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Where were they?

RAF Abingdon

The land which is now Dalton Army Barracks was
taken over in the late nineteen twenties by the Air
Minisitry. The airfield was built and in the early thir-
ties it was used basically as a training facility. Early in
WW2 on 8th April 1940, 97 and 166 squadrons,
which were based at Abingdon, were formed into No
10 Operational Training Unit. There were around
twenty- five O.T.U,s around the country and Abing-
don was to play its part in the training of young Brit-
ish and Commonwealth night bomber aircrew.

During the war there were around 86 aircraft losses
from the airfield and half of them near
Abingdon. Something like 180 aircrew lost their lives
while serving at Abingdon and of these 70 in the
fields around Abingdon. Seven of these men are bur-
ied in the Abingdon area. Another 38 10 OTU air-
crew also lost there lives while at the nearby satellite
station RAF Stanton Harcourt, plus another 112 while
on detachment at RAF St Eval.

The high ground of Boars Hill on the north end of the
airfield claimed a number of aircraft as it was right in
the path of the flight training circuit. In the memoirs
of Wing Commander J C Corby who was stationed at
Abingdon during the war, he clearly remembered the
problems on Boars Hill to aircraft. He stated that the
early Whitleys were underpowered and their angle of
climb on take off was about the same height as Boars

Hill. He also stated that they used to refer to Boars
Hill as Pigs Peak.

In June 1942 10 OTU contributed to the 1000 plane
bomber raids on Germany. Heads of Bomber Com-
mand needed as many planes as possible and aircraft
from Abingdon joined in on raids on the cities of
Bremen, Essen and Hamburg. On the night of 25/26th
June 1942, twenty Whitleys took off from the airfield
crewed by a mixture of seasoned and novice crews.
From this number fifteen claimed to have made suc-
cessful attacks, while one crew was obliged to make
an early return after their compass failed. Four
Whitleys crashed, two of them with all crew killed.
One these planes crashed in Dalum, Holland and all
the crew are buried just over the border in the
Reichswald Forest War Cemetery in Germany.

During August 1942 a detachment from 10 OTU at
Abingdon was sent to RAF St Eval in Cornwall tak-
ing part in anti submarine patrols in the Bay of
Biscay. The unit flew 16,860 operational hours and
54 attacks were made on German U-Boats. No less
than 47 Whitley aircraft were lost during the 11
months of the operation.

From 20 March 1944 until 16 November 1944 10
OTU moved its HQ six miles away to Stanton Har-
court whilst tarmac runways were laid at Abingdon.
Vickers Wellington bombers arrived in June 1944 and
the last Whitley having left by the end of September.
In December it took over the Polish flight from 18
OTU, which remained until disbanding on 4 June
1945 with the rest of the unit following suit on 10
September 1946.

Post War it became the home of RAF Parachuting us-
ing all Transport Command Aircraft but primarily
Hastings and Hercules and Beverleys. In 1966 it also
became the home of No 46 Squadron with the Ando-
ver Mkl (4 of our members were stationed there at
the time). Sadly the station was closed and the Ando-
vers moved to Thorney Island. The ATC still fly glid-
ers from the station and it has an annual air show or-
ganised by local enthussiasts.
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RAF Moreton in Marsh

RAF Moreton-in-Marsh was one of many flight train-
ing stations for RAF Bomber Command. The 500 acre
site. was on the Batsford Estate belonging to Lord
Dulveston, building work was delayed by bad weather
in January 1940, but by November someone at the Air
Ministry saw it fit to send the first Squadron over, de-
spite the thick mud everywhere caused by the plant
equipment and the 'J' type hangar having a roof and
no sides. Earnring the station the nick name of "More-
ton in the Mud."

Among the many who were stationed there during
part of the war was our very own Ron Doble on 21
OTU flying the Wellington. Established on 21 January
1941 as part of 6 Group RAF Bomber Command, the
role of 21 OTU was to train night bomber crews. Wel-
lington bombers were used for instruction, starting off
with war weary Mk 1c aircraft, converting to the Mk
IIT and finally the Mk X version.

Just down the road in Moreton itself is the wonderful
Wellington Aviation Museum. Some years ago Gerry
Tyack opened his small museum dedicated to all those
who served or who passed through RAF Moreton-in-
Marsh, on one of the many training courses for RAF
bomber command. Though the airfield is now a fire
training station Gerry keeps the memory of the base
alive in the museum with his vast range of artifacts
from the war years and beyond. Gerry was also suc-
cessful in getting the memorial plaque errected out-
side the old entrance a few years ago.

