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The dominant theme of 1968 has been the
50th anniversary of the formation of the
Royal Air Force. A party of flight cadets,
officers and a flight sergeant represented the
Royal Air Force College at a Parade and
Wreath Laying Ceremony on 31st March at
Lord Trenchard’s statue, Victoria Embank-
ment Gardens in London, held to inaugurate
the year’s commemorative events. On the
following morning, Ist April, a ceremonial
parade was held on the College parade
ground, when the Queen’s Colour was
paraded.

Since then a number of ceremonies and
social events have been held at Cranwell to
mark the event, and members of the College
have been present at many other important
celebrations. On 6th June a Gala Sports
evening was held in the College Stadium.
The Royal Air Force soccer team played a
team of former international and league
stars ; at half-time there was a demonstration
by the Falcons free-fall parachute team, and
an invitation mile race in which some of the
country’s best runners took part.

The importance of Lincolnshire in the
history of the Royal Air Force was ack-

nowledged by the invitation of local military
and civic dignitaries to two guest nights at
the College on 24th May and 27th June. Such
events serve as a reminder that the Royal Air
Force College will be celebrating its own
50th anniversary in less than two years’ time.

Special importance was attached to the
Battle of Britain commemoration services
this year. The BBC television programme,
‘ Songs of Praise,” shown on 15th September,
Battle of Britain Sunday, was a specially
recorded programme from the College’s St
Michael and All Angels Church. Besides
flight cadets, the congregation which packed
the church included representatives of all
sections of Cranwell’s community. The
blessing was given by the Reverend P. S.
Grimwood, in one of his last services at the
College before his retirement from the Royal
Air Force. On the same day, the morning
service and parade were broadcast from
Westminster Abbey on the Independent
Television Network. Two Cranwell cadets
took important parts in the service : Senior
Under Officer M. B. Stoner read a passage
from * Pilgrim’s Progress > and Under Officer
B. Wakely carried the Roll of Honour.
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After two years at the College in the post
of Assistant Director of Studies (Sciences
and Humanities), Group Captain E. B.
Haslam left us at the end of the summer term.
In the post he showed that his scholarly
outlook was not restricted to English Liter-
ature, his first academic love, for he had a
comprehensive interest in a variety of
subjects.

It is probably true to say, however, that his
main ambition at Cranwell was to give as
much stability as possible to the academic
courses in Basic Studies Wing, despite the
changes in policy which had originally been
heralded by the Howard-English proposals.
An ex-member of the Directing Staff of the
Royal Air Force Staff College, Bracknell, he
brought to the task administrative talents
admirably suitable for the purpose, while
fairness and courtesy marked his contacts
with staff and students alike.

He has gone to the post of DD Ed S2
(RAF) at the Ministry of Defence. Our best
wishes go with him, his wife and family.

&

Group Captain W. S. C. Watkins, BSc,
C Eng, ARFAeS took up appointment as
Assistant Director of Studies (Sciences and
Humanities) on 3rd August, 1968.

Group Captain Watkins studied Physics
at the University of Bristol and graduated
with 1Ist Class Honours in 1936. He was
awarded a research scholarship and re-
mained at Bristol to investigate the electrical
properties of thin films, his intention being
to complete a thesis for a PhD. Before many
months had passed, however, he was offered
and accepted the opportunity of carrying out
a geophysical survey for oil in South West
Persia. On returning to Bristol he took the
one year Diploma Course in Education on
completion of which in July 1938, he was
appointed as a permanent member of the
Royal Air Force Education Service — the
forerunner of the Education Branch.

He has served in a wide range of appoint-
ments, including those of Chief Examiner,
Central Examination Board, Chief Ground
Instructor, No 3 Flying Training School and
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Group Education Officer Headquarters No
22 Group. He has served overseas in Rhod-
esia and New Zealand. More recently he was
a member of the directing staff of the Royal
Air Force Technical College, Henlow —
after taking the Advanced Weapons Course
— and was Senior Education Officer, No 9
School of Technical Training, Royal Air
Force Newton and Principal Education
Officer, No 4 School of Technical Training,
Royal Air Force St Athan.

We welcome Group Captain Watkins and
his family to Cranwell.

P&

The Royal Air Force College retained its
status as a Group when Flying Training
Command amalgamated with Technical
Training Command on 1Ist June, to form the
new Training Command.

is

The following promotions were made in
No 95 Entry in August, 1968 :

‘A’ Squadron :  Senior Under Officer
K. A. Bull ; Under Officers B. Wakely,
A. D. Heath, N. C. Whitlock, R. H. Law-
rence.

‘B’ Squadron : Senior Under Officer
R. J. C. Dawson ; Under Officers P. W.
Roser, D. F. A. Henderson, R. M. Moody,
G. D. Simpson.

‘C’ Squadron : Senior Under Officer
M. B. Stoner ; Under Officers D. K. Goff,
D. M. Guest, T. E. Duggan, L. G. G.
Cartwright-Terry.

‘D’ Squadron : Senior Under Officer
E. Pettigrew ; Under Officers K. D. Filbey,
R. J. Tydeman, N. V. Vaughan-Smith,

1. Sloss.
F

The Summer Term competition for the
Prince of Wales Trophy and for the title of
Sovereign’s Squadron was won by ‘A’
Squadron, who won the Chimay and Knocker
Cups, and came fourth in the Ferris Cup
competition.



The Journal offers its congratulations to
the following College personnel, who have
received awards and commendations :

Squadron Leader R. V. Wardley (ex-
Engineering Wing), Squadron Leader R. C.
Travis, BSc, CEng, MIEE, MIERE, AFRAeS
(Senior Electronics Lecturer), and Warrant
Officer H. F. Breen (Fire Section) were
made Members of the Order of the British
Empire ;

Flight Sergeant R. Beaton was awarded
the British Empire Medal ;

Flight Lieutenant D. J. Foster BSc (Eng),
CEng, AFRAeS was awarded the Queen’s
Commendation for Valuable Service in the
Air ;

The Air Officer Commanding-in-Chief has
commended Warrant Officer L. G. Ball and
Corporal R. L. V. Marcantonio for meri-
torious service ;

The Air Officer Commanding has com-
mended the following for meritorious ser-
vice : Flight Sergeant A. G. Jones, Sergeants
W. D. James and E. Yeardley, Corporals
E. S. R. Crich and C. C. Risebrow and Mr
G. T. Coupland ;

Mr W. Woods, who retired recently after
28 years’ service was awarded the Imperial

Service Medal.
)

The winner of the Director of Studies
Essay Prize, in the 1968 competition, is
Flight Cadet S. G. Appleton, whose subject
was ‘ Wilfred Owen, War Poet.’

P&

From time to time important cultural
events are organised at the College under the
sponsorship of the Lincolshire Association.
During March, an exhibition of the works
of the artist Sir William Russell Flint, KT,
RA, was held in College Hall.

On 22nd May a packed Whittle Hall was
delighted by the performance of the Royal
Ballet’s touring company, Ballet for Al
The theme was ‘ The World of Giselle.’

P

In the realm of sport, the Summer Term
will be remembered for a number of out-
standing individual achievements, rather
than consistert successes for the station’s
teams.

Pride of place must go to Squadron
Leader J. Delafield, who in August won the
British National Open Class Gliding Cham-
pionships in a German 17 Metre SHK glider.

In May, Flight Lieutenant K. E. J. Rayner
won the Royal Air Force Modern Pentathlon
Individual Championships and on the
strength of this performance was selected for
the Great Britain ‘B’ Team. In the same
month, at the Royal Air Force Equitation
Championships, Sergeant Rodgerson won
the Individual Championship and the Cran-
well team of Flight Lieutenant Rayner,
Flying Officer Watterson (WRAF) and
Sergeant Rodgerson won the Team Cham-
pionship.

Flying Officer R. W. Clark captained the
Royal Air Force Athletics Team throughout
the season and Flight Lieutenant B. Reynard,
Sergeant Cameron and Senior Aircraftman
Hurd also represented the Royal Air Force.
All the Cranwell representatives had a highly
successful season, particularly Flying Officer
Clark who established a new Royal Air
Force record of 13 minutes 40.4 seconds for
the Three Miles. In September the Cranwell
team won the Royal Air Force Decathlon
Championships and Flying Officer Parkinson
was runner-up in the Individual Champion-
ship.

Cranwell’s Swimming Team had a fine
season and won the Training Command
Championships in both swimming and water-
polo. Pilot Officer R. Norris was selected for
the Royal Air Force team on a number of
occasions and Sergeant T. Duckworth rep-
resented the Royal Air Force and the Com-
bined Services at water-polo.

Notable individual successes were also
scored by Cranwell sportsmen in tennis,
sailing and motor sports. Flight Lieutenant
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P. L. Graves won the Royal Air Force
Individual Tennis Championships at Wimble-
don. In the world of sailing, Flight Lieut-
enant M. P. Osborn represented the Royal
Air Force throughout the season in the Finn
Class.

Sergeant Pallister and Senior Aircraftman
Lynch both had highly successful seasons
in the high-powered sport of motor-cycle
racing. Sergeant Pallister competed in all but
two of the major International Motor-cycle
meetings held in this country during the
season including the Manx TT. Senior Air-
craftman Lynch crowned his most successful
season to date by winning the British Grass
Track Championship for motor-cycle and

side-cars.
e

Visitors to Cranwell during the Summer
Term included :

On 25th April, The Spanish Air Attache,
Colonel G. Martin Olmedo.

On 2nd May, the Director, Directing Staff
and students of the Royal Naval Staff College
Greenwich who visited the Royal Air Force
College to give students of the RNSC an
insight into Flight Cadet and Engineer Officer
Training undertaken at the Royal Air Force
College.

On 3rd May, Colonel Mahmood B.
Sulaiman, RMAF Services Adviser to the
Malaysian High Commissioner who met
Malaysian Student Officers and attended a
Guest Night.

On 13th May, Colonel Oswaldo Guevara-
Miyica, Director of the Venezuelan School
of Military Aviation, Captain Touar, Assist-
ant Venezuelan Air Attache and Mr R. D. R.
Osborne of the Central Office of Information.

On 14th May, General and Mrs van den
Wall Blake, Colonel Hansen, Colonel Spek,
Lieutenant Colonel Creemers, Major Mulder
and Captain Grootendorst of the Nether-
lands Royal Military Academy.

On 16th May, Air Commandant Dame
Pauline Giles, Matron-in-Chief, PMRAFNS.

On 22nd May, Lieutenant Colonel Camp-
bell, USAF of the United States Air Force
Academy.
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On 25th May, Air Vice-Marshal M. D.
Lyne and seven senior Commonwealth and
United States Officers and their families from
the Imperial Defence College.

On 31st May, Their Royal Highnesses the
Duke and Duchess of Kent, who made a
private visit to the Air Officer Commanding
and Commandant and a general interest
tour of the College.

On 8th June, approximately 120 members
of Kesteven County Council and other local
councils who attended the Annual ° Civic
Day * at the College.

On 19th June, Rear Admiral D. A. Hansen,
Defence Adviser’s Office, Office of the Com-
missioner for Ghana, who met Ghanaian
student officers currently under training.

On 25th June, Commodore R. D. Bortot,
Argentine Military and Air Attache and three
officers of the Argentine Air Force, who
visited the Royal Air Force College for the
Presentation of Argentine Air Force Prizes
to Pilot Officer Chilvers and Acting Pilot
Officer Morton.

On 26th June, Lieutenant General Thomas
S. Moorman, USAF, Superintendent of the
United States Air Force Academy and Major
Means, USAF, Aide to Lieutenant General
Moorman.

On 2nd July, Colonel Mercorious Haile,
Chief of Staff of the Imperial Ethiopian Air
Force, Mr Radesse, Assistant Minister and
three officers of the Imperial Ethiopian Air
Force.

On 18th July, Mr L. F. Nicholson, Chief
Scientist, Royal Air Force, who lectured to
the Advanced Maintenance and Aerosystems
Engineering Courses.

On 26th July, Air Marshal Sir Richard
Atcherley, KBE, CB, AFC, RAF (Retd), who
was a guest of the Mess at the final Guest
Night in College Hall for the Summer Term.

On 2nd August, Lieutenant General A. B.
Wolff, Chief of Air Staff, Royal Netherlands
Air Force, who was the Reviewing Officer for
the Graduation Parade of No 94 Entry.



THE

WINGS AND PRIZES

CEREMONY

Presentations of Wings and Prizes to No 94 Entry were made by the Commandant, Air
Vice-Marshal T. N. Stack, CVO, CBE, AFC, in the Whittle Hall on 1st August, 1968.

After making the presentations Air Vice-Marshal Stack gave the following address :

Ladies and gentlemen : first of all may I
say how glad we all are that so many parents,
relatives and friends have come to Cranwell
to join in No 94 Entry’s end-of-course
celebrations. We realise the large and im-
portant part you have played in the accom-
plishment of these young men’s ambitions
and we are now able to thank you for your
efforts whilst at the same time showing you
the improvement which we think — and you
may agree — has taken place after their 2}
years’ intensive training. This is by way of
being a family affair and therefore we have
no official guests here this evening ; I can
thus speak with more candour than would
perhaps otherwise be the case.

Tomorrow morning our three major
prizes will be presented on Parade by the
Reviewing Officer, Lieutenant General Wolff,
who is the Chief of Air Staff of the Royal
Netherlands Air Force. T am sure you will all
join me in congratulating the winners of
these prizes :

The Sword of Honour winner, Senior
Under Officer Clark,

The Queen’s Medal winner, Senior Under
Officer Hooper,
- The Groves Memorial Prize winner, Senior
Flight Cadet Dow, who will in fact receive
on the parade tomorrow the Kinkead Trophy,
a conjoint award with the Groves Prize.

I must say here that selection of the winners
was not easy this time as several others were
very much in the running for these trophies,
so well done all three of you on your achieve-
ment.

Some of you may have noticed at this
particular ceremony that we have broken
with precedent and given a special Award to
Under Officer Mugrin. It has been widely
felt at the College that this flight cadet has
particularly distinguished himself by his
bearing and hard work during his time here.
Although he did not do well enough to win
a prize in any one aspect of training he has
provided such an outstanding example to

others that we considered his performance
deserved to be recognised in some tangible
form. I would not think that such an award
could often be made in the future ; indeed
to do so would be to diminish greatly its
value, but I would hope that should a similar
exceptional opportunity recur, our precedent
on this occasion might be used.

Our Reviewing Officer, General Wolff,
has visited Cranwell before and we are very
glad indeed that he is able to come once
again, this time to take the key part in our
Ceremony tomorrow. As you are all aware,
there are great similarities between the
Netherlands and Great Britain, both within
Europe and overseas. We are trading nations,
both maritime and latterly in the air ; since
the war each of us has handed over a large
number of former colonies to self-govern-
ment ; furthermore our two air forces fought
side by side during the second world war and
are now closely allied in NATO. In fact there
seems a special bond of friendship between
us which is likely to strengthen when Britain
joins the European Common Market — and
of course we are well aware that the Nether-
lands is one of the staunchest champions of
our entry into Europe.

I visited our sister academy in the Nether-
lands earlier this year — which you may
know is a joint army/air force one — and was
most impressed with their training facilities
and their high esprit de corps. We now have
regular exchange visits of cadets between
the two Colleges and look forward to in-
creased liaison with students from such an
efficient and well-run air force. T hope the
Chief of Air Staff, who is himself a graduate
of ‘Breda, is able to meet as many of our
flight cadets and parents as possible.

Among our official guests coming to the
Parade are Mr Merlyn Rees, the Under-
Secretary of State for the Royal Air Force
and a selection of distinguished persons both
from within and outside the Service. These
include members of the Air Board and a
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Commander-in-Chief whose son is grad-
uvating with No 94 Entry. Among our
civilian visitors there will be Sir Arnold Hall,
the Managing Director of Hawker Siddeley
Aviation, who is also chairman of the Cran-
well Advisory Board.

Now, before regaling you with the achieve-
ments of No 94 Entry I want to say just a
few words on possible future developments
on the Cranwell scene.

You may all have heard of the govern-
ment’s proposals to centralise the academic
training for all three Service cadet colleges
at a Royal Defence College. Owing to the
present financial curb on public expenditure,
this project has now been shelved, but it
would be short sighted indeed if we did not
recognise the underlying reasons for the
proposals.

It has been felt for some time past that a
higher proportion of the armed forces of the
future will need to be trained to degree level ;
indeed we in the Royal Air Force realised
this requirement in the early 1960s and for a
period an attempt was made to award a
general degree at the Royal Air Force College
before the current engineering course was
established here. This general degree was not
very successful as the competing demands on
a flight cadet’s time together with the in-
tensive academic regimen he had to follow
resulted in a high failure rate in the exam-
inations.

Whilst the Royal Defence College concept
would have enabled a degree to be awarded
by separating academic training from other
aspects of the course which we follow here,
it would have also brought several marked
disadvantages and to that extent its demise
is not altogether unwelcome to us. For the
{ature, however, the need for tertiary aca-
demic training (which is the modern phrase
for degree level training) still remains and
the Royal Air Force can be expected to take
full advantage of all possible opportunities
to give future General List officers this
academic background.

Whilst nothing has yet been finally settled,
and I am to a certain extent on the periphery
of our current discussions and decisions, I
would like to think that we might see a
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proportion of future Cranwell intakes sent
to university before undertaking their special-
ist training here. Additionally a further
group might well do some time at Cranwell
to bring their academics up to the necessary
standard and then also go for university
training before returning to continue their
training here. In other words we will grad-
ually substitute the present academic year
at Cranwell by more rounded academics at
a university for those willing and able to
benefit.

I might just say at this juncture that we
have for some time been concerned that no
meaningful result is apparent from the
present year’s academic training and, amongst
other possibilities, we are considering whether
it could form the first year of a diploma
course which could be finished at a later
date. This scheme could, of course, eventually
be overtaken by the university concept but
would have application for a good few
entries yet.

As 1 say, all this forecasting is largely
conjecture but I think it would be wise if we
were prepared for yet another change to our
training pattern here. I know I speak for all
my staff when I say how much one hopes for
a period of stability at a training establish-
ment, but, nevertheless, the demands made
on us by the modern world cannot be gain-
said. The Royal Air Force is perhaps the
service most allied to modern technology
and the ever-increasing rate of progress in
this field must mean that we are bound to
change our organisation and structure from
time to time in sympathy with advances in
the technical sphere if we are to remain a
modern and efficient force. This is no new
thing and most of us who have been in the
Royal Air Force for any length of time will
have experienced at least one major alteration
in equipment or organisation during our
service. In many ways the flexible basic
organisation and lack of an over-long
tradition in the Royal Air Force have enabled
us to absorb quite radical changes in task
without serious dislocation. Had we been less
adaptable the changes in the past would have
been less easily accomplished.

It now looks, therefore, as though we at
Cranwell may be called upon to accept one
more alteration in our training pattern to



make our Service more effective in the future.
While associating myself with the necessity
for these possible alterations to the training
undertaken at the Royal Air Force College,
I would like to let you all know that I will
ensure as best I can that innovations will only
be made where necessary and that changes
will not be adopted purely for their own sake.

And now to No 94 Entry — our departing
Entry. They arrived in the spring of 1966,
79 strong and after the usual transfers
between entries and branches and the odd
failure, 71 flight cadets will graduate to-
morrow. The wastage rates of this Entry
incidentally are only half those of their
recent predecessors ; I’'m not quite sure who
deserves the most praise for this — the de-
parting flight cadets, their instructors who
taught them whilst here, or the selection
board who thought they were the right
material in the first place ! Although the
specialist engineer wastage continues at a
high level, I am pleased to note that those
flight cadets who have remained in the course
had no serious problem with their recent
Stage II examinations held earlier this
month. This augurs well for the successful
completion of their full 4} year BSc and
HND courses and I congratulate the engineer
flight cadets on their achievement.

