screen and the Foresight with a 7in screen.   
 
ά²ŜΩǾŜ ŎŀǊǊƛŜŘ ƻǳǘ ŜȄƘŀǳǎǘƛǾŜ ǊŜǎŜŀǊch on both the hardware and the ǎƻŦǘǿŀǊŜ ŀƴŘ LΩƳ ǇǊƻǳŘ ǘƻ ǎŀȅ 
that weΩǾŜ ŎǊŜŀǘŜŘ ŀ ǇǊƻŘǳŎǘ ǘƘŀǘ Ƴŀƴȅ pilots have been crying out for,έ says William Moore, chief 
technical officer of Airbox.  άWe set out to reduce pilot work load by simplifying the processes used 
to input data; icon-driven menu interfaces give the user vital seconds to focus on the greater job in 
hand; that of actually flying the ŀƛǊŎǊŀŦǘΦέ 
 



!ƛǊōƻȄΩǎ ŎƘƻǎŜƴ ǘƻǳŎƘ-screen design allows pilots to very quickly enter a destination and fly there on 
the very latest 1:500,000 UK digital CAA charts which come standard with system.  Users can touch 
the map to divert their current route if warned of an approaching airspace.  At the point of a finger, 
airfield and airspace information can be instantly recalled, whilst future additions to the software 
will include NOTAMs and weather information. 
 
Sponso rs  

As in previous years Amanda and I have been very lucky to receive sponsorship to enable to us to 
enter the Dawn to Dusk contest.  In addition to Take Flight Aviation, who provided the aeroplane 
and fuel, we are indebted to Flightworx Aviation for logistical support, Pooleys Flight Equipment for 
the provision of maps and charts, Airbox for the generous loan of an Airbox Foresight GPS, the 
Charlecote Pheasant for providing free accommodation and The Will Turner Logs for additional 
funding. 
 
Timing  

As this flight was being conducted to gain publicity and exposure for fly2help we needed to give 
media outlets as much notice as possible prior to the day of the flight.  This, we hoped, would give 
sufficient time for journalists and photographers to be assigned to the story. 
 
IƻǿŜǾŜǊΣ ǿƛǘƘ 5ŀǿƴ ǘƻ 5ǳǎƪ ŎƻƳǇŜǘƛǘƛƻƴΩǎ !ǳƎǳǎǘ мм ŘŜŀŘƭƛƴŜ ǊŀǇƛŘƭȅ ŀǇǇǊƻŀŎƘƛƴƎ the clock was 
ǿŜƭƭ ŀƴŘ ǘǊǳƭȅ ΨǘƛŎƪƛƴƎΩ.  Fortunately during discussions with a fellow competitor it was suggested to 
us that the 2009 deadline had been extended to the end of August and an e-Ƴŀƛƭ ǘƻ ǘƘŜ ƻǊƎŀƴƛǎŜǊǎΩ 
office confirmed this.  Nevertheless we still had less than five weeks to plan and instigate the flight...   
 
²Ŝ ŘŜŎƛŘŜŘ ǘƻ ŀƭƭƻŎŀǘŜ ŀ ǿŜŜƪƭƻƴƎ ǿŜŀǘƘŜǊ ΨǿƛƴŘƻǿΩ ƛƴ ƻǊŘŜǊ ǘƻ ƎƛǾŜ ǘƘŜ ǇǊŜǎǎ ǎƻƳŜǘƘƛƴƎ ǘƻ Ǉƭan 
ǘƻǿŀǊŘǎ ŀƴŘ ōŀǎŜŘ ǳǇƻƴ ƻǳǊ ŎŀƭŎǳƭŀǘƛƻƴǎ ŀƴŘ ŘƛǎŎǳǎǎƛƻƴǎ ǿƛǘƘ ǿŜŀǘƘŜǊ ΨƎǳǊǳΩ {ƛƳƻƴ YŜŜƭƛƴƎ ŀǘ 
Flying High Weather it appeared that the week commencing August 10th would be the week to plan 
for...  this was just three weeks away! 
 
21st Century Updates  

As we were doing this Dawn to Dusk flight on behalf of charity we expected there to be a significant 
amount of interest in the project.  We therefore took an early decision to create a dedicated web-
page on my Awyr Aviation website to provide people with the latest updates.  Operations Manager 
John Baker would also update the site with our progress during the flight itself. 
 
Regular updates were also posted on the social networking website Facebook and this generated a 
number of leads and useful contacts ς especially when trying to obtain permission to visit various 
airfields. 
 
Planning  

As Amanda lives in Oxfordshire and I live in Nottinghamshire we do get to see each other very often 
so during the planning process we spent many hours on the telephone discussing ideas, creating and 
amending lists and drawing lines on maps ς our lines were drawn 150 miles apart but in perfect 
synchronisation! 
 
When planning our last entry into the Dawn to Dusk contest we had been able to narrow down our 
ƭƛǎǘ ƻŦ ΨǘŀǊƎŜǘΩ ŀƛǊŦƛŜƭŘǎ very easily ς ǘƘŜ YƛƴƎΩǎ /ǳǇ ƘŀŘ ōŜŜƴ ƘŜƭŘ ŀǘ 26 airfields and only 17 of them 
were still airfields in 2007.   
 
However, for a theme as diverse as the Airshow Centenary we could not be so precise.  If one looks 
into the history books almost every airfield has played host to a show, open day, family day, fly-in or 



gathering at some point during its life.  9ǾŜƴ [ƻƴŘƻƴΩǎ DŀǘǿƛŎƪ Ƙŀǎ ōŜŜƴ ŀƴ ŀƛǊǎƘƻǿ ǾŜƴǳŜ ƛƴ ǘƘŜ ƴƻǘ 
too distant past.  As such we would not be able to define our route so easily. 
 
We therefore beƎŀƴ ǘƘŜ ǇƭŀƴƴƛƴƎ ǇǊƻŎŜǎǎ ōȅ ŎǊŜŀǘƛƴƎ ŀ ƭƛǎǘ ƻŦ ΨƻōǾƛƻǳǎΩ ŀƴŘ ΨƳǳǎǘ ƘŀǾŜΩ ǾŜƴǳŜǎ ǘƘŀǘ 
spring instantly to mind when speaking of airshows.  The big venues such as Farnborough, Biggin Hill, 
Fairford, Duxford, Coventry and North Weald were the first to be committed to paper and the list 
continued to grow. 
 
The first British airshows took place at the racecourses at Doncaster and Blackpool in 1909 so it was 
vital that we included both cities in our list.  Of course Blackpool has gone on to host a multitude of 
aiǊǎƘƻǿǎ ƻǾŜǊ ǘƘŜ ȅŜŀǊǎ ŀƴŘ 5ƻƴŎŀǎǘŜǊΩǎ w!C CƛƴƴƛƴƎƭŜȅ όƴƻǿ 5ƻƴŎŀǎǘŜǊ {ƘŜŦŦƛŜƭŘ wƻōƛƴ IƻƻŘ 
Airport) was the venue to countless memorable Battle of Britain At Home Day airshows during its 
RAF career. 
 
²ƛǘƘ ǘƘŜǎŜ ΨŜǎǎŜƴǘƛŀƭΩ ŀƛǊŦƛŜƭŘǎ ŘǊŀǿƴ ƻƴǘƻ ǘƘŜ ƳŀǇ ǿŜ Ŧƻǳnd the best plan was to draw lines 
between them and see which other airshow venues fell within range.  It is amazing how many 
airshow venues, past and present can be found on a CAA chart...! We soon found ourselves with a 
map containing somewhere approachiƴƎ рл ΨǘŀǊƎŜǘΩ ŀŜǊƻŘǊƻƳŜǎ ŀƴŘ ǎŜŀǎƛŘŜ ǾŜƴǳŜǎ ς so it became 
obvious that a radical rethink was necessary. 
 
! ΨŎǊƛǎƛǎ ƳŜŜǘƛƴƎΩ ǿŀǎ ŎŀƭƭŜŘ ƛƴ hȄŦƻǊŘ ŀƴŘ ŀ ŘŜŦƛƴƛǘƛǾŜ ǿƛǎƘ ƭƛǎǘ ƻŦ ǾŜƴǳŜǎ ŎƻƳǇƛƭŜŘ ƻǾŜǊ ŀ ōƻǘǘƭŜ ƻŦ 
wine.  This was then marked onto a 1:500,000 CAA chart and an action plan drawn up.  We 
narrowed the list down to 30 airfields and set about developing the most efficient route around 
them.  !ƭƭ ƭŀƴŘƛƴƎǎ ǿƻǳƭŘ ōŜ ΨǘƻǳŎƘ ŀƴŘ ƎƻŜǎΩ ǳƴƭŜǎǎ ǿŜ ǊŜǉǳƛǊŜŘ ŦǳŜƭ ƻǊ ǿŜǊŜ ǎŎƘŜŘǳƭŜŘ ǘƻ ƳŜŜǘ ǘƘŜ 
press to promote the charity. 
 
Working on a maximum of four hours endurance ς with 45 minutes reserve ς a provisional route was 
planned using an average speed of 95kts.  Although VFR rules call for just 30 minutes reserve we 
opted for 45 minutes to allow for various contingencies due to press commitments.  As we expected 
to travel the length and breadth of the UK during the flight we reckoned that any headwinds we 
encountered on the day would be cancelled out by a tailwind at some point, so for the sake of 
planning we used nil wind at this stage. 
 
We also factored in 10 minutes to every leg to cover the approach, landing (or touch-and-go), take-
off and climb out.  Where refuelling or press conference stops were scheduled we allowed ourselves 
30 minutes on the ground. 
 
As we had learnt when planning our earlier entries into the Dawn to Dusk competition the first 
hurdle to overcome in any flight such as this is what to do during the early morning hours.  Most 
airfields do not open until 09:00 (08:00 at best) so, assuming an 04:30 departure, the first four and a 
half hours can be difficult to fill. 
 
Sunrise!  

At this point our thoughts turned to our 2007 flight and the sinking feeling we felt when we realised 
ǘƘŀǘ ǿŜ όŀŎǘǳŀƭƭȅ LΩƭƭ ƘƻƭŘ Ƴȅ ƘŀƴŘǎ ǳǇ ŀƴŘ ŀŘƳƛǘ ƛǘ ǿŀǎ ƳŜύ ƘŀŘ ŦƻǊƎƻǘǘŜn to check the official 
sunrise and sunset times.  On that occasion we had planned our flight for June but delays meant we 
did not fly until July...  by which time the sunrise was significantly later.  This resulted in us sitting on 
a dark airfield for 30 minutes waiting to take off and subsequently missing the bowser at our first 
refuelling stop. 
 
For this latest entry we planned to fly during the first two weeks in August ς which gave us a sunrise 
time of around 05.40 and a sunset time of about 20.40.  WoǊƪƛƴƎ ǿƛǘƘƛƴ ǘƘŜ /!!Ωǎ ǇŜǊƳƛǘǘŜŘ 



ΨǎǳƴǊƛǎŜκǎǳƴǎŜǘ Ҍ/- олƳƛƴǳǘŜǎΩ ǊǳƭŜǎ ƳŜŀƴǘ ǿŜ ŎƻǳƭŘ ōŜ ŀƛǊōƻǊƴŜ ƴƻ ŜŀǊƭƛŜǊ ǘƘŀƴ лрΦмл ŀƴŘ ǿƻǳƭŘ 
need to be on the ground by around 21.10...  this giving us about an hour less flying than the Dawn 
to Dusk rules permit. 
 
In order to find an airfield to visit very early in the morning we have found that it is often best to 
conduct a long distance trip north or south to begin the day, then land at 24 hour (H24) airfield for 
fuel before beginning to work back through the country.  We had a number of options on this 
occasion with Doncaster opening 24/7 and the Isle of Man opening at 06.30.   
 
!ǎ ǎǳŎƘ ǘƘŜ ŘŜŎƛǎƛƻƴ ǿŀǎ ƳŀŘŜ ǘƻ ŎƻƴǘŀŎǘ ŀƭƭ ǘƘŜ ŀƛǊŦƛŜƭŘǎ ƻƴ ƻǳǊ ΨƘƛǘ ƭƛǎǘΩ ŀƴŘ ǊŜǉǳŜǎǘ ǇŜǊƳƛǎǎƛƻƴ ǘƻ 
land, ideally with a waived landing in support of the fly2help charity.   
 
In order to collate the replies and plan the flight an Excel spreadsheet was created detailing the 
airfield, contact name, and contact telephone number/e-mail.  Fields were included in the 
spreadsheet to note whether the airfield operators had replied to our messages, whether they had 
confirmed a free landing and whether they had offered any other assistance.  The final column listed 
ǘƘŜ ŀƛǊǇƻǊǘΩǎ ƴƻǊƳŀƭ ƻǇŜǊŀǘƛƴƎ ƘƻǳǊǎ.   
 