As you pull up outside the museum you will see pro-
pellers and wheels from the aircraft most used at
Moreton-in-Marsh, the Vickers-Armstrong Welling-
ton, there is also a casing for the 4000lb bombs
dropped by the aircraft, around the back in his garden
there is the whole tail section of one aircraft, showing
the famous Barnes Wallis designed geodetic structure
which made the aircraft so strong and easy to repair.

RAF Moreton-in-Marsh was one of many flight train-
ing stations and large numbers of crews passed
through, Gerry has an interest in contacting anyone
who recalls times at the station and has numerous
books and paintings signed by past personnel, many
of the items are donated to the museum from families
of, or people stationed there. May I suggest anyone
who wishes to know more about the place contact
Ron Doble for the ‘low down’.

Wellington Aviation Museum,
British School House,
Broadway Road,
Moreton-in-Marsh,
Gloucestershire,
GL56 0BG.

Entrance fee:- £2.00

Opening times :-

10.00 am - 5.00 pm

(12.30 - 2.00 pm Closed for Lunch)

Mondays and Xmas Day Excluded
Telephone No. is:
01608 650323
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Landing in Bad Weather

Ed: [ was sent this story by a friend. You can feel the
tension! Zero/Zero by Charles Svoboda (published
in ‘Flying’ 1976), now all over the internet.

It happened sometime in 1965, in Germany. I was a
copilot, so I knew, everything there was to know
about flying, and I was frustrated by pilots like my
aircraft commander. He was one of those by-the-
numbers types, no class, no imagination, no "feel"
for flying. You have to be able to feel an airplane. So
what if your altitude is a little off, or if the glideslope
indicator is off a hair? If it feels okay then it is okay.
That's what I believed.

Every time he let me make an approach, even in
VFR conditions, he demanded perfection. Not the
slightest deviation was permitted. "If you can't do it
when there is no pressure, you surely can't do it
when the pucker factor increases," he would say.
When he shot an approach, it was as if all the in-
struments were frozen - perfection, but no class.

Then came that routine flight from the Azores to
Germany. The weather was okay; we had 45,000
pounds of fuel and enough cargo to bring the weight
of our C-124 Globemaster up to 180,000 pounds,
5,000 pounds below the max allowable. It would be
an easy, routine flight all the way.

Halfway to the European mainland, the weather
started getting bad. I kept getting updates by high
frequency radio. Our destination, a fighter base,
went zero/zero. Our two alternates followed shortly
thereafter. All of France was down. We held for two
hours, and the weather got worse. Somewhere I
heard a fighter pilot declare an emergency because
of minimum fuel. He shot two approaches and saw
nothing. On the third try, he flamed out and had to
eject. We made a precision radar approach; there
was nothing but fuzzy fog at minimums. The sun
was setting. Now I started to sweat a little. I turned
on the instrument lights. When I looked out to
where the wings should be, I couldn't even see the
navigation lights 85 feet from my eyes. 1 could
barely make out a dull glow from the exhaust stacks
of the closest engine, and then only on climb power.
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When we reduced power to maximum endurance,
that friendly glow faded. The pilot asked the engi-
neer where we stood on fuel. The reply was, "I don't
know--- we're so low that the book says the gauges
are unreliable below this point. The navigator be-
came a little frantic. We didn't carry parachutes on
regular MAC flights, so we couldn't follow the
fighter pilot's example. We would land or crash with
the airplane. The pilot then asked me which of the
two nearby fighter bases had the widest runway. I
looked it up and we declared an emergency as we
headed for that field.

The pilot then began his briefing. "This will be for
real. No missed approach. We'll make an ILS and
get precision radar to keep us honest. Copilot, we'll
use half flaps. That'll put the approach speed a little
higher, but the pitch angle will be almost level, re-
quiring less attitude change in the flare." Why hadn't
I thought of that? Where was my "feel" and "class"
now? The briefing continued, "I'll lock on the
gauges. You get ready to take over and complete the
landing if you see the runway - that way there will
be less room for trouble with me trying to transition
from instruments to visual with only a second or two
before touchdown." Hey, he's even going to take

advantage of his copilot, I thought. He's not so stu-
pid, after all. "Until we get the runway, you call off
every 100 feet above touchdown; until we get down
to 100 feet, use the pressure altimeter. Then switch
to the radar altimeter for the last 100 feet, and call
off every 25 feet. Keep me honest on the airspeed,
also. Engineer, when we touch down, I'll cut the
mixtures with the master control lever, and you cut
all of the mags. Are there any questions? Let's go!"

