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Flying lessons—are 
they difficult?  
 
Some interesting and 
some strange—visitors 
to the museum 
 
 
Test your knowledge of 
TV highlights 

Remembrance Sunday 14th November 2021 Harrington Airfield Memorial. 
The service was once again superbly conducted by the Reverend James 
Watson, and very well attended. This included the Commander of the 
352nd Special Operations Wing USAF , based at RAF Mildenhall, Colonel 
Nathan L. Owendoff. He also presented a wreath and gave a short and most 
welcome address. 
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 EDTORIAL 
 

At the close of 2021 we can look back on the year as one of difficulties, both for the museum and the Tebbutt 
family.   
 

In March we received the sad news that Mrs Vera Tebbutt, joint owner of the museum, had died aged 94 
years.  Vera was a country lady with a tremendous knowledge of rural affairs. She was the younger of two 
girls born at East Norton in Leicestershire, and while a schoolgirl the family moved to a farm at Cold Ashby 
where walking several miles to and from school became the norm. Later the family moved to a farm in Clip-
ston where Vera met and married Bernard Tebbutt in 1950, and eventually they had two sons, Roy and Eric. 
 
Vera and Bernard bought part of the disused RAF Harrington that comprised the hospital site and the former 
operations block, along with a few acres of agricultural land, and developed what became known as Sunny-
vale Farm and Nursery. As Vera and Bernard grew older, they cut back on the farming side of the business, 
selling the animals and concentrating only on growing flowers and vegetables. 
 
In 1987 a group of ex-Carpetbaggers came over from the USA for the dedication of the Carpetbagger Memo-
rial and sometime during this visit it is believed that  Bernard got the idea of creating a museum in the opera-
tions block. So, for the next six years Bernard worked on creating what is now the Carpetbagger Museum. 
This was opened in 1993 by Colonel Robert Fish when he brought another group of Carpetbaggers to Eng-
land to celebrate the 50th anniversary of the formation of their group during world War II. 
 
Bernard passed away in 2004 but Vera continued to run the museum canteen and keep a sharp eye on what 
went on, until she was forced by failing health - around the age of 90 - to hand over to someone else. 
 
And now, at the end of a trying year, Roy is unwell in hospital, awaiting an operation. 
 
After the Covid-enforced lockdown of 2020 we were hoping that the museum would open as normal in 2021, 
but the opening was delayed until the 22nd of May. Roy undertook a lot of preparatory work to make the mu-
seum Covid compliant and wrote guidelines for the volunteers, who soon got into the routine of regularly disin-
fecting the ablutions block and the TV rooms. Visitors didn’t need telling to wear masks, they almost all either 
had one with them or more often than not, were already wearing one. 
 
Visitors were served tea or coffee in a plastic cup, fitted with a lid, and then had to go and sit in the picnic area 
to drink. No one objected to that and it made life easier for whoever was serving in the canteen. 
 
After the further easing of restrictions in July we gradually got back to a nearly normal routine - except we 
couldn’t give guided tours to more than four people at a time, due to social distancing regulations. It didn’t 
really matter that much as we didn’t have enough volunteers to carry out the usual 45 minute tour anyway. 
Visitor numbers were quite good on most weekends and we had the usual coach parties, along with a few 
weekday and evening groups. 
 
Keith Taylor and myself each had only one weekend off between the 22nd of May and the end of October and 
we are very grateful for the help given by Ted Nieszwic, Ken White, Steve Davis, Graham West, Betty West 
and Roy Tebbutt. 
 
How much longer we can carry on remains to be seen, but without new volunteers it will be impossible to pro-
vide the sort of service that we have up to now been able to offer. 
 
Roy was discharged from hospital so that he could spend Christmas at home. He will be readmitted on the 
30th December and expects to have his operation soon. 
 
The chairman of the HAMS, Mr Clive Bassett, the committee and all volunteers wish our readers a Happy 
New Year and hope that wherever you are and whatever you do, 2022 will be kind to you. 
 
Best wishes, 
 
FW. 
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LEARNING TO FLY          SYWELL AERODROME 1980-90            By Keith Taylor 
 
On 17th August 1953 I started work on a farm at Tetsworth in Oxfordshire which I thoroughly enjoyed. I was 
called up for National Service in 1956 but as I was employed in agriculture I was deferred for a limited period. 
 