This spreadsheet ensured that all members of the team would have access to the information at any 
time and as such would be updated as soon as contact was made.  It was updated when details 
changed and a fresh version e-mailed to the entire team once a day. 
 
Plan A  

With such a short timeframe to work within it was imperative that we started negotiations with our 
target airfields as a matter of urgency.  In full knowledge that the route would change several times 
before the day of the competition we did not commit to dates, or even times, when approaching 
airfields and made it very obvious that we would not commit to visiting until much nearer the day 
itself. 
 
tƭŀƴ !Σ ŎǊŜŀǘŜŘ ŘǳǊƛƴƎ ƻǳǊ ΨŎǊƛǎƛǎ ƳŜŜǘƛƴƎΩ ƛƴ hȄŦƻǊŘ ŎŀƭƭŜŘ ŦƻǊ ǎǘƻǇǎ ŀǘ ǘƘŜ ŦƻƭƭƻǿƛƴƎ ŀƛǊŦƛŜƭŘǎΥ 
 
Depart Wellesbourne  
Coventry    ETA 05.50 
RAF Waddington   ETA 06.40 
Durham Tees Valley   ETA 07.50 
Fuel & Press 
Elvington    ETA 09.10 
Doncaster    ETA 09.40 
Blackpool    ETA 10.40 
Fuel & Press 
Derby     ETA 12.10 
RAF Cosford    ETA 12.40 
Halfpenny Green   ETA 12.55 
RAF Fairford    ETA 13.40 
Sywell     ETA 14.25 
Fuel & Press 
RAF Mildenhall    ETA 15.40 
Cambridge    ETA 16.00 
Duxford    ETA 16.15 
Fuel & Press 
North Weald    ETA 17.15 
London City    ETA 17.35 



Biggin Hill    ETA 17.55 
Shoreham    ETA 18.30 
Fuel & Press  
Farnborough    ETA 19.30 
Kemble    ETA 20.15 
RTB Wellesbourne   ETA 20.50 
 
This would give a total flying time of 12hrs 50mins and a distance of 834nm. 
 
Initial contact was made with these airfields by means of an e-mail requesting permission to land.  It 
also offered each airfield the chance to host a press conference to promote their support of the 
flight. 
 
A number of these airfields were very familiar and we have good friends at them.  My contacts at 
the Imperial War Museum, particularly within the marketing team, were the first to respond with 
the offer of a press conference at Duxford.  Esther Blaine was a tremendous help throughout the 
project. 
 
Terry Holloway, Group Support Executive at Marshall Aerospace replied minutes later offering the 
use of Cambridge Airport, including a press conference if we desired. 
 
¢ƘŜ ƴŜȄǘ ǊŜǎǇƻƴǎŜ ŎŀƳŜ ŦǊƻƳ ¢ƻƴȅ wƻǿƭŀƴŘǎΣ CL{h ŀǘ ²ƻƭǾŜǊƘŀƳǇǘƻƴΩǎ IŀƭŦǇŜƴƴȅ DǊŜŜƴ ŀƛǊǇƻǊǘΣ 
advising us that he would waive all fees if we chose to land at the airport. 
 
It is perhaps worth mentioning that all three of these offers came within 30 minutes of sending the 
e-mail! However, things then started to dry up...   
 
Over the course of the next few weeks a significant amount of time was expended trying to contact 
ŀƴŘ ƴŜƎƻǘƛŀǘŜ ǿƛǘƘ ǘƘŜ ΨǊƛƎƘǘΩ ǇŜǊǎƻƴ ŀǘ ŜŀŎƘ ŀƛǊŦƛŜƭŘ.  We were ƻŦǘŜƴ ǇŀǎǎŜŘ ŦǊƻƳ ΨǇƛƭƭŀǊ ǘƻ ǇƻǎǘΩ 
with little or no joy.   
 
In 2007 we had benefited from the help from Tim Fenton, Operations Manager at Durham Tees 
Valley, but he had sadly moved on to pastures new along with most of the marketing team.  The 
airports public relations work was now carried out by Peel Holdings HQ at Liverpool who sadly did 
not see the potential in a Dawn to Dusk visit.  We also struggled to find a useful contact at RAF 
Waddington and Doncaster Sheffield Robin Hood Airport (formerly RAF Finningley) was also proving 
problematical.  Flying north in the morning was clearly a none-starter and it was obvious that a 
radical rethink was on the cards... 
 
Radical Rethink   

L ǿŀǎ ǎƛǘǘƛƴƎ ƛƴ ŀ ŦǊƛŜƴŘΩǎ ƎŀǊŘŜƴ ƴŜŀǊ ²ƘƛǘŜ ²ŀƭǘƘŀƳ ƻƴ ŀ ǎǳƴƴȅ {ŀǘǳǊŘŀȅ ƳƻǊning when the idea 
struck me.  An Emeraude flew overhead and my thoughts turned to my old friend Neil Harris who 
owned similar machine and still owed me a flight in it.  Neil used to work in the tower at East 
Midlands Airport and had been my duty controlleǊ ǿƘŜƴ L ƻǊƎŀƴƛǎŜŘ ǘƘŜ ¢ƻŘŀȅΩǎ tƛƭƻǘ Cƭȅ-In at 
Tollerton.  IŜΩŘ ǘƘŜƴ ƳƻǾŜŘ ƻƴǘƻ IŜŀǘƘǊƻǿ ōǳǘ ƘŜ ƘŀŘ ǊŜŎŜƴǘƭȅ ǘŀƪŜƴ ƻǾŜǊ ǘƘŜ ŎƻƴǘǊƻƭ ǘƻǿŜǊ ŀǘ 
Newquay Airport...   
 
Newquay had held countless airshows in its days as RAF St Mawgan so L ŘƛŘƴΩǘ ǿŀǎǘŜ ŀ ƳƻƳŜƴǘ ŀnd 
was on the phone to Neil while the Emeraude was still within ear-shot.  He was only too happy to 
help the project, informed me that they were generally open at 06.30 and that he would ensure any 
fees were waived.   
 



{ƻ ǘƘŜ ŘŜŎƛǎƛƻƴ ǿŀǎ ƳŀŘŜΣ ǿŜΩŘ ƘŜŀŘ ǎouth to start our flight and then work northwards during the 
day.   
 
Later than day I also received a call from Ed Swain, organiser of the Isle of Man TT Races.  Ed had 
been helping research my airshow book and he suggested that we might like to consider flying to the 
island during Dawn to Dusk.  IŜ ƘŀŘ ƎƻƻŘ ŎƻƴǘŀŎǘǎ ƻƴ ǘƘŜ ƛǎƭŀƴŘ ŀƴŘ ŀǎǎǳǊŜŘ ǳǎ ǿŜΩŘ ōŜ ǿŜƭƭ ƭƻƻƪŜŘ 
after...  how could we refuse? 
 
Plan B  

Trying to work both Newquay and the Isle of Man into the trip proved trickier than first thought but 
we re-issued a provisional route on July 28.  We were also unsure if we could depart Wellesbourne 
Ψƻǳǘ ƻŦ ƘƻǳǊǎΩ ǎƻ ǿŜ ǇƭŀƴƴŜŘ ǘƻ ǎǘŀǊǘ ŦǊƻƳ /ƻǾŜƴǘǊȅ ŀƛǊǇƻǊǘ όƘŀǾƛƴƎ ǇƻǎƛǘƛƻƴŜŘ ǘƘŜ ŀŜǊƻǇƭŀƴŜ ŦǊƻƳ 
Wellesbourne the previous evening).  This version of the plan read as follows: 
 
Depart Coventry   
Isle of Man   ETA 07.00 
Fuel & Press 
Blackpool   ETA 08.20 
Fuel & Press  
Doncaster   ETA 09.50 
Derby    ETA 10.30 
Fuel & Press 
Stoke Golding   ETA 11.20 
Sywell    ETA 11.50 
Fuel & Press 
Old Warden   ETA 12.40 
Cambridge   ETA 13.00 
Mildenhall   ETA 13.20 
Duxford   ETA 13.40 
Press & Fuel 
North Weald   ETA 14.40 
London City   ETA 15.00 
Biggin Hill   ETA 15.20 
Farnborough   ETA 15.50 
Newquay   ETA 17.50 
Press & Fuel 
Kemble   ETA 19.10 
Press (No Fuel) 
Birmingham   ETA 20.30 
Press (No Fuel) 
RTB Wellesbourne  ETA 21.20 
   
This route would result in 12hrs 20mins airborne and a total distance flown of 819nm. 
 
Over the coming weeks the route evolved somewhat as more airfields confirmed their level of 
support.  At this point Adrian Kinsley also joined the team and instantly proved to be a tremendous 
asset.  Adrian is currently studying to be a commercial pilot and working in the Flight Operations 
office at Flightworx.   
 
5ǳǊƛƴƎ Ƙƛǎ άƭƻƴƎ ŀƴŘ ōƻǊƛƴƎέ ƴƛƎƘǘ ǎƘƛŦǘǎ ƘŜ ǘƻƻƪ ƛǘ ǳǇƻƴ ƘƛƳǎŜƭŦ to try to get permission for our 
Dawn to Dusk flight to land at as many airfields as possible.  Using his network of handling agents 



around the country he quickly got the necessary authorisation to visit Biggin Hill, Doncaster and 
Farnborough! He also made several calls to London City Airport on our behalf. 
 
Landing at London City in a single-engined Piper PA-28 was always a long-shot but to their credit 
they looked into every possible angle to try and make it viable.  Sadly red tape defeated us in the 
end ŀǎ ƴŜƛǘƘŜǊ ǘƘŜ ŀŜǊƻǇƭŀƴŜ ƴƻǊ ǘƘŜ ŎǊŜǿ ǿŜǊŜ ŎƘŜŎƪŜŘ ƻǳǘ ŦƻǊ ǘƘŜ рɕ ƎƭƛŘŜ ǎƭƻǇŜ ǊŜǉǳƛǊŜŘ ǘƻ ƭŀƴŘ 
at the Docklands airport. 
 
We had hoped to land at London City as their annual Fun Day is one of the most unusual airshow 
venues in the country.  The event takes place on behalf of charity and the 2009 event, which took 
ǇƭŀŎŜ ƻƴ Wǳƭȅ пΣ ǊŀƛǎŜŘ ϻпмΣсппΦфм ŦƻǊ ǘƘŜ wƛŎƘŀǊŘ IƻǳǎŜ /ƘƛƭŘǊŜƴΩǎ IƻǎǇƛŎŜΦ 
 
Sue Kendrick at Blackpool Airport has always been a strong supporter of my Dawn to Dusk exploits 
and goes out of her way to help.  !ǎ .ƭŀŎƪǇƻƻƭ ǿŀǎ ǘƘŜ ǾŜƴǳŜ ƻŦ .ǊƛǘŀƛƴΩǎ ŦƛǊǎǘ ΨƻŦŦƛŎƛŀƭΩ ŀƛǊǎƘƻǿ ǿŜ 
felt confident that they would want to play a major role in the flight.  However, it transpired that the 
airport is planning its own celebration in October and Sue decided not to schedule a press 
conference to coincide with our flight.  She did waive landing fees for a touch and go however and 
invited us to fly in again during the main commemoration later in the year. 
 
Whilst this did mean we would miss the press conference at Blackpool it did mean that we had 30 
ƳƛƴǳǘŜǎ ǎǇŀǊŜ ǘƻ ǎǘƻǇ ƻŦŦ ŀǘ 5ƻƴŎŀǎǘŜǊ ǿƘŜǊŜ !ŘǊƛŀƴΩǎ ƘŀǊŘ ǿƻǊƪ ƘŀŘ ǇŀƛŘ ƻŦŦ ŀƴŘ ǿŜ ƘŀŘ ōŜŜƴ 
invited to hold a media photo call. 
 
Call the Pentagon!  

If London City had been a long-shot our hoped to land at both Mildenhall and Fairford ς both active 
USAF bases ς were even more remote.  However, we are nothing if not persistent!  
 
A number of contacts were made to RAF Fairford, both through the airshow office and the base 
itself...  there was no response. 
 
RAF Mildenhall however was a different matter.  I had visited the base earlier in the year on behalf 
of the Friends of Duxford organisation and had enjoyed lunch with Vicky Stayton, the 100th Air 
wŜŦǳŜƭƭƛƴƎ ²ƛƴƎΩǎ tǳōƭƛŎ wŜƭŀǘƛƻƴǎ hŦŦƛŎŜǊ.  I contacted Vicky who duly passed my e-mail along the 
chain to the powers-that-be. 
 
To my surprise I received a telephone call from the base a day later and found myself speaking to 
{ǉƴ [ŘǊ wƛŎƪ CǊȅŜǊΣ aƛƭŘŜƴƘŀƭƭΩǎ w!C /ƻƳƳŀƴŘŜǊ.  Over the coming weeks Sqn Ldr Fryer proved to be 
one of the most helpful people I have ever dealt with and worked wonders behind the scenes to 
make our wish come true.  Sure enough, on July 30, he forwarded me the forms to sign to apply for 
Pentagon clearance to land on the base (which is classed as US territory).   
 