All of a sudden, this unfeeling, by the numbers robot
was making a lot of sense. Maybe he really was a
pilot and maybe I had something more to learn about
flying. We made a short procedure turn to save gas.
Radar helped us to get to the outer marker. Half a
mile away, we performed the Before Landing Check-
list; gear down, flaps 20 degrees. The course devia-
tion indicator was locked in the middle, with the
glide slope indicator beginning its trip down from
the top of the case. When the GSI centered, the pilot

continued on Page 3
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continued from Page 3

called for a small power reduction, lowered the
nose slightly, and all of the instruments, except the
altimeter, froze.

My Lord, that man had a feel for that airplane! He
thought something, and the airplane, all 135,000
pounds of it, did what he thought. "Five hundred
feet," I called out, "400 feet..300 feet..200 feet,
MATS minimums..100 feet, Air Force minimums;
I'm switching to the radar altimeter..75 feet nothing
in sight..50 feet, still nothing...25 feet, airspeed
100 knots." The nose of the aircraft rotated just a
couple of degrees, and the airspeed started down.
The pilot then casually said, "Hang on, we're land-
ing." "Airspeed 90 knots...10 feet, here we go!"
The pilot reached up and cut the mixtures with the
master control lever, without taking his eyes off the
instruments. He told the engineer to cut all the
mags to reduce the chance of fire. CONTACT! I
could barely feel it. As smooth a landing as I have
ever known, and I couldn't even tell if we were on
the runway, because we could only see the occa-
sional blur of a light streaking by. "Copilot, verify
hydraulic boost is on, I'll need it for brakes and
steering." I complied. "Hydraulic boost pump is
on, pressure is up." The brakes came on slowly---
we didn't want to skid this big beast now. I looked
over at the pilot. He was still on the instruments,
steering to keep the course deviation indicator in
the center, and that is exactly where it stayed. "Air-
speed, 50 knots." We might make it yet. "Air-
speed, 25 knots." We'll make it if we don't run off
a cliff. Then I heard a strange sound. I could hear
the whir of the gyros, the buzz of the inverters, and
a low frequency thumping. Nothing else. The
thumping was my pulse, and I couldn't hear any-
one breathing. We had made it! We were standing
still!

The aircraft commander was still all pilot. "After-
landing checklist, get all those motors, radar and
un-necessary radios off while we still have batter-
ies. Copilot, tell them that we have arrived, to
send a follow me truck out to the runway because
we can't even see the edges." 1 left the VHF on

and thanked GCA for the approach. The guys in
the tower didn't believe we were there. They had
walked outside and couldn't hear or see anything.

We assured them that we were there, somewhere
on the localizer centerline, with about half a mile
showing on the DME. We waited about 20 min-
utes for the truck. Not being in our customary
hurry, just getting our breath back and letting our
pulses diminish to a reasonable rate.

Then I felt it. The cockpit shuddered as if the nose
gear had run over a bump. I told the loadmaster to
go out the crew entrance to see what happened. He
dropped the door (which is immediately in front of
the nose gear), and it hit something with a loud,
metallic bang. He came on the interphone and said
"Sir, you'll never believe this. The follow-me truck
couldn't see us and ran smack into our nose tire
with his bumper, but he bounced off, and nothing
is hurt." The pilot then told the tower that we were
parking the bird right where it was and that we
would come in via the truck. It took a few minutes
to get our clothing and to button up the airplane. I
climbed out and saw the nose tires straddling the
runway centerline. A few feet away was the truck
with its embarrassed driver. Total damage---one
dent in the bonnet of the follow me truck where the
hatch had opened onto it. Then I remembered the
story from Fate Is the Hunter. When Gann was an
airline copilot making a simple night range ap-
proach, his captain kept lighting matches in front
of his eyes. It scarred and infuriated Gann. When
they landed, the captain said that Gann was ready
to upgrade to captain. If he could handle a night-
range approach with all of that harassment, then he
could handle anything.

At last I understood what true professionalism is.
Being a pilot isn't all seat-of-the-pants flying and
glory. It's self- discipline, practice, study, analysis
and preparation. It's precision. If you can't keep
the gauges where you want them with everything
free and easy, how can you keep them there when
everything goes wrong

Ed: 36 years on it is still as valid!
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Owning your own Harrier!