As a whole the flight cadets of No 94 Entry
have made no startling contributions here
academically, but thanks to sound instruction
and — in many instances — determined hard
work, they have reached an acceptable
overall standard. I would like to make par-
ticular mention of the five members of the
Entry who have gained French Linguist
qualifications — Under Officers Jones and
Luke and Senior Flight Cadets Campbell,
Long and McTeer. The Entry is one of those
which suffered the misfortune of their course
being shortened from 3 to 2} years ; I say
suffered, because, although the shorter train-
ing time was most welcome to the flight
cadets, it resulted in 18 months continuous
ground training without any flying. Starting
with their successor entry, we now include
Chipmunk flying for the pilots in their first
term so as to whet appetites for what comes
later.

The specialist training results for No 94
Entry are most creditable and the Central
Flying School Examining Wing have for the

second year running given our pilot flight
cadets a good report. Here again the staff
take much credit and I can say with great
pride that our flying instructors are first
class ; one of them (Flight Lieutenant Bell,
an ex-flight cadet) is the champion aerobatic
pilot in Training Command and I hope, if the
weather allows, that you may see him and
other instructors showing their prowess
tomorrow.

The Entry have contributed much to the
running of the College and I might perhaps
just make the point here that the senior
entry largely control the day to day affairs
of our Cadet Wing ; the staff only take a
hand where policy matters dictate. We feel
that this system provides very real training
in leadership and it also gives an entry great
freedom in setting the general tone of con-
duct of the cadet body. In this respect the
concensus of opinion among the staff is that
while 94 Entry may not have been out-
standing, they have achieved sound and
solid results.

In sport the Entry has contributed more
than most. Six members represented the
Royal Air Force : Senior Flight Cadet Dow
in both swimming and water polo, and
seven represented Training Command. An
even more creditable performance to my
mind, however, is that some two-thirds
played at least one sport for the College.
This is a very praiseworthy effort and re-
flects well on the overall fitness and keenness
of the Entry. I congratulate them all for it.

One final word of advice for No 94. Don’t
think that because you have at last finished
your training here and will be starting a new
phase elsewhere that the race is won. This
stage you have now achieved is but one hurdle
of many ; each will be more demanding of
your abilities. No matter what the future
holds, and I am sure it will be exciting, you
will only gain success if you apply yourselves
and put your stoutest effort into your work.
Don’t let second best be good enough.

Well done on your showing here and I look
forward to an excellent parade tomorrow,
performed to the standard pattern ; and
with you, the Senior Entry, marching on to
the parade ground as purposefully as you
are stepping into the future.

Good luck to you all !
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Senior Under Officer J. T. Clark, Senior Flight Cadet 1. H. Dow and Under Officer R. W. Hooper
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THE GRADUATION OF No 94 ENTRY

The Graduation Parade of No 94 Entry was held on the morning of 2nd August 1968. It was
cold for the time of year and several heavy showers of rain fell during the ceremony. The
Reviewing Officer was Lieutenant General A. B. Wolff, Chief of the Air Staff, Royal Nether-
lands Air Force. The parade was commanded by Senior Under Officer J. R. T. Clark and the
Parade Adjutant was Senior Flight Cadet I. H. Dow. The Sovereign’s Squadron was com-
manded by Under Officer J. S. Wilson and ‘A" *C’ and ‘ D’ Squadrons were commanded
respectively by Senior Under Officers R. H. Sargent, A. J. Gritten and R. W. Hooper.

As the Reviewing Officer approached the dais, accompanied by the Air Officer Commanding-
in-Chief, Training Command, Air Chief Marshal Sir John Davis, GCB, OBE, MA, and the
Commandant, Air Vice-Marshal T. N. Stack, CVO, CBE, AFC, a fly-past of twenty Jet Pro-
vosts took place forming the figure 94. After the Advance in Review Order, the Reviewing
Officer presented the Sword of Honour to Senior Under Officer J. R. T. Clark, the Queen’s
Medal to Senior Under Officer R. W. Hooper and the R. M. Groves Memorial Prize and

Kinkead Trophy to Senior Flight Cadet I. H. Dow. He then gave the following address :

Cadets of the Royal Air Force College,
Ladies and Gentlemen, permit me to begin
by expressing my sincere appreciation, for
inviting me to participate as your Reviewing
Officer in this 1968 Passing Out Parade, to
Air Chief Marshal Sir John Grandy and to
your Commandant. I feel indeed, very
privileged and honoured ; in particular when
I think of the long list of distinguished
predecessors in this function, among which
as the only other compatriot of me, who
fulfilled this honourable task earlier, His
Royal Highness Prince Bernhard of the
Netherlands.

But aside from being proud, I also feel
very happy to be here today since the many
close relations between our two Air Forces
make me feel to be among old friends.
Some of you may know that the post-war
Netherlands Air Force has been formed from
a nucleus which was established in this
country during World War II as No 322
(Dutch) Spitfire Squadron Royal Air Force.
Also the former Netherlands East Indies Air
Force, which in 1951 was amalgamated with

the Netherlands Air Force, had close ties
with the Royal Air Force, fighting among
other places side by side in the defence of
Singapore, Sumatra and Java. And in the
post-war period the close co-operation be-
tween our Air Forces in the Second Allied
Tactical Air Force is well known to all of you.

In a few weeks it will be commemorated
again that your stout and proud Royal Air
Force saved Britain from a pending invasion,
which in effect proved to be more than a
national performance, as this victory in the
air changed the entire course of history and
saved the free western world from suppression.
It was particularly in those dark years that
the Dutch people learned about the existence
of the Royal Air Force, as night after night
hundreds of aircraft flying over our country
brought a message of hope, in fact the only
visible sign of a still existing free world and
a not-to-be-mistaken promise of forth-
coming liberation.

Now I am aware that among you there are
some who do not belong to the Royal Air
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Force, but are looking forward to use what
they have learned here at Cranwell as an
officer in their own national Air Forces. I am,
however, convinced that these, ‘ foreigners’
to the Royal Air Force, are feeling the same
admiration and friendship for this mag-
nificent organisation as I cherish. And I feel
that, on an occasion like this, it is proper to
pay tribute to those that in the past made the
Royal Air Force what it stands for today in
the esteem of the entire world : “ Lest we
forget.’

Times have changed considerably, even
in the short history of air warfare. Today’s
fighter pilot is no longer the sort of aerial
cowboy of earlier days ; today’s technicians
are no longer handy mechanics with a good
ear, tender fingers and a special feeling for
machinery. Pilots and technicians as well as
the other different supporting trades re-
quired in a modern air force, are all highly
qualified and skilled professionals ; part of
an intricate, close-knit team, which has to
perform a job, far less romantic, but also far
more complex and demanding than in the
past. It is no longer keen eyesight and a tiger
spirit alone which make an outstanding
military pilot, or as for that a good air force
officer. As you will have been taught and,
most probably, already have experienced in
the past years, other values have become at
least as important.

It is obviously impossible for me to discuss
all the qualities required from you to become
a successful officer. Moreover, having visited
this college a few years ago and at that
occasion having acquired a profound ad-
miration for the standard of instruction as
well as the extensive curriculum, I feel this
would be superfluous and I will therefore
restrict myself to one or two aspects only.

More than ever before the saying is true
for any modern, self-respecting Air Force :
‘ Nothing beats quality.” There is a direct
relationship between quality and safety. I
do not want to imply that safety should be a
goal in itself. What I mean to say is that
quality in performance irrevocably pro-
duces safety. Personally, I do not like to look
at accidents as something that ruins our
safety record or reduces our operational
potential, but more as a direct indication
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that somewhere an individual, a condition
or a procedure did not meet the highest
possible standards and thus needs improve-
ment. I want to impress on you for your
future as an officer, that quality is a synonym
for flying safety. Nothing, and 1 repeat,
nothing beats quality, especially where it
concerns flying.

There is no easy way to achieve this
quality in whatever job you are called upon
to do, in particular with modern intricate
weapons systems. It requires extensive,
up-to-date knowledge and vast experience.
The first, knowledge, requires continuous
hard work. Here, in Cranwell, you have been
given a good foundation on which you
yourselves have to build the rest by further
study and constant reflection.

The second, experience, requires ‘ doing ’ ;
doing time and again, the many aspects of
your job, repeating every single detail again
and again under all possible circumstances ;
but never doing it automatically without
thinking what to do. In the end, knowledge
and experience will produce for you the most
important requirement for any officer :
confidence. Confidence cannot be passed on
to you by your instructors ; confidence
cannot be gained from books only ; con-
fidence cannot be bought. It can only be
acquired by your own continuous effort. To
achieve confidence requires time, a long time.

Now I would like to add a special word
for the pilots among you. Prince Bernhard,
an experienced pilot himself, once remarked
that no man can be a good pilot, unless he
has been at least once  scared stiff * and has
experienced a major emergency. He did not
mention a third requisite, which is : having
overcome and survived this experience. And
this brings me to the most dangerous attitude
in any young man’s career, but especially for
a pilot : over-confidence. It may take a lot
of sad experience and even lots of luck to
realise what I mean by this. Now that you
have your wings, you are on your own and
that is the time when so many promising
young pilots have made blunders by over-
confidence and thus never gave themselves
the opportunity to become good pilots.
They relax because they see in their wings
on their uniforms the ultimate achievement
of their goal. Do not make that mistake !



Lieutenant General A. P. Wolff with Senior Under Officer R. W. Hooper and Senior Under Officer R. T. Clark

And, gentlemen, this does not apply only to
flying but is valid for all trades !

Now that you have received your com-
mission today, you should look at this day
as the beginning of a continued, be it a more
independent training period ; however,
by virtue of this independence, requiring a
maximum of self-discipline. And, no question
about it, it remains a training period that
will last as long as your life as an officer. In
this respect flying and marriage have a lot in
common ; you pledge yourself to a lifelong
mutual understanding and support. As in
marriages, no two air force careers are the
same. Every day brings you another new
experience ; you’ll never know or understand
the problems of marriage or flying completely.
Your wife as well as your plane may surprise
you time and again. Be aware of even small
errors on your side ; they might well result
in the end in unforeseen and irreparable
damage, be it to your marriage or to your
career as an Air Force officer.

If, however, the standard of today’s
parade — which I was so privileged to re-

view and on which I compliment all of you,
as well as the staff of this college — is an
indication of the way you ex-Cranwell
cadets will perform your job as officers, I
cannot but feel that you will be an asset to
your Air Forces, to your country and to the
free world. And, above all, I feel confident
that if — what God may prevent — you will
be called upon to fight again to save the
assets of our free world, for which so many
have fought and died in the past, you will
maintain the proud standard of your pre-
decessors in close co-operation and friendship
with your allies, who have pledged themselves
to the same goal.

To conclude, I would like to congratulate’
also on behalf of the Royal Netherlands Air
Force, you as well as the staff and instructors
of Cranwell on your successful completion
of this course. I would like to extend these
congratulations to your respective services
for the contribution which your entry as
officers promises them and finally I wish you
and your relatives good luck in your future
career : ‘ Happy landings !’
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No 94 ENTRY

Senior Flight Cadets C.J. Long, K. A. Spawton, D. M. Jones, W. M. Campbell, A. C. Holman, C. E. C. Pilcher, I. W. Cowie, D. R. G. Forsyth,
M. W. Potter, I. H. Dow, 1. D. L. Shore, H. C. Fernando, R. J. Watts, S. E. Griffin, J. A. Dillon, A. K. Sudairy.

Senior Flight Cadets M. Y. Walpita, C. C. Chandler,J. M. B. Davies, P. A. M. Spofforth, M. Mitchell, H. Northey, B. R. R. Jones, J. D. Lloyd,
I. A. Shogran, R. F. Fuller, D. A. Wrigley, G. N. Green, P. Ingoe, M. Dixon, J. A. Canning, D. A. Martin.

Senior Flight Cadets D. Jayakody, P. M. Warner, A. C. E. Stacey, M. W. Johnson, K. Dillon, P. J. Bennett, G. N. Fenton, P. R. Bruce, L. C. Bate,
M. D. Wylie, B. V. Wheeler, J. C. Jarron, G. S. Whitear, G. J. Goodman, M. T. Holdsworth, J. R. Kearey, D. Cockburn, A. G. Galbraith.

Under Officers M. B. Abdul Aziz, B. R. Neal, W. J. L. Birrell, R. A. Peele, P. R. D. Deffee, C. R. Bolt, C. R. Spink, G. McLeod,
Senior Under Officers A. J. Gritten, J. R. T. Clark, R. H. Sargent, Under Officers J. E. Steenson, J. S. Wilson, M. E. Woodley, C. D. Stevens,
D. McTeer, M. S. Jones, J. N. Luke, M. W. Ball.



COMMISSIONING LIST No 94 ENTRY

J. R. T. CLARK, Senior Under Officer (Navigator) :
The Sword of Honour ; The Institute of Navigation
Trophy and the Ministry of Defence Prize for Navi-
gators ; Cricket (Colours) ; Soccer ; Choral.

A. J. GRITTEN, Senior Under Officer (Regiment) :
The Philip Sassoon Memorial Prize ; Rughby (Col-
ours) ;  Athletics (Captain, Colours) ; Hockey ;
Fishing.

R. W. HOOPER, Senior Under Officer (Engineer) :
The Queen’s Medal ; The Alastair Black Memorial
Trophy and Prize ; Rugby (Colours) ; Cricket ;
Athletics ; Walking.

R. H. SARGENT, Senior Under Officer (Pilot) :
Rugby (Captain, Colours);  Rowing (Colours,
Command, Royal Air Force) ; Water-Skiing.

M. W. BALL, Under Officer (Pilot) : Cricket (Cap-
tain, Colours) ; Hockey ; Squash.

W. J. L. BIRRELL, Under Officer (Pilot): The
Dickson Trophy and Michael Hill Memorial Prize ;
Rugby ; Rowing ; Squash ; Athletics ; Riding.

C. R. BOLT, Under Officer (Equipment): Bad-
minton ;  Hockey ; Sailing (Colours) ; Ocean
Sailing (Captain).

P. R. D. DEFFEE, Under Officer (Pilot) : Basketball

(Colours) ; Sailing ; Radio.
M. S. JONES, Under Officer (Pilot): Rugby ;
Cricket ;  Beagling (Captain, Colours); Cross

Country ; Canoeing ; Drama ; Choral.

J. N. LUKE, Under Officer (Pilot) : L’Ecole de I’ Air
Trophy for French Studies ; Rugby ; Swimming ;
Water Polo ; Hockey ; Golf.

MUGRIN BIN ABDUL AZIZ, Under Officer
(Pilot) : 94 Entry Special Award ; Squash.

G. MCcLEOD, Under O %:er (Pilot) :
Squash ;  Rugby ; Cl.lag.

Basketball ;

D. MCTEER, Under Officer,(Secretarial) :  Bad-
minton (Colours, Command, Royal Air Force) ;
Tennis (Captain, Colours) ; Squash.

B. R. NEAL, Under Officer (Pilot) : Rugby ; Row-
ing ; Squash ; Drama ; Motor Club.

R. A. PEELE, Under Officer (Pilot): Rugby ;
Swimming ; Rowing ; Beagling ; Chess.

C. R. SPINK, Under Officer (Pilot): Soccer ;
Cricket ; Walking ; Field Shooting.

J. E. STEENSON, Under Officer (Pilot): Rugby

(Colours) ; Athletics ; Skiing ; Caving ; Choral.

C. D. STEVENS, Under Officer (Pilot) : The Battle
of Britain Trophy ; Rowing (Captain, Colours) ;
Rugby ; Squash ; Water-Skiing.

J. S. WILSON, Under Officer (Pilot) : Swimming
(Captain, Colours, Command, Royal Air Force) ;
Water Polo (Captain, Colours, Command) ; Soccer
(Colours) ; Cricket ; Drama ; Photography.

M. E. WOODLEY, Under Officer (Pilot): Pot-
holing ; Motoring.

L. C. BATE, Senior Flight Cadet (Engineer) : Shoot-
ing ; Sub-Aqua ; Gliding ; Bridge.

P. J. BENNETT, Senior Flight Cadet (Pilot) : The
Hicks Memorial Trophy ; Rowing ; Walking ;
Christian Union.

P. R. BRUCE, Senior Flight Cadet (Pilot) : The Abdy
Gerrard Fellowes Memorial Prize ; Hockey.

M. W. CAMPBELL, Senior Flight Cadet (Pilot) :
Rugby ; Cricket ; Badminton.

J. A. CANNING, Senior Flight Cadet  (Navigator) :
Cricket ; Squash ; Angling ; Table Tennis.

C. C. CHANDLER; Senior Flight Cadet (Pilot) :
Rugby (Colours) ; Athletics ; Drama ; Sub Aqua.

D. COCKBURN, Senior Flight Cadet (Pilbl) $
Rugby. )

I. W. COWIE, Senior Flight Cadet (Pilot) : Rugby
(Colours) ; Athletics ; Squash ; Jazz.

J. M. B. DAVIES, Senior Flight Cadet (Equipment) :
The Ministry of Defence Prize for Equipment
Studies ;  Hockey ;  Rowing :  Water-Skiing ;
Aeromodelling.

J. A. DILLON, Senior Flight Cadet (Navigator) :
The Ministry of Defence Prize for War Studies and
Humanities and the Royal New Zealand Air Force
Trophy ; Hockey ; Sailing ; Walking.

K. DILLON, Senior Flight Cadet (Navigator) :
Hockey ; Walking.

M. DIXON, Senior Flight Cadet (Pilot) : Gliding
(Captain) ; Cross Country ; Photography ; Flying
Club.

I. H. DOW, Senior Flight Cadet (Pilot) : The R. M.
Groves Memorial Prize and Kinkead Trophy ;
Swimming (Captain, Colours); Water Polo (Col-
ours) ; Choral ; Drama.

G. N. FENTON, Senior Flight Cadet (Pilot) : Rugby;
Shooting ; Walking ; Karting ; Drama.
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H. C. FERNANDO, Senior Flight Cadet (Pilot) ;
Badminton ;  Squash ; Gliding ; Aeromodelling.

D. R. G. FORSYTH, Senior Flight Cadet (Equip-
ment) :  Athletics ; Cross Country ; Badminton ;
Drama ; Shooting (Captain).

R. F. FULLER, Senior Flight Cadet (Engineer) :
Hockey ; Sailing ;  Squash.

A. G. GALBRAITH, Senior Flight Cadet (Regi-
ment) :  Athletics ; Rugby ; Water Skiing (Cap-
tain) ; Paragliding.

G. J. GOODMAN, Senior Flight Cadet (Navigator) :
Tennis ; Squash ; Bridge ; Christian Union.

G. N. GREEN, Senior Flight Cadet (Engineer) :
The Ministry of Defence Prize for Cadets following
The Higher National Diploma Course ;  Cross
Country ; Athletics ; Ocean Sailing.

S. E. GRIFFIN, Senior Flight Cadet (Navigator) :
Rugby ; Sailing ; Drama ; Bridge.

A. J. HARRIS, Senior Flight Cadet (Pilot) : Soccer ;
Cricket ; Rugby ; Athletics.

M. T. HOLDSWORTH, Senior Flight Cadet (Sec-
retarial) : Christian Union ; Aeromodelling.

A. C. HOLMAN, Senior Flight Cadet (Pilot) : Ath-
letics ; Soccer ; Photography ; Field Shooting.

P. INGOE, Senior Flight Cadet (Pilot) :
Squash ; Drama ; Literary and Debating.

Rowing ;

J. C. JARRON, Senior Flight Cadet (Pilot) : Sailing
(Captain, Colours) ; Squash ; Gliding ; Aero-
modelling ; Motor Club.