Then my father intervened and he told me that he had found me a ‘better job’ with a possibility to train to be a 
farm manager. I didn’t want to be a manager, I knew I would never be manager material, unlike my father and 
brother.I am quite happy to take orders. The farm was at Stonely near Kimbolten. I hated it and after working up 
to 10.30pm to finish some ploughing and having to go home to a cottage where I lived alone and cook a meal 
only to be told off for leaving a light on till past midnight. The problem being that electricity was powered by a 
Diesel generator, the last light to be switched off  automatically switched off the engine. 
 
I had had enough, I just packed a case and walked out. Was my Father angry? He was even more angry when I 
told him I was going to join the RAF. 
 
After a few weeks I was summoned to Red Lion Square , Holborn. I passed my medical then after waiting more 
than two hours, I was called into the interview room where I faced a rather elderly RAF officer with John Lennon 
type glasses. I said “Good afternoon Sir”, he just raised an eyebrow for a quick glance at me. He then started 
looking at notes in front of him, then he said “how would the RAF benefit from recruiting you” which took me by 
surprise, to which I answered “I would like to fly sir”. “Mm”, he said, then glancing down at his notes again and 
“what are we planning to fly? he asked. I took an instant dislike to his sarcastic manner and his use of ‘we’. I an-
swered that I had a preference to Transport Aircraft.  Mm, he grunted “so we would be flying Her Majesty’s air-
craft all around the world without a single certificate of education, mm  how very interesting”.  
 
His manner was irritating to say the least. Then came the remark the made me see red. He said ” I see that you 
worked on a farm, I have heard that some Commanding Officers keep pigs to eat all the food waste so I am 
sure that we could find you a job looking after the pigs”.  That was it.! 
 
I stormed out of  his office slamming the door that hard it shook the whitewash off the ceiling which floated down 
like a handful of snow. 
 
So with my planned RAF career dissolving within three minutes, I finished up in the Army. After basic training at 
Oswestry and driving instruction at Rhyl I was posted to 58 Medium Regiment, Royal Artillery, at Menden, in 
Germany, where I drove Leyland Martians  and A.E.C.Matador gun tractors pulling 5.5 inch  guns. 
 
I was demobbed in 1960 and moved to Northampton becoming a lorry driver and retiring in 2003. But I never 
lost my desire to fly. I had my first flight in 1966 in a AUSTER G-AJEB from North Denes airfield, Great Yar-
mouth. My second flight was a year later from Lands End to the Scilly Isles and return in a DH RAPIDE,        
G-AGSH, which now resides at Old Warden painted in B.E.A. colours. Then a flight, again  from Great Yar-
mouth, in a rare CESSNA 170 in 1977. 
 
In 1979 I had a job change and started driving for Swift Transport Services, after a year Swifts asked me if I 
would do the shunting at Fords, Daventry so I said yes. It was hard work but I enjoyed it. Fords had a very good 
canteen and one dinner time I got talking to Graham Wynn who told me that he flew a ROBIN 200/100 aircraft 
out of Sywell and offered me a flight in it, to which I said yes. I had many flights with Graham, the first one was 
4-6-83 in ROBIN, G-BDJN. In all, over the years I flew with Graham about twenty times progressing from the 
ROBIN, then a CESSNA 172  then a AUSTER, G-AJRB.  
 
Then on the 11-3-84 I decided I could afford  (only just) to learn to fly.   

                         Cessna 150                                                                            Cessna 172 
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I had my trial lesson that day in  a CESSNA 150, G-AWUN, my instructor was Roger Stanley who I knew 
quite well through meeting him with Graham. I flew with him on sixteen occasions but later on he left to be-
come a Captain with British Midland Airways. 
I soon found out that flying was the easy bit. The hard bit was to come, that was ground training held in the 
evenings at Sywell. There were eleven subjects, all were sub- divided into smaller sections. 
1.   Air Legislation & Air Navigation Order                          27 sub-sections 
2.   Air Legislation, Air Traffic Rules & Services                28 sub-sections 
3.   Air Navigation                                                                35 sub-sections 
4.   Aviation Meteorology                                                    10 sub-sections 
5.   Principles of Flight                                                         10 sub-sections 
6.   Airframes &  Aero engines                                            13 sub-sections 
7.   Airworthiness certification & maintenance                     6 sub-sections 
8.   Aircraft instruments                                                       10 sub-sections 
9.   Specific aircraft type                                                        5 sub-sections 
10. Fire,First aid & Safety Equipment                                 12 sub-sections 
11. Aeromedical                                                                  37 sub-sections 
 