Art Nalls reclines in front of his Sea Harrier at St
Mary's County Regional Airport in Maryland.
'She's like having a mistress - only more fun and
way more expensive,' he said

The paint may be peeling in places and it has
clearly seen better days, but to its proud owner,
the gunmetal-grey Sea Harrier remains a thing of
beauty. The British-built jet, once a potent sym-
bol of this country’s technological prowess, now
startles the neighbours and the local Cessna pilots
whenever it emerges from its hangar at the tiny
St Mary’s County Regional Airport in Maryland,
some 50 miles south-east of Washington, DC.

‘When people see it in flight it inspires awe,’
booms Art Nalls, the only person in the world to
privately own a working Harrier jump jet. ‘Peo-
ple can’t believe ten tons of aluminium can float
motionless on a sea of noise. I get a kick out of
watching the crowds at air shows. Art Nalls has
bought the ultimate boys’ toy: he’s the only pri-
vate owner of a Royal Navy Sea Harrier, which
he rebuilt with a little help from a 400,000-page
manual ‘The first time I took her up was magical.
There is something poetic about the quality of the
engineering. This plane can roll, climb, dive and
turn, but what’s staggering is how you can go
from travelling through the air at 600mph to hov-
ering at a standstill in a matter of seconds.

'Once you’ve flown one it’s like a drug. You’re
hooked. ’It’s an expensive habit, though. Nalls
has spent more than £1 million getting the plane
back in the air — and its Rolls-Royce engine guz-
zles one gallon of fuel every six seconds. ‘I use
up 50 gallons of fuel just getting from the hangar
to the runway. At the beginning I was fuelling up
so often the local aviation authorities got on to
me wanting to know why I required so much jet
fuel. When I told them it was for my Harrier,
there was silence at the end of the phone.

"This plane can roll, climb, dive and turn, but
what's staggering is how you can go from travel-
ling through the air at 600mph to hovering at a
standstill in a matter of seconds,’ said Nalls

‘I’ve had her long enough now that word has got
around. The world of air shows and those of us
who own private jets is pretty small, and once I
got the SHAR the news spread like wildfire.

'It’s the ultimate in bragging rights. Other pilots
come up to me constantly wanting to know about
her.’

The jet’s controls include a conventional centre
stick and left-hand throttle, but with the addition
of a lever for controlling the four vectoring noz-
zles — pointed backwards for horizontal flight and
downwards for vertical take-offs and landings.
Otherwise, the cockpit is unremarkable.

‘There are no mod cons in the aircraft — no cup-
holders in the SHAR! This is a performance
plane,’ says Nalls proudly.

‘I’m the only guy in the world with my own Har-
rier, and I intend to enjoy it just as long as I can. I
would love to bring her back to the UK in 2012
to help celebrate the 30th anniversary of the
Falklands War.

'The Smithsonian has expressed interest in
buying it, but I believe this is a plane which
deserves to keep flying — even if the British
Government doesn’t.
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The Vulcan in 2012

As you will no doubt be aware the Vulcan plans
to be a large part of Her Majesty’s Diamond Jubi-
lee celebrations..

The aircraft is currently undergoing a major serv-
icing at Robin Hood Airport (we knew it as RAF
Finningley) It was visited recently by four sher-
iffs as representatives from North, South, East
and West Yorkshire, who pledged their support to
an aviation icon. The High Sheriffs of York-
shire’s four counties visited the airport to view
the Cold War Vulcan bomber XH558, which is
undergoing its winter service.

It is unusual for all four sheriffs to gather apart
from at ceremonial occasions, but Alexandra
Holford, of North Yorkshire, counts Vulcan pilot
Martin Withers among her neighbours in Crayke,
near Easingwold. She said: ‘We were talking at a
party before Christmas and we came up with the
idea of getting all the sheriffs here to give the
Vulcan our support We all want to see her flying
in the summer, but the aircraft needs a great deal
of money to ensure she is airworthy for the show
season.’

The Vulcan to the Sky Trust has said that
£300,000 is needed to ensure that the aircraft is
ready for the summer show season. Sqn Ldr
Withers, who flew the Vulcan during the Falk-
lands War, added: ‘We’ve spent £200,000 just on
components for this service, so we really need
more support.” Donations can be made to the
charity by calling 0845 5046 558.