D. JAYAKODY, Senior Flight Cadet (Engineer) :
Cross Country ; Badminton ; Tennis; Rowing.

M. W. JOHNSON, Senior Flight Cadet (Pilot) :
Judo ; Hockey ; Journal.

B. R. R. JONES, Senior Flight Cadet (Pilot) : Soccer.

D. M. JONES, Senior Flight Cadet (Pilot) : Cricket ;
Golf ; Shooting ; Jazz.

J. R. KEAREY, Senior Flight Cadet (Engineer) :
The Chicksands Cup ; Badminton.

J. D. LLOYD, Senior Flight Cadet (Pilot) :
tation (Captain) ; Table Tennis ;
Chess.

Equi-
Badminton ;

C. J. LONG, Senior Flight Cadet (Pilot) : Athletics
(Colours, Command); Basketball (Colours) ;
Riding ; Sub Aqua.

Page 126

D. A. MARTIN, Senior Flight Cadet (Pilot) : Row-
ing (Captain, Colours, Command, Royal Air Force).

M. MITCHELL, Senior Flight Cadet (Pilot) : Basket-
ball (Colours) ; Shooting ; Drama.

H. NORTHEY, Senior Flight Cadet (Pilot) : Shoot-
ing (Captain, Colours).

C. E. C. PILCHER, Senior Flight Cadet (Engineer) :
Canoeing ; Gliding ; Photographic.

M. W. POTTER, Senior Flight Cadet (Engineer) :
Basketball (Colours, Command, Royal Air Force) ;
Squash ;  Chess.

I. A. SHOGRAN, Senior Flight Cadet (Engineer) :
Basketball ;  Squash ; Walking.

I. D. L. SHORE, Senior Flight Cadet (Secretarial) :
Rowing ;  Athletics ;  Christian Union ; Aero-
modelling.

K. A. SPAWTON, Senior Flight Cadet (Pilot) :
Badminton ; Squash ; Gliding.

P. A. M. SPOFFORTH, Senior Flight Cadet (Pilot) :
Rowing ; Sailing ; Potholing.

A. C. E. STACEY, Senior Flight Cadet (Secretarial) ;
The Ministry of Defence Prize for Secretarial
Studies ; Cross Country ; Shooting ; Hockey.

A. K. SUDAIRY, Senior Flight Cadet (Pilot):
Soccer ;  Basketball.

M. Y. WALPITA, Senior Flight Cadet (Secretarial) ;
Cricket (Colours) ; Hockey ; Athletics ; Bad-
minton ; Karting.

P. M. WARNER, Senior Flight Cadet (Engineer) :
Hockey ;  Sailing ;  Squash ;  Photographic ;
Music.

R. J. WATTS, Senior Flight Cadet (Pilot) : Rugby ;
Sailing ; Badminton ; Gliding.

B. V. WHEELER, Senior Flight Cadet (Pilot) :
Soccer ;  Rugby ; Cricket ; Tennis ; Gliding ;
Bridge.

G. S. WHITEAR, Senior Flight Cadet (Navigator) :
Athletics ;  Rugby.

R. K. WOOLDRIDGE, Senior Flight Cadet

(Engineer) : Squash ; Judo ; Choral.

D. A. WRIGLEY, Senior Flight Cadet (Engineer) :
Basketball ;  Tennis (Colours) ; Sub Aqua.

M. D. WYLIE, Senior Flight Cadet (Pilot) : Fencing
(Captain, Colours, Command, Royal Air Force) ;
Drama.
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HMS' Eagle comes alongside
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JOINING THE GOLDFISH CLUB

If you read Tuesday Ist October’s Daily
Express you would have seen on the second
page a picture of a helicopter that had
ditched in the North Sea. I was in that
helicopter.

The machine had come from HMS Eagle,
to which five flight cadets and myself were
on a week’s detachment, and was taking part
in a combined anti-submarine exercise with
two other helicopters and a destroyer.
HMS Odin, an ‘ O’ class submarine, was to

attempt to get in a position to torpedo Eagle.
The helicopters, controlled and aided by
HMS Cavalier, were to ensure a safe passage
for the carrier.

Before embarking on the exercise Lieutenant
Peter West, the pilot, gave me an extensive
briefing on the ditching drill — not that we
were likely to go in ! In fact the other two
crew members, a Master Rating and the
observer, Lieutenant Jan Greener, were dis-
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The crew is winched off

cussing the number of flights they had made
without incident. After take off each heli-
copter was given an area to search by
Cavalier, ours being on the right flank. Ten
minutes after take off two pieces of equipment
failed—My throat mike and the automatic
pitch stabilizers. This meant | could not ask
stupid questions and that Lieutenant West
had a very difficult task in keeping the
helicopter steady in the hover.

About an hour later another helicopter
reported a suspected contact and Cavalier
ordered us to a new position. There was a
smell of fuel in our aircraft so once the re-
quired area was reached the Master Rating
was lowered out to see if there were any leaks.
His report was negative so, much to his
relief, he was winched back in again. The
sonar set was then lowered into the water and
almost instantaneously two things happened.
Firstly the lead helicopter made a positive
contact with the submarine and the air be-
came jammed with messages, secondly our
engine decided it had done enough for one
day.
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Events started happening fast. Lieutenant
West pulled on the collective hitch control and
sent out a mayday call. But it does not take
long to fall twenty-five feet. The result was
nobody heard the mayday and due to the
pilot’s quick action we made a gentle * plop’
into the sea.

When I heard the mayday call 1 wondered
what was going on. This doubt was soon
cleared up on hearing, and feeling, the revs
drop and seeing the sea approaching.

On impact with the water the inflation
bags on each wheel inflated so that from the
cockpit four feet above the water all seemed
relatively safe. However the floor of the
cabin was five feet below the cockpit and at
the time of ditching the cabin door was open.
Thus when the helicopter hit the water a
cloud of spray shot into the cabin and two
members of the Royal Navy shot out.

Once the rotors had stopped and Lieutenant
West had told me it was safe to leave I thought
the best thing to do was to jump away from



the helicopter and then inflate my dinghy. But
as Lieutenant Greener rightly pointed out,
there was plenty of time to inflate the dinghy
first and then step into it without getting wet.
This I proceeded to do. The observer who after
shooting out of the escape hatch had stayed on
the side of the helicopter to avoid the rotors,
now inflated his dinghy and stepped into it.
Unfortunately for him he did not appreciate
the difference between the stability of a
rubber dinghy and an aircraft carrier and
was soon in the water. He pulled himself
back onto the dinghy only to have it sink
from underneath him. Having nowhere better
to .go he returned to the helicopter. By this
time my dinghy was inflated so I sat down
gently and then paddled away.

After approximately ten minutes the
rescue helo appeared and very nobly decided
to get the ‘crab’ out first. When the strop
came down I had no idea what to do with it
so I sat in it causing the pilot acute problems
in keeping the helicopter steady. The Master
Rating put the strop under his armpits and
was raised with relative ease.

A large crowd of goofers had gathered for
our return to ship, all wanting to know the
fate of the helicopter and crew. After answer-

ing a few questions the Master Rating and I
went below to change into dry clothing before
reporting to sick quarters for a few medicinal
tots of whisky. Whilst with the medical staff
we learned of the fate of the sea boat sent out
to rescue us.

On reception of the SARBE pulses the
tannoy announcements went something like
this: * Emergency, emergency, emergency, heli-
copter ditched, launch sea boat and send out

standby helicopter . . .. .. sea boat launched
...... sea boat taking on water......sea
boat sinking . . . . .. crew taking to water

’

...... Throughout the sinking the mid-
shipman had kept his position in the boat
and his hat on.

Thus the rescuers had to be rescued. The
crew later stressed the fact that they had
remembered to put the bung in and that the
keel had cracked on launching.

The helicopter and sea boat were later
recovered by the aircraft carrier and through-
out the whole episode nobody was injured
although the new members of the Goldfish
Club did get badly ‘ smashed ’ in the Ward-
room that night.

J. M. Womphrey

A second boat arrives
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WILFRED OWEN—BLOOD, DIRT AND
SUCKED SUGAR STICK’?

by FLIGHT CADET S. G. APPLETON

(The prize-winning essay in the 1968 Director of Studies Essay Competition)

The course of history has depended since
time began on man’s essential desire to sur-
vive and the fates of war. War, according
to Clausewitz, is a ‘ continuation of policy
by other means,’ but the intensity and variety
of emotions caused in time of war cannot be
depersonalised by clinical definitions. War
causes pain ; suffering ; madness : it
makes men perform feats of courage and
bravery that in any other medium would be
acts of suicide ; it makes men feel the worth
of true comradeship ; finally, it extends the
universal experience of man, and new ex-
perience is conveyed in art in new ways.
Wilfred Owen was one of those poets whose
intellect was impressed indelibly with the
extraordinary horror of a war of a type man
had never before experienced. And the
existing structure of poetry could not contain
the violence of his new experience. In Owen
we see clearly how old values and long-held
beliefs can be shattered by new experience,
and in a study of the development of his
verse from the pseudo-Keatsian, to poems
like ¢ Strange Meeting,” we can see also the
development of man’s universal conscious-
ness during this traumatic period.

Wilfred Owen’s pre-war poetic develop-
ment was typically * Georgian.” Born at Plas
Wilmot, Oswestry in 1893, he matriculated
at London University in 1910. Keats was the
poet who inspired him most and this
extract from a sonnet called, ‘Written in a
Wood, September 1910,” shows how heavily
he draws on Keats’s style.

‘Full ninety autumns hath this ancient beech

Helped with its myriad leafy tongues to swell

The dirges of the deep-toned western gale,

And ninety times hath all its power of speech

Been stricken dumb, at sound of winters’
yell &0 38

Owen never entirely rid himself of his
mock-Keatsian diction, and it was this, that
provoked Yeats to scorn him as being * all
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dirt, blood and sucked sugar-stick,” and a
poet who ‘calls poets * bards,” a girl a
“ maid,” and talks about Titanic wars.’

Some of Owen’s early poetry was bright
and colourful —

‘ This is more like the aureoles of Aurora,
The leaves of flames, the flame of her
corona,’
but as yet he did not have a true perception
of life’s values, and his poetry lacked accord-
ingly an individual passion.

The outbreak of war saw Owen in France,
with a teaching job near Bordeaux. There the
realism of war failed to reach him and his
verse still lacks the body and strength that
will come only with his active participation
in the holocaust.

In 1915 he returned to England and joined
the Artists’ Rifles, and in January 1917 he
was assigned to the Manchester Regiment,
then on the Somme Front. On his landing in
France he wrote home, * There is a fine heroic
feeling about being in France, and I am in
perfect spirits.” In less than three weeks his
attitude underwent a dramatic change. ‘They
want to call No Man’s Land “ England ”
because we keep supremacy there. It is like

the eternal place of gnashing of teeth . ... It
is pockmarked like a body of foulest disease,
and its odour is the breath of cancer . . .. The

people of England needn’t hope. They must
agitate.” Already we see an attitude being
born out of real experience. And the harsh
winter of 1916-17, coupled with the sub-
jection of those on the front to intense
shelling and intense mental and physical
suffering, matured Owen. He began now to
discern real values and was confronted with
the human being in its basic state as ‘ a bare
forked animal.’

On June 6, 1917, however, his nerves
shattered, he was sent back to England and
for four months he was at Craiglockhart
War Hospital, where he met Siegfried



Sassoon. Sassoon stimulated him  towards
writing with a compassionate and challenging
realism * (Sassoon, 1920). On December 31,
Owen wrote to his mother — I go out of this
year a poet, my dear mother, as which I did
not enter it,” Owen now saw the Georgian
movement in its true perspective. He saw
that verse isolated from human concerns was
incapable of dealing with the truth of war,
and Poetry now became for him the ex-
pression of experience rather than the
thoughtless pursuit of ‘ Beauty.’

In August, 1918, he was back in the
trenches and on 4th November, one week be-
fore the Armistice, he was killed helping his
men build a bridge across the Sambre near
Ors. The manner of his death recalls Sas-
soon’s * To Any Dead Officer ’ the last line of
which is, *I wish they’d killed you in a
decent show ’ ; for Owen’s section eventually
crossed the Sambre over an existing bridge
just a few miles up the river.

Owen’s great creative period was from
August 1917 to September 1918 and his first
significant war poem was ‘ Exposure’ in
~ which he employed significantly for the first
time the pararhyme. This device creates
what Blunden calls effects of remoteness,
darkness, emptiness, shock, the last word.’
The words are without poetic associations
and the half-rhymed combinations jangle
harshly on the ear, conveying the essentially
negative experience of war. In this poem
Owen also reveals his ability to express often
in one word, an intense feeling or a complete
human condition.

* Watching, we hear the mad gusts tugging
on the wire,

like the twitching agonies of men among
its brambles.

Northward, incessantly, the flickering
gunnery rumbles,

Far off, like a dull rumour of some other
war.

What are we doing here ?°’

The verse is stripped to stark elements. All
the senses are sharpened in the first line when
sight and hearing are brought into play.
‘Mad ’ is a small word physically, but is full
of powerful associations. This, after all, is
a second hell — there seems to be no ex-
planation for these °gusts.’ ‘Tugging,’
‘ twitching,” and °flickering > all echo each
other and express a similar kind of spas-

modic movement. At the same time the
atmosphere is given a dream-like, unreal
quality — using men suffering agony ‘among
the brambles of the wire * as a simile for the
wind seems unforced and natural. It is part
of the success of the poet that such a simile
does not appear incongruent. The * flickering
gunnery ’ from ‘ far off ’ takes the physical
action of the war away from the narrator and
his men. It all seems so unreal, that the
question, * What are we doing here ?° is
inevitable, yet pathetic because of its in-
evitability.

‘ Exposure ’ marks an abrupt transform-
ation of Owen’s technique — no longer is he
just the observer. As a participant in the full
horror of the war, he seeks some meaning for
his own and others’ suffering, and it is not in
Christianity that he finds a refuge. The
position of Christ and the Church in the war,
was one of the main themes of Owen’s
poetry. In ‘ Anthem for Doomed Youth’
he compares the traditional Christian burial
with the burial of  those who die as cattle.’
The Christian ritual of burial is represented
by  passing-bells,” *orisons,” * prayers,’
“bells,” “choirs,” ‘candles,” ‘poll,” ‘flowers.’
These are the traditional commemoratives
of death. Yet death in war is nothing like that
and Owen balances these images with the
harshness and cruelty, the ¢ ungodliness’ of
war where the only choirs of mourning are
‘The shrill, demented choirs of wailing
shells ” and the ‘ passing-bells * are heard in
the “ monstrous anger of the guns.” Owen
felt that the Church had lost contact with the
very reality it was called upon to interpret.
A letter of Owen’s from hospital on the
Somme in 1917 is very revealing. ‘ One of
Christ’s essential commands was : Passivity
at any price ! Suffer dishonour and disgrace,
but never resort to arms. Be bullied, be
outraged, be killed : but do not kill. It may
be a chimerical and an ignominious principle
but there it is. It can only be ignored, and I
think pulpit professionals are ignoring it very
skilfully indeed . . . .. And am I not myself a
conscientious objector with a very seared
conscience ? Christ is literally in ‘ no man’s
land.” There men often hear his voice :
¢ Greater love hath no man than this, that a
man lay down his life for a friend. Is it spoken
in English only and French ? 1 do not
believe so. Thus you see how pure Christian-
ity will not fit in with pure patriotism.’
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The ineffectuality of the Church is ex-
pressed clearly in ‘ Le Christianisme ’* :

‘ So the Church Christ was hit and buried
Under its rubbish and its rubble.

In cellars, packed-up saints lie serried,
Well out of hearing of our trouble.’

Owen identified the sufferings of his men
with the passion of Christ and the key to his
philosophy is contained in these two lines
from, ¢ At a Calvary near the Ancre’ :

‘ But they who love the greater love
Lay down their life : they do not hate.’

He found in the trenches and on the battle-
field a ‘ love ’ that transcended far the sexual
love between man and woman. The battle-
field was the cause of unexpected revelations,
and in ‘ Apologia Pro Poemate meo’ he
explores this further :

‘I, too, saw God through mud, —

The mud that cracked on cheéks when
wretches smiled,” — and the great change in
his aesthetic sensibilities can be seen in :

‘I have perceived much beauty

In the hoarse oaths that kept our courage
straight ;

Heard music in the silentness of duty ;

Found peace where shell-storms sprouted
reddest spate.’

Love was, ‘ not the binding of fair lips

With the soft silk of eyes that look and long

But bound with war’s hard wire whose
stakes are strong :

Bound with the bandages of the arm that
drips :

Knit in the webbing of the rifle-throng.’

In °Strange Meeting’ Owen uses as the
basis of the plot, Sassoon’s poem, ° The
Rear-Guard,” but he develops themes that
are much more profound than Sassoon’s.
The pursuit of beauty is no longer possible
in this world. The poet must speak of ‘ the
truth untold > — the pity, the violence the
suffering. When men ° boil bloody,” the poet
must cease hankering after an intangible
‘ beauty.” His function must become more
broadly social, less personal or aesthetic.
At the end of the poem the common bond of
humanity is stressed,

‘I am the enemy you killed, my friend.

I knew you in this dark ; for so you
frowned

Yesterday through me as you jabbed and
killed.
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I parried ; but my hands were loath and
cold.
Let: us SleepROW . oo ot sa sais

Owen was relying in his later poems more
on the universality of the soldiers’ experience
than the strictly personal experience.

This we also see in * Winners,” where the
aspect of voluntary sacrifice for attainable
ends has totally vanished ; now the sacrifice
is of an entirely negative nature, as the bene-
fits of sacrifice are so small and unremarkable
that their sources pass unnoticed by those
who enjoy them. More and more Owen puts
across the image of the soldier as a victim,
not a hero, and the deep disillusionment of
poems like ° Futility > follows logically from
the intensely experiential poems like ¢ The
Sentry,” with its accent on the physical
horror of gassing.

¢ And watch the white eyes writhing in this
face,

His hanging face, like a devil’s sick of sin ;

If you could hear, at every jolt, the blood

Come gargling from the froth-corrupted
lungs.

Bitter as the cud.’

Owen sought to find an explanation for
the horror of the struggle and ° Futility’
expresses just this search. The evil of the war
cannot be reconciled with the creative activity
of the sun or with Christian providence ;
the war seems to be not merely a military
struggle but a struggle between the funda-
mental forces that shape or destroy human
life. The poem, °Futility,” ends with the
desperate.

‘O what made fatuous sunbeams toil
To break earth’s sleep at all ?°

What, Owen is asking, is the point of
developing man to a supposed higher under-
standing when all he does is to destroy him-
self, using methods of barbarity and horror
that are primitive ? ‘ The Show ’ (ibid, p.59)
extends this further. Here Owen describes
the incredible horror of the battlefield :

¢ And saw a sad land, weak with sweats of

death,

Gray, cratered like the moon with hollow
woe,

And pitted with great pocks and scabs of
plagues.’

The soldiers on both sides are depicted as
voracious caterpillar-like creatures °intent
on mire’ :



‘ Those that were gray, of more abundant
spawns,

Ramped on the rest and ate and were eaten.

I saw their bitten backs curve, loop, and
straighten,

I watched those agonies curl, lift, and
flatten.’

The climax of the poem comes when the
poet discovers that he himself has suffered in
this hell, and the ° fresh-severed head ’ is his
own,

‘The Show’ is almost Miltonic — the
description of Chaos and the building of the
bridge over Chaos by Sin and Death in
¢ Paradise Lost’ bears a marked similarity
to this poem. ‘ The Show ’ also seems to be
a prelude to Eliot’s description of the people
in his * Waste Land —

‘ the hooded hordes swarming
Over endless plains, stumbling in cracked
earth’ (* The Waste Land,’ v. 368-69)
— recalls the thin caterpillars crawling over
the ‘sad land, weak with sweats of death.’