Aircraft instruments proved to be more complex than I had imagined. For example, in a car the speedome-
ter records the speed you are travelling at, say 30 mph. Not so for an aircraft because there are 5 types of 
speed to consider. 
A.  S.I.= Air Speed Indicator 
1.   I.A.S = Indicated Air Speed (what the instrument shows) but is subject to barometric pressure change 
and ambient temperature. 
2.   C.A.S =Calibrated Air Speed a correction card is adjacent to the A.S.I. 
3.   R.A.S=Rectified Air Speed allowing for the correction of the above. 
4.   T.A.S =True Air Speed, result of both corrections. 
5.   G.S.=Ground Speed, the speed of the aircraft over the ground, this is the easiest  to understand. An 
aircraft flying at 100 mph in zero wind conditions it’s ground speed will be 100 mph. 
Aircraft at 100 mph with 10 mph tailwind, the ground speed will be 90 mph. 
 
There I said it would be easy. Now for the complicated bit. 
Altimeters record the Barometric pressure in millibars calibrated in feet on the instrument. The barometric 
pressure decreases in height. 
The altimeter is calibrated to International Standard Atmospheric Conditions which assume a sea level 
pressure of 1013.2 mb., a sea level temperature of 15c and a lapse rate of 2c per 1000 ft up tp 36,000 ft 
where it is constant. 
On the aircraft air is fed into the A.S.I. from an open-ended Pitot tube (pronounced Peeto) the other is a 
static vent to balance up the reading. 
The altimeter reading is divided into three categories:- 
1.   Q.F.E.=Question Field Elevation 
2.   Q.N.H.=Question Nautical Height 
3.   S.A.S. =Standard Altimeter Setting 
Q. F.E. is the vertical distance between the aircraft and a given datum point, normally the airfield, but if you 
are flying a helicopter it could mean on top of a hospital roof or a tower. This vertical distance is known as 
height. 
Q.N.H. is the vertical distance between the aircraft and the sea level. This vertical distance is known as 
altitude. 
S. A.S. The UK and surrounding seas are divided into thirteen altimeter settings to prevent pilots having to 
continually change the QNH. SAS settings of 1013-2 mb is used above 3000 ft. 
Q. F.E. should always be used for landing. As you approach the airfield the control tower will advise you on 
what runway is in use, also left and right hand circuit and the Q.F.E. Say the Q.F.E. is 998 mb, there is a 
small knob on the altimeter next to a small aperture with the millibars displayed, a bit like the mileage on 
the older car speedometers.    

                                                          
Just turn it until 998 and you will notice  the hands say, showing 1000 ft will now display for example 700 ft. 
 
The famous racing driver Graham Hill was returning to Elstree aerodrome from France at night, (actually 
illegally, as Elstree was closed), and he had friends lighting up the runway with car headlights. He was still 
on Q.N.H. and was about 2 miles away showing 500 ft on the altimeter, which was about the right angle, 
when he ploughed into trees near the top of a hill on Barnet golf course, killing all on board. The hill was 
about 400 ft. above sea level.  



DROPZONE  P AGE  5  

Therefore, his actual height was only about 100ft above the ground and not 500ft. A mistake often made 
by much more experienced pilots than Graham, and usually to their cost. 
 
Another sub-section that I had to work my brain to the bone on was centre of gravity and moment arms. 
What the devil is a moment arm I hear you say? Very simply put, you can balance a foot ruler on your 
finger at the halfway point of  6 inches, but it will only balance at 5 inches if you put a counter weight on 
the short end; that is a moment arm. Also think of the giant tower crane you see on building sites, they 
are lifting several tons on a jib a long way out from the centre of gravity. How? The engineers would have 
worked out  the moment arm and placed several tons of ballast on the opposite end.  
 
Aircraft have to be in balance at all times, so an aircraft can be loaded within its maximum weight while 
on the ground, but once it is in the air, as fuel is consumed, it can become out of balance.     
 