The committee has sent a donation and message
to be included in the book to be presented to Her
Majesty by Vulcan to the Sky. If any individual
would also like to add their name and message
use the number above or for more information,
speak to Ian Nelson, as he sent our donation.

Model Maker Extraordinaire

Matchstick models

These models are all made from matchsticks.
Made by a friend of Ron Doble, some of you
may remember seeing some at one of the Pub
Lunches in Haddenham. Ron hopes to bring him
along to one of our meetings so he can explain
how he makes these wonderful models. Ron tells
me he has just finished a Mosquito.

Videos

Tom Payne has offered some VHS Tapes and
DVD’s to borrow but firstly an appeal if you
borrowed a while ago his copy of ‘The World
at War’ (a set of DVD’s). Please check and let
Tom have them if you find it was you.

Tapes available as follows:

‘THE LANCASTER AT WAR’ (50 mins)
‘THE HISTORY OF THE RAF’ (75 mins)
‘THE HISTORY OF THE RAF’

(2 Tapes 130 mins)

‘BAND OF BROTHERS’

(Boxed set of 4 tapes)

Please call Tom and he will bring to the next
meeting

PAGE 7



CHILTERN AIRCREW ASSOCIATION

FEBRUARY 2012

Programme
All events at 1030 for 1100 at Greenacres unless
advised (*)
2012

Feb 15 Mike Pearson ‘In the back end of a Vulcan’
Mar 21 Keith Allen ‘A National Service Nav’
April 18 Capt John Hutchinson

Concorde — a 20th Century Icon”
May 16 Guest Lunch* 1200 Noon

June 12 Diamond Jubilee Garden Party
Your Committee

Chairman

Geoff Hulett

11 Pearsewood Gardens, Stanmore, Middx HA7 INU
Tel: 0208 952 4092
Email: banghulett@btinternet.com

Newsletter Editor/Secretary

Graham Laurie 19 High St, Prestwood, Gt Missenden,
Bucks HP16 9EE

Tel: 01494 863492

Email: graham@kitty4.co.uk

Membership Secretary

Gerry Sealy-Bell

31, Hempstead Road, Kings Langley, Herts, WD4 8BR
Tel: 01923 262707

Treasurer
Ian Nelson

13, Mentmore Road, St. Albans, Herts., AL1 2BG
Tel: 01727 856677

Email: ian6304@googlemail.com

Welfare

Bill Hyland

57, Limes Avenue, Aylesbury, Bucks., HP21 7HD
Tel: 01296 415386

EMail: johnhyland228@btinternet.com

Programme Secretary

Bill George

Blossom Cottage, 54, Green End Street, Aston Clinton,
Bucks, HP22 5EX

Tel: 01296 630998

Email: Bill George bilge54.bbgi@virgin.net

Welfare

Bill Hyland reports:

Looking at the new Membership list provided by Gerry
and included in the last newsletter, if you are looking
for someone you haven't seen lately to have a

chat, why not just go down the list below your name to
find someone to call and brighten up their day. If you
all continue the quest, eventually we shall all be in oc-
casional contact!

We seem to be managing to get through the winter pe-
riod quite well as regards weather, and Members gen-
erally coped well with just the 'normal' aches and
pains. However we do send our best wishes to Marga-
ret Sealy-Bell who is undergoing tests and treatment in
hospital. Having gone in for a heart check up she is
coming out of hospital with her leg in plaster! No the
NHS got it right as getting out of bed she damaged her
achilles tendon. At least when she gets home Gerry
will be able to brief her on the use of crutches!

Bill

Membership Secretary

Gerry Sealy-Bell reports:

Sadly we have to advise of the passing of one of our
founder members Don Appleton, who passed away on
21 Jan 12. Bill Hyland has been in touch with his
widow and Geoff will be writing. Details of his funeral
in Lincolnshire are not yet to hand. We are hoping that
Johnny Johns may be able to represent us but he has
just had his car stolen!

Our new membership list has so far only produced one
reported error:

Please amend the postcode for Ian Stewart to WD23
2DB

Gerry

RAF Benevolent Fund

After last month’s article about the Bomber Command
Memorial and the fact that the RAFBF will look after
it’s upkeep, your committee voted £50 and Ian has sent
a cheque on our behalf. Later in the year we hope to
have a visit from the Regional Director of the Fund
based at RAF Halton to give us an insight into the
valuable work the fund is doing for those who served
in the past, their relatives and of course those who
serve today and their families.
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