* The Show ’ brings out the evil horror of
war in a general aspect. Owen was, however,
vitally concerned in showing how this evil
affected the individual man. ¢ Mental Cases’
is written in Dante’s rhetorical form :

‘*Who are these ? Why sit they here in
twilight ?

Wherefore rock they, purgatorical shad-
ows,

Drooping tongues from jaws that slob
their relish,

Baring teeth that lear like skulls’ teeth
wicked ?”’

Owen condemns those who still approved

the aims and methods of the war. It was, he
says, ‘us who smote them, brother.’

‘ Disabled * describes the suffering of a
young artist who had joined up because
‘ Someone had said he’d look a god in kilts’
and also he had wanted to ‘ please his Meg.’
Now this young man was °legless, sewn
short at elbow,” and the girls who once were
attracted by him ° touch him like some queer
disease.” His attitude had typified that of
British youth at the beginning of the war.

* He thought of jewelled hilts

For daggers in plaid socks ; of smart
salutes ;

And care of arms ; and leave, and pay
arrears,’

and he was * drafted out ” like so many other
‘with drums and cheers.” On his return,
however, the only person to welcome him
was a priest, who ‘ thanked him : and then
inquired about his soul.” The last stanza
brings the tone of the poem right down
to the level of an individual’s personal
suffering — the young man is helpless (he
must ‘ take whatever pity they may dole )
and then comes the pathetic,

* To-night he noticed how the women’s eyes
Passed from him to the strong men that
were whole.’

Thus Owen described the war with its
suffering and tragedy in both personal and
universal sense. He saw the war as the cause
of the breakdown of society’s long-held
values and ethical judgements. The horror
and suffering transcended that of any other
war in human history. Christianity and the
Church could not provide the answer to this
upheaval. Yet Owen did not reject Christ,
for the suffering of Christ on the Cross, he
recognised as being a parallel to the suffering
of the contemporary soldier. The fellowship
of the front line was for Owen a bond of
deeper spiritual significance than any other
form of love.

Owen died at the height of his powers.
Whether or not he would have become a
great peacetime poet had he lived is a matter
for conjecture, but he was certainly trying to
give poetry and the position of the poet in
Society a new and different significance. He
was not ‘concerned with Poetry,” as the
preface to his projected volume of poems
stated. His subject was * War, and the pity of
War ’ and ‘ The Poetry is in the pity.” He felt
that the poet had to be truthful and he saw the
role of the poet to be one of warning to
future generations. ‘ Passive suffering,” says
Yeats, “is not a theme for poetry,” but then
poetry is a reflection of man’s experience and
in time of war high aesthetic standards count
for naught. Owen’s poetry was built on a
foundation of suffering and horror — it is
small surprise that his range was narrow.
When Yeats criticises Owen as being ‘all
blood, dirt and sucked sugar-stick’ he is
forgetting that it took less than two years for
Owen to turn from a mock-Keatsian, typical
Georgian verse manufacturer to the creator
of *Strange Meeting” Technique and
maturity take a long time to develop, and
Owen was not granted that time.
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Dual Spitfire 8 being flown by the author

THE MAKING OF THE FILM

BATTLE OF BRITAIN

by

SQUADRON LEADER D. H. MILLS
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The film of the Battle of Britain, including
the events which led up to it, is due for re-
lease in London in September 1969. It was
originally intended that it would be released
in September 1968, in time for the 50th
Anniversary of the Royal Air Force. Un-
fortunately, however, the proposed backers
of the project lost interest, and it took a year
for new backers to be found.

The producer is Harry Saltzman, well
known for his series of James Bond films,
the co-producer is Benjimin Fisz, who flew
with the Royal Air Force in the war as a
member of a Polish Squadron, and the film
is backed and distributed by United Artists,
an American film company. The director is
Guy Hamilton, who directed at least one of
the James Bond pictures, as well as a number
of other well-known films and he was assisted
as aerial director for most of the flying
sequences by David Bracknell.

The film is based broadly on the book
‘ Narrow Margin,” and the official histories
of the battle. It purports to be completely
unbiased, and to show each side of the story
without frills or embellishment.

The line-up of stars taking part in the film
is most impressive, and most of them take
fairly small parts as mythical Station Com-
manders and Squadron Commanders. For
instance, Kenneth More, plays the part of a
Station Commander, and Michael Caine,
Robert Shaw and Christopher Plummer are
Squadron Commanders. Among the main
characters in the story are Sir Lawrence
Olivier as Lord Dowding and Trevor Howard
as Sir Keith Park. There are also well known
continental actors playing the parts of the
various German Staff Officers and Squadron
Commanders, from Goering downwards.
Apart from the obvious characters mentioned
the film deals with factual history, built
around fictional characters, and all squad-
rons and people manning them are fictional.

The film will last for two and a half hours,
and there will be forty minutes of flying
sequences.

Apart from the studio work done at
Pinewood Studios, airfield locations and sets
were built in Spain, where the German air-
field scenes were shot, Duxford, which had

four different sets built on it, North Weald,
Hawkinge and Bovingdon. Flying also took
place from Debden, Panshanger, Sywell,
Lydd and Montpellier in Southern France.

Model shots were made on the South
Coast, and when I left, a model unit was
scheduled to spend a fortnight or so in Malta,
in search of good weather. We operated for
the most part from Duxford, with some time
spent at Debden and Bovingdon.

The primary camera aircraft was a con-
verted B25 Mitchell, with camera positions
in nose and tail, and also two waist positions.
It is very well equipped, including closed
circuit television, with a play-back facility for
use by the director. Also used extensively for
camera work was an Allouette helicopter,
which had a camera mounted in the port
passenger position. These two aircraft were
used for most of the air to air shots : the
B25 for large formation work, and the heli-
copter for smaller formations and for filming
particular manoeuvres.

The Heinkel IIT bombers, 2-seat Spitfires,
2-seat ME 109, and one Mk 9 Spitfire were
also used to carry cameras at various times.

A total of twelve Spitfires took part in the
film ; this number included two dual Spit-
fires and three belonging to the Royal Air
Force Memorial Flight at Coltishall.

One Spitfire (Mark 2) had in fact taken
part in the Battle of Britain, and until the last
fortnight or so still had the original engine.
This engine gave up eventually, luckily with
no more than a slightly apprehensive pilot
to show for it, and the aircraft has now been
re-engined with a Merlin 35, and will be
added to the Royal Air Force Memorial
Flight fleet in the near future.

There were three Hurricanes comprising
one belonging to Hawker Siddeley, one
belonging to the Royal Air Force Memorial
Flight, and one which had been rebuilt
privately in Canada, and which now belongs
to a Mr Samuelson.

Sixteen Messerschmitt 109s were used,
including one dual aircraft. They are all
Spanish built, and have Merlin engines. Thus,
their nose shape is not quite the same as the
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aircraft used during the actual battle. They
were the newest aircraft in the film, the
Spanish Air Force having used them oper-
ationally until about five years ago.

Two Heinkel IIIs were brought to this
country, but up to twenty were used for the
shots taken in Spain. The Spanish Air Force
still use them operationally.

It had been hoped that the Stuka in the
Henlow museum would be made airworthy,
and in fact the engine was started. But in
spite of only fairly minor work being re-
quired on it, the money was not forthcoming,
and the project was dropped. However, there
is a Stuka shaped ex Proctor, which looks the
part from most angles, and this will no
doubt appear in the film.

It is worth noting that all the ME 109’s,
the two HE III's, one Spitfire 9 and the
Stuka/Proctor were bought by the film
company for the film. The other aircraft were
either hired to the company by private
owners, and the Royal Air Force, or, as in the
case of the Hawker Siddeley Hurricane, and
Rolls Royce Spitfire 14, loaned to the com-

pany.

Other aircraft involved were two static
Hurricanes, several static, and several taxiable
Spitfires, and a large number of full size
static fibre glass models of Hurricanes, Spit-
fires, ME 109’s and Stuka’s for shots of
dispersal scenes.

They also used half scale free fall models
for shots of crashes, and quarter scale radio
controlled models of various types for other
flying sequences. In addition to these aircraft
models were a large number of models of
Chain Radar masts, a French chateau, the
London skyline and other topical items.

Originally there were ten pilots seconded
from the Royal Air Force : the Commanding
Officer, Wing Commander George Elliott,
four Squadron Leaders, and five Flight
Lieutenants, all from Flying Training Com-
mand. However, one member left early on
in the detachment, so for the most part we
were nine pilots strong.

The Royal Air Force Memorial Flight
aircraft were always flown by Coltishall
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pilots, and in addition there was one civilian
pilot employed by the film company, Vivian
Bellamy. He was extremely useful to have,
having been a test pilot at one time, and
knowing the Spitfire very well. He also knew
all the ‘ ins and outs * of civilian flying, and
the Board of Trade rules and how to inter-
pret them.

The ME 109’s and HE III’s were flown, in
the main, by Spanish Air Force pilots, with
some help in Spain from four members of
the Texan organisation known as the * Con-
federate Air Force.” One American, Connie
Edwards, remained and flew the ME 109
throughout the filming in England. We got
on well with the Spaniards, and found them
to be generally very able pilots. They were
led by the Chief Test Pilot of the Espana Air-
craft works at Seville, Commandante Santa
Cruz, an excellent man in all respects.

Four of the Spanish pilots, and the Ameri-
can, checked out in Spitfires, and six of us in
the ME 109.

The Spitfires and Hurricanes were all
initially serviced and refurbished where
necessary, by a firm called Simpson Aviation
Services, of Elstree. They continued to do
second line servicing of the British aircraft
throughout the film, and in fact, are still
involved with servicing the aircraft before
they are returned to their various owners.

First line servicing of the British aircraft
was done by Royal Air Force personnel, all
of whom had volunteered for the job. This
not only included the flying aircraft, but also
the static and taxiing ones. As might have
been expected, there was a very large percent-
age of senior NCOs in their number. They
all worked very hard, and produced excellent
results from old and in some cases, very tired
aircraft.

The Spaniards had their own servicing
team, led by an engineer officer of the Spanish
Air Force. They initially carried out both first
and second line servicing, but as time got
more and more protracted so they gradually
left, and eventually much of the Spanish first
and second line servicing was done by the
Royal Air Force and Simpson Aviation
ground crews.



ME 109

The fact that, once in good flying condition,
the aircraft continued to fly with relatively
little unserviceability, is a great tribute to all
the ground crews involved, especially those
loaned by the Royal Air Force.

I reported to Royal Air Force Debden on
28th April, and met five other pilots, who had
already been there a week, and the other four
who were reporting at the same time as my-
self. We went to Pinewood Studios the next
day, and learned something of the back-
ground to the film, what we were expected
to do, the aircraft we were to fly, and so on.
Flying started on 30th April at Debden.

At this stage we had one dual Mk 8 Spitfire
and two Mk 9 Spitfires. Conversion consisted
of 40 minutes in front of the dual aircraft with
a pilot who had converted the day before in
the back, and consisted of general handling
and three or four circuits. Then a couple of
solo details in Mk 9’s, then formation,
attacks and tail chasing. We continued to
make the odd trip in dual when the Mk 9’s
were not available or full. The weather was
very dull during this period, and I did not
seem to fly much above 700 feet for the first
half dozen sorties.

Two pilots only were cleared
to fly the Hawker Siddeley
. Hurricane, one of whom I
~ volunteered to be. I collected it
from Henlow in early May,
having had a briefing at Duns-
fold on how it worked. So then
we had three Spitfires and one
Hurricane.

We left Debden and operated
from North Weald for about a
week in May, until the Span-
iards arrived at Duxford. At
North Weald a lot of ground
shots were done, with us taxiing
past as background action with
real actors doing the running to
and climbing into the static air-
craft in the foreground. A little
flying in support of this was
involved, but not much.

Finally we got to Duxford
at the end of May, and started
doingupper air work. However,
we had to move back to Debden in early June
while they did a large amount of ground
shooting on various sites built at Duxford.
and some Hurricane flying took place at
Duxford, from a grass strip, at this time.
However, the main flying, large formation
shots, was done from Debden during this
period.

Back to Duxford in late June, and six
Spitfires went off to Hawkinge for the week.
The Hurricanes, and myself stayed at Dux-
ford.

During this build-up period, further re-
furbished Spitfires appeared from Henlow,
most of which initially had overheating
troubles. However, once sorted out, they
kept remarkably serviceable. Also at this
time the Coltishall aircraft came on to the
scene, and so did the Canadian Hurricane.

Generally speaking from then on we were
at Duxford until the aircraft went to Sywell
for filming of grass take offs and landings in
late Septemeber, and got bogged down for a
week. We all moved to Bovingdon at the end
of September.
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In the meantime, after a fortnight of
extremely bad weather at Duxford in early
August, the Spitfires, three ME 109’s and the
camera B25 went for ten days to Montpellier
in the South of France, to film formation
shots in good weather. They did a large
amount of flying there, most pilots getting
25-30 hours during the period, in transit and
filming. Those, like the Hurricane pilots, who
stayed at home hoping to achieve something
with the Hurricanes, ended up doing endless
taxiing at Duxford on non-airworthy Spit-
fires, amid exploding holes in the ground.
Exciting in a way, but not exactly like the
South of France by Spitfire.

Once at Bovingdon, everything got slower
and slower, and more and more half-hearted,
and the dread day came on Friday 11th
October, when all but one of us were told we
were not required back on Monday. Typically
it was a wet, miserable day, so we could not
even make an excuse to have a last ride in a
Spitfire.

The flying was very varied, and in some
instances very exacting. It ranged from
special take off and landing shots, which had
to be positioned in a certain way, formation
take offs and landings in similar conditions,
individual and formation manoeuvres with
the helicopter camera aircraft, to large
formation mix-ups to simulate dog fights
behind the B25 camera aircraft.

All flying exercises were preceded by a
briefing in some detail, of what the airborne
director and cameramen wanted, and this did
not always match up with what was physically
possible. Even when this was pointed out, the
filmers who after all, controlled the money,
tended initially to ride rough shod over our
suggestions, and we would have to go ahead
and try what they wanted. After several
wasted sorties, with perhaps 28 aircraft air-
borne for an hour and a half, they did start
to see reason, and our suggestions were
sought more readily. This, the very bad
weather, the language difficulty with the
Spanish pilots, and some rather poor com-
munication equipment, all added up to a
large number of wasted sorties, and frus-
trations all round.

The method of trying to stage a dog fight

provides an excellent case in point. The idea
was to lead the formation in the B25, using
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the tail camera position. Follow that maybe,
by the two HE III’s in loose formation, and
on perch positions on either side to have a
mixed bag of Spitfires, Hurricanes and ME
109’s, say a dozen on each side. Over and
above this was usually a Spitfire and a ME
109 on a separate perch, whose job it was to
provide foreground action close to the B25
using the various smoke devices with which
they were fitted. Several aircraft in the main
formation, both the HE III’s, and even the
B25, were also fitted with smoke. On the
command ‘Action !’ the two large formations
would converge behind the HE III's, within
camera view of the B25, fan out into indi-
vidual aircraft, weaving and tailchasing,
smoking where they could, and the two
individualists would make a close pass on the
B25, one on the other’s tail. In amongst all
this, one Heinkel would normally smoke and
fail out of the formation. As can be imagined
it now and again got quite exciting in the
middle of this lot, and it was very frustrating
when one saw the rushes to see how un-
exciting it often looked on the screen.

Add to all this, a film director in the B25,
who was impatient for every one to reform
formation as -quickly as possible for it all to
happen again, the B25 pilot knowing that
he was going outside his designated area and
wanting to turn round, a camera man inter-
ested in which way the sun was, HE III’s
which could only go at 160 kts or less, having
to re-form formation, Spanish pilots who
initially were not too happy with speaking
English, or with navigating over a foreign
country, and who did not like their ME 109’s
for manoeuvring at much below 170 kts, and
pretty poor communications, and it is not
surprising that people tended to get a little
despondent now and again.

However, one or two shots they did take
of such formations were spectacular, and
can obviously be used with different cuts,
and different emphasis, time and time again
in the film.

In addition to the large formation filming,
individual formations of Spitfires, Hurricanes
and ME’s were filmed making attacks on
their opposite numbers, from both the B25
and the helicopter and some of these look
very good indeed.



The two seat Spitfires were used in large
formations in the background where they
will not be noticed, as were the Mk 14 and
Mk 19 Spitfires with their rather different
nose and tail shapes. The two seaters also
used to carry camera men who took film of
formations from within, and one of them was
converted to be flown from the back cockpit,
with a camera/mirror combination which
provided film taken through the gunsight.
Some good film was obtained in this way,
and I was lucky enough to do some of this
flying, chasing a smoking ME and attacking
HE III’s ; so can claim to be director and
cameraman of two or three sequences ;
whether they use them in the film remains to
be seen.

Another interesting camera mount was
built into the wing of a Mk 9 Spitfire, in
which the camera watches the pilot as he
flies the aircraft, and searches the sky. ME
109’s appear in the background and flash
past, the aircraft smokes, and the pilot opens
the hood and starts to undo the straps. Not
unnaturally, it is not carried to the logical
conclusion, the final part being from a
mock-up at the studio.

The poor weather was the
biggest bugbear of the whole
film. We were not permitted to
fly in IMC by the Board of
Trade, and not many of us par-
ticularly wanted to, with some
of the older and more unreliable
instruments. For historical acc-
uracy all filming had to be done
in sunlight, if possible, with
white fluffy cumulus cloud
about. There was very little of
either this summer and we
waited endlessly at all the places
we operated from, in varying
degrees of comfort, for a miracle
to happen, and seldom did it.
Even on perfectly flyable days
by any other standard we often
could not fly, because the
weather, or light was not just
right. This, and the fact that
continuation training was pract-
ically non-existent because of
the cost to the Company, were
among the biggest morale
drainers of the detachment.

To say that [ am delighted and thankful
for having been given the opportunity to fly
Spitfires and Hurricanes, is a thorough
understatement. I cannot remember, in
3,000 hours of flying, enjoying any type of
aircraft as much as the Spitfire, very closely
followed by the Hurricane.

I was thankful that there was a dual Spitfire
available for the familiarisation sortie, be-
cause it was rather a surprise to have all that
noise, rather rough sounding noise after a
Jet Provost or a Chipmunk, not to be able to
see well for landing, and to find such sensitive
elevators. However, after forty minutes I was
very happy to go off, in poorish weather, in
the Mk 9, which I enjoyed very much. But
the aircraft I liked best of all is a Mk 5 now
belonging to the Shuttleworth Trust, which
is a delight to fly, being lighter than the Mk 9
and better harmonised on the controls. I
cannot imagine a nicer pure flying aeroplane.

The Hurricane | flew from scratch, and
found very comfortable, but not as cleancut
on the controls as the Spitfire. However, it
has several good points, being very nice for
general handling, more easily flown ade-

Spitfire 9 - d-ASSD
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A typical * Battle of Britain’ film summer scene
at Duxford

quately by inexperienced pilots, and, of
course, having a wide under-carriage, is
easier to control on the runway after landing.
A bit lacking in performance compared with
the Mk 9 Spitfire, but nearly as good as a
Mk 5. Another delightful aircraft to fly.

I was also lucky enough to fly the ME 109
for one sortie. I would have liked a couple
more, to enable me to assess it better, but it
again seemed a very pleasant aircraft once
one got used to the unusual sports-car type
seating position, non-adjustable rudder ped-
als, seat which had to be adjusted before
flight and the coffin-lid type canopy, which
once shut can hardly be opened from inside.
It does tend to swing about rather, partic-
ularly on take off, because of the narrow
track undercarriage, which is a long way in
front of the centre of gravity. I am told that
this led to a large number of accidents during
the war, and it certainly led to one at Dux-
ford, in which the aircraft swung on landing
and was written off. The pilot, a Spaniard,
was unhurt. In the air, it handled very well
in the rolling plane, not as well as a Spitfire
in the pitching plane, and tended to slip and
skid without the pilot noticing it. This
largely because there is no adjustable rudder
trim on the aircraft. Those with a little more
experience in the type liked it very much.