We received our permission a few days later ς ōǳǘ ƻƴƭȅ ǘƻ ǇŜǊŦƻǊƳ ŀ ΨǊƻƭƭŜǊΩ - and Sqn Ldr Fryer 
ŀǇƻƭƻƎƛǎŜŘ ŦƻǊ ǘƘŜ ¦{!CΩǎ ōǳǊŜŀǳŎǊŀǘƛŎ ǊŜŘ ǘŀǇŜ.  I did explain that, in fairness, the USAF had been 
far more accommodating that the RAF who had not bothered to even respond to our requests to 
land at Waddington or Cosford! 
 
I was eventually able to contact RAF Fairford too.  ! ΨŦǊƛŜƴŘ ƻŦ ŀ ŦǊƛŜƴŘΩ ǇŀǎǎŜŘ ƳŜ ǘƘŜ ǇǊƛǾŀǘŜ Ŝ-mail 
ŀŘŘǊŜǎǎ ƻŦ ǘƘŜ ōŀǎŜΩǎ w!C /ƻƳƳŀƴŘŜǊΣ {ǉƴ [ŘǊ ¢ƻƴȅ aŀȅŎƻŎƪ.   
 
Sqn Ldr Maycock called me almost straight and away to learn more.  I was mid way through 
explaining what the Dawn to Dusk contest entailed when he stopped me in my track...  άL ƪƴŜǿ LΩŘ 
ƘŜŀǊŘ ȅƻǳǊ ƴŀƳŜ ǎƻƳŜǿƘŜǊŜ ōŜŦƻǊŜΗέ ƘŜ ŜȄŎƭŀƛƳŜŘ.  άL ǎŀǿ ȅƻǳ ƭŜŎǘǳǊŜ ŀōƻǳǘ 5ŀǿƴ ǘƻ 5ǳǎƪ at the 



[ȅƴŜƘŀƳ CƭȅƛƴƎ /ƭǳōΗέ IŜ Ǉǳǘ ƳŜ ƻƴ ƘƻƭŘ ŀƴŘ ǿƛǘƘƛƴ ǘƘǊŜŜ ƳƛƴǳǘŜǎ ƘŜ ƘŀŘ ƻōǘŀƛƴŜŘ ǇŜǊƳƛǎǎƛƻƴ ŦƻǊ 
ǳǎ ǘƻ Řƻ ŀ Ψƭƻǿ ŀǇǇǊƻŀŎƘ ŀƴŘ Ǝƻ ŀǊƻǳƴŘΩ ŀǘ CŀƛǊŦƻǊŘ ŀǎ ƭƻƴƎ ŀǎ ǿŜ ŘƛŘƴΩǘ ǘƻǳŎƘ ŘƻǿƴΦ 
 
Sqn Ldr Maycock even offered to arrange for staff to come in especially to man the tower if we 
needed to visit out of hours.  .ƻǘƘ {ǉƴ [ŘǊΩǎ CǊȅŜǊ ŀƴŘ aŀȅŎƻŎƪ ŀǊŜ ōƻǘƘ ŀŎǘƛǾŜ ǇǊƛǾŀǘŜ Ǉƛƭƻǘǎ ŀƴŘ L 
think that was what inspired them to go beyond the call of duty to help enable us to visit their bases 
ς despite the USAF red tape and headaches that this undoubtedly caused them. 
 
An approach had also been made to the Royal Navy to enquire whether it would be possible to 
perform touch and goes at both Yeovilton and Culdrose en route to Newquay.  Unfortunately we 
were informed thaǘ ǘƘŜ bŀǾȅ ǿŀǎ ŜŦŦŜŎǘƛǾŜƭȅ άǎƘǳǘǘƛƴƎ Řƻǿƴέ ŦƻǊ ǘƘŜ ƳƻƴǘƘ ƻŦ !ǳƎǳǎǘ ŀƴŘ ǘƘŜȅ 
would not be able to assist. 
 
Full house  

As the final weeks progressed our routing began to firm up as more and more airfields signed up to 
support us.  Tim Jinks, the owner of Stoke Golding airfield in Warwickshire (venue to the small put 
popular Stoke Golding Stake Out event) not only agreed the use of his airfield but also offered to 
formate on us and escort us in with his new Christen Eagle biplane.  Our old friends at Derby also 
agreed to have us back as did Damyns Hall, Sywell and the Shuttleworth Collection at Old Warden. 
 
Little Gransden (home to the Children in Need 
airshow) also extended an invitation to visit as 
did the former Red Arrows base at Little 
Rissington ς the latter allowing an out of hours 
landing. 
 
Our route from Farnborough to Newquay took 
us very close to the little airfield at 
Branscombe in Devon - itself a small but 
growing airshow venue- and a call to the 
airfield owner resulted in an invitation to 
overfly it.  {ŀŘƭȅ ƘŜ ǿŀǎƴΩǘ ŀōƭŜ ǘƻ ƭŜǘ ǳǎ land 
as the number of movements at the site is 
restricted but he did offer to accommodate us 
in the future if we gave more notice. 
 
Tony Rowlands at Halfpenny Green was keen for us to include the airport in our list but the only time 
we could fit it into our schedule was very early in the morning (around 05.30).  He graciously agreed 
to allow us to land out of hours and we signed an indemnity form to make it fully legal. 
 
We were also granted permission to depart out of ƘƻǳǊǎ ŦǊƻƳ ¢ŀƪŜ CƭƛƎƘǘ !ǾƛŀǘƛƻƴΩǎ ƘƻƳŜ ōŀǎŜ ŀǘ 
Wellesbourne Mountford.  This was fortunate as Coventry had recently changed their operating 
hours and they were not prepared to let us depart there before 08.00... 
 
With a little re-jigging of the route we were able to move Coventry to 11.00 and use it as a refuelling 
stop.  This would also negate the need to refuel at Derby and depart a 600m grass strip with a heavy 
load of fuel, so there was a large sigh of relief from the entire team!  
 
My connections at Air Atlantique put me in contact with Chris Wild, Operations Manager, who kindly 
agreed to have a bowser on standby for our arrival at Coventry.  We allowed ourselves just 15 
minutes from landing to take off to get uplift the 140 litres of fuel we figured we would need at that 
point...  it was going to be tight! 



óGoô Date 

The media needed at least five working days to mobilise so by early August thought was being given 
to the date of the flight.  On August 5 Amanda and I were invited to give a presentation to the club 
members of Take Flight Aviation to explain why were taking one of their aeroplanes away for a 
whole day!  

We got to Wellesbourne Mountford mid 
afternoon and sat down together to do some fine 
tuning to the plan.  It was at this stage that Simon 
Keeling called to discuss the weather...  ά¢ƘŜ ƭŀǘǘŜǊ 
ƘŀƭŦ ƻŦ ƴŜȄǘ ǿŜŜƪ ƭƻƻƪǎ ōŜǘǘŜǊ ǘƘŀƴ ǘƘŜ ŦƛǊǎǘ ƘŀƭŦέ 
ƘŜ ŀŘǾƛǎŜŘΣ άLΩŘ ǎǳƎƎŜǎǘ ȅƻǳ Ǝƻ ŦƻǊ ¢ƘǳǊǎŘŀȅ моǘƘ 
ƻǊ CǊƛŘŀȅ мпǘƘΣ ǘƘŜǊŜ ŘƻŜǎƴΩǘ ǎŜŜƳ ǘƻ ōŜ ŀƴȅ ǊŜŀƭ 
ŘƛŦŦŜǊŜƴŎŜ ōŜǘǿŜŜƴ ǘƘŜ ǘǿƻ Řŀȅǎ ŀǘ ǘƘŜ ƳƻƳŜƴǘΦέ  
 
Amanda and I debated this for a while before 
speaking to Take Flight Owner Mike Roberts to 

see if he had any preference.  We ultimately decided to opt for the Friday because it gave us an extra 
day to plan and allowed us to have the weekend to recover afterwards! 
 
The date was set and the team were contacted.  The aeroplane was booked and Mandy at fly2help 
was advised.  We then began contacting the press and distributing the pre-prepared press releases 
and images. 
 
We had just nine days to finalise plans and prepare for the flight... 
 
 
The Final Plan  

By the time the various minor and major tweaks had been implemented we were up to Version 10 of 
the route.  Having a definitive date enabled us to work out a precise sunrise and sunset time ς which 
on Friday August 14 was schedule to be 05.37 and 20.32.  The CAA rules allow a pilot to take off 30 
minutes either side of sunrise and sunset ς meaning we could be airborne at 05.07 and must be on 
the ground no later than 21.02.  Both of these times fell within the 04.30-21.30 rules of the Dawn to 
Dusk contest so we aimed for an 05.15 departure from Wellesbourne. 
 
¢ƘŜ ƭŀǘŜǎǘ ΨǊŜ-jiggingΩ ƻŦ ǘƘŜ ǇǊƻƎǊŀƳƳŜ ǊŜǎǳƭǘŜŘ ƛƴ ŀ ǎƳŀƭƭ ŀƳƻǳƴǘ ƻŦ ΨǎǇŀǊŜΩ ǘƛƳŜ ŀǘ ǘƘŜ ŜƴŘ ƻŦ ǘƘŜ 
day so we planned to overfly the disused aerodromes at Upper Heyford and Gaydon (both once 
famous airshow venues) en route home to Wellesbourne.   
 
Version 10 of the plan was issued to the team on August 11 as part of the Daily Update e-mail that 
was sent round in the run up to the flight.  It reads as follows: 
 
Depart Wellesbourne  ETD 05.15 
Halfpenny Green ETA 05.30 
Isle of Man  ETA 07.15 
Fuel & Press   
Blackpool  ETA 08.30 
Doncaster  ETA 09.25 
Press (No Fuel) 
Derby   ETA 10.25 
Stoke Golding  ETA 10.45 
Coventry  ETA 11.00 
Fuel (No Press) 



Sywell   ETA 11.40 
Old Warden  ETA 12.05 
Little Gransden  ETA 12.20 
RAF Mildenhall  ETA 12.45 
Cambridge  ETA 13.00 
Duxford  ETA 13.15 
Fuel & Press    
North Weald  ETA 14.10 
Damyns Hall  ETA 14.25 
Biggin Hill  ETA 14.40 
Farnborough  ETA 15.05 
Branscombe  ETA 16.15 (overflight only) 
Newquay  ETA 17.10 
Fuel & Press 
Kemble   ETA 19.15 
Press (No Fuel) 
Fairford   ETA 20.00 (low approach only) 
Little Rissington  ETA 20.10 
Upper Heyford  ETA 20.25 (overflight only) 
Gaydon   ETA 20.40 (overflight only) 
RTB Wellesbourne ETA 20.50 
 
With a fƛƴŀƭ ΨŘŜŦƛƴƛǘƛǾŜΩ ǊƻǳǘŜ ǘƻ ƘŀƴŘ ǿŜ ǘƘŜƴ ŎǊŜŀǘŜŘ [hDǎ ŦƻǊ ŜŀŎƘ ƭŜƎ ƻŦ ǘƘŜ ŦƭƛƎƘǘΣ ƛƴ ŀƴ ŀǘǘŜƳǇǘ 
to keep cockpit management as simple and efficient as ever.  Each PLOG was printed on an A4 sheet 
of paper and showed the waypoints along the route and the distances between them along with the 
minimum safety altitudes and planned altitudes.  The PLOG also contained the frequencies for every 
ATC unit we were likely to encounter on that leg along with any nav aids we might find of use.  
Finally a list of useful telephone numbers included our point of contact at the previous, current and 
next airfield along with anything else of relevance.   
 
Copies were e-mailed to Ops Manager John Baker and two copies were printed for the aircraft ς one 
copy in yellow to aid AmandaΩǎ ŘȅǎƭŜȄƛŀΦ 
 
Final Run Through  

hƴ ²ŜŘƴŜǎŘŀȅ !ǳƎǳǎǘ мн !ƳŀŘŀ ŀƴŘ L ƳŜǘ ƛƴ hȄŦƻǊŘ ǘƻ ΨŦƭȅΩ ǘƘŜ ǊƻǳǘŜ ŦƻǊ ǘƘŜ ŦƛǊǎǘ ǘƛƳŜ.  With 
1:500,000 CAA charts laid out on  table we talked our way around the route, discussing the various 
ATC units we would call and landmarks we 
expected to see en route.  This was a 
tremendous help as it enabled us to prepare 
for the flight and understand what each 
other was expecting to do.  Discussions (lively 
at times!) more often than not centred 
around which frequencies to call when and 
what we would ς ƻǊ ǿƻǳƭŘƴΩǘ ς be able to see 
when transiting a certain area. 
 