Another problem is carburettor icing. A lot of people, including some misguided pilots, refuse to believe 
that it is possible to suffer carburettor icing in the middle of a boiling hot July afternoon; well it certainly is 
possible. It is nothing to do with the ambient temperature, but all about the humidity and pressure within 
the carburettor  venturi. When the pressure drops in the bends of the venturi the temperature drops also, 
causing ice to form.  
 
A simple way to prove this - and you can try this as you are reading - is to cup your hands over your 
mouth and blow into them as you would on a cold day to warm them up. Now pretend you are going to 
eat a red hot chip straight out of the pan, narrow your lips and blow onto the chip. Your breath, the same 
breath which seconds ago was warm is now cold, all due to the lower pressure. We were instructed at 
Sywell to pull out the carburettor heat control before reducing power, doing so reduced the power by 
about 200 r.p.m. So you had to check that this control was engaged before taking off.    
 
During my time at Sywell I trained on the Beagle Pup, B121. An ideal training aircraft but it did have two 
faults:- 
1. It was low on power, having only a 100 hp Rolls Royce Continental 0-200A engine driving a fixed pitch 
70 inch McCauley propeller. 
2. The curved doors had three fastening points and a red lever to jettison them in an emergency. They 
had a tendency to pop open in flight, as happened to me once. 
 
The RAF picked the B121 as a primary trainer but they ordered a 200 hp RR engine and a sliding cockpit 
canopy, along with a variable pitch propeller, and called  it a Beagle Bulldog.   
 
I normally flew G-BASP or G-AZ but I have also flown Pups, G-ANXL and G-AZCT, Cessna 172, G-
BAEW, a  Harvard T6, B-GHU and Tiger Moth, G-ADIA. I had an interesting experience on the latter. I 
arrived at Sywell on the 12-8-84 where I was met by Paul Smith the C.F.I.,(Chief Flying Instructor ) who 
was well liked by everyone who had met him. He said ‘have you ever flown a Tiger Moth’?  I told him I 
had flown in DE208 from the Shuttleworth Collection, with their Chief Pilot Angus McVitie, and he only let 
me fly straight and level for a few minutes. This was 27-6-82  when Shuttleworth were given special dis-
pensation to carry a single paying passenger,  in a selection of three or four aircraft, to raise money for a 
new hangar. 
 
We took off and  climbed  to 3000ft and Paul asked if I knew  that in a CESSNA 172  you can do gentle 
aileron turns without using the rudder, and told me to try it in the Moth.  I moved the stick to the right but 
nothing much happened, so Paul  told me to move it all the way over.  Suddenly the right wing dropped , 
the nose pointed up and left and I felt a skidding sensation to the left. ‘OK’ said Paul, ‘now try again using 
a little bit of rudder and a bit of back pressure’, and she went round in a turn lovely. Paul said ‘that was 
adverse yaw, I will tell you more about that on the ground’.  
 
Once back on the ground he told me that the Tiger Moth was a pretty old one without FRISE 
(pronounced FREEZ) differential ailerons. On more modern aircraft with FRISE, as one aileron goes 
down say, to 30 degrees, the opposite side only goes up a few degrees, whereas on our Tiggie as one 
aileron went fully down, the opposite one went fully up, virtually trying to turn in  both directions with the 
force pushing the nose up. Paul then said  ‘never ask me what yaw is if you see me in the bar because I 
will say “oh thank you very much, I will have a double Scotch please”. Paul was a great character and we 
were all sorry when he retired , moving to the South Coast so he could enjoy his hobby of sailing. 

 
Continued on page 9 
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Christmas TV quiz questions 

1. In what year did Raymond Briggs’ classic The Snowman first appear on 
TV in the UK? 

2. Which member of The Simpsons family delivered Channel 4’s annual al-
ternative Christmas message in 2004? 

3. Over 30 million people watched EastEnders on Christmas Day 1986 in an 
episode that culminated in Dirty Den handing Angie Watts what? 

4. On Christmas Day 2003, the final Christmas special of which show was 
aired, called Sleepless in Peckham? 

5. In Friends, what character does Ross invent to entertain his son Ben 
when he’s unable to get his hands on a Santa outfit? 