Although the part of the film we were
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mainly concerned with was the
pure flying of the aircraft, we
did have some opportunity of
seeing something of the filming
on the ground, particularly dur-
ing shots at the various airfield
locations at North Weald and
Duxford. Here, as spectators,
one got the idea of the tre-
mendous amount of organising
which falls on the location man-
ager, who has to organise all
the props, extras, actors, direct-
ors, cameras, camera men,
make-up men, hair-dressers,
carpenters and labourers into
the right places at the right
time, also house and feed them,
and attend to complaints from
local farmers about people on
their land, and local school
teachers about aircraftendlessly
low-flying over the school. Also,
the mixture of organisation and artistic ability
required of the assistant director, who, with
his various assistants, sets the whole scene up
for the director proper. This really becomes
harassing when aircraft are to be taxied as
background to actors playing some scene, with
mock bombs blowing up not far away, and
the one off shot of the Duxford hangar
blowing up and burning down, also not far
away. Add to this vagaries of wind direction,
blowing smoke over the cameras, and the sun
only shining fitfully, and life for everyone
becomes rather hectic, and at times a certain
tartness between directors and others tends
to creep in.

However, once we realised their problems,
and once they realised we were not prepared
to attempt the impossible, or even im-
prudent, at their whim and fancy, we did get
along very well, and found it was a pleasure
to work under conditions so different from
the normal Service ones, and with people
with such a different outlook.

I must finally mention the meticulous
attention to detail in camouflage and mark-
ings of all the aircraft, and the enormous
expense incurred in obtaining or making up
authentic period MT and other vehicles, the
provision of authentic uniforms, including
flying helmets and flying kit generally, and
the creation of airfield dispersals with fibre



glass buildings, turf covered plywood dis-
persal pens, and the full sized fibreglass
models, and, in one case, facade of a French
chateau, I mentioned earlier. All this only
on the airfield dispersals. Far more was done
in the studios and in Spain before we joined
the film, and one can see that all this, with
the immense cost of buying and operating
the large numbers of aircraft involved, adds
up to an extremely expensive film.

I flew 49 hours on Spitfires, 32 on Hurri-
canes, and half an hour on the ME 109, over
a period of nearly six months. Those lucky
enough to go to France achieved about 28
hours more than I did. This flying in itself

Taxying through bombursts -

was great fun, and ample recompense for
long hours of sitting around waiting for
things to happen. But add to it the chance
to see a film of this size being made, to meet
the people making it, including the Spanish
pilots, with whom we got on very well, and
to serve as a member of a 13 UE Spitfire
Hurricane Squadron of tremendous spirit,
in 1968, and one can appreciate what a
marvellous, rewarding and unforgettable
experience it was.

I am assured by those few who have seen
the first rough cutting of the film put to-
gether, that the whole thing is a tremendous
success, and I, for one, am very much looking
forward to seeing it.

- North Weald

Page 143



FARNBOROUGH ’68

To mark the 50th Anniversary of the
Royal Air Force, the 1968 Farnborough
Flying Display began with twenty Jet Prov-
vosts of the Royal Air Force College Cran-
well flying a * figure 50 ° formation overhead
the Show. The formation was led by the
Chief Flying Instructor and the aircraft were
flown by flying instructors of Flying Training
Wing.

This was not the first venture by Cran-
well’s QFIs into the big formation league.
For the Graduation Parade of 93 Entry, the
Commandant authorised an eighteen aircraft
formation forming the number ‘93° over
the parade. Regrettably, because of extensive
low cloud and poor visibility on the day, the
formation was limited in size and number
to a ‘diamond nine.” However, on the
occasion of 94 Entry’s graduation the
weather was marginally better and the
figure © 94 overflew the College at the pre-
scribed time. The plan to fly the * 50 ° was
suggested during the practices for the ‘94’
but it was not until late August that approval
was finally given by Headquarters Training
Command.

Practices began immediately, following
the now standard pattern for two figure

formations. The * 0 led by the Chief Flying
Instructor, flew first, with the critical eyes of
the “5° pilots watching the flypasts. Then,
in turn, the * 5 pilots led by OC ‘A’ Flight,
suffered similar indignities. The next practice
involved both figures flying together with
the whole formation being shaped and
aligned by an observer in a ‘ whip ’ aircraft
flown directly beneath the formation.

Some minor changes proved necessary.
The * 0’ was increased in size, and its sym-
metry improved by the use of ten aircraft
instead of nine ; variations in the style of
the * 5 were also tried as it was found that
the number could be interpreted as an S’
if the top became curved, or as a ‘ 6 if the
tail moved forward. A continental ¢ 5’ with
a swept tail was also tried but later discarded
as it destroyed the balance between the 5
and the *0.” (See picture, opposite) Eventually
the right balance was achieved between the
figures and the formation looked a presentable
figure * 50.” It did involve some difficult flying
however, as "several of the non-standard
formation positions demanded that the pilot’s
concentration be divided between two (or
more) aircraft in order to maintain the correct
positions.

At Lyneham, before the first flypast
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An early practice at Cranwell

The precision timing required for Grad-
uation Parade fly-pasts demands co-ordin-
ation between the lead aircraft and the
Commandant’s ADC on the ground. To
assist in this, the formation flies a holding
pattern until a few seconds before the over-
head time where from the ground a ° tell-
tale’ keeps the formation leader informed
of the progress of the parade via a portable
VHF set. After this, arriving overhead
Farnborough at a specific time seemed
relatively easy.

By now, liaison with Farnbprough was
going ahead and the route from the detach-
ment base at Lyneham to Farnborough had
been evolved. The route produced two
unexpected hitches. Firstly, a holding pattern
could not be used because the formation had
to fly through the London Terminal Area,
and without this flexibility timimg became
more critical. Secondly, the route involved
a right hand turn. This may not seem to be a
particular problem but all practices had
involved left turns. Also a two-figure for-
mation has to separate into its individual
figures for any turns and reform on straight-
ening up. The run into Farnborough was
such that the final roll out was only ten miles

from the airfield. Thus in two minutes the
leader of the “ 5 had to close up to the ‘0’
and the formation had to settle down before
coming within sight of the spectators, at
four miles or so. Another practice was
scheduled.

In the meantime, the CFI was leading a
formation of three aircraft around the route
at Farnborough. This was part of the formal
rehearsal and served to familiarize him with
the run-in and allowed the navigator to work
on his timing problems. The detailed Air
Traffic clearances involved with flying a
formation of twenty aircraft through con-
trolled airspace were also completed.

The fly past was to be performed on the
public days of the Show, namely Friday,
Saturday and Sunday. The plan was to fly
virtually the entire fleet of Mk IV Jet Pro-
vosts to Lyneham on the preceding Thurs-
day. This alone provided Engineering Wing
with something of a headache, but servicing
schedules were re-arranged and overtime put
in by the ground crew. They were all there
on the day — with three spares ! The ground
crew were to follow by Britannia aircraft,
save for a few enthusiasts who flew down in
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They fly by the seats of their pants !

the formation just for the ride. Unfortunately
the weather was a trifle menacing, so the
hoped-for bonus practice did not materialize
as the aircraft had to be flown in sections of
four at five minute intervals.

The twenty-four Jet Provosts provided a
rare sight at Lyneham where excellent
co-operation was received. The Mess was
very full, however, and like Air Support
Command’s poor relations, everyone trudged
off to the Route Hotel where a re-acquaint-
ance was made with the standard Royal Air
Force dormitory. Curiously, this brief en-
counter with communal living was to pro-
vide a fruitful source of humour over the
next three days and an insight into a variety
of different sleeping schedules.

Briefing on the Friday took place in the
passenger lounge at Lyneham. A kindly
met-man explained that the gusty 45 knot
wind might involve a somewhat rough ride.
He was not wrong — it was extremely bumpy
and the formation had to join up in the
middle of a rainstorm. The right hand turn
went satisfactorily and in good visibility the
white tents at Farnborough stood out well.
The formation flew at 2,000 feet and at the
back everyone was working very hard.
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Judging by the whip’s commentary, it
sounded as if each and every aircraft was out
of position right up to the last moment when
he broke away to avoid being seen by the
spectators. However, the man from Cranwell
on the ground said it looked like a 50" !
The winds on the final run in made the for-
mation a few seconds late, but no complaints
were heard. The formation returned as a
50’ to Lyneham, and overflew before
landing.

Having thus attracted some attention there
were many eager applicants for the spare
seats for the fly-past on the Saturday, and in
fact there was a passenger in every aircraft
when the formation set off for Farnborough
that day. Though the wind was almost as
strong as the previous day, there seemed to
be less turbulence directly over Farnborough,
and everyone was quite satisfied with the

~ performance. However, one pilot had a

rather traumatic experience at the crucial
moment when his passenger asked ° When
are we going to close up into the 50 ?°’

The plan for Sunday was to return to
Cranwell direct from Farnborough as long
as the weather permitted the formation to
fly under the Green I airway. Since diversions



are sparse on a Sunday afternoon it was
decided to leave the decision until after the
fly past. This also meant that the ground-
crew had to wait until after the fly past before
boarding the Hercules for their return trip to
Cranwell. As the pilots boarded the coach
for their aircraft, the heavens opened, the
cloudbase came down and the visibility was
reduced to nil. One of the spare aircraft was
despatched as weather check. Fortunately a
favourable report was passed, and as every-
body started up the weather appeared to be
improving. The storm passed as the for-
mation lined up for take-off but it was
heading straight for Farnborough which
meant that the formation would have to

”
“WHEN DO WE INTO

CLOSE

uP

plough through it. It seemed an age getting
through but eventually clear sky appeared
and the formation flew on to Farnborough
in fine weather. The flypast went well and the
formation set heading for Cranwell in high
spirits.

The 50 flew overhead Cranwell before
splitting into separate figures and then

running in to the airfield in two echelons for
the break and landing. The aircraft landed at
3.15 pm and the pilots were seated in No 1
Mess in good time to see themselves on
television at 3.30 pm. In retrospect it was a
good experience, much enjoyed by all those
who took part.
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WHY I'M FOR SPACE
EXPLORATION

by LOUIS J. HALLE

Reprinted by permission of The New Republic © 1968 — Harrison Blaine of New York

There has been life on earth for over
2,000 million years now, and man himself
goes back at least a million. Yet it is less
than a dozen years since this life, developing
and proliferating for so long, has at last
emerged from our planet’s atmospheric
envelope into outer space. A scholar of a
million years hence, wherever in the universe
he is, may well regard the middle of our
century as the turning point in the career of
earthly life and, specifically, of our own
species. I am, therefore, puzzled to find a
marked lack of enthusiasm among my
acquaintances at the prospect of man’s
liberation from this earthly prison.

What is the explanation ?

There are those who want the resources
now allocated to the exploration of space to
be used for the support of more immediate
and mundane causes. It is hard to argue with
them except to the extent that there are
grounds for doubting that what was saved
on the space programmes would in fact
become available to feed, say the hungry of
India. (Since the vast governmental spending
that goes with a war economy has proved to
be an essential element in our economic
prosperity, a more practicable proposal might
be that we should reduce the occasions for
war spending and allocate what was saved
to space exploration). My impression, how-
ever, is that many are moved by a spiritual
horror, deep-seated but unacknowledged, at
the notion of even looking beyond our
familiar planet, let alone leaving it.

Traditional religious beliefs are threatened
by any vivid recognition of how small our
planet is in a cosmos of thousands of millions
of galaxies, each with thousands of millions
of suns, many of which must have planets
like ours, the whole spread over a distance
that a beam of light, travelling at 186,000
miles per second, would take several thousand
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million years to traverse. For some there is
simply the child’s fear of leaving, even in
imagination, what is after all home — be it
ever so humble. But I myself do not feel as
attached as they do to this increasingly
cluttered and polluted planet. I regard it as
too small, and its prospects as a habitable
environment for the long future worry me.
Sometimes, when I have horrors of what
may be, I find relief as Logal Pearsall Smith
did when the world was too much with him :
“1....think of space, and the unimportance
in its unmeasured vastness of our toy solar
system ; I lose myself in speculations on
eternity, reflecting how, at the best, human
life, on this minute and perishable planet is
but a mock episode, as brief as a dream.’

However, my enthusiasm for man’s historic
emergence into space has a more solid
foundation. I suffer from intellectual claus-
trophobia. I feel like Chuangtzu’s frog in a
well, denied knowledge of the great world
outside.

To change the figure, imagine some
creature of lively intelligence confined to the
lowest depths of the oceans, where the light
of the sun never penetrates. Although it
combined the curiosity of a Socrates with the
mind of an Einstein, its confinement to an
environment so limited would exclude it
from the possibility of gaining the least notion
of the real universe to which it belonged. It
could not know as we know that there is
more to that universe than salt water and a
darkness relieved, at best, by phosphor-
escent gleams. It could not know that miles
above there were sunlight and air, mountains
tipped with snow, days alternating with starry
nights. It could not know that the ocean was,
together with land, merely the surface of one
among countless spheres errant in space.
From the remains of organic decay that sank
to its level it might hypothecate the existence
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of life far above, as we have in the past
drawn conclusions from the cosmic rays that
penetrate our atmosphere to reach us. Still,
the ontological speculations of even the most
brilliantly endowed philosophical mind, con-
fined to such an environment, would be
fruitless and absurd. Any logical order that it
formulated to explain being would be so
pitiful in the limitations of its scope that
such creatures as ourselves, relatively godlike
by virtue of our larger world, might properly
be moved to tears or laughter.

Imagine this submarine species, now, be-
ginning to make technological progress that
enables it to explore ever higher reaches of
its environment in craft that maintain the
pressure of its native deeps. Eventually it rises
to the surface of the sea and begins the dis-
covery of a world that it could not even have
begun to imagine in the confines from which
it has at last been released. Surely we men are
in that position. Until recently we thought
our earth constituted virtually the whole of
the cosmos, of which it was the centre. In the
last 300 years, however, we have begun the
discovery of a universe that earlier hominids
had not even imagined. Of course this
process has been upsetting of traditional
convictions. We can no longer believe that
God sits “ up there ’ in the sky, as the deep-
sea philosopher might find he could no longer
believe in a God who dwells in eternal dark-
ness, breathing salt water, after he has seen
what a universe there was above the surface
of the sea. But loss of the certainty that goes
with ignorance is the price that must be paid
for progress toward whatever the ultimate
truth may be. The loss of darkness is the
price of light. If we had not been willing to
pay this price in the past we might still be
offering human sacrifices to this or that Baal.

Now that we know there must be millions
of millions of other planets like ours circling
other suns in the far realms of space, it has
at last become implausible that we men are
the only seif-consciously intelligent creatures
in the cosmos. Think what possibilities this
alone implies as we extend our knowledge
into these realms !

It is true that Einstein’s theory of relativity
sets bounds to such converse as we might
otherwise have with our kind elsewhere in
space. Since a message cannot travel faster

than the speed of light, it would take ten
years to get one (by radio) to our nearest
neighbour among the stars, and we would
have to wait a minimum of twenty for the
reply. We could not expect an answer from
the nearest galaxy in less than four million
years.

Relativity appears to set the same limit to
the speed with which any spaceship could
travel out from the earth. If it could attain
the speed of light, a stay-at-home observer
watching it through a telescope would see
it disappear at that point — for the greater
its speed (relative to him) the less its apparent
volume, which would reach zero when it
reached the speed of light. (As an object
approaches the speed of light its volume
approaches zero, its mass approaches in-
finity, and its constantly retarded time
approaches the stopping point). Therefore
it, too, limited to the speed of light, would
take millions of years to the nearest galaxy.

What is fundamental to relativity, however,
is that the speed of light is constant from the
point of view of any observer, whatever his
state of motion relative to other objects in
the universe. To -an observer on earth, a
spaceship travelling away from it at 93,000
miles per second would be travelling at fifty
per cent of the speed of light ; but to the
occupant of the spaceship it would be
motionless relative to the light. It would be
travelling at O per cent of the speed of the
light, which would be streaming past it at
186,000 mps, and what the passenger would
see was the earth moving away from himself
and his motionless ship at 93,000 mps. As
the speed with which earth and spaceship
receded from each other approached that of
light, the spaceship would approach the
point of disappearance in the view of the
observer on earth, but it would be the earth
that was approaching the point of dis-
appearance in the view of the passenger in
the spaceship, who would experience no
reduction in his own volume at all.

From his own point of view, the passenger
in the spaceship, no matter how fast he
appears to be going to the observer on earth,
can always fire a propelling rocket and
thereby increase his speed — and even when
he has done so he will still find himself
travelling at 0 per cent of the speed of light,
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so that he has come no closer to any limit
on how much faster he can go. Long after
he has reached the speed of light and dis-
appeared, from the point of view of the
observer on earth, he can still go faster.

Here, however, I am leaving out a possible
problem, that of accelerating the spaceship,
because, if it has attained such a high velocity
relative to the entire universe of stars that the
stellar masses are moving past it at a speed
approaching that of light, any further ac-
celeration might produce gravitational effects
that would reduce its volume toward the
vanishing point — or such acceleration
would prove virtually impossible because,
as the ship’s volume approached zero, its
mass (which resists acceleration) would
approach infinity. Concurrently, however,
time would be slowing down toward the
stopping point for the passenger, who would
be aging so slowly as to approach immor-
tality. The millions of years it might take
him to reach the galaxy according to the
clock of an observer on earth might, then,
be only days or weeks according to his own
clock.

The disputation of the scientists shows that
all these matters are still uncertain, from
which it follows that we don’t really know
that the first space traveller we sent out to a
neighbouring galaxy would not be able to
make it well within his lifetime — even
though it should take him millions of years
by our own calendar.

Relativity has abolished absolute dis-
tances and absolute intervals of time. Its only
remaining absolute is the constant velocity
of light, which sets a limit to communication
and, supposedly, to the speed of passenger
travel. But 186,000 miles per second is, itself
not a fixed amount, since the length of a mile
and the duration of a second are not fixed.
Imagine an observer on earth who sees two
spaceships pass each other travelling in

opposite directions, each at a speed of

180,000 mps according to his measurements.
For him, their speed relative to each other
is 360,000 mps, almost twice that of light.
But an observer in either ship sees the other
passing at less than 186,000 mps, this being
the limit of speed at which any object can
travel relative to any observer, according to
that observer’s own measurements. This
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relativity of speed limits allows one to believe
that, even though we could not send an
electromagnetic signal to our nearest neigh-
bour among the galaxies in less than two
million years of our earthly time, we might
send a messenger in a great deal less of his
own time as an individual.

Today, I understand, there would be a
problem of finding enough energy on earth
to accelerate a spaceship up to the speeds I
have been referring to. There are, however,
such things as antiparticles, and when a
particle collides with a corresponding anti-
particle all the mass of both is converted into
energy at the rate defined by Einstein’s
formula, E = mc2, where m is the mass and
c2 is the enormous quantity that one gets
when one multiplies the speed of light by
itself — in other words, a prodigious amount
of energy from a minuscule parcel of matter.
Apparently the problem of energy for ac-
celeration will be solved, then, if physicists
ever learn how to construct antimatter in
quantity.

Life, as we know it within the terms of our
earthly prison, makes no ultimate sense that
we can discover ; but I cannot, myself,
escape the conviction that, in terms of a
larger knowledge than is accessible to us
today, it does make such sense. Our position
is simply that of the intelligent creatures
confined to the ocean deeps. Now, however,
that we are at last beginning to escape from
our native confines, there is no telling what
light we may find in the larger universe to
dissipate the darkness of our minds. There is
also the possibility that we may begin to
populate new planets as, after 1492, we began
to populate a new continent. Suddenly man’s
future seems boundless.