²Ŝ ŘŜŎƛŘŜŘ ǘƻ ǳǎŜ ŀ ΨŎŀƭƭ ŀƴŘ ǊŜǎǇƻƴǎŜΩ 
system for all of our cockpit drills and checks.  
With fatigue an issue we wanted to ensure 
ǿŜ ŘƛŘƴΩǘ ƭŜŀǾŜ ŀƴȅ ŎƘŜŎƪ ƛƴŎƻƳǇƭŜǘŜ ƻǊ miss anything vital.  Amanda and I fly a lot together, so we 
know what the other is likely to do or expect in the cockpit.  But on this occasion we did not want to 



take any chances.  This would be a multi-crew flight with both pilots in command.  All checks would 
be read out loud and acknowledged by the other person...  without fail. 
During the day we also spent time with a journalist and photographer from the Oxford Mail and 
conducted a number of other telephone interviews with the press.   
 
We had issued press releases and photographs from our previous flights to the aviation press as well 
as assorted newspapers and media outlets along our expected route.  A number of our destination 
airfields had also contacted the press and as the day approached it was evident that there was a lot 
of interest in our little project. 
 
Record Setters?  

As a result of her air racing background Amanda is in contact with various officials from the Royal 
Aero Club.  {ƘŜ ŀǇǇǊƻŀŎƘŜŘ ǘƘŜ w!Ŝ/Ωǎ ǊŜŎƻǊŘ Ŏƻ-ordinator Geoffrey Boot and enquired whether it 
would be possible to use our Dawn to Dusk flight to establish one or more UK National Speed 
Records... 
 
Ever since she started racing she had wanted to set a speed record and it appeared this would be the 
ideal opportunity to do so she registered our intention to compete.  Each record attempt would 
need to be ratified by the Fédération Aéronautique Internationale (FAI) and paperwork would have 
to be signed at our departure and arrival point.  This ruled out records at any of our touch and go 
stops, but we had plenty of fuel or press conference stops to choose from. 
 
It was decided to make an attempt at the speed record from the Isle of Man to Doncaster, Duxford 
to Newquay and Newquay to Kemble and the FAI agreed to consider each of these records. 
 
Whilst we recognised that we would not set a very competitive speed (especially as we were not 
flying direct between the two points) we felt that the record attempts would help us gain even 
further publicity for fly2help.  There were no existing records in place for these routes ς so all we 
had to do was complete the flight to set the record! 
 
Amanda would have to log these flights though, as she was the only one of us with a racing licence.  
When we normally fly Dawn to Dusk we split the legs between us with one person logging the take-
off and the other logging the landing ς this means we both get each airfield in our logbook and the 
flying hours generally work out evenly.  However if Amanda was going to log these long distance legs 
it would have left me with lots of landing but very little flying time so we broke with convention and 
decided that Amanda would log the record flights and I would log the rest of the time. 
 
PPR  

With just 48 hours left to run to the flight we contacted each airfield in turn and spoke to the air 
traffic controllers to obtain prior permission (PPR) to land or touch and go.  This proved a worthwhile 
exercise because even though our landings had all been agreed by airport management or marketing 
staff that information had not always filtered through to the tower! 
 
The USAF at Mildenhall was as efficient as ever and issued us with a PPR reference number, as did 
Blackpool airport.  By the close of play on the 12th we had PPR in place at every airfield, with the 
exception of Old Warden, Little Gransden and North Weald which required PPR on the day itself. 
 
At this stage Adrian Kinsley and James Wiskin at Flightworx Aviation also filed our VFR Flight Plans 
and customs forms to the Isle of Man and the Flight Plan from the Isle of Man to Doncaster.  We also 
prepared an IFR Flight Plan in case we needed one. 
 
 



D2D Day Minus 1  

Thursday August 13 dawned bright and sunny...  a perfect day to go flying...  we could only hope that 
the weather would hang around one more day. 
 
Final preparations for the flight began at 08.30 when I dropped my fiancée at work en route to the 
supermarket.  Nia had been very understanding throughout the planning process.  She had seen our 
apartment turned into an aviation haven full of maps, charts and books, yet she had not complained 
once.  She had suffered endless chat about VORs, MSAs, PPR and all manner of acronyms of which 
she knew nothing about.  Now she was bidding me farewell as I departed on what she considered to 
be a long and potentially risky trip.  She smiled in a slightly bemused manner as she waved goodbye, 
not quite understanding why I was planning to get up at 4am and fly around the country.   
 
I promised to keep her as updated as I could over the next 48 hours but explained that she may have 
more success if she logged onto my website to see where I was...  she smiled again sweetly! 
 
With our goodbyes made I set off to pick up supplies for the flight.  Past experience has shown that 
the choice of food one takes on a Dawn to Dusk flight is very important.  Food needs to be high in 
sugar and energy to help sustain you through a long day, but it cannot melt or be messy in any 
format.  Bite sized snacks are ideal as they enable you to eat a mouthful of food quickly ς we have 
discovered in the past that the likelihood of being called on the radio is directly proportionate to the 
amount of food you have in your mouth! 
 
Liquid intake is also important.  It is vital to remain hydrated during the flight but with some flight 
ƭŜƎǎ ŜȄŎŜŜŘƛƴƎ ǘƘǊŜŜ ƘƻǳǊǎ ΨŎƻƳŦƻǊǘ ōǊŜŀƪǎΩ Ƴǳǎǘ ōŜ ŎƻƴǎƛŘŜǊŜŘΗ ²Ŝ Řƻ ŎŀǊǊȅ ǿŀǘŜǊ ƻƴ ǘƘŜ 
aeroplane but also fresh and dried fruit as a source of liquid.  {ǿŜŜǘǎ ǎǳŎƘ ŀǎ ΨWŜƭƭȅ .ŀōƛŜǎΩ ŀƭǎƻ 
provide liquid and sugar. 
 
I carry a supply of energy drinks (such as Red Bull) in the aeroplane but Amanda is allergic to caffeine 
so she does not have the luxury of stimulants to keep her awake and alert.  This year we located a 
ƴŜǿ Ψ±-²ŀǘŜǊΩ ŘǊƛƴƪ ǿƘƛŎƘ Ŏƻƴǘŀƛƴǎ ŀ ƴŀǘǳǊŀƭ ǎǘƛƳǳƭŀƴǘ ŎŀƭƭŜŘ DƛƴǎŜƴƎ όǿƘƛŎƘ !ƳŀƴŘŀ ƛǎ ƴƻǘ ŀƭƭŜǊƎƛŎ 
to).  It also contains vitamin B3 (needed for normal neurological functioning), vitamins B5 and B6 
(which promote cognitive support and help you think) and vitamin B12 (which maintains energy and 
vitality). 
 
¢Ƙƛǎ ȅŜŀǊΩǎ ǎƘƻǇǇƛƴƎ ƭƛǎǘ ŎƻƴǎƛǎǘŜŘ ƻŦΥ 
 
12 x Breakfast Bars 
6 x Bananas 
6 x Apples 
Dried Fruit (cherry, berries and raisins) 
12 x mini scotch eggs 
12 x 500ml bottles of water  
4 x cans of Red Bull 
п Ȅ рллƳƭ ōƻǘǘƭŜǎ ƻŦ Ψ± ²ŀǘŜǊΩ 
4 cartons of apple juice 
1 carton of Pringles crisps 
1 bag of Jelly Babies 
1 Bag of Wine Gums 
 
With the food stashed in a thermally insulated bag it was time to head to the airfield and start final 
preparations for the flight. 
 



Up-to-date PLOGs were printed off along with promotional material to hand to journalists we met at 
the various press conferences.  We included details of the charity along with details of Take Flight 

!ǾƛŀǘƛƻƴΩǎ ŀƛǊŎǊŀŦǘ ŀǎ ǿŜƭƭ ŀǎ ōŀŎƪƎǊƻǳƴd 
information on the team, the Dawn to Dusk 
contest and the theme. 
 
¢ŀƪŜ CƭƛƎƘǘΩǎ .ƻō {ƘǳǘǘƭŜǿƻǊǘƘ ŀƴŘ Ƙƛǎ ǎƻƴ 
Oliver were on hand throughout the day to 
help and by mid afternoon Oliver had 
polished G-BYSP to a deep sheen.  Bob 
applied the Take Flight Aviation logo to the 
nose and at 17.00 Amanda and I taxied the 
aeroplane to the pumps asking the refuellers 
ǘƻ Ŧƛƭƭ ƘŜǊ άǘƻ ǘƘŜ ƎǳƴƴŜƭǎΦέ ¢Ƙƛǎ ǘƻƻƪ just 
over 30 litres and the cost (£45.53) was 
added to the Take Flight account. 

 
Air Test  

Although Amanda and I have a lot of combined time on various PA-28 aircraft ς including the 
Cherokee 180 ς ǿŜ ŦŜƭǘ ƛǘ ǇǊǳŘŜƴǘ ǘƻ ǘŀƪŜ Ψ{ƛŜǊǊŀ tŀǇŀΩ ŀƭƻŦǘ ŦƻǊ ŀ ǉǳƛŎƪ circuit in the evening light.  
We took the opportunity to test the short take off and landing (STOL) performance as we knew we 
ƘŀŘ ǎƻƳŜ ǎƘƻǊǘ ƎǊŀǎǎ ǎǘǊƛǇǎ ƻƴ ǘƘŜ ŦƻƭƭƻǿƛƴƎ ŘŀȅΩǎ ƛǘƛƴŜǊŀǊȅ ς ŀƴŘ ƳǳŎƘ ǘƻ ƻǳǊ ŘŜƭƛƎƘǘ Ψ{t ƘŀƴŘƭŜŘ 
impeccably.  We departed Wellesbourne at 17.20 and shut down at 17.40 having flown a circuit 
each. 
 
After L ƘŀŘ ƳŀŘŜ ŀ ΨƘŀǎƘΩ ƻŦ ǇŀǊƪƛƴƎ ǘƘŜ ŀŜǊƻǇƭŀƴŜ ƛƴ ǘƘŜ ǘƛƎƘǘ ǎǇƻǘ ƻǳǘǎƛŘŜ ¢ŀƪŜ CƭƛƎƘǘ ǿŜ ŀŘƧƻǳǊƴŜŘ 
to the club house to carry on with our preparations! 
First off was a telephone conference with John Baker and Adrian Kinsley, who were now ensconced 
in the Flightworx Ops Room at Earls Colne.  We ran through the route one final time, detailing the 
various ATC units that we planned to call en route.  John noted these down so that he could 
telephone ahead to inform the controllers of our impending arrival. 
 
The latest weather TAFs and METARs were discussed 
as were our parking and refuelling arrangements at 
our various top offs.  By now Amanda and I, as well as 
John, were all receiving a large number of calls from 
journalists and it was quite difficult to concentrate on 
the task at hand ς so we decided to ignore all non-
essential calls until after the briefing. 
 
At this time Guy Stockley joined the discussions by e-
mailing through his synopsis of the NOTAMs.  His 
ƭƻŎŀǘƛƻƴ ΨǎƻƳŜǿƘŜǊŜ ƛƴ !ŦƎƘŀƴƛǎǘŀƴΩ ƳŜŀƴǘ ƘŜ ǿŀǎ 
unable to join us on the telephone but he was in e-mail contact throughout the evening.  We later 
checked through NOTAMs in full, ŦƻǊ ǇŜŀŎŜ ƻŦ ƳƛƴŘΣ ōǳǘ ŀǎ ǇŜǊ DǳȅΩǎ ǎȅƴƻǇǎƛǎ ǘƘŜǊŜ ǿŀǎ little to 
affect us. 
 
I also took the opportunity to telephone Ed Swain, my contact on the Isle of Man, and the person 
instrumental in obtaining permission to visit the airport.  We had planned to make landfall at the 
Maughold Lighthouse...  ōǳǘ L ŘƛŘƴΩǘ ƪnow how to pronounce it! Not wanting to make a fool of 
myself of the radio I called Ed, who flies a PA-28 on the island, and asked his advice.  It transpired 
ǘƘŀǘ ƛǘ ƛǎ ǇǊƻƴƻǳƴŎŜŘ ΨaŀŎƘ-IƻƭŘΩΦΦ.  ǎƻ LΩƳ ƎƭŀŘ L ŀǎƪŜŘΗ 



 
With the telephones set aside to cool down we next 
ǘǳǊƴŜŘ ƻǳǊ ŀǘǘŜƴǘƛƻƴ ǘƻ Ψ{t.  We loaded spare oil, 
ƭƛŦŜ ƧŀŎƪŜǘǎΣ ŀƴŘ ¢ŀƪŜ CƭƛƎƘǘΩǎ ΨǇƻǇ-ǳǇΩ ōŀƴƴŜǊǎ ŦƻǊ 
use at press conferences.  The media packs were 
ŀƭǎƻ ƭƻŀŘŜŘ ŀǎ ǿŜƭƭ ŀǎ ƻǘƘŜǊ Ψƴƻƴ-ǾŀƭǳŀōƭŜΩ ƛǘŜƳǎ 
such as jackets.  We figured the more we could do in 
the daylight the better, as it would be undoubtedly 
dark when we arrived the following morning. 
 