6. The first dedicated Doctor Who Christmas special was broadcast in 2005, 
featuring which actor as the Doctor? 

7. In The Office Christmas specials, we learn that David Brent spent his en-
tire redundancy payment on  funding a cover version recording and video for 
which song? 

8. Carols from King’s College has been a regular fixture of broadcasting on 
radio and TV every Christmas for many, many decades. But where is King’s 
College? 

9. In which decade was the first televised Christmas address from a British 
monarch? BONUS: who gave the address? 

10. In the 1996 Christmas special of The Vicar of Dibley, what is Geraldine 
invited to four of on the same day? 

 

 

 

       The answers to the quiz questions will be found on page 8 but …….. 

No Peeping Yet 
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YOU NEVER KNOW WHO YOU WILL MEET ! 

By Graham West 
 
I joined the museum in August 1995 and was very keen to remember the memories of people I met so, at 
home I jotted down what I remembered and these are some of the results. 
 
The Ancient Aviator 
In August 1996 a sprightly gentleman of 80 came to the museum with his daughter and her family who lived 
at Home Farm, Saddington. He was keen to talk and during our tour he said he finished the war as an acting 
Wing Commander. He flew Mosquitos on the raid against the Gestapo H.Q. in Copenhagen where some 
bombs missed the Shell House building and bounced into a convent, killing and injuring many children and 
Nuns.  He also flew a Dakota on the Market Garden operation towing a Horsa glider, which was not easy as 
it pulled the plane about. He knew the actor Jimmy Edwards who was in another Dakota squadron, no one 
liked him as he was very brash. 
 
After the war he had 2 German prisoners to help with a big garden. One a short stocky labourer type happily 
went off to mow the grass. The other, a tall officer type, was asked to chop some wood for sticks. A few min-
utes later came a knock on the door. The tall German held up different lengths of stick in his hand, “ which 
length of sticks do you want” he asked. An example of German precision. 
 
He was in the Volunteer Reserve in the RAF, and started flying from Sywell in 1936. He claimed to still fly on 
Boxing Day, dropping flour bombs on a target locally. Very difficult to hit he said.  He knew Keith Sumpter 
from Cottingham who was on the ROC post with me. 
He put his squadron numbers in the visitors book but I could not read his name. 
 
That’s My Dad 
In August 2002 one of a party going round called me back to the picture of the British soldier helping to 
dress the agents ready for their missions. He said that’s my father Norman Jefferies, of the Bedfordshire and 
Hertfordshire Regiment, who became a Regimental Sergeant Major. He would not tell his son Paul what he 
did in the War and died at the age of 52. Ron Clarke said that selected soldiers from this Regiment and the 
Essex Regiment would meet agents at the finishing school and look after them until it was time to take off on 
their missions.  Paul said his father felt guilty when his Regiment went to the Far East as many became pris-
oners of the Japanese. 
 
His father was from Bedford and was involved in the Co-Partners Hall used by Glen Miller for rehearsals and 
his father sang 2 songs with the band there. Paul said the photograph of his father was actually taken at 
RAF Tempsford. 
 
The Ghost Hunters 
In the late 1990’s an ex Army officer and his wife spent most of the afternoon at the museum. They both 
practised dowsing using crystals or a builders plum bob to obtain answers. Before buying a new household 
device they each separately used dowsing on a catalogue to ask the question of their guardian angels which 
was best for them to purchase and they said they seldom disagreed. His wife had certain powers and was 
drawn to the mortuary site of the hospital. Whilst there she saw an American nurse moving around and also 
an airman dressed in RAF type flying clothes. They said that the spirits of people killed traumatically, as in a 
crash, cannot move on to another spiritual plane and he and his wife had found a way to release these spir-
its  but he said it was exhausting emotionally.  
 
They claimed to have released some WW2 German  airmen from a plane crash at Chipping Warden and 20 
spirits trapped at the former U.S. airbase at Podington, killed following the collision of two B17’s. They were 
very convincing in their explanations! At home I tried dowsing with a piece of wood on a string and was 
amazed at how it swung either way upon asking a question of it. Quite strange. 
 