Of course we don’t know what space
exploration might lead to, or even whether it
can come to anything at all. Would such
uncertainty, however, provide a sufficient
argument to justify the fish in remaining at
the bottom of the ocean, once they had
acquired the means to rise above it ? I can
imagine the debate that might go on in a
deep-sea society between the traditionalists
and the adventurous, but to me it is clear
which side would represent progress and the
hope of the future.



WEEPING WOMAN ANSWERS

I am no philosopher for wit I have no tongue
But you who stand with your gun in hand
Must say where I was wrong

Was love wrong on open nights beneath the spangled sky
To raise from dust and panderjlust
To dreams as years go by

No son have I though years ago a child played at my side
His flag unfurled he shook the world
And battled for your pride

And for his memory a stone is all you give me now
To share his hurt and curse the dirt
Of you who brought him down.

DREAM

Taking a step beyond the world to where there was no sun,
I wandered with the shadows and the myriad ghosts of time,
Watching the feeble-minded, afraid to break the bounds
To explore the hidden depths within the mystery of the mind.
Me and what is mine. 1 and where I shall be.
Tomorrow is the lie, the vague confusion generalised,
So it never has a meaning and never does exist.
We walk together hand-in-hand, Horatio, the sceptic,
I, the faithless, treading stars in this fruitless search
To make the meaning of the meaning clear.
It is not counting petals consolidates the truth.
That makes distinction of the black from white
Black as pot I made me, white as snow I wash me
And hang me up to die —
While in between these shades of death

The colours of kaleidoscopes fix somewhere far beyond my night.

J. B. S. Hilton
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PARADISE 1968 —
S. G. Appleton

To be alone is to feel self

Naked, uninspired, positively stripped
Bare,

Where Polar winds whine like the wild
Coyote:

A vast icefield, white, dense,

Where a single object moans

Screaming to an empty God.
Nothing exists

But the man and the cold icefield.

Now I see the unseeing love

As the white shaft, the prick of light
That mocks the deep sightlessness
Of the long black tunnel.

Azure roads and turquoise cars,
Humming wires, neon-screaming bars
Swelling people in the teeming yellow streets;
A stumbling crowd stamping
Half-smoked cigarettes —

Vivid

Yet formless,

This crowd

Makes
An ambiguity of existence,
When only the blind man sees.

Beware the way of Adam’s love,
The blind man cries :
(The head rolls on an anguished pier,
Sinking deep into sun-streaked canvas
Of screaming shapes
Of broken ships
And amputated limbs
Dripping gangrene.
People
Writhing in a churning, lashing sea
Storm-tossed with bold strokes of
Green and yellow —
I am the mad painter.
I feel and see the world or Erewhon.
My prison your prison.
Love and life and isolation are

Welded to deceit).

Here is chaos
The paradise of Lear
The history of the world
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SPORTS AND ACTIVITIES

EDITORIAL

The Summer sporting season was badly
affected at the start by a long spell of wintry
weather. The cricket team were saved to
some extent by the purchase of a set of
covers for the 1st XI pitch. These proved
invaluable in the saving of a number of im-
portant matches. For many sports, however,
the season was shortened.

The cricket team was severely weakened
by the graduation of No 93 Entry and a
number of pre-season injuries. The results,
therefore, did not come up to the usual
expectations of the College.

Other sports, however, provided the College
with a high degree of success in the sporting
field. The swimmers, yet again, provided an
extremely strong team. The swim-boys pro-
duced a winner in every event of the tri-
angular match against Sandhurst and Dart-
mouth. Unfortunately the support they
received did not match their efforts.

It would also be encouraging to hear some
support at the stadium for the athletics team.

Although the athletics team did not produce
outstanding results overall, a number of
individuals turned in excellent preformances.
In the triangular match held at Sandhurst,
the team spirit reached a great level and
eighteen personal bests were recorded by the
College athletes in the one afternoon.

The rowing team gathered a steady harvest
of cups into the College. The results of their
strenuous training were self-evident. The
112 mile row from Oxford to Westminster
Bridge in an attempt to break a long-standing
record was an unusual and very creditable
performance, although the record still stands.

Congratulations are in order for the 22
Nijmegen marchers, all of whom completed
the march in the required time.

The three canoeing crews which took part
in the Devizes to Westminster canoe race
over 125 miles and 77 locks were equal to,
if not better than, many more professional
crews and did the College credit.
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The College was pleased to stage an
evening of sport in the stadium on 5th June
to mark the 50th anniversary of the RAF.
An invitation mile, which included many of
Great Britain’s fastest runners over the dis-
tance, produced a fast time although a sub
four minute mile was not achieved. Another

The Falcons come down to

earth
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event was a soccer match between an RAF
XI and an International XI which produced
a high scoring and entertaining match. The
RAF Falcons parachute team dropped into
the stadium at half-time with immaculate
precision to provide a thrilling interlude for
the pleasingly large crowd.

Fred the Falcon,
Mascot of the
Falcons Free Fall Team
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Walter Wilkinson . . . . . storms home to win the invitation mile

M——w

ATHLETICS

This has been a season of mixed fortune.
The athletics team was not as strong as it
has been in the past two seasons, mainly
because behind the front-line men there was
practically no depth, especially in the field
events.

We won our first ‘warm-up’ match
against City of London School, but then
suffered a heavy defeat at the hands of a
strong Lincolnshire AAA Junior team, but
on this occasion eleven of the best College
athletes could not compete because of other
College calls. A better performance was put
up in a triangular match at Leicester when
we were second to Leicester University and
beat Hull University. From then on the team

developed well and in the inter-college
triangular at Sandhurst, it reached such a
peak that 18 personal best marks — an
astonishing number — were recorded by
College athletes on the one afternoon.
Unfortunately, Sandhurst still succeeded in
winning, though we beat BRNC Dartmouth
comfortably.

This season we decided that, as schools
have an unfair advantage over us in the
throwing events because they use lighter
equipment, we would initiate a 5-sided
fixture here at Cranwell and meet all our
school opposition on one day. This was an
outstanding success, the College defeated
Welbeck, Wintringham G. S. and Kim-
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bolton, but Oakham deservedly won the
match. In our other home fixtures we de-
feated Signals Command, Sheffield and
Nottingham Training Colleges, Lough-
borough  University, Milocarians and
Lincoln AC losing only to Holbeach AC
and Hull University. We lost our away
match with the super-power Loughborough
Colleges, and won the 23 Group Area
Championships at Oakington.

In the new-styled Training Command
Championships at Cosford, the College had
a good number of successes. Bowden won
the 3,000 metres Steeplechase, Wakely was
2nd in the 880 yards, Joyner was 3rd in the
Triple Jump, Clark 3rd in the 1 Mile, Draper
3rd in the Hammer, and Leigh 4th in the
880 yards. As a result of this, six athletes went
through to the RAF Championships where
our outstanding success there was Bowden,
who ran magnificently to take the 3,000
metres Steeplechase title.

Four College records were broken this
season. Draper now holds the new Hammer
record (134ft 10ins), Bowden holds the new
1 and 2 Mile records (4 mins 18.6 secs and
9 mins 24.2 secs) and Taylor, who un-
fortunately could not be released to go to either
the Command or the RAF Championships,
now holds the new Javelin record (183 ft
74ins).

Bowden, Paterson, Taylor and Draper have
all represented the RAF this season.

Thus it has been in many ways a very good
season and the athletics team as a whole
would like to thank Flight Lieutenant D.
Shaw, our guiding officer for the past four
seasons and Sergeant F. Campbell, who has
coached athletes at Cranwell for 8 years, for
the help and encouragement they have given,
and to wish them luck in their new postings.

MODERN PENTATHLON

The Modern Pentathlon team received a
severe blow when four of its members
graduated with No 93 Entry. This meant the
virtual rebuilding of the team around the
two remaining members.

Not surprisingly the early part of the
season did not produce good results, but it
did serve to give experience to those who
were new to the sport. In the RAF Pentathlon
Championships, Halton narrowly beat the
Cranwell team for Ist place, thus taking the
trophy that the College won last year.

The inter-College fixture held at Cranwell
this year was marred by the absence of a
Dartmouth team. However, Sandhurst pro-
duced two teams and were able to defeat the
College.

Page 158

The match against Durham University
was, as always, a good one with the Univer-
sity side winning as expected. In two com-
petitions with Army sides, the College did
rather better. The team was developing well
and against the Army Catering Corps victory
was only a few points away. While at a
Bovington Tetrathlon Invitation the team
got first individual placing and third team
position out of eleven.

It is hoped that this good result will signal
further success. There is now the basis of a
good team but with plenty of room for new
comers to the sport. The target will be to win
the two RAF Championships next season
and enter a team in the British Junior
Championships. If graduation losses can be
overcome by the addition of a member from
every new entry, then Modern Pentathlon
has a promising future at the College.



EQUITATION

" The term started very well with the first
team, consisting of Hamer, Egnaud and
Chapman, winning the Services event in the
University Championships at Melton Mow-
bray. Hamer who captained the team, took
the individual prize.

This success was followed by a very cred-
itable performance at the RAFEA Cham-
pionships held at Cranwell in May when the
same team were placed third. Hamer was
reserve RAF Champion.

In addition to these two events various
matches have been held against several
universities, the results of which were en-
tirely satisfactory. The team were unfortun-
ate, however, in losing two of their members
towards the end of the term.

Towards the end of the term the inter
squadron riding competition for the Jorrock’s
Trophy was held, ‘A’ Squadron, captained
by Flight Cadet Lambert, were placed first,
‘B’ Squadron finished second, ‘C’ Squadron
third, and * D’ Squadron last.

Last term saw a change of stables and a
swap of horses at the Saddle Club. When the
RAF Regiment left West Site, the Saddle
Club took over certain huts for the storage
of hay, and moved into its new premises.
During the term one horse, Sunmint, was sold
and another horse, more suitable for be-
ginners, was bought. This horse, a dapple
grey mare, is appropriately called Astra.

With the graduation of 94 Entry in August,
the Saddle Club loses its captain, Lloyd.
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Although no fixtures have been arranged for
next term, it is hoped to continue with
matches against the universities. Next term

is the beginning of the hunting season and it
is hoped that many cadets will be given the
opportunity to participate in the sport.

TENNIS

The first tennis team had a satisfactory
season. The number and variety of opponents
was severely limited because of cancellations
due to adverse weather. The first team played
thirteen matches, won seven and lost six.
Unfortunately two of last year’s side were
on detachment throughout the season, and
this prevented a most impressive record
being achieved.

Among the most notable successes of the
team were victories against BRNC Dart-
mouth, OIld Cranwellians, Westminster
School and RAF Cranwell (Station).

In the inter-college matches, mixed success
was achieved. Against RMA Sandhurst, in
appalling weather conditions, the team lost
3-6 ; but against BRNC Dartmouth, the
tennis and weather improved, and the team

won 7-2. This last match was the only one
during the season where a full first team was
able to play.

Throughout the season the team was well
led by the captain, McTeer, and vice-captain,
Wrigley.

The second team played nine matches, of
which five were won and four lost. This was
a very creditable record considering there
were six new players for the majority of the
season. The team had good wins over Wel-
beck College, Stamford School and Oundle
School.

With the services of at least six of this
season’s regular players, the standard of
tennis at the College should be high next
year.

CANOEING

=24

This year, the club managed to enter three
college crews for the 1968 125-mile Devizes
to -Westminster canoe race. It was the first
time any of the cadets had entered this race,
and all crews finished.

The fastest college crew (P. V. Harris and
A. Davie) completed the course in 30 hours
30 minutes. A wait of two hours at Tedding-
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ton was necessary because the crew had
arrived too early and found that the tide was
still coming in.

The next crew (M. Davies and P. Burnley)
took 33 hours 5 minutes. This crew fell asleep
in the boat at Henley and decided to stop for
two hours of sleep, but found this difficult
because of the cold.

The third crew (A. W. Chacksfield and
A. H. Mann) took 33 hours 30 minutes.
Their boat received damage and was cap-
sized twice, once by an over-zealous yachts-
man. Because of this damage, a police escort
was provided for the tideway. All three
crews could have done faster times but a
high wind against the outgoing tide resulted
in 5 foot waves on the tideway. This distance
of 18 miles is usually very fast, and took the
average College crew 1} hours in the 1967



race. Under the conditions which prevailed
in the 1968 race, it took, on average, 31
hours.

The support crews worked very well in
keeping crews on or ahead of schedule.
Much credit is due to their efforts, and the
club’s gratitude is extended to them.

After Easter leave, a couple of weeks were
needed to repair the boats, and once back on
the Trent again, training for new members
was immediately started. Training intensified
towards the end of June, and on Saturday
6th July, we met Dartmouth, at Cranwell,

for a long distance and slalom competition.
Cranwell beat Dartmouth by 3 points.

On Saturday 14th July, the Chimay inter-
squadron competition was convincingly won
by ‘C’ Squadron, for the first time. ‘A’
Squadron was second, followed by ‘B’
Squadron and finally * D > Squadron.

It is hoped to start training for the 1969
Devizes to Westminster race many months
in advance, to give maximum training to the
crews, enabling us to make a challenge for
the team prize, which goes to the highest
placed team of four canoes.

GOLF

Although at the beginning of the season
the prospects of the Golf team looked very
bleak owing to the lack of players, it has, as
the results show, been an extremely successful
term’s golfing.

We began the season with a good win over
Loughborough College on our home course
which was followed soon after by an exciting
match against Hull University, in which all
the games finished on the last two holes.
Luck was against us this time however, and
we had to accept our only defeat of the

season. In our next match it was a consider-
able encouragement to receive another win,
on a strange course, just before the critical
Sandhurst game. This match in fact virtually
overshadowed our other games, for although
it was drawn it proved to be the best result
ever recorded by the Cranwell golf team
against Sandhurst. Under adverse con-
ditions the team played extremely well, on a
strange and, in places, difficult course, to put
a fitting end to the season.

Considerable progress has been made on
the nine hole course behind the main college
building, this with an excellent new practice
net has provided ample opportuniiy for the
players to improve their games during the
evenings.

We are sorry to lose, at the end of this term,
our guiding officer Squadron Leader Price.
His experience and playing ability has been
invaluable to team players during his stay at
Cranwell. We wish him every success both on
and off the golf course in his new posting.
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CRICKET

1
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The 1968 season’s results were disappoint-
ing. Of the eighteen matches played, four
were won, ten were lost and four were drawn.

A number of factors contributed to our
lack of success but the main reason was the
inconsistency of the batting. All too often
players who were technically well equipped
to get good scores suffered lapses of con-
centration and got themselves out from rash
and irresponsible shots. Moreover, the bats-
men also frequently allowed the opposing
bowlers to dictate the pattern of play and
some of the strokeplayers became mesmerised
by spin when good footwork, allied to a more
aggressive attitude, could have alleviated
periods of pressure. Our running between
the wickets was also poor. However, num-
erous team changes occasioned by injuries
and loss of form prevented a settled batting
order and this probably contributed to the
lack of understanding in the middle. Basically
though, there was no excuse for the poor
calling or the failure to take quick singles or
make one run into two. In fact the generally
indifferent batsmanship is evidenced by the
fact that only two players, Bates against the
Officers and Page against the MCC scored
fifties.
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By contrast our bowling was generally
effective and Clark’s impressive total of 47
wickets was an accurate reflection of his
ability. Buckland and Ball, the openers, both
bowled well on occasions but the latter
incurred a troublesome ligament injury
which kept him out of the game for nearly
five weeks. Derbyshire was also a casualty
but in his case a cartilage operation prevented
him from playing at all and his genuinely
quick bowling was badly missed. However,
he will be available next season as will
Thomas, a leg spinner, who promises to
develop into an even better player in 1969.

From a match standpoint one of the high-
lights of the season was a hard earned draw
against a near full strength Signals Command
team who went on to win the inter-command
cup. We also had a good game against the
MCC in reply to whose score of 182 we made
176 for 9, going for a win right up to the last
ball. The Sandhurst match provided another
weather bedevilled anti-climax and for the
second consecutive year the game was
abandoned : this time after only a handful
of overs had been bowled.

The Dartmouth match, however, was
completed in near perfect conditions with
our opponents securing a closely contested
four wicket victory. Other matches, not
least the two day match against Stowe
Templars, which we won by three wickets,
provided some interesting cricket. Our big
problem, though, particularly when batting
first was our inability to score enough runs
to give Ball, the skipper, maximum flexi-
bility in the employment of his bowlers. In
fact Waterfall, the second leg spinner in the
side, and Walpita, the off spinner, scarcely
had a bowl all season. The state of the
wickets, allied to the fact that neither of
these bowlers push the ball through, also
contributed to their lack of employment.

Although 1968 was not a vintage season
for the 1st XI, the team, under Ball’s sensible
captaincy, generally maintained a very high



standard in the field in which department
Penney, the wicketkeeper, Bates and Water-
fall were often outstanding. Fortunately six
regular members of this year’s side will be
available in 1969 and they should form the
nucleus of a good side next season.

In addition to Ball, Clark and Walpita,
new Colours were awarded to Bates and
Waterfall who have been appointed Captain
and Vice-Captain respectively for 1969.

Finally our thanks to Squadron Leader
Allerton whose tireless interest and advice
were tested to the full in what must have
been, for him, a frustrating season.

2nd and 3rd XIs

The second XI, in common with the 3rd
XI, enjoyed a season of mixed fortunes. The
constant changing of the Ist XI sadly affected
any consistency in the other two elevens.
However, from the depths of defeat one week
the teams frequently fought hard to achieve
success the next. Typical of the spirit shown
was the last 2nd game of the season when
from 125 for 2, Market Rasen were dis-
missed for 176, to give the College a six run
victory.

The teams were competently led by Moody
and Hooper, both of whom benefited from
Squadron Leader Mason’s inspiring and able
guidance.

JUDO

With the formation of the official RAF
Judo Club (RAF Casuals), Cranwell Judo
Club has already acted as host for the
Casuals in their match against the combined

Boston and Grantham Judo Clubs. One
cadet from the College, Flight Cadet Haigh,
competed for the RAF.

In addition, the combined college and
station team has taken on teams from local
RAF stations, including the strong RAF
Scampton and RAF Stradishall teams.

In the past few months, several more
people have been graded, including the
guiding officer, Squadron Leader D. V. Delap,
from white to orange belt. It is hoped that
over the next few months, several more people
will be graded.

With the advent of winter sports, the club
looks forward to increased membership and
the probability of even more matches than
the previous term.
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FIELD SHOOTING

02

This term, the Society has again been very
active, both with clay-pigeon shooting and,
to a lesser extent, rough shooting.

The Competition between Cranwell, Sand-
hurst and Dartmouth for the Moss Bros
Trophy has now been completed, with some
unexpected results. We visited Sandhurst
and were soundly beaten. Sandhurst then
visited Dartmouth and were in turn well
beaten. Dartmouth finally visited us and we
managed to beat them. Taking the total of
the points from the three matches, Cranwell
were unofficially placed first with Sandhurst
second and Dartmouth third.

It would appear, then, that there is a con-
siderable advantage in being the home team.
Moss Bros have suggested that the Com-
petition might be shot off on neutral territory
at the London School of Shooting ; this, in
future years, would be the fairest method.

A certain amount of rabbit shooting has
taken place at Barkston with the help of an
amiable ferret named Fred ; Fred’s efforts,
it must be admitted, have met with a fair
amount of success.

As the close season draws to its end, the
prospects for the open season are brighter.
Game shooting on our own territory looks
as if it will provide us with some interest,
and efforts are being made to obtain some
permits to shoot for wildfowl on the marshes
around the Wash.