 
 
 
Last Minute  

Amanda and I both live at least an hour from Wellesbourne Mountford aerodrome (in different 
ŘƛǊŜŎǘƛƻƴǎύ ŀƴŘ ŘƛŘƴΩǘ ǊŜƭƛǎƘ ǘƘŜ ǘƘƻǳght of an extra hours commute on top of a long day. 

 
We were therefore very grateful to the Charlecote 
Pheasant hotel, which provided us with free 
accommodation the night before the flight.  The 
hotel is a beautiful country house set in the village 
of Charlecote ς less than 3 minutes from the 
airfield.  It has 72 bedrooms and free WiFi 
internet enabled us to continue planning at the 
hotel whilst waiting for dinner.   
 
Like many organisations the Charlecote Pheasant 
had never heard of fly2help before this flight but 
is now a firm supporter of the charity ς and they 

were more than willing to assist our flight by providing free accommodation for the crew.   
 
With the knowledge that eating opportunities the next day would be sparse Amanda and I both 
enjoyed a ōƛƎ ŘƛƴƴŜǊ ŀǘ ǘƘŜ ƘƻǘŜƭ ǘƻ ΨǎǘƻŎƪ ǳǇΩ ƻƴ ŜƴŜǊƎȅ.  It was only a swift visit to the hotel 
however as we needed to return to the airfield to continue preparing the aeroplane and printing off 
the final weather. 
 
After showering and shaving I finally adjourned to bed 
at 22.30 - although I took the opportunity to plan the 
first few legs using the spot winds shown on the most 
up-to-date Form 214 (valid 21.00-03.00UTC on the 13-
14/8/09) whilst getting ready for bed. 
 
!ƴ ŀǾŜǊŀƎŜ нΣлллŦǘ ǿƛƴŘ ǿŀǎ ƧǳŘƎŜŘ ǘƻ ōŜ ннлɕŀǘ 10kts 
and this was entered into the first few PLOGs. 
 
I turned off the light at around 23.00 contemplating how well things were going.  Indeed, compared 
to previous Dawn to Dusk entries there had not yet been any massive last minute re-routings to plan 
for or dramas of any description! 
 
 
 
 



D2D Day  

I was awake before the alarm sounded at 03.45 ς I 
have a knack of waking up 5 minutes before the 
alarm.  I often consider not setting the alarm, but I 
ƎǳŜǎǎ ΨaǳǊǇƘȅΩǎ [ŀǿΩ ŘƛŎǘŀǘŜǎ ǘƘŀǘ ǘƘŜ Řŀȅ L ŘƻƴΩǘ 
set it will be the day my body-clock lets me down...  
and today was not a day for nasty surprises. 
 
Thanks to the proximity of the Charlecote Pheasant 
to the airfield we were able to surface, get dressed 
and be at the airfield within 15 minutes.  The 
automatic lighting at Take Flight flickered into life at 
03.59 as we sheltered our bleary eyes from the glare 
of the artificial light.  Outside it was dark, with about 50% cloud cover at about 3,000ft.  The moon 
was bright but we still needed torches to find our way safely out to Sierra Papa.  A heavy due had 
fallen overnight and the airframe was sodden, so our first job was to wipe down the screen and 
windows with a cloth.  A thorough exterior Ψ!Ω /ƘŜŎƪ ǿŀǎ ŎƻƳǇƭŜǘŜŘ ōȅ ōƻǘƘ ƻŦ ǳǎ ς using the call 
and response checklist method ς before we climbed aboard for the first time.   
 

ά5ƛŘ ȅƻǳ ƘŜŀǊ ǘƘŀǘΚέ Amanda whispered 
excitedly...  άLǘ ǿŀǎ ŀ ¢ŀǿƴȅ hǿƭΗέ It was nice to 
ƪƴƻǿ ǿŜ ǿŜǊŜƴΩǘ ŀƭƻƴŜ ŀƴŘ ŀ ōǊƻŀŘ ǎƳƛƭŜ ǎǇǊŜŀŘ 
across both of our faces.  ά9ȄŎƛǘŜŘ ȅŜǘΚέ I asked...  
ά¸ƻǳ ōŜǘΗέ came the response. 
 
Back in the aircraft our headsets were plugged in 
and checked, and then flight bags were loaded 
along with the food and an assortment of 
cameras and charging equipment.  A Portable 
Locator Beacon (PLB) was also stashed within 
grasp ς as we would be crossing the Irish Sea to 

the Isle of Man ς and life jackets were prepared for donning.   
 
At 04.15 we checked in with the Operations team at Earls Colne.  John Baker had positioned himself 
there the night before and stayed in a local B&B whereas Adrian had drawn the short straw and had 
been at work since 20.00 on the nightshift. 
 
Everything seemed in order ǎƻ ǿŜ ǿŜƴǘ ŦƻǊ ŀ Ψƭŀǎǘ 
ŎƘŀƴŎŜ ŎƻƳŦƻǊǘ ōǊŜŀƪΩ ōŜŦƻǊŜ ƭƻŎƪƛƴƎ ǳǇ ¢ŀƪŜ CƭƛƎƘǘ 
HQ and waving at the webcam...  just in case 
anybody was suffering from insomnia or was awake 
enough to be watching at that time of the morning! 
It was 04.45 as we walked out to G-BYSP to begin 
our latest adventure... 
 
¢ƘŜǊŜ ǿŀǎƴΩǘ ŀ ōǊŜŀǘƘ ƻŦ ǿƛƴŘ ŀǘ ²ŜƭƭŜǎōƻǳǊƴŜ 
Mountford as we clambered into our lifejackets (is 
there a more undignified article of clothing known 
to mankind?).  It was a beautiful morning and on the eastern horizon we saw the first glimpses of 
sunlight.  We latched the door closed at exactly 05.00 and {ƛŜǊǊŀ tŀǇŀΩǎ ŜƴƎƛƴŜ ŦƛǊŜŘ ƛƴǘƻ ƭƛŦŜ ŀǘ 
05.06.   
 



 
{ƛŜǊǊŀ tŀǇŀ ƛǎ ŀ ǊŜŀƭƭȅ ƭƻǾŜƭȅ ŀŜǊƻǇƭŀƴŜΣ ǎƘŜΩǎ ŎƭŜŀƴΣ ŎƻƳŦƻǊǘŀōƭŜ ōǳǘ ŀōƻǾŜ ŀƭƭ ŜƭǎŜ L ƴƻǘƛŎŜŘ Ƙƻǿ 
smooth she was.  The engine purred as it warmed up on the apron at Wellesbourne.   
With the interior lights on, as well as the strobes, nav-lights and landing light she must have made 
quite a sight on the deserted airfield.   
 
Just then a hair ran across the grass in front of us until it reached the extended beam of the landing 
light.  Puzzled, it stopped and stared briefly in our direction.  He cocked his head on one side, as if in 
bewilderment.  It was as though he was wondering what on earth we were doing at such an ungodly 
hour. 
 
Amanda booted up the Airbox GPS and stuck it to the windscreen with the suction cup that had been 
provided by the manufacturer.  She had only taken delivery of the unit the day before and had spent 
ŀ ŦŜǿ ƳƻƳŜƴǘǎ ΨǇƭŀȅƛƴƎΩ ǿƛǘƘ ƛǘ ƛƴ ǘƘŜ ƘƻǘŜƭ ǇǊƛƻǊ ǘƻ ƎƻƛƴƎ ǘƻ ǎƭŜŜǇ ǘƘŜ ƴƛƎƘǘ ōŜŦƻǊŜΣ ōǳǘ ŘŜǎǇƛǘŜ ǘƘƛǎ 
unfamiliarity she soon had a route planned from Wellesbourne to Halfpenny Green and a magenta 
line to follow. 
 
There was nobody in the tower at Wellesbourne at 05.10 (although we later found out that Frankie 
the controller ς was listening at home whilst cleaning her teeth!) but I made a traffic call as I 
prepared to open the throttle to taxi.   
 
ά²ŜƭƭŜǎōƻǳǊƴŜ ¢ǊŀŦŦƛŎ DƻƻŘ aƻǊƴƛƴƎΣ ǘƘƛǎ ƛǎ DƻƭŦ .ǊŀǾƻ ¸ŀƴƪŜŜ {ƛŜǊǊŀ tŀǇŀέ I called.  ά²Ŝ ŀǊŜ ŀ t!-
ну ŀǘ ¢ŀƪŜ CƭƛƎƘǘ ŘŜǇŀǊǘƛƴƎ ƻƴ ǘƘŜ 5ŀǿƴ ǘƻ 5ǳǎƪ /ƘŀƭƭŜƴƎŜ ŀƴŘ ǿŜΩǊŜ Ƨǳǎǘ ǘŀȄƛƴƎ ǘƻ ǘƘŜ 9ŎƘƻ ƘƻƭŘ ŦƻǊ 
wǳƴǿŀȅ ¢ƘǊŜŜ {ƛȄΦέ 
ά!ǊŜ ȅƻǳ ǊŜŀŘȅ ƳΩŘŜŀǊΚέ I asked, looking at my companion.   
άwŜŀŘȅ ǘƻ wƻƭƭΗέ was her clipped response. 
 
 
Rolling  

We both tried our brakes as we taxied to the hold and with little or no wind registering on the sock I 
taxied directly to the hold lines to do our power checks. 
 
άtŀǊƪƛƴƎ .ǊŀƪŜ hƴέ Amanda called 
άhƴέ I responded 
άtƻǿŜǊ ǎŜǘέ 
ά¢ǿŜƭǾŜ ƘǳƴŘǊŜŘ ŀƴŘ ǎǘŜŀŘȅέ 
άCǳŜƭέ 
ά¢ŀƴƪǎ ŎƘŀƴƎŜŘ ς left tank selected ς ōƻǘƘ ǎƘƻǿƛƴƎ Ŧǳƭƭέ 
ά9ƴƎƛƴŜǎ ¢ǎ ϧ tǎέ 
ά/ƻƻƭ ōǳǘ ǿŀǊƳƛƴƎέ 
άwta {Ŝǘ Two Thousandέ 
άTwo Thousandέ 
ά/ŀǊō IŜŀǘέ 
ά{ƭƛƎƘǘ ŘǊƻǇ ǊŜƎƛǎǘŜǊŜŘέ 
άaŀƎƴŜǘƻǎέ 
ά[ŜŦǘΦΦ.  Both...  Right...  Both...  ŀƭƭ ŦƛƴŜέ 
ά{ǳŎǘƛƻƴέ 
ά{ǳŎƪƛƴƎέ 
ά!ƳmŜǘŜǊέ 
ά/ƘŀǊƎƛƴƎέ 
ά9ƴƎƛƴŜ ¢ǎ ϧ tǎέ 
ά!ƭƭ ƴƻǿ ƛƴ ǘƘŜ ƎǊŜŜƴέ 



άwta LŘƭŜέ 
άCƻǳǊ ƘǳƴŘǊŜŘ ƛƴŘƛŎŀǘŜŘΣ ƴƛŎŜ ŀƴŘ ǎƳƻƻǘƘΗέ 
άwŜǎǘ ¢ǿŜƭǾŜ IǳƴŘǊŜŘέ 
ά¢ǿŜƭǾŜ IǳƴŘǊŜŘ {ǘŜŀŘȅέ 
 
ά¢ǊƛƳƳŜǊǎΚέ 
ά{Ŝǘ ǘƻ ¢ŀƪŜ hŦŦέ 
ά¢ƘǊƻǘǘƭŜ CǊƛŎǘƛƻƴΚέ 
άCƛƴƎŜǊ ¢ƛƎƘǘέ 
άaƛȄǘǳǊŜΚέ 
ά{Ŝǘ wƛŎƘέ 
άaŀƎǎΚέ 
ά{Ŝǘ ǘƻ ōƻǘƘέ 
άaŀǎǘŜǊ {ǿƛǘŎƘΚέ 
άhƴέ 
άtƛǘƻǘ IŜŀǘΚέ 
άhƴέ 
άtǊƛƳŜǊΚέ 
ά[ƻŎƪŜŘέ 
άCǳŜƭΚέ 
άhƴ ŀƴŘ ǎǳŦŦƛŎƛŜƴǘέ 
άCǳŜƭ tǳƳǇΚέ 
άhƴέ 
άCƭŀǇǎΚέ 
ά{ǘŀƎŜ hƴŜ ǎŜƭŜŎǘŜŘέ 
άLƴǎǘǊǳƳŜƴǘǎΚέ 
ά5L aligned, HI erect, compass checked and I have a QFE of one zero one five.  Engine Ts & Ps now 
ŦƛǊƳƭȅ ƛƴ ǘƘŜ ƎǊŜŜƴέ 
άIŀǘŎƘŜǎ ŀƴŘ IŀǊƴŜǎǎŜǎΚέ 
άDƻƻŘ Ƴȅ ǎƛŘŜ ς ŎƻƴŦƛǊƳ ŘƻƻǊ ƭŀǘŎƘŜŘΚέ 
ά5ƻƻǊ ƭŀǘŎƘŜŘ ŀƴŘ ƘŀǊƴŜǎǎ ǎŜŎǳǊŜ.  wŜŎȅŎƭŜ ŎŀǊō ƘŜŀǘΚέ 
ά{ƭƛƎƘǘ ŘǊƻǇΦέ 
ά/ƻƴǘǊƻƭǎ Cǳƭƭ ϧ CǊŜŜ ŦƻǊ CƭŜǘŎƘΚέ 
άCǳƭƭ ϧ CǊŜŜ ŦƻǊ CƭŜǘŎƘΗέ 
 