Hidden treasure 
French personnel brought back from Occupied France by Dakota, were taken first to the Free French hospi-
tal at Wellingborough (which later became the Railway Club at Broad Green), and on discharge they would 
go to Finedon Hall. French Art treasures were kept in the cellars of the Hall and also in a group of Nissen 
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huts in Harrowen lane, Finedon. They were all under a 24 hour guard. It is rumoured that a secret pas-
sage runs from Finedon Hall to the church graveyard and comes out at a special gravestone. 
 
The Returnee 
In the early 2000’s a smart gentleman came in one afternoon and was given a tour of the museum. As 
it finished he said that he had served at Harrington as the commander of 218 Special Missile Squad-
ron. He was Squadron Leader Colin Burch and was quickly introduced to Roy and Ron. From that 
meeting we obtained much information and photographs about the missiles and Colin’s life in the 
RAF, which are now on display in our fascinating Thor missile trailer. Colin went on to become the 
Training Officer for the North Luffenham complex of four other missile squadrons. 
 
A Second Colin Returns 
Again in the early 2000’s we had a new member from Rothwell, a tall, slim gentleman, Colin Colley-
shaw. He revealed himself to have been the commander of the 25th Maintenance Unit based at Har-
rington from 1947 to 1948. Harrington had become a temporary MU to help handle the massive 
amount of equipment  being moved out of RAF stations,  and the surplus materials from the factories 
at Sywell and Northampton that handled repairs to Wellington and Lancaster bombers. Sometime later 
Colin was interviewed about his RAF career by Radio Northampton presenter Kevin Saddington, who 
was also a member of the museum society. The interview took place on the picnic area outside the 
Operations Block and was being broadcast live with an interval of a few minutes so they could correct 
any gaffes. 
 
I hope these memories prove interesting as we still never know who we will meet at the museum. 
 
 
 
 
 
 
 

    
           Christmas TV answers 

          1. 1982 

          2. Marge Simpson 

          3. Divorce papers 

.         4. Only Fools and Horses 

.         5. The Holiday Armadillo 

.         6. David Tennant 

.         7. If You Don’t Know Me by Now 

.         8. Cambridge 

          9. 1950s (1957) BONUS: Queen Elizabeth II 

.         10. Christmas lunches 
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Continued from page 5 
 
My time at Sywell was coming to an end also I had bought a new car and could not afford both.                   
In 1984 I had flown nearly 7 hours,  
In 1985 about 10 hours,   
In 1986 10 hours 5 minutes 
In 1987 3 hours 25 mins. then a gap of one year. 
Then I flew a G-AZCT with instructor J Whitehead finishing 1990 with 6 hours.  My last flight at Sywell was 
on the 12-10-90 with the new C.F.I Frank McClurg. The CFI thought I was ready to go solo but I declined, I 
just didn’t feel happy about it. 
 
The Northampton School of Flying later moved to Sibson, Peterborough. 
 
I did manage to fly occasionally after that. On the 12-10-91 I flew with a Coventry pilot/instructor Dave Bow-
man  in  a twin engine PIPER AZTEC from Coventry to Shobdon, Herefordshire and return. Then on 10-10-
93 I flew with Dave and Graham from Coventry to Bembridge I.O.W. and return in a Piper PA28 Warrior,   
G-BPMR. After a long gap, on the 6-8-2006 I flew in a glider from Crowland near Spalding and in the late 
afternoon I flew in the TUG aircraft, a Beagle Husky D.5/180 reg G-ASNC, the pilot/instructor was Brian 
Crowhurst a family friend from Wellingborough.  
 
Unfortunately I have not flown since. 
 
But I shall always look back to my Sywell days with affection and I am full of admiration for the patience and 
professionalism of the instructors. 

Beagle Pup 121 Tiger Moth 2   

Harvard T6 Beagle Husky 



Off Lamport Road 
Harrington 

Northamptonshire 
NN6 9PF 

 CARPETBAGGER 
AVIATION MUSEUM 

Phone: 01604 686608 
 

Email: cbaggermuseum@aol.com 

Wer’e on the Web! 
www.

enquiries@harringto
nmuseum.org.uk 

Wer’e on 
Facebook and 

TripAdvisor 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 

 
 
 
 
 

 
 
 

 

 
 

       Wishing you a Merry  
  Christmas and a Happy and  
      Prosperous New Year 

Farewell and stay safe. We hope to see you at the  
museum in 2022 