The Society would like to extend its
thanks to the owner of the esteemed Fred,
SAC Morrell. Besides being Fred’s owner,
he is an experienced shooting guide with a
comprehensive  knowledge of Barkston
Heath’s potential as a shooting ground.

ROWING

With the arrival of a number of experi-
enced oarsmen in 97 Entry, the Club began
the year with hopes of possessing a very
fast junior VIII. At once the oarsmen began
a vigorous land training programme and
water training was encouraged by the arrival
of a new shell VIII.

The first fixture was a match at Dart-
mouth against BRNC resulting in a win for
the home crew. In February, three IV’s were
formed and entered in the RAF Head of the
River Race. The College scored a memorable
hat trick by taking the first three places.
Shortly after this, three scullers took 3rd,
4th and 5th places at the RAF Scullers Head.
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The VIII reformed for the Peterborough
Head in which it won the Junior Pennant by
coming 8th overall.



For the first time in many years the College
entered the Tideway Head of River Race.
The crew performed well to gain 185th
position out of 370 crews.

The most adventurous undertaking of the
Club was a 112 mile row from Oxford to
Westminster Bridge. This was an attempt to
beat a 144 year old record. This record still
stands, although the crew of volunteers,
assisted by three support teams of cadets,
completed the course. The attempt was
sponsored by Harp Lager and it received
radio, film and press coverage.

The Club was well represented at the
RAF Regatta at which it won the Open VIII,

Senior IV, Novice Scull and Veteran Scull
events. The College Junior IV rowed again
at Loughborough and lost narrowly in the
final. It is hoped that this crew will be able to
row at Bewdley, Leicester and Derby before
the season closes. :

The Chimay Regatta took place once
again at Newark. The fours races and the
match was won by ‘C’ Squadron, while
* D’ Squadron took the sculling cup.

Colours were awarded to Green, Latten,
Pollard, Scoffham and Timms. We would
like to thank Wing Commander Ellis and
Squadron Leader Clark for their valuable
assistance, particularly in the training of new
oarsmen.

The College VIII Passing through Reading during The Marathon Row
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WATER SKIING
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The first tentative steps to open this
season’s water skiing took place during early
April but the waters of the Trent proved a
little too cold for even the keenest skiers.
It was, however, a good opportunity to give
the boat and engine a run after the winter
lay-up.

The season, so far, has passed extremely
pleasantly with skiing on the River Trent
on Wednesday and weekend afternoons,

weather permitting and even weather not
permitting on one or two occasions. Skills
on water have improved all-round giving us
three fully competent Slalom-skiers, and ten
‘reliables.” Several cadets from outside the
society joined us on some occasions.

This summer leave a group hope to travel
south to Poole in Dorset to camp and ski for
a week. All luxuries will be dispensed with,
except that of water skiing !

The society has now nearly completed its
replacing of old wet suits and hopes to extend
the season into September and October de-
pending on the weather conditions. One or
two plan to ski throughout the winter at
private clubs nearby. It is only this con-
tinuous skiing that can hope to produce
skiers of anything like competition standard.
The club is very limited in this aim since it
possesses none of the equipments such as
Slalom courses and jumps that are all part
of the Water Skiing Championship. However,
plenty of fun and exercise is had by all.
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PARAGLIDING

This year, the paragliding section had its
busiest summer season since its formation.
At the beginning of the summer the College
Society bought a new Para Commander and
harness which allowed the section to use two

parachutes throughout the season. This
meant that more ascents were possible for all
members and, on the better weekends, com-
plete beginners have reached the stage of

making free descents and performing ele-
mentary turning exercises within the two days.

Twelve displays were given during the
summer including displays at RAF Wilden-
wrath’s Open Day, The Hucknall Air Display
and RAF St Athan’s Battle of Britain Day.
The section has also appeared on Blue Peter,
Pathe News and Movietone News. The
money earned from some of these displays
is being used to repay some of cost of the
equipment which the College Society bore
for the section early in the season.

The free-fall course held at Weston-on-
the-Green during August was badly timed
for cadets and only one cadet was able to
attend. He did, however, complete the
course successfully and made ten free-fall
jumps.

Paragliding is growing in popularity and
provides an enjoyable sporting activity for
the participants. -

AEROMODELLING

. The Aeromodelling Section has been
quite active especially in control-line fiying.
Although plans for taking part in outside
competitions had to be temporarily aband-
oned, a few members will be attending the
RAF Model Aircraft Association Cham-
pionships at RAF Hullavington.

MOTOR

During the summer term, visits for mem-
bers of the Motor Club were organised to
Jim Russell’s School of Racing and to the
British Racing Motors factory. The club also
managed to run a bus to the British Grand
Prix at Brand’s Hatch racing circuit on July
20th.

Great interest is being shown in slope
soaring and in fact several slope soaring
gliders are nearing completion. These gliders
will be fitted with radio control. Several
members plan to camp out in Derbyshire in
order to get better slope soaring conditions.

CLUB

In the winter term cadets will again be
able to take advantage of instruction on the
Police Skid-Pan. This instruction, given by
qualified police driving instructors, should
help a great deal in reducing the number of
cadets involved in crashes this winter.
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PHOTOGRAPHIC SOCIETY

The Society is slowly awakening after
several terms of a rather inactive existence.
Several plans for the future have been put
forward and are being studied.

Now that the College darkroom has been
repainted, the Society is now involved in
redesigning it. Eventually it is hoped that we
will be able to replace much of our old and
outdated equipment with modern apparatus

DISTANCE

Since the last period of walking changes
have taken place in the organisation, with
Flight Cadet Kilminster being appointed
Captain and Flight Cadet North Secretary.

In this period there have been three major
events. The first was the Ten Tors Expedition
on Dartmoor for which training took place
from March onwards. Two teams were
entered. Unfortunately the ‘A’ team had to
retire within three Tors of the finish, while
only four members of the other team com-
pleted the course after a last minute dash to
make the line with 30 seconds to spare.

FINE

The Fine Arts section in Building 109 has
recently undergone a facelift, and its facilities
are now better than at any other time during
the past two years.

The Society concentrates at present on
pottery work, aided by its new Guiding
Officer, whose enthusiasm for the subject
promises great things. It is hoped that this
particular aspect of fine arts will draw new
members from the junior entries, and a
healthy attendance is expected in the autumn.
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which can be adapted for colour film pro-
cessing.

Our total membership is now 19 and we
are pleased to welcome new members at any
time, especially from the junior entries. We
would like to thank our guiding officer, Flying
Officer Harrison, for his continued support
and advice.

WALKING

Immediately Ten Tors was over the Nij-
megen Marches took precedence, and a
team of one officer, one NCO and 22
Flight Cadets left the College on the 13th
July to take part in the 100 mile march.

An Ermine Street walk was arranged for
the 6th July. 29 Flight Cadets started out but
only 8 finished. This was due partly to the hot
weather, but mainly to the hot pace set up by
Clarke of 96 ‘A’. who completed the 50 mile
course in a new record time of 8hrs 14mins.

ARTS

Apart from pottery, the section has all the
usual facilities for oil and watercolour work,
modelling in clay, and sketching. Attendance
is on the increase, but a really thriving
society is not expected to appear until after
the summer break.

In addition to work in the studio, the
section supports art week-ends and even
longer courses, sponsored by Kesteven
County Council. Visits are also hoped to be
arranged to museums and galleries in the
vicinity in the not too distant future.



CHRISTIAN

Cadets at the College have always joined
together to share their enthusiasm for a
particular sport, hobby, or way of life, and
this includes the Christian Union. Meetings
are designed so that faith in Christ may be
interestingly, informally, and often humor-
ously, learned and applied.

Among the highlights of the Summer Term
was the visit of Mr. Stuart Briscoe, who
spoke at a Sunday meeting on ° Christian
Victory,” after preaching in the morning in
St. Michael’s. In July Major-General Sir
Robert, and Lady Ewbank visited the college.
After preaching in the morning services, they
showed slides of their recent world tour at a
Union meeting in the afternoon.

Earlier, during June, ten officers and cadets
were fortunate enough to meet the General,

UNION

and officers from fourteen other nations at
the International Conference of Officers’
Christian Unions held in Derbyshire. Christ-
ian Union members are joining a sailing
party organised by the British OCU this
summer.

The Union continues actively to support
the work of missionaries in South America,
much encouraged by the fact that those
members who took part in the 40-mile walk
on Easter Monday raised £111 for the work
of the South American Missionary Society.
The Union also sponsors fortnightly visits
to Rauceby Hospital. For the future, guest
speakers are already organised, and the
pattern of regular Bible discussions and film
evenings will continue.

MOUNTAINEERING

We tried to make the summer season as
busy as possible in order to take full ad-
vantage of the longer days and, more im-
portant, warmer rocks. This was not always
easy because the term was short and there
were many other demands on time. Trans-
port and providing for differing standards
were other problems. Nevertheless the soc-
iety succeeded in visiting all of the old haunts
and several new ones too.

Climbing at Stanage Edge provided a
Wednesday afternoon sport for many mem-
bers when transport was available. Week-end
meets were generally held in North Wales
using Humphrey’s Barn as a base. The
Society combined with other groups for one
week-end in the Lake District where the
climbing is, of course, excellent.

The new areas visited were Froggart Edge,
Whitwick Quarry in Leicestershire and the
crags at Arnscliffe near Harrogate. Of these
three the crags were the most interesting,
possessing routes of high quality and a
grading system of a modesty which astounded
us. Froggart Edge is near Stanage and useful
for providing variety. The nearest climbing
to Cranwell is still in Leicestershire, but
some of the rock is unacceptably loose. To
offset this some very interesting mountain-
eering lectures are held down there. A survey
of quarries close to the College discovered
much fauna but few routes.

During the summer break the Guiding
Officer and several other members are taking
part in the Joint Services Norped Expedition.
Another team is going south to the Maritime
Alps of southern France for two weeks.
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NORPED ’68

On 7th August 21 variously attired and
heavily booted members of the 1968 Norped
expedition met under the echoing vaults of
Newcastle Central Station, each carrying at
least one enormous rucksack. Amongst them
were Flight Cadets G. D. Applegate, C. M.
Davison and T. J. Flinn, fortunate enough
to be chosen as the College representatives
on this annual expedition involving cadets
from Sandhurst, Dartmouth and the Royal
Marine Training Establishment. The leaders
were this year provided by the Army, with
the exception of Flight Lieutenant Murton
— a lecturer in Whittle Hall and the Guiding
Officer of the College Mountaineering Soc-
ety.

Our multi-stage journey to the expedition
base camp on the edge of the Jostedals Breen,
a large ice cap in the heart of Norway, began

R T
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when we boarded the © Jupiter” and set sail
from Newcastle bound for Bergen. The
crossing was smooth, allaying the fears of
the less nautical amongst us, and it provided
an opportunity to meet our fellow mountain-
eers, with whom we were to share some
wonderful experiences during the next four
weeks. Time also to relax and sunbathe on
deck admiring the scenery as the boat made
the coastal passage from Stavangar to Bergen.
Here we began a combination train-bus-
ferry journey inland which was to take
another 14 days. Our first night in Norway
was spent sleeping on the car deck of one of
the many small ferries which ply along the
Norwegian fjords and often provide the
only means of access to isolated hamlets.

Unfortunately the road deteriorated so
much that we were only able to take the bus
— within eight miles of base camp
f{: 4 and whilst some were lucky enough
““ e to get a lift up on the tractor with
the dozens of giant crates contain-
ing the expedition stores, others
were plunged in off the deep end
and plodded their hot and dusty
way up 2000 feet to a pleasant
riverside campsite near a cluster
of small chalets. Several villagers
from further down the valley
brought their animals to this
pasture for the summer months
and our tents were alternately
invaded by goats, cows and horses
during our stay.

et
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For the first two days the entire
resources of manpower were de-
voted to establishing the survey
camp and preparing a base line
for the theodolite readings. We
also had great fun painting large
marks high up on the valley walls
which, we were reliably informed,
would be invaluable to the survey
and would remain for posterity and
future surveyors. Fame indeed !

On the 13th August we split up
into groups of four and went our
separate ways to explore the
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surrounding valleys and peaks and in
particular the vast expanse of glaciers,
icefalls and undulating snow ridges that was
the Jostedals Breen ice-cap. As the Cranwell
members were all in separate groups it is
difficult to correlate their activities over this
period so a general outline must suffice.
Each group carried tents, climbing equipment
including crampons and ice-axes, and rations
for five days in order to be completely self
contained. Many miles were covered and up
to four nights spent on the ice ; a cold and
rather draughty experience. In such con-
ditions we were glad to submerge into our
sleeping bags at about 1900 hours as the
temperature crept down towards freezing
point. The routine also produced such
astonishing rituals as two cadets, cramped
into a small, light-weight bivouac tent,
trying to blow up their Li-Los at the same
time !

The mornings were well worth the effort
of struggling out of a warm bag. I shall
never forget the experience of camping on a
small outcrop of rock in the middle of a vast
area of snow at a height of over 5000 feet.
At 0700 hours we were basking in the sun-
shine in shirt-sleeves and stockinged feet
whilst cooking breakfast and taking in the
breathtaking panorama of peaks and snow-
fields.

It is of interest to note what our rations
consisted of during the expedition. Breakfast
invariably consisted of porridge and having
a Scotsman as group leader ensured that it
was a good ‘ brew.” A few raisins provided
the necessary flavouring and this was washed
down with a mugful of tea. Actually breakfast
on the ice cap one really cold morning
proved to be something of a disaster because
the porridge wouldn’t cook and the tea
wouldn’t boil ! Lunch was always a snack ;
biscuits, jam, cheese, the inevitable Kendal
Mint Cake and perhaps as a special treat a
tin of sardines. For the main evening meal
the primuses roared with renewed vigour to
heat a stew of concentrated meat bar, rice
and dehydrated vegetables; not a very
inspiring meal but one which was both
nourishing and highly palatable after a long,
hard day. Various flavours of meat bar pre-
vented the diet from becoming too mon-
otonous and the self-appointed cooks took
great pride in producing a feast which earned

the unanimous approval of the rest of their
group.

The principal achievement of this phase of
the trip was the ascent by two groups of
Lerdalskipa, highest peak of the Jostedals
Breen at 6900 feet. Two hours of steep
scrambling, high-angled snow and the final,
impressive granite cone gave the reward of a
magnificent view and the feeling of achieve-
ment that can only come from standing on
the summit of a fine mountain.

The groups reunited at base camp on 20th
August where they rested, washed (both
themselves and their laundry) and fought
off hordes of deadly mosquitos, big, four-
engined ones, with which the otherwise very
pleasant site was infested. We were then
faced with the task of packing our rucksacks
with sufficient kit to last us for a ten day trip
to the Hurrungane, a mountain range some
30 miles SE of base camp with many exciting
peaks and an opportunity for the rock gym-
nasts to be in their element. It was on this
occasion that record loads were notched up
as the hungrier members stowed away some-
thing like 25lbs of food each for the trip !

A pleasant bus ride to the Hurrungane
was followed by a fierce 21 mile grind up
1200 feet to our new camp-site by a glacial
lake when the hungry members began to regret
their rash decision ! The weather had re-
mained magnificent, with every day one of
dazzling blue skies and hot sun, and so it
continued as we split up yet again to climb
and explore the magnificent ridges and peaks
that surrounded us.

The first day was a ridge scramble taking
in two minor peaks to get the feel of the rock
but the following morning an early start at
0630 heralded an attempt on the gem of the
Hurrungane, the 8000 feet, Matterhorn-like
Storen Skagastolstind. 4% hours hard climb-
ing saw us relaxing on the summit trying to
identify the maze of ridges and peaks stretch-
ing away on either side. Whilst other mem-
bers watched our progress with some trepi-
dation from the summit of Storen one of the
leaders and myself descended the ridge on the
opposite side and got involved in some rather
technical climbing on an adjacent peak.
Although the sport was exhilarating on firm,
warm granite we heaved a sigh of relief when
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we gained the summit and scrambled along
the ridge with sweeping 2000 feet drops on
either side. We arrived back at camp just as
the sun was sinking behind the mountains
after 12 hours of the most satisfying climbing
I have ever experienced, having traversed the
entire Skagastolstind ridge taking in 5 peaks.

So our time in the Hurrungane passed very
quickly, the keen climbers finding plenty to
occupy themselves on the splendid rock — a

type of granite known as gabbro which is
extremely rough and offers excellent friction,
whilst others walked and scrambled or hiked
to a nearby climbers hut for the sake of a
bath and an open-table supper. The latter is
a Norwegian custom whereby for a fixed
price one can eat as much as appetite will
allow and, in the case of several ravenous
English climbers, this proved to be quite a
tall order.

Flight Cadet Flinn on Dyrangstindel Ridge
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FEAF ’68

‘Members are requested not to entice

monkeys into the mess.” So ran a sentence
in the mess suggestion book at RAF Changi.
A party of eight officer students and three
Flight Cadets had finally arrived at Singapore.
The party was headed by Squadron Leader
Allerton and Flight Lieutenant Hargreaves
and it was the annual Equipment and Sec-
retarial Wing visit to the Far East Air Force.

For two weeks our home was to be Temple
Hill Mess, originally a Royal Artillery mess,
taken over by the RAF, and populated at
present by the Navy as HMS Hermes was in
port. Its dazzling white entrance, oak doors,
and polished brass door hinges, made one
wonder what it must have looked like during
the war when the Japanese used it for other
purposes than was originally intended.

On the morning following our arrival we
visited HQ FEAF and were presented with
lectures ranging from the Command Move-
ments Officer to the Command Accountant.
A particularly interesting talk was given by
the Command Intelligence Officer, who
explained the present complicated situation
in South East Asia and China. After looking
around RAF Changi and seeing what prob-
lems a unit so many miles from the United
Kingdom has, a visit to the Officers’ Club
swimming pool was inevitable.

After a VC 10, a flight in a Belvedere
seemed similar to the transition from a Rolls
Royce to a pre-war Austin Seven. Like the
Austin it was noisy and draughty as we left
RAF Seletar the next day bound for a pin-
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point clearing in the jungle. The jungle was
relatively easy to find, but some very accurate
map-reading was called for to locate our
touch down point. As the Belvedere left us
in the clearing a silent prayer arose with it,
asking for continued guidance for the pilots
map-reading ability, enabling him to find us
again.

The remainder of the day was spent
visiting the Police and Security Flight, the
Fire Section, and Hygiene Section. The
Police dogs provided the main attraction.
We were treated to the spectacle of a partic-
ularly vicious looking Alsatian chasing a man
and inducing him to stop by removing half
of his arm in a mouthful. Fortunately the
man involved was a dog-handler wearing
protective clothing for the demonstration !
The day was rounded off by a short demon-
stration of snake-catching at the Hygiene
Section and an interesting ten minutes spent
trying to decide whether SUO Pettigrew
really could understand what their tame
monkeys were saying.

The week-end provided an opportunity to
visit Singapore City. Side by side stood vast
modern shopping centres and frail, rickety
looking houses, giving the appearance that
modernisation would not win without a
fight. The street markets consisting mainly
of open air ‘ cafes * did a roaring trade with
the natives, although foreigners like our-
selves had first to overcome the strange and

‘powerful aromas, before committing chop

stick to rice bowl.

Following a ferry crossing to the island of
Penang, we proceeded next day by coach
and mountain railway to one of two units
comprising RAF Penang. This was the Air
Defence Centre at Western Hill, 2722 feet
above sea level. The huge radar and vast
amount of equipment had all arrived at the
top of the mountain the same way as we
had — by mountain railway, which seemed
an incredible feat. In the afternoon we
visited the second unit of RAF Penang, which
is the Marine Craft Unit at Glugor. A brief
introductory talk completed, the remainder
of the afternoon was spent aboard one of the
RAF launches travelling along the Penang
coast.