¢ƘŜ ƭŀǎǘ Ŏŀƭƭ ƛǎ ŀ ƳƻŘƛŦƛŎŀǘƛƻƴ ǘƻ ǘƘŜ ǎǘŀƴŘŀǊŘ ŎƘŜŎƪƭƛǎǘ ƛƴ ƳŜƳƻǊȅ ƻŦ ŀ ǾŜǊȅ ŘŜŀǊ ŦǊƛŜƴŘ {ǘŜǾŜ ΨCƭŜǘŎƘΩ 
Fletcher.  CƭŜǘŎƘ ǿŀǎ Ƴȅ ǇƘƻǘƻƎǊŀǇƘŜǊ ŀǘ ¢ƻŘŀȅΩǎ tƛƭƻǘ ƳŀƎŀȊƛƴŜ ŀƴŘ ƘŜ ǿŀǎ ƪƛƭƭŜŘ ƛƴ ŀ ŦƭȅƛƴƎ 
accident in the USA earlier this year.  It appears as though the ailerons on the aeroplane he was 
ŦƭȅƛƴƎ ƛƴ ǿŜǊŜ ƴƻǘ ŎƻƴƴŜŎǘŜŘ ŀƴŘ ǘƘŜ Ǉƛƭƻǘ ƘŀŘ ƴƻǘ ǇŜǊŦƻǊƳŜŘ ŀ ΨŦǳƭƭ ŀƴŘ ŦǊŜŜΩ ŎƘŜŎƪ ǇǊƛƻǊ ǘƻ 
departure.  Fletch lost his life as the aeroplane crashed on take-off ς leaving behind a wife and two 
young children.  άCǳƭƭ ŀƴŘ ŦǊŜŜ ŦƻǊ CƭŜǘŎƘέ ƛǎ Ƴȅ ǿŀȅ ƻŦ ǊŜƳŜƳōŜǊƛƴƎ ŀ ǾŜǊȅ ŘŜŀǊ ŦǊƛŜƴŘ ŀƴŘ ŜƴǎǳǊƛƴƎ 
I never make the same mistake. 
 
 
 
 
 
 
 
 
 



 
Airborne  

άDƻƭŦ Sierra Papa is rolling Runway three sixέ Amanda called as we opened the throttle and 
ŀŎŎŜƭŜǊŀǘŜŘ Řƻǿƴ ²ŜƭƭŜǎōƻǳǊƴŜΩǎ фмтƳ ǊǳƴǿŀȅΦ 
 

It was still fairly dark, despite the sun trying 
to break through the thickening clouds [left] , 
and the few cars on the roads had their 
headlights on full beam.  We smiled at each 
other again and Amanda was visibly 
ΨōƻǳƴŎƛƴƎΩ ƛƴ ǘƘŜ ǊƛƎƘǘ ƘŀƴŘ ǎŜŀǘ.  The 
adventure had begun. 
 
My pre-bed reckoning the night before had 
given me a heading of 307ɕ to reach 
²ƻƭǾŜǊƘŀƳǇǘƻƴΩǎ IŀƭŦǇŜƴƴȅ DǊŜŜƴ ŀƛǊǇƻǊǘ.  I 
reckoned we should be there in 19 minutes. 
 
As I steered us onto heading Amanda called 

Birmingham Approach on 118.05 to ask for a Traffic Service and to ask him to open our flight plan. 
 
άGolf Sierra Papa good morning, traffic service you have, squawk seven thousand for the time being.  
The Birmingham QFE is now one zero one seven.  ¸ƻǳΩǊŜ ǳǇ ŜŀǊƭȅΚέ he enquired, clearly wanting 
further information. 
!ƳŀƴŘŀ ǊŜŀŘ ōŀŎƪ ǘƘŜ ƛƴŦƻǊƳŀǘƛƻƴ ǿŜΩŘ ōŜŜƴ ƎƛǾŜƴΣ ŀŘŘƛƴƎ ά²ŜΩǊŜ ƻƴ ǘƘŜ 5ŀǿƴ ǘƻ 5ǳǎƪ 
competition, ǿŜΩǊŜ aiming to visit 25 airfields between now and 9pm ς all for a charity called 
ŦƭȅнƘŜƭǇΗέ 
 
ά{ƻǳƴŘǎ ƛƴǘŜǊŜǎǘƛƴƎΦΦΦέ he replied, having clearly heard enough! 
 
We pressed on northwards, around the western edge of the Birmingham CTA at about 2,000ft, and 
passed Redditch two minutes later than schedule at 05.25. 
 
!ǘ лрΦол ǿŜ ǊŜǉǳŜǎǘŜŘ ǘƻ ōǊƛŜŦƭȅ ƭŜŀǾŜ ǘƘŜ .ƛǊƳƛƴƎƘŀƳ ŦǊŜǉǳŜƴŎȅ ŀƴŘ ǿŜ ƳŀŘŜ ŀ ΨōƭƛƴŘΩ Ŏŀƭƭ ǘƻ 
Halfpenny Green Traffic as we approached the airfield from the south.  It was difficult to spot in the 
early morning gloom but I thought I glimpsed hangar roofs ƛƴ ƻǳǊ ŜƭŜǾŜƴ ƻΩŎƭƻŎƪ.  It corresponded 
with the GPS reading so we descended 
down to circuit height and began our 
approach to runway 34. 
G-BYSP touched down at 05.36 ς six 
minutes later than our pre-planned 
schedule but just two minutes later than 
the wind adjusted PLOGs.  We were 
happy. 
 
The light conditions were still too low for 
the digital SLR camera to operate but we 
obtained a dull photograph [right] of 
Halfpenny Green as we climbed away on a 
new heading of 345ɕ.  We called 
Birmingham Approach again on 118.05 and he continued providing our Traffic Service. 
 



Halfpenny Green  

Halfpenny Green, as the home to many flying schools and parachuting schools, has been home to 
numerous airshows and fly-ins over the years.   
 
Today fly-ins and family days ς such as the recent Project Propeller day which saw countless military 
veterans take to the skies in light aircraft ς ŀǊŜ ŎƻƳƳƻƴǇƭŀŎŜ ōǳǘ ōŀŎƪ ƛƴ ǘƘŜ мфтлǎ ΨǇǊƻǇŜǊΩ 
airshows could be found at Halfpenny Green.  Taking one such event on August 27, 1972 as an 
example spectators were treated to displays by the Army Air Corps Blue Eagles (flying Westland 
Sioux AH1s XT134, XT193, XT206, XT242 and XW192), Avro Anson C.19 VM325, Westland Whirlwind 
HAR.10 XD163 and de Havilland Dominie XS712.  There was also a three-ship of Jet Provost T.4s 
ŘǳōōŜŘ ǘƘŜ ΨaŀŎŀǿǎΩ όŦƭȅƛƴƎ ·tрруΣ ·wстл ŀƴŘ ·{мулύ ŀǎ ǿŜƭƭ ŀǎ ŀ ƭƛǘǘƭŜ-known Chipmunk team 
ŘǳōōŜŘ ǘƘŜ Ψ.ƭǳŜ /ƘƛǇǎΦΩ ¢ƘŜ ƭŀǘǘŜǊ ŦƭŜǿ Chipmunk T.10s WD285, WG316, WG317 and WG348.   
 
However, the town of Wolverhampton traces its airshow routes back much further, way back to 
June 1910 in fact.  The first flying meeting of the year ς and thus the third flying meeting ever held in 
Great Britain ς was organised by the Midland Aero Club at Dunstall racecourse near 
Wolverhampton.  This meeting was open solely to British airmen and attracted 19 entrants, although 
ǘƘǊŜŜ ŘƛŘƴΩǘ ƳŀƪŜ ƛǘ ǘƘǊƻǳƎƘ ǘƘŜ ǇǊŜƭƛƳƛƴŀǊȅ ǘǊƛŀƭǎ.   
 
The majority of entrants came from the flying clubs and privateers from Brooklands as well as a few 
from Eastchurch.  Charles Rolls and Claude Grahame-White were among the competitors however 
Sam Cody was notable by his absence.  He was recovering from injuries caused when he crashed 
while testing his Biplane III a few days earlier.   
 
The meeting was a moderate success but was marred by bad weather that resulted in several flying 
machines being damaged or even destroyed. 
 
 
Cosford  

Heading 345ɕ from Wolverhampton in the semi-darkness our next point of call was the RAF Museum 
at RAF Cosford.  We had hoped to land at Cosford but a resounding silence was heard in response to 
our various requests...  until the day before the flight! 
 

Sadly it was too late to amend our plans but 
as it happened our route from Halfpenny 
Green to the Isle of Man took us directly 
through the overhead of the museum.  We 
passed Cosford at 05.41 ς exactly on schedule.  
Again it was far too dark for photographs but 
we did obtain a blurry image of the airfield 
[left] as we routed past. 
 
Cosford had a certain sentimental value for 
me as it was here that I attended my first 
airshow as a child [see the foreword].   
 
I attended every Cosford airshow from 1984 

through to around 2003, with the exception of 1992 when I grumpily embarked on a Geography 
Field Trip instead! 
 
Upon researching my book on British airshows I stumbled across a record of that 1984 show...  it 
certainly lived up to the memories I held dear for more than 25 years.  Highlights included BAC-111 



G-AWBL from British Airways, Robin Bowes WAR Replica Focke Wulf 190 (G-WULF), The Vintage Pair 
Meteor T.7 (WF791) and Vampire T.11 (XH304) from Leeming, and Sea Fury T.20 WG655 from the 
Royal Navy Historic Flight. 
 
¢ƘŜ .ŀǘǘƭŜ ƻŦ .Ǌƛǘŀƛƴ aŜƳƻǊƛŀƭ CƭƛƎƘǘ ǇǊƻǾƛŘŜŘ ǘƘŜ [ŀƴŎŀǎǘŜǊ όƳŀǊƪŜŘ ƛƴ Dǳȅ DƛōǎƻƴΩǎ !W-G codes) 
along with HurriŎŀƴŜ t½уср όΨ[ŀǎǘ ƻŦ ǘƘŜ aŀƴȅΩύ ŀƴŘ {ǇƛǘŦƛǊŜ LLŀ tторл όƳŀǊƪŜŘ ŀǎ {I-D) and Sir 
!ŘǊƛŀƴ {ǿƛǊŜΩǎ {ǇƛǘŦƛǊŜ aIпоп ŀƭǎƻ Ǉǳǘ ƛƴ ŀƴ ŀǇǇŜŀǊŀƴŎŜΦ 
 
hǘƘŜǊ ŘƛǎǇƭŀȅ ƛǘŜƳǎ ƛƴŎƭǳŘŜŘ aƛƪŜ /ǊƛƳōƭŜΩǎ tƛǎǘƻƴ tǊƻǾƻǎǘ ό²²офтύΣ Buccaneer XT277 from 
237OCU at RAF Honington, Hercules C.1 XV182 from RAF Lyneham and Jaguar T.2 XX141 from 226 
OCU at RAF Lossiemouth.   
 
That Vulcan which inspired this nine-year-old into a life in aviation was XL426, the dedicated display 
aircraft that year and assigned to 50Sqn at RAF Waddington.  Today XL426 survives in ground-
running condition at Southend airport. 
 
Then of course there were the nine scarlet Hawk T.1s of the Red Arrows (XX227, XX251, XX252, 
XX253, XX257, XX259, XX260, XX264 & XX266) which stopped me in my tracks. 
 
Today RAF Cosford reƳŀƛƴǎ ƻƴŜ ƻŦ ǘƘŜ ƴŀǘƛƻƴΩǎ ŦƻǊŜƳƻǎǘ ŀƛǊǎƘƻǿ ǾŜƴǳŜǎ ǿƛǘƘ the 2009 event 
attracting a record 60,000 spectators. 
 
Ever Northwards  

Pressing on past Cosford our route took us northwards (on a heading of 345ɕ) towards the 
Manchester low level corridor.   
 
At 05.45 Amanda called Birmingham APP saying άDƻƭŦ {ƛŜǊǊŀ tŀǇŀ ƛǎ ƴƻǿ ƴƻǊǘƘ ƻŦ /ƻǎŦƻǊŘ ŀƴŘ ǿƻǳƭŘ 
like to continue with Shawbury LARS on one two zero decimal seven seven fiveΦέ 
άDƻƭŦ {ƛŜǊǊŀ tŀǇŀΣ ŦǊŜǉǳŜƴŎȅ ŎƘŀƴƎŜ ŀǇǇǊƻǾŜŘΣέ responded Birmingham.  άDƻƻŘ ƭǳŎƪ ŀƴŘ Ƙŀve a nice 
ǘǊƛǇΦέ  
 
Shortly afterwards, at 05.50 we got our first glimpse of the sun ς breaking through the clouds to our 
right.  It was only a glimpse but the bright orange sunrise was enough to lift our spirits completely ς 
ǿŜ ǿƻǳƭŘƴΩǘ ōŜ ŦƭȅƛƴƎ ōŜƭƻǿ Ŏƭƻud all day after all. 
 
This seemed like a good time to do a FREDA check, and we reverted to the call-and-response method 
yet again. 
 
άCǳŜƭΚέ prompted Amanda 
άhƴ ŀƴŘ ǎǳŦŦƛŎƛŜƴǘέ I responded.  άCǳŜƭ tǳƳǇ ƻƴ ǇƭŜŀǎŜέ 
άCǳŜƭ tǳƳǇ hƴέ 
ά¢ŀƴƪ ŎƘŀƴƎŜŘ ς Right tank selected ς CǳŜƭ tǳƳǇ ƻŦŦ ǇƭŜŀǎŜέ  
άCǳŜƭ tǳƳǇ hŦŦ.  Radio? 
άhƴΣ ǎŜǘ ŀƴŘ ǿƻǊƪƛƴƎέ 
ά9ƴƎƛƴŜ ¢ǎ ϧ tǎΚέ  
άLƴ ǘƘŜ ƎǊŜŜƴΣ /ŀǊō IŜŀǘ ǎŜƭŜŎǘŜŘ Iƻǘέ 
ά5LΚέ 
ά/ƻƳǇŀǎǎ !ƭƛƎƴŜŘέ 
ά!ƭǘƛǘǳŘŜΚέ 
άTwo thousand feet on one zero one seven.  /ŀǊō IŜŀǘ /ƻƭŘέ 
 



As we expected we receive no response from Shawbury so at 05.51 we changed to Manchester APP 
on 118.575.   
 
άDƻƭŦ {ƛŜǊǊŀ tŀǇŀΣ ƎƻƻŘ ƳƻǊƴƛƴƎ ǘƘƛǎ ƛǎ aŀƴŎƘŜǎǘŜǊΦΦ.  ȅƻǳΩǊŜ ǳǇ ŜŀǊƭȅΣ Ǉŀǎǎ ȅƻǳǊ ƳŜǎǎŀƎŜέ 
ǊŜǎǇƻƴŘŜŘ ǘƘŜ ŎƻƴǘǊƻƭƭŜǊ ƛƴ ŀ ǾŜǊȅ ΨŦƭǳ-ǊƛŘŘŜƴΩ ǾƻƛŎŜ.  He was clearly yet another controller surprised 
to hear a PA-28 on the airwaves prior to 6am. 
 
άaŀƴŎƘŜǎǘŜǊ !ǇǇǊƻŀŎƘ ƎƻƻŘ ƳƻǊƴƛƴƎ DƻƭŦ {ƛŜǊǊŀ tŀǇŀ ƛǎ ŀ t!-28 routing from Wellesbourne to the 
LǎƭŜ ƻŦ aŀƴ ƛƴ ǘƘŜ 5ŀǿƴ ǘƻ 5ǳǎƪ ŎƻƳǇŜǘƛǘƛƻƴέ I said.  ά²ŜΩǊŜ ŎǳǊǊŜƴǘƭȅ ŀǇǇǊƻŀŎƘƛƴƎ /ǊŜǿŜ ŀt two 
thousand feet on one zero one seven, requesting a Basic Service as we route through the low level 
ŎƻǊǊƛŘƻǊ ǘƻǿŀǊŘǎ .ƭŀŎƪǇƻƻƭΦέ 
 
²Ŝ ǿŜǊŜ ƎƛǾŜƴ ƻǳǊ .ŀǎƛŎ {ŜǊǾƛŎŜ ŀƴŘ ŀǇǇǊƻǾŜŘ ǘƻ ǘǊŀƴǎƛǘ ǘƘŜ ŎƻǊǊƛŘƻǊ Ψƴƻǘ ŀōƻǾŜ мΣнрлŦǘΩ ƻƴ млмт.  
Shortly afterwards we passed Crew at 05.56 ς three minutes ahead of the PLOG.   
 
Our next waypoint was the small town of 
Winsford.  We were due to reach the town 
at 06.01 but we reached it a minute early at 
6am exactly.  ά¢ƘŜǊŜΩǎ Ƴȅ ǎŎƘƻƻƭΗέ Amanda 
shrieked.  When she had calmed down she 
informed me that she had lived in Winsford 
ŀǎ ŀ ŎƘƛƭŘ ŀƴŘ ŀƭǘƘƻǳƎƘ ǎƘŜ ŎƻǳƭŘƴΩǘ 
remember how to see her house from the air 
she had indentified her school [right]. 
 
LǘΩǎ ƴƛŎŜ ǿƘŜƴ ŦƭƛƎƘǘǎ ǎǳŎƘ ŀǎ ǘƘƛǎ ǘǊƛƎƎŜǊ 
memories and have sentimental value.  
During our 2007 flight we had flown past the 
gliding field where Amanda had received her 
first taste of gliding and I had flown into Birmingham Airport from where I had watched aeroplanes 
fly as a small child.  LǘΩǎ ŀ ƘǳƳōƭƛƴƎ ŜȄǇŜǊƛŜƴŎŜ ŀƴŘ ƻƴŜ ƻŦ ǘƘŜ Ƴŀny things I treasure most about 
being able to fly and compete in contests such as Dawn to Dusk. 
 
From Winsford we changed heading slightly and flew 001ɕ ς effectively due north ς to the Thelwall 
Viaduct VRP.  We were due to reach this at 06.08 but we made it with two minutes to spare. 
From here we turned west slightly onto a heading of 318ɕ towards Blackpool airport. 
 
We made up another minute by the time we had reached the M62/M6 junction ς arriving at 06.08 
instead of 06.09 ς before heading to the M6/M58 VRP.   
 
 
 
 
 
 
 
 
 
 
 



Manchester instructed us to contact Warton on 
130.80 next, giving us the regional pressure setting 
of 1012 and wishing us the best of luck.  There was 
no response from Warton so we made blind calls. 
 
Our next waypoint was the River Ribble at Warton 
[left]  by which time we could see Blackpool Tower 
and the coast ahead of us.   
 
There was no radio response from our 
transmissions to Blackpool either ς they were 

probably still warm in their beds ς so we kept 
making blind calls in case there was other traffic 
in the area.   
 
We continued to make up time and turned 
overhead Blackpool [right] at 06.23 before 
coasting out to sea on a heading of 303ɕ at 
06.24. 
 
 
 
 
Feet Wet  

The cloud over the water looked foreboding as we set course for the Isle of Man.  However, to the 
south west we could see Wales and behind us the sun was shining brightly over Blackpool.  The 
warm sun tinted the choppy sea with a copper hue in a spectacular manner.  The clouds were 
breaking up now, but in front of us they seemed to be lowering.   

 
We had hoped to transit the Irish Sea at 
4,500ft but the threatening clouds [left] 
forced us down to just 1,000ft above the 
waves.  We could see the white tops of the 
crests braking beneath us and small fishing 
vessels being bounced around on the swell.   
 
 
άIŀǇǇȅΚέ I inquired to my flying 
companion.  I received a non-committal 
nod in return. 
 

I dislike flying over water in a single-engined aeroplane.  LΩƳ ǎǳǊŜ ƛǘ ƛǎ ǇǎȅŎƘƻƭƻƎƛŎŀƭ ōǳǘ Ƴȅ ƘŜŀǊƛƴƎ 
become more acute as I listen for every odd noise from the engine.  I select Carb heat more often 
and my breathing deepens.  hŦ ŎƻǳǊǎŜ L ƪƴƻǿ ǘƘŀǘ ǘƘŜ ŀŜǊƻǇƭŀƴŜ ŘƻŜǎƴΩǘ ƪƴƻǿ ƛǘ ƛǎ ƻǾŜǊ ǿŀǘŜǊ ŀƴŘ ƛǘ 
ƛǎ ƴƻ ƳƻǊŜ ƭƛƪŜƭȅ ǘƻ ǎǳŦŦŜǊ ŀ ŦŀƛƭǳǊŜ ǘƘŀƴ ƛǘ ƛǎ ǿƘŜƴ ƛǘΩǎ ƻǾŜǊ ƭŀƴŘ ς but the anxiety level increases 
three-fold. 
 
aȅ ŀƴȄƛŜǘȅ ǿŀǎ ŎƻƳǇƻǳƴŘŜŘ ōȅ ǘƘŜ ŦŀŎǘ ǘƘŀǘ ǿŜ ŎƻǳƭŘƴΩǘ ǊŀƛǎŜ {ŎƻǘǘƛǎƘ LƴŦƻǊƳŀǘƛƻƴ ƻƴ ммфΦутр.  We 
transmitted several calls without a response, no doubt because of our low altitude over the water 
and the hills on the mainland blocking the transmissions. 
 



Vibration  

At 06.29 I felt a vibration...  It took me a few seconds to realise that it was my mobile phone! It was 
handing around my neck and we were clearly low enough for it to still receive messages.  I asked 
Amanda to take control of the aeroplane and I read the message out loud. 
 
[Hi steve & amanda, just 2 wish u lots of luck wiv d2d 2day.  We r all finkin of u.  Mandy, sarah & 
jessie-may xx] 
 
It was from our dear friend and fly2help founder Mandy Pantall.  Our mutual friend Sarah Pepper 
ŀƴŘ ƘŜǊ у ƳƻƴǘƘ ƻƭŘ ŘŀǳƎƘǘŜǊ ǿŜǊŜ ǾƛǎƛǘƛƴƎ ǿƘƛƭǎǘ ΨŘŀŘŘȅΩ όaŀǊƪ Ψ!ǊƴƛŜΩ !ǊƴƻƭŘύ ǿŀǎ ƻŦŦ ǿƻǊƪƛƴƎ 
with the Battle of Britain Memorial Flight.  Mark is an engineer with the flight and very much part of 
the airshow world. 

 
It was lovely to receive a message of support 
from such close friends, especially from Mandy 
as we were really doing this trip for her 
benefit...  but my nerves could really have done 
without a vibration at 1,000ft over the Irish 
Sea! 
 
Mid way across 
the water the 
clouds finally 
began to lift 
[left] and we 

were able to climb slightly and breathe a sigh of relief.  We never 
made it to more than 2,000ft but every extra foot counted and 
carried us further from the waves. 
 
With no success raising Scottish Information we switched our 
attentions to Ronaldsway Approach and at 06.35 we made contact.  
άDƻƭŦ {ƛŜǊǊŀ tŀǇŀΣ ƎƻƻŘ ƳƻǊƴƛƴƎΣ ǊŜŀŘŀōƛƭƛǘȅ ǘƘǊŜŜέ said the 
controller (doubtless due to our range).  ά̧ ƻǳΩǊe cleared to enter the 
zone, the Ronaldsway is QFE one zero one five and runway in use is 
two six.  Squawk four five five one.έ 
 
 
Pardon?  

We tuned in and checked the Ronaldsway VOR (IOM 112.2) before listening in on the ATIS on 
123.875 for the latest weather. 
 
Ronaldsway Information November told us that the wind was 190ɕ at 10kts, visibility was 10km, 
ŎƭƻǳŘ ǿŀǎ ΨŦŜǿΩ ŀǘ мΣрллŦǘ ŀƴŘ ǎŎŀǘǘŜǊŜŘ ŀǘ пΣлллŦǘ.  ¢ƘŜ ǘŜƳǇŜǊŀǘǳǊŜ ǿŀǎ мпɕ and the dew Ǉƻƛƴǘ ммɕ.  
The TDME was unserviceable.   
 
It was shortly after this that I encountered a most peculiar sensation.  Whilst looking down at the 
waves below I lost all sense of hearing in my right hand ear.  It was most disconcerting and I asked 
Amanda to take over flying the aeroplane for a few moments. 
 
άL ŎŀƴΩǘ ƘŜŀǊ ǘƘǊƻǳƎƘ Ƴȅ ǊƛƎƘǘ ŜŀǊέ I explained to her. 
άtŀǊŘƻƴΚέ she responded. 



άL ǎŀƛŘ L ŎŀƴΩt...  OK, very funnyΗέ Lǘ ǿŀǎ ǘƘŜ ƻƭŘŜǎǘ ƧƻƪŜ ƛƴ ǘƘŜ ōƻƻƪΣ ōǳǘ LΩŘ ŦŀƭƭŜƴ ŦƻǊ ƛǘ at 2,000ft over 
the Irish Sea. 