On Wednesday we were due to return once
more to RAF Changi. Before we left however,
we were able to see the Supply Squadron and
Support Unit of the Base. Also a walk through
the hangars enabled us to see the Mirages,
Sabres, and vast servicing back up available
for the unit.

Thursday’s programme was, once more,
a visit to RAF Seletar. This time our hosts
were Nos 389 and 390 Maintenance Units.
For the Equipment students it was of interest
to see what sort of jobs the future may bring
and for the Secretarial students . . . . .. well
it was their first look at a real packing case.
Both of these units were vast and we only had
time to scratch the surface of the supply
world.

Of the three RAF Units on the Island only
RAF Tengah remained for us to visit. On
Friday we had the opportunity to observe
the ‘sharp-end’ of the RAF. No 74 Sqn
invited us to crawl all over their Lightnings,
whilst the Air Traffic Control allowed us to
watch the procedures they use to co-ordinate
the flights on such an active flying unit. At
the Regiment site the Bofors Gun teams
demonstrated their speed and skill which was
not quite emulated by those of us who had
a go ourselves.

The week-end, similar to the previous one
passed rapidly and Monday, our last day in
the Far East had arrived. A visit to the Joint
Services Port Unit commanded by a British
Colonel and a guided tour of the Port area
by an official ended with a trip back to RAF
Changi by launch.

In twenty-four hours we were back at
RAF Lyneham. The mosquitos however,
had the last word. We still had another four
weeks supply of Paludrine tablets to con-
sume at the rate of one a day.

Throughout the visit to the Far East Air
Force everyone was helpful and courteous,
and very often went out of their way to let
us see and question their particular role.
For this we are grateful, and to any person
connected with the organization of our visit
who should pick up this magazine, we
would like to say a sincere ‘thank-you.’
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The ‘Hans Nansen’ Expedition 1968

During April, a party of two officers and
ten flight cadets spent a fortnight in Norway,
at the lodge of Colonel Hans Nansen, an
eminent Norwegian and a nephew of Fridtjof
Nansen, the explorer, scientist and humani-
tarian. The purpose of the expedition was to
give the participants experience in mountain
and snow survival. Those taking part were
Squadron Leader J. H. Copland, Flight
Lieutenant H. MacLean, Under Officer
D. McTeer and Flight Cadets Appleton,
Hodgson, Green, Rogers, Matthews, Mott,
Riley, Remlinger and Stoner.

On Saturday, April 13th, the group left
Newcastle on board MS Blenheim, bound
for Oslo. We were pleasantly surprised when
the party was presented with a box of Easter
eggs from Colonel Nansen. He also greeted
us by radio telephone just as the Norwegian
coastline came into view.

After a voyage of 36 hours, including an
hour’s stop in Kristiansand, MS Blenheim
docked in Oslo early on Monday morning,
and we were greeted by Lieutenant Svendsen,
Colonel Nansen’s assistant. With the help of
bus, van, horse and cart, snow-scooter and
feet, we reached the mountain lodge, built
by Colonel Nansen’s father in 1898, at
Valhoud. The lodge is situated in the Home
Mountains, near Gol, and at a height of
3,000 feet, amidst magnificent scenery.

Tuesday was taken up with a full day’s
skiing, although for some members of the
party, the first steps on skis defied-definition.
However, under the guidance of Lieutenant
Svendsen, the number of falls soon de-
creased. During the ensuing days we
struggled to develop and perfect the tech-
niques of diagonal walking, herring-boning,
traversing and plough-turns. Some time was
devoted to learning and practising the basics
of mountain and snow survival. A snow-cave
was excavated under the supervision of
Lieutenant Svendsen and four members of

the group passed a comfortable night in the
‘Valhoud Hilton’ before mild weather rend-
ered it unsafe for further use. Everyone tried
his hand at constructing snow-shoes from
readily available materials and learned how
to handle the sledge.

The following days were passed practising
and training for the cross-country race in
which our skiing course was to culminate.
The race was part of a competition for the
Norway Cup, presented by Colonel Nansen.
Besides the race the competition involved a
bottle-stretch, a potato race, a quiz on
Norway and general © hut-culture.” Cranwell
emerged victorious and won the Norway
Cup from Bradfield College. The race, held
on Wednesday 24th, involved completing
two laps of a five kilometre cross-country
course, on skis. The individual winner of the
race was Flight Cadet Appleton. The average
time of all the cadets was 56 minutes. On
Wednesday evening, Uncle Hans, as Colonel
Nansen insisted on being called, presented
the prizes for the race and also presented
awards to Flight Cadets Hodgson and
Remlinger for being the best all-round
cadets on the expedition. The Colonel was
presented with an engraved tankard com-
memorating the expedition. A presentation
was also made to Lieutenant Svendsen.

We returned to Oslo and stayed overnight
in a well-appointed military hostel in the
centre. The expedition was undoubtedly a
great success. All who took part gained
valuable knowledge of snow and mountain
survival and learned the basic techniques of
cross-country skiing. Colonel Nansen, whilst
suffering from chronic ill-health owing to
his war-time experiences, was an excellent
host. His talks were interesting and amusing
and at all times he showed himself to be a
confirmed Anglophile, a loyal supporter of
the Royal Air Force in general, and Cranwell
in particular. He is an unforgettable character.
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Sailing on the high Seas

About a month before the start of summer
leave, I was asked by an old school-friend of
mine if I would like to help him sail a boat
across the North Sea. My only previous
sailing venture had ended in dismal failure
when the boat broke down in Yarmouth
harbour before we had even put to sea. I was
therefore a little sceptical about any further
such ventures, but in the end, I decided to
risk it and agreed to meet ‘ Wengen’ in
Bremerhaven, Germany, in early August.

‘ Wengen ’ is an old Danish fishing vessel
which the owner had bought some four years
previously. He had replaced all the rotten
planking and equipped the boat with a new
twenty-five horsepower engine, two stout
wooden masts and a set of sails. She is some
sixty feet long and makes a very comfortable
cruising vessel.

I eventually found ¢ Wengen’ moored at
Cuxhaven, a small port near the mouth of
the Elbe estuary. She had just been cruising
round the Baltic and I arrived to make up
the crew to five for the long voyage across the
North Sea to Hull. The morning after my
arrival included in its agenda a careful study
of the shipping forecast. We had intended to
make for Dan Helder, an island off the
Dutch coast and some thirty hours sailing
away. The bad weather forecast however
caused us to change our plans and we de-
cided to try to reach the island of Heligoland
that evening. Heligoland is only thirty miles
from Cuxhaven but at least it would get us
out of the crowded waters of the Elbe
estuary. When we left Cuxhaven, the sea was
calm and the wind was barely strong enough
to fill the sails. This was to be the last time
the sea was so calm for the next ten days. It
was well after dark when we steamed into
Heligoland harbour after having managed
seven knots in the final hour. The last few
miles had been quite wild with the boat
being bounced about in the rising gale.
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We were destined to remain in Heligoland
for another six days while we waited for the
continuously strong onshore winds to drop.
The deceptive calm of the harbour once
tempted us to set off but once outside the
outer harbour, the boat took a tremendous
buffeting from the heavy seas and we had
gone only two miles in an hour and a half
before we turned back. The two small islands
which make up Heligoland are only six or
seven miles in area and it must be the windiest
holiday resort in Europe. However the beauty
of its cliffs and the attraction of its duty-free
spirits and cigarettes bring ten thousand
tourists a day there during the summer. We
took advantage of our enforced inactivity
to considerably reduce the level of the
alcoholic beverages stock in our bonded
store. We were ably assisted in this task by
the crews of the two or three British boats
marooned in the harbour.

By the end of the sixth day on the island
we were all becoming very keen to get back
to England as our holidays were almost
finished. In fact the crew was now reduced to
four as one member had been forced to fly
back to meet an important engagement at
home. Therefore, a slight improvement in the
weather forecast saw us racing around stock-
ing up for our journey, which was now to be
direct to Hull. We finally got moving at
about four o’clock in the afternoon. The sea
outside the harbour was still quite rough
even though the wind was only Force 5. We
made a fairly steady four or five knots for
the first few hours but the boat soon began
to roll about violently as we beat into the
teeth of the rising gale. I felt quite seasick at
this stage but this soon passed and I felt all
right for the remaining two days. The storm
became quite violent during the night and
we spent the early hours of the morning
trying to dodge the many other ships which
were in the shipping lane off the German
coast. We got a gale warning on the 2 am
shipping forecast about three hours after the
gale arrived ! It blew about Force 8 all



¢ Wengen,” off the English coast

night which greatly tired our small crew.
We were doing watches of four hours on —
four hours off and though twelve hours rest
in twenty-four may seem a lot, I can assure
you that it is not enough after the battering
your body takes in a gale.

Throughout the next day we plodded
along the coast at about four and a half
knots. The wind had dropped a lot but the
sea was still rough although it was slowly
calming down. We passed Den Helder just
before nightfall and set course from there
towards Hull. As we watched the last lights of
land disappearing into the distance it started
to blow a gale once again. This time, there
was no warning on the forecast, even after
the gale had arrived. One would have loved
to lash the weather forecaster to the mast and
ask him if he still thought the wind was only
Force 6. In fact, the gale was even stronger
than the night before and during the night
our jib split into two.

In the morning the wind dropped again
and under clearing skies, * Wengen ’ really

began to move. The sea calmed down a lot
and as we threaded our way through the
oil-rigs, we were averaging more than six
knots even with the engine shut right down.
Our only worries now were the mist, which
might make it difficult to find the Dowsing
light vessel off the Humber and also if we
should make the early morning tide up to
the port of Hull. Just after nightfall, we
sighted the Dowsing light and we were in
fact only a mile off course after a crossing of
nearly a hundred and fifty miles. We then
steamed up the Humber, enjoying the smell
of Grimsby fish docks en route and just
made our dock in the port of Hull before
they shut the gates.

We arrived just as dawn was breaking
over the beautifully still water, a great con-
trast indeed to the previous days. Our re-
maining task of getting three thousand
cigarettes through customs proved expensive
after which we tidied the boat up before
going home for a welcome rest.

B. S. Page.
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KING ROCK 68

This year it was the turn of 97 and 98
entries to undergo the rigours of field and
leadership training in the well loved (never
forgotten) areas around Brilon in the Sauer-
land of Germany. During the four week camp
in September, 98 had the doubtful privilege
of the first fortnight and 97 followed on for
their two weeks.

The exercise was under the overall com-
mand of Squadron Leader Bridges the SRI
and subordinate to him were Squadron
Leader Jane the CPFO (Canoeing and Rock
Climbing) and Flight Lieutenant Avens the
JRI (Field Training). Section executives were
provided by the newly-graduated 94 Entry
and members of 96 Entry. The camp also had
its normal quota of evaluating officers from
Cadet Wing.

Again the exercise was organised in three
sections, comprising field training, canoeing
and Rock-climbing. These three activities
were climaxed by the Escape and Evasion
phase with units from BAOR acting as very
effective enemy.

During field training sections went through
various ordeals which tested their initiative,
leadership ability, stamina, map reading and
compass work as well as first-aid and casualty
evacuation. The first day’s training comprised
an initial 2,000 yard-plus run (The RAF
Regiment mile) which was conducted on a
forest track which was uphill most of the
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way. Following this, the sections were taken
to the area of Rhenegge and had to find a
simulated ‘ ejectee’ in a wood, render first-
aid and remove him to a casualty clearing
point on an improvised stretcher. There then
followed a cross country march to a river
which had to be crossed and the casualty
carried over on his stretcher.

On the second day the cadets tackled a
long Navex to a night bivouac area where
they slept in para-tepees. On this they had to
navigate for three miles using only sketch
maps of the area. Refreshed by their night in
the open, they embarked on the Navex race
cross-country back to base camp. This
covered a distance of about nine miles in
three legs.

As a slight rest from field training, canoe-
ing and rock-climbing were next on the
agenda. Canoeing was once again carried out
on the Eder-see. Here cadets learned the
basic skills required to remain upright in
their slightly unstable craft. The Rock
Climbing was carried out on the Bruch-
hausen near base camp. Knots and lashings
were applied fervently during this two-day
phase and the long abseil was well patronised
as in previous years.

As a culmination of all the sections of
training, the Escape and Evasion exercise was
carried out. Before setting off on their bid
to beat the army all cadets attended lectures



in survival. These included building shelters,
signal and cooking fires, traps, nets and
snares as well as living off the land.

In previous years there have been four
Escape and Evasion exercises per camp.
This year, however, there were only two but
they necessitated longer times as cadets were
only expected to travel by night. Both exer-
cises this year were different in various
aspects. During 98 entry’s, the first night and
day were completed with only a few of the
Directing Staff as enemy. However the object
of this phase was to get the crews to build
evasion shelters which were inspected and
critically assessed before the cadets moved
on to complete the exercise with a real live
Army-type enemy. One other innovation
was a canoe-crossing of the Hemmetal-
sperre near Meschede at night. Needless to
say the normal quota of cadets ended up
‘in the bag’ and only three crews (one of
officers) made it unscathed during 98 entry’s
exercise.

For 97 the formula was slightly different.
Having completed their other training, they
proceeded to Escape and Evade without the
benefit of the first night building evasion
shelters. However an additional feature of
their exercise was the introduction of an
‘ interrogation centre’ whose delights had
to be sampled to be believed. Crews caught
by the Army were taken to this centre and
interrogated by a highly expert, if hastily
arranged, staff for up to three hours. Apart
from this they encountered the normal (by
now) hazards of the canoe-crossing and the
vigilant army.

At the end of another successful King
Rock, both entries, having returned to
Lincolnshire, were agreed on the benefits
and interests of the varied activities en-
countered. Indeed, the success of the exercise
can be measured by the °tallness’ of the
stories still pouring forth from the Junior
Mess in wintry November.

Canoeing on the Eder-See
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Sub-aqua at Lake Lesvasjog

The aim of the expedition was to recover
as much as possible of the Gladiators
wrecked in the Lake in the Norwegian
Campaign of 1940. Preliminary investigation
had shown that there were the wrecks of
four aircraft in varying conditions in varying
depths of water. The Royal Air Force
Museum at Henlow showed great interest in
the expedition and said that they wanted as
many pieces of the aircraft as possible.

All divers carried their own suits, mask,
snorkel and flippers with them and the
aqualungs were carried in the minibus. Since
the minibus arrived five days after the main
party the divers covered a lot of the lake by
snorkel. The water proved to be warmer, on
the surface, than was expected, but visibility
was not as good as expected. It was not
possible to see more than 10 feet vertically
but after diving down it was possible to see
20-25 feet horizontally, and due to the
warmth of the water it was possible to stay
in the water all morning without getting too
cold. The positions of the aircraft were
indicated to us vaguciy by the farmer where
we stayed but this proved to be so vague that
we decided to investigate as much as possible
of the Lake.

On the second day we found the remains
of one aircraft in approximately six feet of
water. This aircraft was very badly damaged
but we removed some panels from it and
found the number N5632 on several panels.
The aircraft had suffered very badly from fire
damage which seemed to be concentrated in
the cockpit area presumably the fire had
caught the petrol tanks. The tail section was

intact but inverted, outboard of the centre
section it was possible to recognise the wings,
the undercarriage and eventually after much
digging in the mud it was possible to find the
engine and propeller. In the general area
there were signs of wreckage and these areas
proved to be very fruitful. Two divers spent
an hour delving in the mud and found various
instruments and many rounds of ammunition
Another diver found what he described as an
almost complete aircraft in a nose down
attitude with the tail in approximately 15 feet
of water. Unfortunately due to the current
in the lake and the poor vertical visibility he
lost the position of the aircraft. We found it
again the next day and this time we had two
divers and the boat in the area, and we man-
aged to mark the aircraft with a dayglo
balloon. That afternoon everyone went
snorkelling on the aircraft. The tail was in
approx. 15 feet of water and the nose was
buried in the mud at approx. 40 feet. The air-
craft structure was, as near as could be
ascertained, complete and in reasonable
condition. Two machine guns, those on the
fuselage, were in position and very badly
corroded, no instruments were to be found,
and the propeller was on the aeroplane Ex-
citement was great that evening and it was
decided to concentrate all our efforts on this
aircraft which proved to be No NS5628.
When the aqualungs arrived we made a
thorough survey of the aircraft and it was
found that the four main fuselage members
were almost eaten through by rust. The rust
had appeared where the fire had broken down
the surface of the metal but the remainder of
the fuselage proved to be in exceptional
condition. The chromium parts were as good
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as new with no rust spots on, the stainless
steel flying wires were excellent, and on
investigation where the structure had been
protected by small pieces of fabric the metal
underneath was as good as new.

We had three MS 9 dinghies with us and
these were attached to either side of the
undercarriage legs and the third was attached
underneath the cockpit. The dinghies were
dragged down to the bottom by the divers
and were restrained by a system of ropes.
When they were all in position we blew them
up using CO02 cylinders. As soon as the gas
rushed into the dinghy (on the port under-
carriage leg) the dinghy burst free of its
restraining ropes and this was followed
shortly afterwards by the one on the star-
board undercarriage, the one on the cockpit
staying firmly in place. The port dinghy
caught on some rough metal and ripped
irreparably. This was a blow to our hopes.
However the dinghy under the cockpit
tilted the aircraft forward even further
forward on to its nose, this gave us hope that
the second dinghy when positioned would
be sufficient to lift the whole aircraft. The fact
that the nose was further into the mud was
later to prove quite a problem.

The rapid inflation rate using C02 bottles
proved to be quite a problem so with the help
of the local plumber and one of our contents
gauges we adapted one of the dinghies so that
we could blow them up using one of the
aqualungs and thus control the rate of in-
flation. Since we now only had two dinghies
we decided to leave one on the cockpit and
attach the second one to the propeller. Since
the aircraft was further nose down in the
mud this meant tunnelling through thick mud
to pass the rope around either side of the
propeller blade. This made interesting work,
head down in four feet of mud with zero
visibility and working by touch only. After
two days of this and only partial success we
decided to look for the engine lifting point
and use that as an attachment point. We let
the mud settle and it took 2-3 minutes to fix
the shackle through the lifting point after
spending two days grovelling in the mud !
Attaching the dinghy presented no problem
and this time the aircraft lifted off the bottom
and floated in a flying attitude for the first
time in 28 years ! Excitement was great. We
towed the floating aircraft from the deep

water and since the attaching ropes were
some six feet in length we could only tow the
aircraft into 12 feet of water before re-
positioning the dinghies. By this time the
date was 18th and time was running short.
We had another two days diving before the
minibus left and the first day was spent
repositioning the dinghies and trying to shift
the aircraft and success was limited in that
we only shifted the aircraft another 20-30
yards. The last days diving was spent in
stripping the flying wires and bracing wires
and the top left hand wing. This was no
trouble, the nuts came off very easily, the
wires came off easily and when we got the
pieces to the shore we found that the nuts
and bolts were as good as new and in some
cases the original grease was still on the bolts.

During our efforts to lift the aircraft we
recovered the tail section. stripped that and
crated it ready for despatch. We also in-
vestigated the lake further up and found a
third aircraft in very badly burned condition.
Again the centre section round the fuselage
was very badly damaged and the engine and
propeller were in position. We recovered two
panels from this wreck which showed the
number to be N5705. According to the book
on the Gladiator this aircraft was on the
second Norwegian Campaign and was left at
Bodo.

After crating the pieces they were loaded
onto a 3 tonner provided by the RNAF and
brought back to UK on the Andover.

All the party were disappointed that the
whole aircraft was not recovered, but the
Museum were very pleased with the pieces
brought back and several of the pieces re-
covered the Museum did not have.

The best results were obtained in the ex-
perience gained by every diver. Very few of
the divers had experience of working under
water, and only one had any experience of
lifting under water. The expedition did some
63 hours under water.

T