 
But what was wrong? I took off my headset 
and could hear without problems ς which 
was a relief.  I tried what Amanda described 
as tƘŜ ΨƳŀƭŜ ƭƻƎƛŎΩ ƳŜǘƘƻŘ ƻŦ ƘƛǘǘƛƴƎ ǘƘŜ 
ƘŜŀŘǎŜǘ ƛƴŎǊŜŀǎƛƴƎƭȅ ƘŀǊŘ ōǳǘ ǘƘŀǘ ŘƛŘƴΩǘ 
seem to make a difference. 
 
άaŀȅōŜ ȅƻǳ ƴŜŜŘ ǘƻ ŎƘŀƴƎŜ ōŀǘǘŜǊƛŜǎΚέ 
Amanda suggested. 
 
Then, as I leant forward to pick up the 
battery holder I saw the problem...  I had 

trodden on the unit and turned down the volume control for the right ear! 
 
άCƻƻƭΗέ ŜȄŎƭŀƛƳŜŘ !ƳŀƴŘŀ όŀŎǘǳŀƭƭȅ ƛǘ ǿŀǎƴΩǘ ǘƘŀǘ ǇƻƭƛǘŜ ōǳǘ LΩƭƭ ǎǇŀǊŜ ȅƻǳ ǘƘŜ ǎǇŜŎƛŦƛŎǎΗύ 
 
ά!Ŏǘǳŀƭƭȅ ς ƛǘ ǿŀǎ ŘŜƭƛōŜǊŀǘŜέ I retorted, άǘƘŜǊŜ ǿŀǎ ŀƴ ŀƴƴƻȅƛƴƎ ǿƘƛƴŜ ŎƻƳƛƴƎ ŦǊƻƳ ǘƘŜ ǊƛƎƘǘ Ƙŀnd 
side of the aeroplane...  L ǿŀǎ ǘǊȅƛƴƎ ǘƻ ōƭƻŎƪ ƛǘ ƻǳǘΗέ Shorty afterwards I was poked in the ribs! 
 
Isle of Man & t he Manx Air Derby  

We coasted in overhead Maughold Lighthouse 
[right] at 06.54 ς three minutes earlier than 
planned, no doubt aided by thŜ ŦŀŎǘ ǘƘŀǘ ǿŜ ƘŀŘƴΩǘ 
used the expected climbing time to 4,500ft. 
 
I reported landfall and turned onto a heading of 
228ɕ past Douglas Bay [below] towards 
Ronaldsway.   

 
Amanda chose this 
opportunity to 
ŀǇǇƭȅ ƘŜǊ ƳŀƪŜǳǇ ŀƴŘ ΨŘƻΩ ƘŜǊ ƘŀƛǊ in readiness for meeting the first 
people of the day.  !ƭǘƘƻǳƎƘ ǿŜΩŘ ǎǇƻƪŜƴ ǘƻ ŎƻǳƴǘƭŜǎǎ ǇŜƻǇƭŜ ƻƴ 
the radio we had actually seen nobody but each other since about 
10.30pm the previous evening. 
 
We could see Ronaldsway as we passed Douglas Bay and upon 
ǊŜǇƻǊǘƛƴƎ άCƛŜƭŘ ƛƴ {ƛƎƘǘέ ŀǘ лтΦлм ǿŜ ǿŜǊŜ ǘƻƭŘ ǘƻ ŎƻƴǘŀŎǘ ǘƘŜ ǘƻǿŜǊ 
on 118.90. 
 
Our routing across the sea had been very specific as we had wanted 
to recreate the route flown by the Manx Air Derby in the 1930s. 
 

The first Air Derby, in 1932 saw aeroplane escorted across from Blackpool by a flying boat but 
subsequent events saw a fleet of aeroplane racing from the south of England, turning overhead 
Blackpool and coasting in at Maughold Lighthouse (as per our route). 
 



The 1932 event established a pattern of hosting an airshow after the racing had been completed.  
Ronaldsway had attracted well over a thousand spectators, at a shilling a time and they were treated 
to a display of flour bomb dropping, aerobatics and balloon bursting.   
 
Attempts were made to hold a race meeting in 1935 but it was not until the following year that the 
first of a series of international events was held.  It aroused tremendous interest in the aeronautical 
world and attracted 20 entrants including many famous names.  The start was at Hanworth 
Aerodrome, London, and the race route would be via Speke, where a compulsory stop of one hour 
was required to check and refuel aircraft, before flying on to Blackpool, then across the Irish Sea to 
Maughold Head and the finishing line in Douglas Bay [below].  The total distance to be covered was 
298 miles including the 31 mile sea crossing which would be patrolled by lifeboats.  The event was to 
be open to any type of aircraft, both British and foreign, and it is interesting to note that the entries 
included one of the new Cierva autogiros.   

 
With so many different types of 
machines competing the 
handicappers had a formidable task 
in deciding starting times according 
to known performance which, 
theoretically, were designed to 
bring all aircraft over Douglas at the 
same time.  The first aircraft would 
leave Hanworth at 10.00am and 
the last at 12.55pm 
 
Progress of the race was broadcast 
by BBC North Region and 
spectators lining Douglas 
Promenade, in cold and miserable 
conditions, were kept informed by 

loud speaker.  The judges were in position and were headed by the Duchess of Bedford who had 
flown to the Island in her own Moth.   
 
Just after 15.00 the first aircraft was sighted at Maughold Head.  It was the DH 85 Leopard Moth 
piloted by the youthful 19-year-old Alex Henshaw who received tremendous cheers as he dived 
across the Bay, circled and headed for Ronaldsway.  Last home were Mabel and Sheila Glass who 
had force-landed near Heston, Wirral, when their Moth ran out of petrol.   
 
The 1937 race caused great excitement when the news broke that that the Aero Club von 
Deutschland had entered two BFW 180s (later to be known as Messerschmitt BF108s).   
 
For the London ς IOM race there were 23 entries received although just 20 started.  The 
handicappers placed the Taylor 'Cub' of A.  J.  Walter in the front, starting at 10.50 and it was nearly 
two hours before 'scratch' man Alex Henshaw, would be able to give chase.  He was flying his new 
205hp Percival Mew Gull ς which he would go on to race to Cape Town and back in 1939.   
 
Thick fog over Maughold Head reduced visibility to between 300 and 400 yards and caused complete 
chaos as competitors anxiously searched for check points.  Many gave up and returned to Blackpool 
but first home was one of the dark blue BFW 180s piloted by Major Seidemann ς complete with 
swastika on the tail...   
 



Alas he was judged to have missed the finish line in Douglas Bay and was excluded.  He immediately 
took off again and flew to Douglas, resulting in a protest being lodged with the Stewards who held 
three meetings over the weekend to sort things out.  It was not until Monday morning that they 
announced the final placings, declaring Major Seidemann the winner as he had been the only 
competitor to be recorded at Maughold Head.  He was of course delighted to be taking the 
/ƘŀƭƭŜƴƎŜ /ǳǇ ōŀŎƪ ǘƻ DŜǊƳŀƴȅΣ ŎƭŀƛƳƛƴƎ ƛǘ ǿŀǎ ΨōŜǘǘŜǊ ǘƻ ǊŀŎŜ ƛƴ ǇŜŀŎŜ ǘƘŀƴ ƛƴ ǿŀǊΩΦ 
 
The following year the race and subsequent airshow attracted a considerable number of foreign 
entries making the Isle of Man Air Races a really international affair.  The entries rose to 33 and 
included six from Germany with Czechoslovakia, Switzerland, Latvia and America all represented.   
By far the strongest force came from Germany with an entry of three ME 108s, an AGO Ao192 
Kurier, a Klemm 135 and a Focke WuIf Fw 44 Steiglitz which became a standard basic trainer for the 
Luftwaffe.   
 
An interesting British entry was that of Flying Officer Geoffrey de Havilland, son of the brilliant 
aircraft designer.  He was flying the racing T.K.2 built by the de Havilland Technical School under the 
sponsorship of Lord Wakefield of Castrol fame who did so much to support speed sports in pre-war 
days.   
 
The start of the race was moved to Hatfield and the finish was at Ronaldsway rather than Douglas.  
First away on a bright Saturday morning was Ronald Porteous in a Chiltern DW.1.  He left at 11.25 
and once again Alex Henshaw in the Mew Gull was last away at 12.45.   
 
The little Comper Swift, once owned by the Duke of Windsor and now flown by Stan Lowe came 
home first having taken 111 minutes and 21 seconds flying time and averaged 159.5mph.   
 
That weekend also saw the first glider (towed) crossing of the Irish Sea.  The pilot was German ace 
Herr Kronfield who, in 1931, had been first to cross the English Channel winning a Daily Mail prize of 
£1,000.  Herr Kronfield took off in a Kirby Kite from a Yorkshire airfield, towed by instructor pilot 
Mark Lecayo at the controls of an Avro Cadet.  Strong winds were against them and it took one hour 
and 50 minutes for the 31 mile crossing between Blackpool and Maughold Head.   
 
When the entrants for the London - Isle of Man Race assembled at Hatfield for the 1939 event the 
absence of Continental competitors was conspicuous, due no doubt to the increasingly tense 
international situation.   
 
The race was blessed by fine weather though strong winds kept speeds down.  The BBC broadcast 
commentaries from both Blackpool and Ronaldsway and listeners heard of the thrilling finish as 
Geoffrey de Havilland flashed over the line hotly pursued by a rapidly gaining Alex Henshaw finishing 
just seconds behind.   
 
Although the Manx Air 5ŜǊōȅΩǎ were probably the most important aviation events on the island it 
actually traces its airshow history back to 1911. 
 
The summer of 1911 saw the Coronation of King George V and was also the year when the Isle of 
Man celebrated its Jubilee as a municipality.  To mark these events the town of Douglas laid on a 
lavish programme of events to amuse and entertain both residents and holiday-makers alike.   
 
Included in the schedule was an Aviation Display on Tuesday July 4 which gave island residents their 
first chance to see aeroplanes in Manx skies.  Two pilots were contracted to appear the meeting, 



Claude Grahame-White in his Farman biplane and George Barnes in his Blériot.  The aircraft were 
ǎƘƛǇǇŜŘ ŀŎǊƻǎǎ ǘƘŜ LǊƛǎƘ {Ŝŀ ōǳǘ .ŀǊƴŜǎΩ ŀŜǊƻǇƭŀƴŜ ǿŀǎ ŘŀƳŀƎŜŘ ǿƘƛƭǎǘ ōŜƛƴƎ ǊŜŀǎǎŜƳōƭŜŘΦ 
 
The island still has a rich aviation heritage and air events take place at both Jurby and Ronaldsway 
airfields.  The annual TT Races also boast an aviation element so a visit on the Take Flight Dawn to 
5ǳǎƪ !ƛǊǎƘƻǿ /ƘŀƭƭŜƴƎŜ ǿŀǎ ŀ Ψƴƻ-ōǊŀƛƴŜǊΦΩ 
 
Safely Do wn  

We landed on runway 26 at 07.06 ς nine minutes 
ahead of our scheduled arrival time.   
 
άDƻƭŦ {ƛŜǊǊŀ tŀǇŀΣ ǿŜƭŎƻƳŜ ǘƻ wƻƴŀƭŘǎǿŀȅέ said 
the jolly controller.  ά9Ȅƛǘ ŀǘ /ƘŀǊƭƛŜ ŀƴŘ ȅƻǳΩƭƭ ōŜ 
parking on Victor this morning, I believe you have 
a welcoming committee!έ 
 
IŜ ǿŀǎƴΩǘ ǿǊƻƴƎΗ ²Ŝ ǘŀȄƛŜŘ ƻƴǘƻ ǇŀǊƪƛƴƎ ŀǊŜŀ 
Victor to be greeted by a sea of yellow coats and 
cameras.  We shut down at 07.10 and took a 
deep breath of sea air ς it felt good to have that 
water crossing behind us.  Before climbing from 
the aeroplane I made a quick call to John in the 
Ops Room to check in.  ¢ƘŜǊŜ ǿŀǎƴΩǘ ǘƛƳŜ ǘƻ ǘŀƭƪ 
ς simply to let him know we were safe and to say 
we would call for a full briefing before we 
departed. 
 
The first to greet us was a representative of 
Ψ{ǇŜŎƛŀƭ .ǊŀƴŎƘΩ and we immediately expected to 
be quizzed about our Flight Plan, customs forms 
and passport details ς however we were far from 
the truth.  This policeman was an aviation 
enthusiast who wanted to be the first to welcome us to his island!  

 
 
We were also greeted by Gary Lee 
the Duty Manager at the Isle of Man 
Airport.  Director Ann Reynolds sent 
her apologies for absence and 
extended an invitation to visit the 
islands as her guest in the future.  
Joining Gary was Ed Swain from the 
TT Races and a mass of media. 
 
 
 
 
 

 
 
 


